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ne of the biggest, defining
aspects of the 1960s was music.
Although rock and roll began

having an effect on Britain in the 1950s,
it was not until the early 1960s and the
emergence of ‘British Invasion’ groups
like The Beatles, that music truly began
its revolutionary changes.

As dates go, 5th October 1962, is not
particularly famous. It is not mentioned 
in school history lessons, nobody very
important was born or died and no world-
changing events made the headlines.
Perhaps the most newsworthy event of
that day was the London premiere of 
the first James Bond film, Dr No.

However, unnoticed by all but a couple 
of hundred teenagers in Liverpool, The
Beatles’ first single, ‘Love Me Do’, was
released. In that moment, it seemed that
the torch was passed from one generation
to the next. Nearly three years late, the
Sixties, as we think of them, had begun.

Britain at the beginning of the 1960s was 
a slightly depressing place, still recovering
from the effects of the Second World War.
The success of The Beatles and explosion
of youth culture that came with it
transformed British society. The Swinging
Sixties had started and for a while Britain
became the fashion and music centre 
of the world.

However, the 1960s was not just about
pop music; the world was changing fast 
in a lot of ways. In the USA, the civil rights
movement was gaining momentum as the
black American minority demanded equal
rights. The Cold War was intensifying, as the
Cuban missile crisis threatened to engulf
the world in nuclear war, and construction
of the Berlin Wall continued as the division
in Europe became more acute.

The UK’s biggest band may have sold
millions of records, changed fashion and
culture and became movie stars, but in
1964 they hit another landmark: the band

invented the stadium tour as we know 
it today. On the heels of the band’s Ed
Sullivan Show appearance, topping the
charts and reinventing the film musical
with A Hard Day’s Night, the band
crisscrossed the USA for the first time.

The Fab Four played venues no one had
ever considered playing. For this group 
of young men from Liverpool to go from
3,000-seat theatres to 17,000-seat arenas
and stadiums was a big leap, and the
difference between playing a small town 
in the UK relative to an American city was
huge. At the time, even huge stars like
Frank Sinatra and Elvis Presley were not
typically playing anything bigger than
those smaller theatres. As a result, the
logistics were hardly up to scratch.

The group’s manager Brian Epstein and
Norman Weiss of New York’s General
Artists Corporation drew up an ambitious
plan to present The Beatles to America’s
teenagers in a series of concerts that
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The Beatles made revolutionary changes to music
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The Beatles

How Britain boomed to
the backing track of
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How transport influenced 
The Beatles

If you want an example of how
transport has influenced culture, 
then you could do worse than reflect
on the fact that it keeps popping up 
in popular music. Where better to
look to prove this point than the
biggest British pop group of all 
time, The Beatles?

‘Ticket to Ride’

According to Paul McCartney, the
song title was a pun based on the 
idea of a British Railways ticket to
Ryde, a seaside town on the north
coast of the Isle of Wight, where Paul
had a cousin who worked in a pub.

‘Day Tripper’

The phrase has become so
thoroughly lodged in the collective
consciousness thanks to its use in 
the song that it has proved irresistible
to transport operators. Several
companies have seized upon it.
Centro, the West Midlands Passenger
Transport Executive, invented the
‘Daytripper’ ticket, allowing unlimited
bus, train and tram travel in and
around Birmingham.

‘Lovely Rita’

Released two years after ‘Day Tripper’
in June 1967, as part of the Sgt
Pepper’s Lonely Hearts Club Band
album, this is the tale of Rita, the
meter-maid, apparently based on an
encounter between Paul McCartney
and a female traffic warden outside
the Abbey Road Studios. The Beatles
made the phrase ‘meter maid’
synonymous with traffic wardens on
both sides of the Atlantic.

‘Magical Mystery Tour’

In the film of the same name, The
Beatles are seen on board a coach,
enjoying a mystery tour that turns
increasingly magical. Bus or coach
mystery tours were a very real
phenomenon that began in the late
19th Century and The Beatles were
familiar with what had become a
British institution. In the days before
cheap international air travel
revolutionised holidays, British
holidaymakers in search of
excitement during a stay-at-home
holiday would travel to a nearby bus
station and book on to a mystery tour.
They would set off with a group of
other people to an unknown
destination.

would sweep across the nation and back
again. The group would play in LA’s
Hollywood Bowl, Colorado’s Red Rocks
Amphitheatre, and venues from Chicago
to New Orleans, Boston to Jacksonville. 
All told, the first official tour of North
America would have the group play a
staggering 32 shows in 26 venues in 
24 cities in just 33 days, an exhaustingly
ambitious schedule that covered 
22,621 miles.

This tour was record-shattering,
precedent-setting, ground-breaking,
earth-shaking and moneymaking. 
The Beatles’ 1964 tour of North America
would forever change the concert
industry. During the tour, the group
encountered total chaos in every city they
played. They endured bomb threats,
blackmail plots, teenagers who infiltrated
their hotels dressed as maids, and even a
prediction from a famous astrologer that
they would all die in a plane crash.
Elaborate plans were needed to transport
the stars to hotels and venues. These
included the use of ambulances, police
vehicles, armoured trucks and, in one
case, an empty fish truck.

The Beatles’ American excursion between
7th February and 21st February 1964 was
an epochal moment in American culture. 
It was a musical earthquake that defined
the future of music and a cultural youth
quake that defined generations to come.
That 14-day window not only solidified
The Beatles’ careers, but also reshaped 
our culture.

By the 1960s, the first teenage generation
free from conscription emerged in Britain.
Young people were finally given a voice
and freedom to do what they wanted.
Their parents had spent their youth
fighting for their lives in the Second World
War and wanted their own children to
enjoy their youth and be able to have
more fun and freedom. By the early 1960s,
teenagers were already significantly
different from those of a decade ago.

To a backing track of The Beatles’ greatest
hits, Britain in the 1960s became a freer
and more tolerant place. If the 1950s were
in black and white, then the 1960s were in
Technicolor. The Swinging Sixties remains
the defining decade for Britain. In just 10
short years, London had transformed from
the bleak, conservative city, only just
beginning to forget the troubles of the
Second World War, into the capital of the
world, full of freedom, hope and promise.
It was the centre of all excitement: the 
city where anything and everything 
was possible.To a backing track of The Beatles’ greatest hits, Britain in the

1960s became a freer and more tolerant place

The logistical challenges associated with The Beatles’ tours 
were huge

Cultural highlights between 1960 and 1969
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Lessons from the Beeching cuts 
in reviving Britain’s railways

n the 27th March 1963, the
Beeching Report was published,
spelling the end of hundreds of

miles of British railway lines and
stations. Pretty much immediately, local
campaigns sprang up to protest what
became infamously known as the
Beeching axe.

Dr Richard Beeching is much maligned as
the Chairman of the British Railways Board
who wielded his axe, closing thousands of
miles of railway and stations in the 1960s.
The jury is still out on whether his report:
The Reshaping of British Railways, led to
the decimation of the railway network or
sowed the seeds that have allowed the
industry to flourish in the 21st Century.
Today, huge investment is needed to
revitalise our railways. Now, as in
Beeching’s time, Britain’s railways are in
need of updating, and if we want to see 
a rail system that is economically viable 
and socially beneficial there are some
lessons to be learned from the wrongs 
of past policy.

Back in 1963, Dr Richard Beeching’s plans
to cut 5,000 miles of line and some 300
stations were outlined in his report. From
an economic perspective, the urgent need
to identify savings in the railways was hard
to challenge. Nationalised in 1948, the
railways had struggled to pay their way for
most of the following decade and had, by
the early 1960s, accumulated significant
operating deficits.

Between the wars, over 1,300 miles of
unprofitable railway had been closed by
the railway companies. Rolling-stock was
in drastic need of modernisation and many
of the stations built in the Victorian era
had fallen into disrepair. Hit by substantial
rises in the cost of coal and steel, a
combination of management inertia and
lack of a clear government strategy
hampered attempts to place the railways
on a sustainable footing. At a time when

OBeeching’s remit in 1961 was to lead
the railways back into profitability

by the end of the decade

YEARS

100 YEARS OF GLOBAL  
LOGISTICS AND TRANSPORT
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1960

The Grand National is televised 
for the first time

1961

The UK becomes a member of the Organisation 
for Economic Co-operation and Development
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rail workers were poorly paid, there was
even a reluctance to raise rail fares to
offset operating losses.

Consequently, modernisation was slow 
to materialise and Britain’s railways still
largely ran on steam. Despite the more
efficient opportunities afforded by diesel
locomotion and electrification, British
Railways still purchased steam engines
well into the 1950s.

Beeching’s remit in 1961 was to lead the
railways back into profitability by the end
of the decade. With Britain’s economic
fortunes on the wane by the early 1960s,
the time was ripe for a thorough
rationalisation of Britain’s most prominent
nationalised industry.

Economic vs social cost

The clinical and ruthless assessment of
what was required to put the railways back
on stable footing won many admirers in
the then Conservative Government. 
It embraced Beeching’s proposals and 
was quick to implement his report’s
recommendations. Few alternatives were
offered. When Labour returned to power
in 1964, it did little to reverse the cuts,
although Beeching was removed as
Chairman of British Railways in 1965. 
The reality was that the vision of
modernisation was framed around a
transport system dominated by roads.

As Prime Minister at the time Harold
Macmillan confided in his diary in 1963: 
‘In 10 years we have gone from two
million to six million motor cars. In

another 10 years we may go to 12 and
eventually 18 million cars.’ The opening of
the new M1 motorway in 1959 – eventually
connecting the city of Leeds in the north
of England to London in the south – had
already provided an iconic symbol of a
new vision that was to be pursued
vigorously in the decades that followed.

The main opposition to Beeching’s
proposals focused on the social impact of
the proposed cuts. Opponents argued that
Beeching had paid scant attention to the
social importance of the railways. Many
argued that the closure of many lines in
rural Britain would isolate communities.

In regions of Britain such as rural north
Wales, where tourism was widely viewed
as an alternative to the fast-declining
extractive industries and where
depopulation was a significant social,
cultural and economic problem,
opposition to Beeching was voiced across
the political spectrum. A local Labour MP
argued at the time that the railways were:
‘a form of social service, which is as
essential as the supply of electricity, gas,
water and the NHS’.

Beeching did recognise these concerns,
but it was outside his remit to find a
solution to the social issue. Although 
local campaigns slowed down the rate 
of closures, the vast majority of the
report’s recommendations were enacted.
Across Wales, of the 1,500 miles of line 
in operation in 1951, only 670 miles
remained in 1965. By 1975, the figure 
had fallen to less than 500.

Beeching legacy

Since the closures, more than 50 lines
have already reopened. In parts of the UK,
many former lines were resurrected as
part of the new heritage rail sector, while
many successful community rail
partnerships have also flourished.
Elsewhere, disused lines have become
popular cycle and walking tracks.

The former line from Bangor to
Caernarfon along the North Wales
coastline encapsulates the Beeching
legacy. A significant proportion of the
former line is now a popular cycle track
and the site of the former station in
Caernarfon now hosts a supermarket,
while the line south of Caernarfon has
been developed as part of hugely
successful Welsh Highland Railway. To
reopen that line would no doubt stimulate
a vigorous debate among local cyclists,
environmental campaigners, local industry
and heritage conservationists.

Contrary to the apocalyptic narrative that
accompanies any discussion of his
infamous axe, there was life for the
railways after Beeching. However, the
reality was that the majority of Britons did
view the roads as a more convenient,
economical and practical mode of travel
from the 1950s onwards.

Today, with those roads now overcrowded
and motoring costs escalating, the
railways are once again providing a viable
alternative. Rail passenger numbers have
risen dramatically over the past two
decades. For that reason alone, there is
logic in revisiting Beeching.

Regular rail-users may well have a
different view. Overcrowded trains,
idiosyncratic timetabling and frequent
delays are just some of the problems that
need to be addressed. Moreover, rail fares
have risen rapidly in real terms since the
recession more than a decade ago. The
rise of 3.4% in prices in 2018 compounded
that problem, and the problems that faced
Beeching back in the early 1960s are 
still there.

Whether nationalised or in private hands,
Britain’s railways are still in desperate 
need of investment, modernisation and
coordination. Meanwhile, Beeching’s
elusive search for a more efficient railway
goes on.

The Beeching Report led to the end of hundreds of miles of British railway lines and stations
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The Rolling Stones make their debut at 
London’s Marquee Club

1962

The last trolleybuses run 
in London
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here is nothing more
quintessentially British than a 
trip to the rainy seaside. A tepid

paddle, then a strenuous clamber over
some jagged stones to get your hands on
a dripping and soggy Mr Whippy might
not sound appealing to some, but most
Brits would not have it any other way.

The British seaside holiday came into 
its heyday in the post-war years. Now
affordable to many through paid annual
leave, the destinations of choice depended
largely on where you lived. Whether it was
a day out at the seaside or a fortnight, all
British resorts offered fun and escape 
from daily life.

There were amusement arcades,
candyfloss stalls and seafood shacks.
Cafés with Formica tables and wooden
chairs, serving fish and chips accompanied
by mugs of hot tea and white bread and
butter. There were donkey rides on the
beach, crazy golf, helter-skelter slides 
and dodgems. Along the promenade you

T

Package holidays vs the seaside town:

the 1960s’ biggest battle
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1963

The Great Train Robbery takes 
place in Buckinghamshire

1964

The Forth Road Bridge opens 
linking Fife and Edinburgh
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would find shops selling postcards and
buckets and spades, along with plastic
windmills and packets of flags to adorn
the sand castles.

The glory days of the great British seaside
holiday came to an end with the arrival of
the commercial jet age. Cheap package
tour holidays to Spain became the norm,
where sunshine was almost guaranteed.
On 5th May 1962, the first fare-paying
flight of new British airline Euravia took off
from Manchester’s Ringway Airport. It was
full of families on an all-inclusive tour
taking them away from Blackpool,
Cleethorpes and Skegness. Their
destination: Spain’s Palma de Mallorca.

This marked the beginning of the end.
Britain’s seaside towns slid into a
breathtakingly fast decline. Many have yet
to recover. There had been package tours
before the 1962 Euravia flight, as early as
1950 when Horizon Holidays had flown 
11 holidaymakers from Gatwick Airport to
Corsica; but with bigger, faster aircraft,
rising wages and higher rates of

employment – not to mention a collective
desire for something aside from seaside
guesthouses with limited hot water,
crowded roads, stuffy trains, uncertain
weather, cold seas and chilblains – the
package holiday business began to boom.

As a result of this new form of
holidaymaking, express trains that had
long taken holidaymakers from northern
and Midlands industrial cities to the south
coast vanished in a puff of smoke. No
more would the Pines Express steam from
Manchester to Bournemouth; nor would
The Devonian rattle from Bradford, Leeds,
Sheffield, Derby and Birmingham to
Paignton.

At the same time, the infamous Beeching
axe scythed apart Britain’s railways. It
caused not just the end of the line for such
famous holiday trains as the Atlantic Coast
Express, which ran from Waterloo to
Devon and Cornwall, but also the
wholesale closure of the lines themselves.
Once-thriving resorts like Ilfracombe and
Padstow, and their fishing trade with
London, were suddenly cut off from the
national railway network. Their economies
were hard hit.

Until that moment, the British coast had
been the ultimate summer destination for
most working-class families. In 1949, five
million holidaymakers crowded Britain’s
seaside piers. For those unable to afford a
week in kiss-me-quick hats, there were
day return trips to be had to the coast,
courtesy of British Railways.

While some towns have had to struggle
back from decline, though, others appear
to have been immune to begin with.
When, in 1967, the Pines Express train
stopped at Bournemouth West for the last
time, Dorset’s largest town blinked, but
carried on. Bournemouth’s different fate
from the rest may have had to do with its
pedigree. Founded around 1810 as a
health resort for the well-off,
Bournemouth was laid out by
distinguished architects. From the outset,
Bournemouth attracted a prosperous
middle class, and while air travel had,
initially, seemed the death knell of Britain’s
seaside towns, airplanes have boosted
Bournemouth’s economy. From 1996, the
Bournemouth Airport has hosted
upmarket, champagne-fuelled flights
around the Bay of Biscay.

The recovery of many British seaside
towns is still paddling, rather than
swimming along. Even so, the tide may be
turning. Faded seaside glamour is not lost
on us Brits just yet and, with the increasing
popularity for ‘staycations’, the seaside
resorts are reinventing themselves once
again as great family destinations. More
and more we are seeing people jostling for
an Instagram shot of brightly coloured
beach huts, or tenderly refurbished piers.
With millions of pounds of investment
drawing us back to the British coast, it
seems the allure of a stick of rock covered
in sand is stronger than ever.
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Package tours abroad started to replace the classic British
seaside holiday

The British seaside holiday came into
its heyday in the post-war years

1964

Top of the Pops first airs 
on BBC TV
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n the middle of the afternoon of 1st
September 1968, London’s Victoria
Line opened its doors to its first

passengers, quietly and without a
ceremony. It was London’s first new
underground railway line in over 50
years; the last had been the Central Line,
opened in 1907 at the tail-end of the
city’s second boom in underground
railway building.

Construction of the Victoria Line had
started in 1962, and services on the line
opened in phases: first from Walthamstow
to Highbury in September 1968, to Warren
Street in December 1968, to Victoria 
in 1969 and finally to Brixton in 1971. 
On 7th March 1969, Queen Elizabeth II
formally opened the line from
Walthamstow to Victoria.

The Victoria Line was the first London
Underground line to be completely
underground. Despite what the London
Underground brand suggests, roughly 
55% of the network is overground.
The Victoria Line was also the first
Underground line to be planned and built
by government: older lines had been
planned and built by private companies.
London Transport chief architect Kenneth
Seymour designed the Victoria Line 
in-house alongside London Underground
engineers, with design input from
architect Sir Misha Black OBE and his
consultancy Design Research Unit.

As the line was wholly underground, the
Victoria Line look was limited to ticket
halls and platforms. The only exception 
is Blackhorse Road, the only new above

ground station building on the line. 
Shades of grey dominated the design:
concrete flooring, grey ceramic tiles 
and brushed stainless steel.

At some stations, the grey 6in-square tiles
were substituted for mildly warmer shades
of cream. Overall, however, as author
Andrew Martin concludes in his book:
Underground Overground: a Passenger’s
History of the Tube, the look is ‘bathroom
tiles, basically’. The tiles led him to dub the
Victoria line ‘the railway in a bathroom’.

The highlights lie in the unique designs on
tile panels in the platform seat recess. The
design at each station was to be an image
with local significance: a silhouette of
Queen Victoria at Victoria station, a black
horse at Blackhorse Road, and ‘a ton of

I

London’s newest line
The railway in a bathroom:
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London Transport chief architect Kenneth Seymour designed the
Victoria Line in-house alongside London Underground engineers

1965

Sir Winston Churchill dies 
aged 90

1966

England beats West Germany 4–2 to win the
1966 World Cup at Wembley
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bricks’, as a play on the name Brixton. 
At other stations the link between the art
work and station was less clear.

Andrew Martin remarked: ‘The designers
seem to have been hard-pressed to find
any. The one at Warren Street shows a
maze – a type of warren, you see. The one
at Stockwell shows a swan, the name of a
nearby pub, evidently. The one at Euston
shows the Euston Arch, which had just
been knocked down.’ All the same, a
pamphlet introducing the Victoria line in
1969 concluded that the art added: ‘a
touch of interest and humanity to the
rather severe platforms’.

On its opening, The Observer called it
‘extraordinarily bleak’, and added that the
Victoria Line had all the charm of a 1960s’
tower block. The stations were lit by
modern, but clinical fluorescent tubes,
something that had been praised in the
1950s plans as efficient and effective.

However, Sir Misha Black defended the
Victoria line: ‘The stations may be
criticised for appearing visually unexciting,
but we consider that preferable to a
transient popularity without lasting
qualities.’ The guiding principle was
function, not form. The station pamphlet
said: ‘The new stations are bright, modern
and designed for getting you to and away
from the trains with the least possible fuss
and delay.’

The route was designed to link up the
patchwork of Underground lines London
had inherited to create a well-connected
network. To achieve this, the Victoria
Line’s route was planned so that it would
intersect with all other Underground lines.
Each station was planned to offer
passengers interchange with either
another London Underground or a
national railway line. The only exception is
Pimlico, a late addition to the plans, made
when the Crown Estate offered a site for
the station. Bus stations were also located
at stations such as Walthamstow and
Blackhorse Road to ease intermodal
interchange.

The station pamphlet reported: ‘Spacious
stations designed for easy interchange and
passenger movement between platform
and street, based on research into
passenger flow . . . Escalators will lead
direct to platform level wherever possible.
Closed-circuit television equipment at
stations to assist in controlling and
speeding-up the movement of passengers
at peak hours.’

A key design feature to ease interchange
and reduce passenger flow through the
station was co-locating the northbound
(or southbound) platforms of two lines –
for example, Oxford Circus station was
redesigned so that the northbound
Victoria and Bakerloo lines were adjacent
to each other. This offered passengers a
quick same-level interchange. The
installation of escalators speeded up
passenger flow through the stations. 
The Victoria Line offers passengers a
means by which to cross the city quickly. 
A poster from the 1980s warns: ‘Doze off
for 20 minutes and you’ll end up in
Walthamstow.’

The broadly spaced out stations allow
trains to reach up to 50mph. The station
spacing also complements the at times
over-eager, spacing of stations on routes
such as the District line. This was a legacy
of being built by private companies keen
to draw in as many passengers as possible;
the logic was that more stations would
equal more passengers. Spacious stations
designed to ease interchange created a
more connected network.

The Victoria Line remains popular today,
despite the grey design palette and
bathroom style. As it has since opening,

the line provides a fast and frequent route
with easy interchange. Indeed, as a
London Transport press release after
opening of the Victoria Line boasted, 
the Victoria Line would be able to: ‘carry
25,000 passengers an hour in each
direction – the equivalent of 11 
motorway lanes’.

Since opening, service frequency has
increased from every two minutes to every
100 seconds, the most frequent rail
service in the UK and the second most
frequent in the world. Today, it is the most
intensively used line on the network,
carrying more than 13,000 passengers a
mile. M A C Horne wrote in The Victoria
Line: A Short History in 1988: ‘At 3pm [on
1st September 1968], the public gained
access to London’s latest tube. They 
liked it, and have flocked to it ever since.’
This still rings true today.

Nicole Badstuber
Academic Researcher in Urban Transport
and Infrastructure,
University of Cambridge.

n.badstuber@ucl.ac.uk

www.ciltuk.org.uk 31

A warning from the 1980s
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The Victoria Line was the first London Underground line to be
completely underground

1967

The British steel industry is 
nationalised

1968

Frederick West, aged 45, becomes Britain’s 
first heart transplant patient
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FLASHBACK:

he Golden Jubilee of the
foundation of the Institute was
celebrated at a luncheon held 

at the Connaught Rooms, London, on
Monday 3rd November 1969, attended
by some 550 members and guests.

After welcoming the guests, the President,
Anthony Bull (pictured), reminded those
present that it was on Monday 3rd
November 1919 that a luncheon was held
at the Savoy Hotel, which must be
regarded as the first official gathering of
the Institute, and explained that the three
courses of the present luncheon were the
same as the three principal courses of the
original luncheon given by Lord Ashfield
(at that time Sir Albert Stanley) who
occupied the Chair.

The President announced that the
following message had been sent to 
the Queen:

‘On the 50th Anniversary of the foundation
on November 3rd 1919, the Institute of
Transport, of which Your Majesty is the
gracious Patron, the President, Council
and Members of the Institute assembled
together, with humble duty beg that Your
Majesty will accept this expression of their
loyalty and devotion.’

Her Majesty had replied to him as follows:

‘I sincerely thank you and the Council and
members of the Institute of Transport for
your kind and loyal message.

‘I congratulate you on the Golden Jubilee
which you are celebrating today and, as
your Patron and as a frequent traveller by
land, sea and air, I send my warmest good

wishes for the future
prosperity of the
Institute and for
the work of your
members which 
is of such vital
importance in the
modern world.’

Golden Jubilee Presidential Address 
by Anthony Bull, 13th October 1969
London:

I have been greatly honoured in being
elected President of the Institute of
Transport. I am very conscious of the
responsibility which falls on me as
President in the year of the Golden Jubilee
of the Institute.

In this Jubilee year, I believe that it is
appropriate that I should take for my
Presidential Address the theme of the
Institute itself; recalling the objects for
which it was founded and the progress
which it has made.

The foundation of an Institution is an act
of faith. Has the faith of the founding
fathers or the Institute of Transport been
justified? Many, perhaps all, of those
present will have no doubt of the answer.
But it is worth examining this question in
some depth, not as a justification of what
our predecessors have done, but to try to
establish standards against which we can
assess whether what we are doing is right
and whether it will be seen to be justified
at, say, the time of the Centenary of the
Institute in the year 2019.

Edmund Burke wrote that ‘the state ought
not to be considered as nothing better
than a partnership agreement in a trade of
pepper and coffee, calico or tobacco, or
some other such low concern, to be taken
up for a little temporary interest, and to be
dissolved by the fancy of the parties . . . It
is a partnership in all science; a
partnership in all art; a partnership not
only between those who are living but
between those who are living, those who
are dead and those who are to be born.’ 
A professional and learned Institution
continuing beyond the lifespan of any
individual, takes on itself something of this
character. We are custodians of the past
and the future.

Judged by any standards, the record of
the Institute of Transport over the 50 years

of its existence is impressive. In seeking 
to achieve the objectives laid down in 
the Memorandum of Association and 
the Royal Charter, it has established a
headquarters containing offices and an
extensive and comprehensive transport
library. It has set up a system of study and
examinations in transport subjects. It has
stimulated the formation of 31 local
sections or groups at home and 13
divisions, sections or groups overseas. 
The Institute has honorary corresponding
members in 16 other areas. Roughly 250
meetings are arranged each year by the
headquarters and home branches, at
which papers are presented and discussed,
and similar programmes are organised by
overseas branches. The Institute organises
Congresses and Conferences. It has
played an important part in developing the
study of transport at the Universities, in
particular by collecting the money to
provide a Readership in the Economics
and Organisation of Transport, and two
fellowships at Oxford. With the
development of the activities of the
Institute, membership has shown
continued growth.

In this Jubilee year, as I visit the sections, I
shall be listening to the views of members
about the Institute’s affairs. But we cannot
afford to spend too much time on self-
examination. We must continue effective
ways to develop our educational work and
to make an important contribution to
informing opinion on transport affairs. So
that, when our Centenary is celebrated,
the Institute will have played a major part
in the training of transport men and
women, and in shaping transport to meet
the needs of the 21st Century.

T

The Golden Jubilee

This report is an excerpt of that published in the
Chartered Institute of Transport Journal, Vol 33,
November 1969, page 265.

For more information and to read the 
full report, contact: The Knowledge Centre.
knowledge@ciltuk.org.uk

YEARS

100 YEARS OF GLOBAL  
LOGISTICS AND TRANSPORT

    
  

32 FOCUS   MAY 2019

1968

The London Underground Victoria Line 
is opened by the Queen

1969

The abolition of the death penalty for murder 
is made permanent by parliament
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Find out what happened between 1970 and 79 next month

Hall of fame
Institute Presidents

GRAND

1960

1961

1962

1963

1964

1965

1966

1967

1968

1969

Keith

WHITAKER
Ernest

LEMASS
Frank

FARMER 
Dick

GRANVILLE
Keith

DUNBAR
Alexander

FINNIS
Sidney

CARLING 
Michael

AMOS
James

BULL 
Anthony
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