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W elcome to the Spring issue of our Newsletter. Or 
should that be . . . magazine . . . journal?  It does 

seem that we have moved away from the biannual 
publication many of you have known for years. Should we 
change the name then? Or is it still too early?  
 
Change . . . maybe that's not what folk are looking for just 
now, after a long lockdown. Yet again, why not? We've all 
had our Begone Foul Pest jab (or jabs). Time to be 
optimistic, forward looking? 
 
Mike Lawrence mentioned a Radical journal of the late 
18th century called the “Auchtergaven Ventilator”, as  
food for thought. But we’d need something covering 
West Stormont. Do let me know what you think: the 
email address is at the foot of this page.  
 

This issue instigates an ongoing dialogue, of sorts. There 
is a riposte to the article on the origins of 'Cleikhimin' in 
the last issue, from Jennifer McKay; and Isobel Morrison 
has some information on another local instance of 'cleik/
cleek'. Paul McLennan put his boots on and walked 
around the Murthly parks examining the ha-has or 
sunken dykes. Are they a Stewart legacy or work left 
unfinished by Mackenzie of Delvine, one of the early 
Improvers? (Word in the wind suggests  the planning 
application for that part of the estate will be revived.) 
 

We also have a contribution from Dave Gordon on the 
Court Hill trig station. And Mike Lawrence has been 
putting lockdown to good use with a detailed account of 
the ferries along the Stormont section of the River Tay. 
The gie dangerous ferries . . . 
 

Hope you enjoy this issue. Please feel free to comment or 
critique. Your feedback and involvement is always 
welcome. 

Stanley Church from across the river. 1850s. 

The Murray-Graham Sketchbook. 

Courtesy of Local Studies section, AK Bell Library. 

mailto:weststormontsec@gmail.com
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FURTHER TO  . . . 

 

F urther to Paul McLennan’s entertaining and 

insightful article about Cleikum Inn, Airntully… 

What a grand Scots word cleik/cleek is. It means a big 

hook, often one for hanging a pot over a fire but its usage 

has many nuances. A keek in the Concise Scots Dictionary 

reveals that it was a useful, hard-working word, 

encompassing the following: hook, salmon gaffe, latch, 

muck-rake, crochet hook and the cleek needed to guide a 

gird. It was also a term for leg cramps in horses, an 

inclination to trickery or deceit and a golf club. As a verb it 

meant: to fasten with a hook, to seize or snatch for 

oneself (especially a man in marriage!), to walk arm-in-

arm, and to link arms and birl.  

You would have known what to expect when dancing to 

the fiddle tune “Cleek Him In”.  

Some place-name meanings are self-evident as in 

Cleikhimin Pot, a pool on the Don, near Kildrummy. 

In the nineteenth century there were quite a few Cleikums 

scattered from Shetland to as far south as Lincolnshire, 

many of them field names and there may still be a few of 

these in existence. The Cleikiminfield housing 

development in Niddrie comprising Cleekim Road and 

Drive was named for, you’ve guessed, the field in which it 

was built. 

Given the number of meanings the word has, we must be 

wary of assigning interpretations in different contexts, 

historical and geographical, and we should also be on the 

lookout for folk etymologies, imagined explanations of a 

name. 

Prior to reading Paul’s piece, the only Cleikum I was aware 

of was the loch-side Clickhimin Broch in Shetland; I 

checked it out. The Ordnance Gazeteer of 1885 informs 

us, “… there are a number of small lochs, the principal 

being Clickhimin or Cleek-em-in, SW of the burgh of 

Lerwick, separated from Brei Wick by a shingle terrace or 

‘ayre’. Clickhimin derives its name from a whisky shop that 

once stood near it, and was supposed to entice or ‘cleek’ 

people into it.” 

My next step was to consult the 1st Edition OS map and 

that was a revelation. Not only does it name the loch, it 

also shows Clickhimin Bight, Clickhimin Ayre, Clickhimin 

Noust (a neuk on the shore for beaching a boat), a farm 

and a village. Could all these features have been called 

after a whisky shop? Surely the boot is on the other foot. 

We have to look for an etymology elsewhere. The entry in 

the New Statistical Account written in 1841 helps. “Within 

the last 20 years, a common, surrounding the town of 

about 40 acres, has been enclosed and divided into 31 

parks which are now cultivated. “ 

And this brings us back to Airntully where the commonty 

was brought under cultivation during the improvements. 

Cleikhimin pendicle was no doubt a product of the 

improvements, a piece of ground cleeked in from the 

commonty. Paul looks to be on the money when he 

argues that a Cleikum Inn at Airntully never existed. 

And finally, the derivation. Cleek comes from the Middle 

English ‘clechen’, meaning ‘to hook’. 

Jennifer McKay 

 

 

I n the latest issue of our Newsletter, Paul contributed a 
fascinating article about Airntully's lost Inn - The 

Cleikhim Inn.  

This singular name struck a chord and set my other half, 
Chic, to thinking of the Summer of ‘75. He worked, for one 
summer only, at the salmon fishing on the Tay.  

His station, apparently a bothy well noted for its own 
historic, if not hygienic, merits, was PYEROD, but he 
recalled another fishing station known as CLEEKUM. This 
was probably owned by the Earl of Mansfield, operated 
through the auspices of the Tay Salmon Fisheries.  

This led to a search using Mr Google on ye internet, and 
sure enough, the internet produced an image https://
www.geograph.org.uk/photo/2369597 of Cleekum 
Salmon Fishing Station, near Old Scone, on a sweep of the 
Tay. (See below.) 

The image is credited to Iain Aitken Robertson, and 
further research un-earthed a PhD paper, submitted by 

The article on the origin of 
“Cleikhimin” in the Winter 
issue brought in a couple 
of replies. 

https://www.geograph.org.uk/photo/2369597
https://www.geograph.org.uk/photo/2369597
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that very man, in 1989, entitled "The Tay Salmon 
Fisheries in the Nineteenth Century". Its a bit of a 
whopper itself - over 500 pages - but I'd recommend 
dipping in a toe and sampling tidbits from this wee gem 
(he also published a book on this subject). 

One fact which caught Chic's attention relates to that age-
old problem of poaching, in this case in the 1880s; fish 
being caught illegally by use of hang-nets, and by other 
means illegally landed at Newburgh of all places (the 
Society had a brilliant summer's evening trip there in the 
olden days).  

This led to the then Home Secretary arranging for the 
Admiralty to send a gun boat to check what was going on! 
Apparently that did put a stop to Newburgh's illegal 
activities, but only displaced the problem to other parts of 
the river.  

And so the pursuit of Cleikhim, Cleekum and sundry other 
places can prove most rewarding: thank you Paul. 

This link to the Tay District Salmon Fisheries Board 
website includes much more history of this amazing river 
on our doorstep http://www.tdsfb.org/tayhistory.html  

 Isobel Morrison 

A s reported in the last issue, a planning application for 
four poultry rearing sheds and associated works on 

farm land just to the southwest of Murthly village was 
dismissed in early January. Almost at the top (#2) of the 
reasons given for this was the likely negative impact on an 
area of historic designed landscape. In playing the 
heritage card, Perth & Kinross Heritage Trust (PKHT) 
particularly feared for the ha-ha feature on the site.  
 
PKHT acknowledged that, generally, “the full importance, 
function and evolution of these designed landscapes is not 
well understood due to lack of study and field work to 
date”.1 Adding they should be protected and preserved: 
particularly because of their close association with the 
Murthly Castle Designed Landscape.  
 
A ha-ha is a sunken fence that removes the need for dykes 
or post and wire fences to corral livestock, thereby 
allowing open, uninterrupted views across a landscape. 
They are most typically associated with stately homes. The 
concept is French and was first described in 1709 by 
Dezallier d’Argenville in his La Theorie et la Practique du 
Jardinage (The Theory and Practice of Gardening). It was 
quickly taken up  in England, and  ha-has first appeared 
there in the gardens and parks of Stowe, in 
Buckinghamshire, about 1720.2 To gauge the depth of 
impression they made with the public then, think back to 
that first sunset you saw from a rooftop infinity pool. You 
may be blasé now, but honestly? Wasn’t that a “Wow!” 
 
Just as quickly it became a ubiquitous feature, almost to 
the point of cliche. Something Jane Austen picked up on in 
Mansfield Park (1814) when Mary Crawford exclaims, “I 
have looked across the ha-ha til I am weary. I must go and 
look through that iron gate at the same view.” 
 
There is a question mark as to when the Murthly ha-has 
were constructed. If, fashionably, in the 18th century then 
the inspiration for them was not Stewart, but Mackenzie. 
If post 1820, they may no longer have been fashionable, 
but were certainly a more expensive way of controlling 
stock. Arguably, they would not have added much value to 
the landscape: the parks in Fig 1 below have a mixture of 
sunken and raised dykes. Their impact as designed 
landscape comes from their irregularity of shape lying 
amid  impressive shelter belts, and their size. This article is 
an attempt, through sifting available documentary 
evidence and by walking the ground, to offer a tentative 
timeline. Evidence seen in the field suggests one scenario: 
possibly contradicted by a couple of estate maps. 

Cleekum Fishing Station 

The heritage value of Murthly’s   
ha-has, raised in the last issue, 
prompted an investigation of their 
full extent.  

There are miles of them! 

Murthly Castle — 1850s 

Courtesy of Local Studies section, AK Bell Library. 

http://www.tdsfb.org/tayhistory.html
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Throughout most of the 18th century a key portion of 
today’s estate stretching south from the Gellyburn up to 
Ardoch (mainly on the school side of the B9099), and west 
encompassing the farms of Bradyston and Douglasfield, 
outlined above in blue,  was actually the lands of 
Cowbrydieston or Culbrydieston. John Mackenzie, 1st of 
Delvine, an advocate in Edinburgh, acquired the barony of 
Delvine and Cowbrydieston in 1704. He had three sons of 
whom Alexander and the youngest, John, followed him 
into the legal profession. All three were Writers to the 
Signet, and each served in turn as Principal Clerk of 
Session, that is, as chief administrator to Scotland’s 
supreme civil court, the Court of Session. (Sir Walter Scott 
would also hold this office from 1806.) Alexander’s 
grandson, Alexander Muir, followed in the family 
tradition. In some respects, the Mackenzie family were to 
Scotland’s legal profession what the Stevensons were to 
civil engineering.  But, y’know, a phrase like “The 
Lighthouse Stevensons” will cleik wae the publik more 
readily than “Torts & Testament Mackenzies”. 
 
John Mackenzie, 2nd of Delvine (1709 - 1778) bought the 
estates from his older brother, Kenneth, in the 1740s. 
Although he had a busy practice, and acted as agent for 
the 2nd, 3rd and 4th Atholl Dukes, advising them on legal 
and financial matters, he was determined to make the 
best of his acquisitions.  

Mackenzie of Delvine was an Improver. 
 
TC Smout is very clear that the “agricultural revolution” in 
Scotland was patchy, spasmodic, taking a long time to 
catch on: It was not carried through on a storm of 
enthusiasm. He dates its start from 1720 with the 
inception of The Honourable Society of Improvers, in 
Edinburgh, “as a propaganda effort to spread knowledge 
of the new farming”.3 However, even by 1780 the 
Improver was still the exception. Mackenzie then was in 
the first wave of those who sought to introduce new 
methods of husbandry, new crops, and better farmsteads. 
His interest was mostly financial, whereas for others it 
might equally be a cultural imperative. As Smout contends 
was the case, for example, with Lord Cockburn, who was 
“doing his bit for Scotland, his way of dragging her into the 
Britain of the eighteenth century.” 4 

 
Mackenzie was not backward in advising one client, John 
Murray of Strowan, 3rd Duke of Atholl, to raise rents: 
“Your Grace would have little occasion to beg for your self 
were you pleased to permit those whom you pay for 
prying into your private affairs to try our skill on a 
moderate rise of your rents.” He was convinced that, 
“while you continue them precisely on the old 
establishment [your tenants] will never change their old 
modes of farming or rather of scratching the ground & so 
starve themselves and their beasts for life.”5 Mackenzie’s 
correspondence is salted with stinging comments in this 
vein. Tenants lacking his enthusiasm for the new ways 
were disparaged for wanting “nothing better than the 
poverty and dirt their fathers left them in.”6   We could 
propose some sense of mission here . . . were it not for 
Mackenzie’s statement that he simply desired to “grow 
rich by finding proper returns from our extensive 
Improvements.”7   
 
 His improvements to Delvine, and the creation of 
Spittalfield as a planned village from 1762, are covered 
well in Jim Black’s The Heart of the Stormont: Past Times 
in Spittalfield, Caputh and Round About (Abertay Historical 
Society #61, 2020).  We are concerned here with those 
carried through in West Stormont, in the area that would 
eventually be known as New Delvine. Which pre-occupied 
him almost from the beginning of his tenure. 
 
In 1744, Mackenzie unveiled an elaborate plan for 
bringing the Muir of Thorn into cultivation. He would 
“beat his betters” (a veiled swipe at his neighbours, Sir 
John Stewart, and his client, the Duke of Atholl?) in 
putting “a decent face on that Mure which was not meant 
to lye in Dark heather for the purpose of Scalping the 
surface to the Day of Judgement.”8 Said “scalping” being 
cutting turf for roofing houses, which Mackenzie saw as 
detrimental to the soil. 
 
Let us not for a minute underestimate the scope and scale 
of this ambition. At the time the Muir of Thorn was this 
huge “blasted heath” lying across parts of three parishes: 
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Little Dunkeld, Auchtergaven, and Kinclaven. (Much more 
extensive then than indicated on the 1st ed. OS map.) To 
someone like Mackenzie it could have seemed a clenched 
and threatening fist. Most of his 350 acres of 
Cowbrydieston lay in its grasp; yet only about a thumb 
and forefinger’s worth. It would prove to be hard back-
breaking labour; draining bogs; tearing up brush wood; 
and carting off stones – even with liberal use of black 
powder to blow up the boulders. 
 
In 1744, Mackenzie gave William Dow a 19-year lease for 
as much muirland as he could turn to arable ground. He 
advanced this pioneer 1000 merks (£667 Scots) and 12 
‘couples’ of good timber for houses. Dow’s challenge was 
to bring four acres of muir into infield arable each year. He 
would be absolved rent for five years, thereafter paying 
100 merks (£67 Scots) annually for the next five, with the 
rent rising (in line with productivity, it was hoped/
assumed) to £100 Scots a year for the remaining nine 
years of the tack. Can you discern the lawyer in this 
arrangement? Well, should Dow tak the craw road during 
the first five years his “aforesaids” (heirs) would be 
obliged to repay 800 of the 1000 merks advanced: 500 
merks if they mourned his demise any time in years five to 
ten. Nothing would be reclaimed, however, if the 
sorrowful event occurred during the final nine years. So 
long as at least 30 acres had been brought into cultivation 
in the first ten years. 
 
Dow shook hands on this deal (and might have had pause 
to count his fingers thereafter). Unfortunately, 
Mackenzie’s grand scheme came to nothing: Dow died in 
1750. His heirs gave up the lease soon after. The lawyer 
tried again, with the brothers, John and Thomas Neill, who 
took over in 1753. Only to renounce four years later as 
their improvements were not producing enough to pay 
the rent.9  
 
Mackenzie re-grouped and tried again in 1769. More alive 
now to best husbandry practice in England, with new 
crops, rotations and implements, he resolved that the 
Muir should be “substantially” enclosed, and proper 
steadings erected. Ditching and dyking began then and 
continued until 1773. A new two storey “Beau Window” 
house, slated and harled, was planned, intended to be “a 
compleat farm after the English form.” This, along with a 
barn and byre, enclosures and plantings, was completed 
by 1773. It was entered in the account book as ‘New 
Delvine’. At a cost of £137 6/9d Scots.10 
 
When “this new farm” was completed Mackenzie 
imported an English farmer, William Wright. He was 
subsidised to begin with, but Mackenzie changed his tune 
by the end of the year saying that he would get no more, 
“so that he might work harder.” Which actually paid off. 
By the middle of 1774, Mackenzie was much happier with 
Wright: he had indeed “dresst his Mure with very 
Uncommon Neatness, His House is Clean, his access 
Sweet, Decent & Cleanly & his fields properly Laid out & 

fenced in & Carry a thriving appearance though situated in 
an Uncultivated Heath.”11 

 
John Mackenzie, 2nd of Delvine died in 1778. He was 
eulogised in the Statistical Account for Caputh as “without 
exception, the first improver of this country.”12 Similarly, 
Rev. Robertson’s account for Little Dunkeld drew attention 
to “a very public spirited gentleman (who) 25 years ago, 
made out a good large farm on a moor at the east end of 
the parish, which he accommodated with substantial 
elegant farmhouses [New Delvine and Walton] and out-
houses, that promise to turn to good account.”13 He left 
everything, all goods and gear, forests, lands and estate of 
Delvine, in life rent to his widow, Cecilia 
Renton.14Thereafter, as they were childless, it would all go 
to his great-nephew Alexander Muir (who added 
‘Mackenzie’ to his name when Cecilia died in 1803. He was 
knighted in 1805.).  
 
During John 2nd’s ownership, 642 roods (3,626m) of 
dyking was completed between 1769 - 1773. Much of this, 
being a good neighbour, was along the line where his land 
marched with Murthly to the south, east and west: the 
Gellyburn formed the northern boundary. In 1779, dyking 
extending to a further 385 roods (2,174m) was built in the 
West Muir of Thorn: 598 roods (3,379m) in the eastern 
part, by then known as New Delvine. (It seems that 
Alexander actively managed the estates for Cecilia and 
continued with the improvements.) 15  
 
What kind of dyking? Are both sunken and raised dykes 
given the same name in the accounts? If so, then we need 
to know the rate per rood, for one type is considerably 
more labour intensive. But until the National Library’s 
doors are open once again  . . . 
 
In May 1819, Sir George Stewart of Grandtully and 
Murthly received a letter from George Condie, the family 
solicitor in Perth and his “man of business”. Condie had 
got wind that Sir Alexander Muir Mackenzie might be of a 
mind to sell New Delvine, and urged him to pursue this, “if 
fair and equal terms can be had.” He also threw in that 
Mackenzie might entail his estates, “after which it could 
not be got at all.”16 Wait . . . Have we just come across a 
FOMO hook in a 19th century letter? (FOMO: fear of 
missing out. One of the sales conversion techniques of 
21st century digital  marketing.)  
 
Sir George duly made his offer, which Sir Alexander 
countered, but it seems both parties really wanted a deal, 
for an agreement was in place by September. On the 17th, 
Richard Mackenzie WS wrote to Condie that he was 
sending “by coach” the title deeds of the lands of New 
Delvine. The deal was settled on a mixture of cash and 
excambion: Sir George exchanged some of his land on the 
north of the Tay, and included the island opposite Easter 
Burnbane, “contiguous with Delvine”. He took possession 
that Martinmas of two farms (New Delvine & Walton) five 
pendicles, and Gellyburn Quarry, along with plantations of 
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fir. The net rentable value was £235 8/1d.17 
 
Which now brings us to the question: who did what? Who 
was responsible for building the ha-has?  
 
There are approximately 4.5km of sunken dykes 
containing the parks formerly known as New Delvine. 
These are outlined in red in Fig 2.  

Blue outlines denote Murthly parks, which all have raised 
stone dykes. Note there is one park that is mostly red, but 
with a section of blue indicating where the ha-ha gives 
way to a 4’ raised dyke. 
 
Entrances to Murthly parks throughout the estate are 
marked with twin conical pillars of dressed stone. It’s a 
Stewart signature, if you like. However, gateways to New 
Delvine parks are marked differently. The following 
example shows the entrance to the park which used to 
hold the Walton (Welltown) farmstead.  
 

At the western edge of this park sunken dykes gave way to 
raised walls and the first Murthly pillars. Beyond that 
gateway lies the Gellyburn, and the western march of 
New Delvine with Murthly.  It is easy to “see” a difference 
between Mackenzie and Stewart estates.  
The estate map of 1784 flatly contradicts this reading.  

Prepared by Adam Kay, of whom nothing is known, it 
illustrates a boundary dispute between Sir John Stewart 
and Widow Mackenzie. It’s a strange piece of cartography, 
with no scale, no ‘up or down’ (in fact, it can, needs to be 
read from four directions) but wonderfully detailed. Fig. 3 
is an extract showing the area in question as rectangular 
fields: no dykes as such. 

 
An 1825 map (Fig.4) part of a folio of plans covering all of 
Murthly and Airntully, surveyed by James Chalmers, Sir 
George’s new factor, shows some changes since 1784. The 
same rectangular look to the fields overall;  but  a few 
more tree belts;  and, a hint of early shaping to the parks. 
Of course, to the west, a huge expanse of muir still to be 
conquered. 

 
In Fig. 5 the parks outlined in blue, with raised dykes, are 
in fact book-ended by parks enclosed by ha-has (outlined 
in red).  
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The Gelly Parks to the west of the muir add approximately 
5km to the total. (The approximation arising from their 
having been sliced through by the new A9 in the 70s.) 
These are known to be Stewart works. Evidence on the 
ground, coupled with the estate maps, thus supports the 
idea that the sunken dyke features overall are Stewart, 
not Mackenzie.  
 
Which takes nothing away from Mackenzie of Delvine’s 
pioneering work to reclaim and enclose the Muir of Thorn. 
In improving New Delvine he began to prise open that 
gnarled fist. 
 
Paul McLennan 
 

Notes & Sources: 
 
1. Sophie Nicol, Historic Environment Officer, PKHT 
2. “What is a ha-ha”, Geraldine Porter, NTS. https://

www.nationaltrust.org.uk/features/what-is-a-ha-
ha“ 

3. A History of the Scottish People 1560 – 1830”, 
T.C.Smout, p 296 (Collins, London, 1969) 

4. Ibid, p293 
5. “Living in Atholl 1685 - 1785”, Leah Leneman, p 25 

(Edinburgh University Press, 1985) 
6. “The Heart of the Stormont”, Jim Black,p121 

(Abertay Historical Society, 2020) 
7. Allan Brown, MA Thesis relating to Delvine Estate in 

the 18th century: Edinburgh University 1966. 
(Thanks to Jim Brown for supplying an extract.) 

8. Ibid 
9. Ibid 
10. Ibid 
11. Ibid 
12. Original Statistical Account [OSA], Clunie 1791 
13. OSA, Little Dunkeld, 1792 
14. Edinburgh Commissary Court. 
15. Brown 
16. Grandtully Muniments, National Records of 

Scotland [NRS], Letters ,1818-1819 
17. Ibid 

 

100 YEARS SYNE 
 

The Auchtergaven Parish Memorial to the fallen of World 

War 1 with a bronze plague bearing 78 names was 

unveiled  by His Grace the Duke of Atholl on 6 March, 

1921 in front of a large crowd. 

The cairn was originally surrounded by iron railings with a 

turnstile gate. 

https://www.nationaltrust.org.uk/features/what-is-a-ha-ha
https://www.nationaltrust.org.uk/features/what-is-a-ha-ha
https://www.nationaltrust.org.uk/features/what-is-a-ha-ha
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T he current Ordnance Survey (OS) Explorer map 
(1:25,000 scale) shows a spot height on Court Hill of 

82m at grid reference NO 314 737.1  The OS six- inch to 
the mile maps of 1868, 1900 and 1927 show a symbol for 
a trigonometrical station at this location – a small black 
triangle with a dot inside.  It is given a spot height of 269 
feet, which is 82m.  It no longer appeared on maps 
surveyed in the late 1950s and I assume it was not used in 
the major resurvey of Great Britain that began in the 
1930s. 

On the six-inch map surveyed in 1864 it is shown thus, 
circled in red by me:  

'Sur.' stands for the height of the ground surface.  Cr is the 
height of the upper side of the centre stone marking the 
station. 1.7 feet below the ground surface.  The relevant 
'Characteristics' sheet states: 

 

The concrete pillars that we now associate with trig points 
only appeared with the twentieth century retriangulation 
of Great Britain, following a design credited to Brigadier 
Martin Hontine in 1935.  The standard history of the OS by 
W.A. Seymour (A History of the Ordnance Survey, Dawson: 
Folkstone; 1980) notes that, in the old triangulation of the 
19th century, the marking of stations had usually been 
done by some form of buried marker giving no surface 
indication of its location.  (I do not know if buried marker 
stones had any distinctive features or whether they were 
just local stones of suitable size and shape.)  The Survey 
Act of 1841 conferred power to the Ordnance Survey to 
establish such permanent ‘marks, stones or posts’ without 
the landowners’ consent.  Furthermore, while all trig 
stations functioned as points of reference for surveyors, 
not all were part of the triangulation network. 

The OS maps of various dates and scales are not entirely 
consistent.  Most show the trig station/spot height nearer 
to the track separating Court Hill from North Hill, which is 
where the current 1:25,000 map shows the spot height.  
The grid reference for this is NO 314 737.  However, some 
appear to show it nearer to the memorial cairn.   

On the ground there are two obvious knolls.  The southern 
one is where the new fence (following the same line as 
the old fence) bends slightly towards a more northerly 
heading.  The current 1:25,000 map shows this as being 
where a fence (now removed) joined from the west.  
There are boulders on the east side of the fence, probably 
from field clearance during the 20th century.  The northern 
knoll, where most maps place the spot height/trig point, 
has a well-grown tree, various boulders (again probably 
field clearance) and a depression on its northern side.  At 
neither is there any obvious surface indication of a trig 
station.  (Note that the fence line is a 20th century 
creation.) 

A trig station at either of these knolls would have been 
created within the Court Hill woodland.  Christopher 
Dingwall's Preliminary Notes on North Wood Ballathie 
(Woodland Trust Scotland 31 July 2017) show Court Hill to 
have been wooded throughout the 19th century (cf Figs 6 
and 8).  Trig stations used in triangulation require 
intervisibility to function, which cannot be achieved in a 
woodland, so it seems likely that the Court Hill trig station 
functioned as a point of reference for the surveyors rather 
than as part of the triangulation network.  It is located at 
the top of the hill and this could be why it was selected by 
the surveyors as a 'point of reference' trig station. 

There is nothing to see now.  There may never have been 
a surface marker, or there may have been a marker but 
nothing as obvious as a 1930s concrete pillar - perhaps 
there was a small cairn or a boulder, or even marks on 
standing trees.  Identifying marks in the 19th century seem 
to have been a matter of personal choice for the surveyors 
involved. 

The landscape underwent considerable change during the 

COURT HILL 

TRIG STATION 

DAVE GORDON 

An historical note on a 
vanished landmark. 
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first half of the 20th century when Court Hill wood was 
cleared, though dating this from OS maps is problematic.  
A map publication date can be very much later than the 
date of on-the-ground survey, and not all maps give the 
survey date(s).  For example, the 6 inch to the mile map 
showing Court Hill published in 1959 was based on survey 
revisions 'before 1930'.  There is also the problem that 
revisions may not have been comprehensive.  Even today 
it is not hard to find errors, omissions and retained 
features on maps that do not match reality. 

I'm sure local people could give a better timeline than can 
be constructed from the maps, but for what it's worth the 
sequence appears to have been: 

• woodland until the First World War; 

• substantial woodland clearance either during WW1 
or in the 1920s but with the 'ridge' from the Trig 
station to the Memorial Cairn, and particularly its 
steeper eastern slope, still with trees in the 1950s; 
west of this line was improved ground, east of it 
was rough pasture with trees; 

• the whole area clear of trees by the 1980s. 

West of the 'ridge', not only were the trees cut down but 
it seems that the tree stumps and roots were also 
grubbed out.  The absence of roots when the field was 
mounded recently for Woodland Trust planting and plus 
the signs of boulder clearance from ploughable ground 
onto the slope east of the 'ridge' are consistent with this 
supposition.  I do not know if the absence of mapped 
trees east of the 'ridge' by the 1980s reflects active 
clearance (with grubbing) or simply degeneration due to 
grazing. 

It is questionable if any surface marker(s) put in place 170 
years ago will have survived through such changes.  
Perhaps, however, there still remains a 19th century 
Ordnance Survey stone in situ 1.7 feet under the surface.  
Or it may have been dislodged or removed during tree 
clearance.  And if it has survived in situ and one day it is 
uncovered, would there be anything to tell the finder that 
it is a 'special' stone? 

Trying to find out what lay behind a symbol on an old map 
has been an interesting and educational exercise.  If there 
is a buried marker still in place, I'm happy to let it rest 
there in peace. 

Dave Gordon 

With thanks to John Moore for historical information on 
Ordnance Survey practice. 

Note: 

1. Grid reference read from digital OS map on 
MemoryMap, not from an on-site GPS reading. 

T he ancient division of Stormont lies east and west of 

the River Tay. The district extends in a wide curve of 

about ten miles on either side of the river from just north 

of Perth to the Birnam Gap. This area was well populated 

even in pre-historic times and the obvious attraction, 

other than the river, was the location astride the great 

geological boundary fault that divides the Highland massif 

from the soft soil of the Lowlands and the area’s strategic 

position at the junction between the natural routeways 

north into Atholl and Breadalbane and east towards the 

fertile valley of Strathmore.  

The River Tay is the longest of all the Scottish rivers. The 

Tay starts its life on the slopes of Ben Lui, where highland 

burns combine to form the River Cononish. When the 

Cononish enters Strathfillan, south of Tyndrum, it 

becomes the River Fillan. The Fillan becomes the River 

Dochart at Crianlarich and is joined by the River Lochay 

before entering Loch Tay.  

After it issues from Loch Tay, the River Tay is joined by the 

Lyon two miles or so below Kenmore, the Garry and 

Tummel near Ballinluig, the Braan at Dunkeld, the Ericht 

and Isla at Kinclaven, the Almond north of Perth, and the 

Earn south of Perth, before widening into the Firth of Tay 

below Newburgh and entering the North Sea beyond 

Broughty Ferry and Tayport.  

The total area of the Tay basin amounts to 2,338 square 

miles and this very extensive drainage gives the River Tay 

the greatest flow of any river in the United Kingdom, more 

than the Thames and Severn combined. This volume of 

water has been both a blessing and a curse since time 

began.   

If anyone reading this is able to provide better information to 
reduce the amount of speculation I've engaged in, I would be 
interested to hear from them: mail@dkgordon.me.uk 

A-BOAT, A-BOAT! 

BOAT! 

MICHAEL LAWRENCE 

The Ferries o’er the Tay in 
Stormont. 

mailto:mail@dkgordon.me.uk
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The Tay has presented a formidable obstacle for 

communication north of Perth and a barrier for linking the 

settlements on each side of the river. It has a wide 

channel for most of its length, with a powerful current 

which can turn into a wild, foaming torrent in a matter of 

hours. Following heavy rain or a rapid snow melt, the river 

can rise as much as 15 feet overnight.  

“The ancient Bertha, now overflow’d with a flood of 

mightie waters” 

Traditionally, Perth was the lowest bridging point but the 

city has always been vulnerable to the Tay in full spate 

and sudden overflowing. Bridges at Perth were lost to 

severe floods in 1210, 1391, 1573, 1589 and 1621. There 

was no bridge in Perth from 1621 until the opening of 

Smeaton’s Bridge in 1772.  

There was a stone bridge at Dunkeld from the early 16th 

into the 17th century until it collapsed in another flood. 

When General Wade’s Bridge at Aberfeldy opened to 

pedestrians and cart traffic in 1733, it was the only bridge 

over the Tay from Kenmore to the sea. 

The lack of bridges until the late 18th century meant that a 

ferry was the only sensible option for crossing the Tay. 

Ferries on the Tay have existed since medieval times and 

many were created to support the tradition of religious 

pilgrimages to important churches and holy relics. A 

complex network of paths, fords, ferries, chapels, inns and 

hospitals existed to ease the way of pilgrims across 

Scotland. The history of these journeys spans almost 1,000 

years until the late 16th century.  

Dunkeld Cathedral was a favourite pilgrim destination and 

the right of ferries to ply their trade east and west of 

Dunkeld and over the Braan at Inver was held by 

successive Bishops of Dunkeld. It is also clear that the 

ferry rights over the Tay at Caputh and Kinclaven also 

belonged to the Bishops to assist pilgrims on their way to 

Coupar Angus, Brechin, Arbroath and other religious 

centres in Strathmore.  

There has been a ferry across the Tay from Broughty 

Castle and the Fife coast since the 12th century. Monks 

were granted land rights on both banks of the Firth of Tay 

to ease the journeys of bona fide pilgrims travelling to and 

from destinations such as Brechin Cathedral and Arbroath 

Abbey in Angus and St Andrews Cathedral or Dunfermline 

Abbey in Fife. In time, these terminals developed into 

Ferry-Port on Craig (Tayport) on the south bank and 

Broughty Ferry on the Angus side. The Reformation 

campaign in Scotland in the 1550s brought these 

pilgrimages to a violent halt.   

Other travellers inevitably had to cross the Tay at some 

point and there were ferries all along the river from Loch 

Tay to the North Sea. In his book, “The Lairds and Lands of 

Loch Tayside”, published in 1892, John Christie lists six 

ferry boats in the six miles from Kenmore to Aberfeldy – at 

Kenmore, Inchadney, Point of Lyon, House of Stix, 

Bolfracks, and the Boat of Cluny at Aberfeldy. Grandtully 

was served by a ferry to Dundarave, and there were two 

ferries at Logierait – one over the Tummel and the other 

over the Tay. The Logierait ferrymen also complained 

about an unregulated ferry on the Tay at Pitnacree where 

fares were paid in kind, usually a dram. The water in the 

upper reaches of the Tay is often wild and dangerous and 

these ferry boats were simple cobles which were rowed 

across the river by a retained ferryman.  

In the Tay estuary below Perth there were ferries criss-

crossing to and from the Carse of Gowrie or Angus coast 

and Fife at Kinfauns, Elcho, Inchyra, Fingask, Newlands, 

Carpow, Lindores, Port Allen, Woodhaven, Dundee, 

Newport, Broughty Ferry, and Ferry-Port on Craig 

(Tayport). Simple cobles were used in the upper estuary at 

the Kinfauns to Elcho and Inchyra to Fingask crossings but 

sailing boats such as a pinnace or yawl were used as the 

Firth of Tay neared the sea.  

The ferries on the Tay linking the communities of East 

Stormont and West Stormont were at Dunkeld, Murthly, 

Caputh, Kinclaven, Cargill, Burnmouth, Waulkmill, 

Kincarrathie and Perth. Beyond the confluence with the 

Braan, the river steadily widens from around 150 metres 

at Dunkeld to more than 250 metres at Perth.  

 

Waulkmill Ferry 

“Reproduced with kind permission of Perth Museum & Art 

Gallery”  
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“The raging thunder, rumbling and rolling” 

Huge floods have been a regular hazard on the Stormont 

stretch of the Tay. The river in full spate could delay the 

ferry crossing or make it impossible to cross safely. More 

often than not, rowing across the strong and wide channel 

meant that the boat was some distance downstream 

before the other bank was reached. The ferryman then 

had to haul the heavy coble back up upstream before 

making an equally difficult return journey.  

Wood and other debris in the river course were a constant 

hazard and this could include branches, stumps, roots, or 

even whole trees. Maintaining the footing of passengers 

on a slippy or bucking and bobbing boat on very wet or 

cold days was also a constant danger. The river rarely 

froze but snow and ice on the ferry boat or approach 

paths and gangways were regular risks in the winter 

months.        

The West Ferry at Dunkeld was well established by the 

mid-15th century and crossed from Inver to the grounds of 

Dunkeld House. The West was regarded as the safer of the 

two Dunkeld ferries because the currents on the Tay 

above the confluence with the Braan were less 

troublesome. Ferries were in big demand towards the end 

of the 18th century when three row boats plied the West 

Ferry crossing – the Wee Boat for single passengers, the 

Halflin boat for a small group, and the Big Boat for larger 

groups and animals.   

The East Ferry is recorded in 1510 and crossed the Tay 

from Birnam Oak to the Boat Road on the east bank and, 

at its peak, four row boats were operated – coble, small, 

middle and large. The East Ferry crossing was plagued by 

dangerous currents which often prevented direct 

crossings and caused frequent accidents. 

 

Caledonian Mercury 31st October 1766 

Reported that twelve people and some horses were 

crossing on the East Ferry at Dunkeld on their way to the 

Pitlochry Market. The river level was high and soon into 

the journey the boat was overturned. All the passengers 

were swept away by the current. Two of the passengers 

saved themselves by clinging to their horse, two others 

were rescued by a fishing boat sent to their assistance, 

and another held on to the ferry boat for two miles. The 

other seven passengers drowned. 

The Boat of Caputh ferry dates from the early 16th 

century. It connected Caputh with Murthly and was used 

by locals, travellers and merchants. The ferry could 

transport people, animals, carts and carriages. At the turn 

of the 19th century, when business was booming, four row 

boats were used – Muckle, Halflin, Middlin, and coble. The 

fares in 1787 were a farthing for one foot passenger, a 

penny for a man and a horse, and tuppence for a man 

with a horse and cart. These fares were typical on all the 

Stormont ferries at this time.  

A ferry boat across the Tay at Kinclaven also dates from 

the 16th century. The Old Statistical Account of 1797 lists 

three row boats – one for foot passengers, one for horses 

or cattle, and one for carts or carriages. The ferry was 

used by the family and employees of Meikleour House, 

locals, travellers, farmers, and members of Kinclaven 

Parish Church. There was also a ferry at Cargill, just down 

the river from Kinclaven, which was used by locals and 

members of Cargill Parish Church.  

“A prettie boat with two oares we espy’d” 

Burnmouth Ferry was just north of Stanley, tucked in 

between the Campsie Linn and the Catholes Pool on the 

Tay. This was a traditional crossing point on the Tay to 

Stobhall in East Stormont. The ferry was originally known 

as the Norlane Boat and was used mainly by locals and 

sightseers.  

Waulkmill Ferry dates from the mid-17th century and was 

a single row boat operated from Waulkmill of Innerbuist 

on the east bank to the lands of Hatton on the west bank. 

Originally known as Bullions Boat, the ferry grew in 

popularity after the establishment of Sandeman’s 

bleachworks in 1752 and the growth of the villages of 

Stormontfield and Luncarty.      

The ferry from Kincarrathie to Muirton Haugh, about a 

mile north of Perth, was another traditional ferry that had 

Burnmouth Ferry 

“Reproduced with kind permission of Perth Museum & Art 

Gallery”  
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existed from the 16th century. It was used by locals and by 

farmers for the transportation of animals to market in 

Perth. Three row boats were used in the final decades of 

the 18th century: two horse boats and one coble for foot 

passengers.   

Perth had a flotilla of ferries for 150 years from when the 

Perth Bridge was swept away by the great flood of 1621 

until ferries ceased on the opening of Smeaton’s Bridge in 

1772. Some 30 row boats, all based on the Bridgend side, 

plied their trade between the quay at the Watergate end 

of the High Street and the landing area on the east bank of 

the Tay called Gibraltar. In the mid-18th century, there 

were small boats carrying one to four passengers, middle 

sized boats carrying 4-6 people, and large boats carrying 

up to 12 people. The largest boats could also transport 

horses, a chaise with two wheels, and empty or loaded 

horse and carts. The ferries operated from 5am to 10pm 

from April to September and from 7am to 8pm from 

October to March and were used by locals, travellers, 

traders and merchants.   

Ferrymen on the Tay were required to serve the public at 

all times, provide piers and landing places, and only 

charge the regulated fares set by the JPs and 

Commissioners of Supply. The traditional cry to alert the 

ferryman from the other bank that his services were 

required was the same along the length of the river. The 

passenger would simply yell “A-BOAT, A-BOAT! BOAT!” 

and the ferryman would row his boat across to the other 

bank.  

Roads in Stormont around 1790 were almost non-existent 

and there were very few bridges. For centuries the natural 

ground surface had been adequate enough to meet the 

needs of traffic and the building of a prepared track was 

considered appropriate only in the most exceptional 

circumstances. Carts and carriages were a rarity - public 

carriers used pack horses which stood a far better chance 

of reaching the destination than a wheeled wagon.  

A horse, however, could only carry relatively small 

quantities, a couple of hundredweight at most. Wheeled 

wagons could transport around a ton but required a firm 

and level surface, and manoeuvring a horse and cart on to 

a large row boat to cross a fast-flowing river was both 

difficult and dangerous.   

The transformation of the Scottish economy and society 

as the agricultural and industrial revolution kicked off in 

the final quarter of the 18th century made it obvious that 

the distribution of raw materials, finished goods and 

agricultural produce had to be radically improved. It was 

the increasing traffic load that began to test the public 

tolerance on the state of the roads and bridges and the 

risks of a ferry crossing.    

The easy carriage of heavy goods and material was the 

most frequently cited reason for road improvement 

requests at the end of the 18th century and early 19th 

century. Stone and other building materials had to be 

moved in huge loads when farm houses, buildings, roads 

and dykes were being built as part of the agricultural 

improvement. Timber was in short supply and had to be 

imported and transported from the east coast seaports to 

wherever it was required. This was also the time of the 

building boom that followed the creation of planned 

villages such as Burrelton, Guildtown and Wolfhill in East 

Stormont and Bankfoot, Harrietfield, and Pitcairngreen in 

West Stormont.  

The importance of lime as a fertilizer and building material 

meant that large quantities had to be transported around 

the country. And coal was now an important part of farm 

servant remuneration and by 1814 the common allowance 

was three tons per servant per year, all of which had to be 

carted. 

Agriculture had moved from subsistence to a commercial 

surplus and farmers also had to move grain, hay and 

livestock to market. The textile industry had taken off by 

the turn of the 19th century and many of the villagers 

around Stormont supplemented their income with hand 

spinning and weaving and had to be supplied with 

quantities of flax. In turn, the raw linen had to be 

transported back to the sponsor factories in Stanley or 

Blairgowrie or for bleaching in Luncarty and along the 

Almond valley. Raw cotton was also being moved in big 

loads to mills at Cromwell Park, Stanley and Perth. The 

good thing was that all of this building, farming, textile 

and other factory activity kept the Tay ferries busy.        

From 1790, acts of Parliament were passed to establish 

turnpike trusts in Perthshire. The Stormont area 

benefitted from turnpike roads from Perth to Dunkeld and 

from Perth, via the new Smeaton’s Bridge, to Blairgowrie 

and Coupar Angus. Better road surfaces and alignment 

allowed all-year-round traffic at a smarter pace and the 

movement of goods and materials more cheaply. Turnpike 

roads were a huge improvement but tolls had to be paid 

to use them. And when a turnpike road reached a river 

then either a bridge or ferry boat was required.  

In 1803, Parliament established a Commission for Making 

Roads and Building Bridges in the Highlands of Scotland. 

The Commission’s showpiece bridge was Thomas Telford’s 
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Dunkeld Bridge over the Tay to link the new turnpike with 

General Wade’s military road to Inverness. The impact of 

the opening of the Dunkeld Bridge in 1809 was the 

immediate closing of the notorious East and West ferries 

below and above Dunkeld. The small ferry at Boat of 

Murthly continued to operate, although privately; for 

estate use only.  

By the early 19th century, carts of every shape and size 

were being used to transport all manner of goods and 

material. It was realised that most of the tracks from the 

main roads to the Stormont ferries were suitable for those 

travelling on foot or horseback but totally unsuitable for 

the volume of wheeled traffic now on the roads. The 

pathways to the ferries were invariably deep rutted, 

narrow, and usually too steep for carts. Sharp corners, 

dangerous drops on the river side of the causeway, and an 

over precipitous pitch down to the gangway when the 

river was low were also the norm.  Wider, safer and more 

solidly constructed approaches to ferries were necessary if 

the attraction of wheeled carts was to be maintained. 

There were obvious advantages of a bridge over a ferry in 

terms of time, convenience, and safety. Building a bridge 

also delivered economic benefits to the communities 

along the route and the realignment of Dunkeld and the 

building of new streets with shops and hotels provided a 

prime example. But building a bridge over the Tay was an 

expensive and difficult business and there was no 

guarantee that the structure would survive a major flood 

surge. The fact is that no road bridge was built over the 

Tay between Dunkeld and Perth for another 80 years and 

the ferries continued to prosper.    

The Stormont ferries were revolutionised in 1821 when 

the ingenious James Fraser, a millwright in the village of 

Dowally, designed a chain operated ferry boat for use at 

Caputh.  

Over the next ten years, he refined this design into the fly-

bridge ferry boat. The fly-bridge consisted of two boats 

placed alongside each other but separated by a few feet 

and connected mid ship by an open-ended platform, 

moveable on pivots placed over the centre of each boat. 

The boats were attached to each other by a connecting 

rod to create a variable parallelogram. 

Chain ferries were eventually used by all the ferries along 
the Stormont stretch of the Tay and the old heavy row 
boats were all replaced in the 1830s at Kinclaven, 
Burnmouth and Waulkmill. The original chain ferry at 
Caputh was replaced by a new fly-bridge in 1834. Cobles 
continued to be used as back up on calmer days for the 
ferrying of one or two passengers at each ferry station. 

The James Fraser pontoons were simple to operate, much 

more stable on the water than a row boat, wheeled 

vehicles didn’t have to turn on board, the vessel could 

take four loaded carts at a time, and the horses could 

remain harnessed. The pontoons were shallow draft, 

allowing the boats to go close to the river shore for easier 

embarking and disembarking.  

The passage of the ferry across the river was guided by a 

chain, lying on the river bed but secured on both banks. 

The chain was led along one side of the pontoon and 

guided by pulleys and passed over a grooved windlass 

about three feet in diameter.  

A rudder was used to set the pontoon at an oblique angle 

to the current of the river and so it moved gently from one 

side to the other. The return journey was achieved by 

simply reversing the angle of the pontoon. The ferry 

harnessed the perpendicular force of the current as the 

source of power.  

The chain ferry could operate safely even in poor visibility 

or darkness. No special skill was required by the ferrymen 

– just attention to hazards on the river – and the ferry 

always arrived exactly alongside the landing platform.    

Caputh, Kinclaven and Waulkmill had twin hull pontoons 

while Burnmouth had a single hull platform. James Fraser 

received the gold medal of the Society of Arts for Scotland 

in 1832 for his chain boat designs and fly-bridge invention.  

“The whirling streame will make our boat to cowp” 

Despite the stability of the James Fraser chain ferries and 

the improvements to the approach roads, landing stages 

and gangways, there were still regular accidents:  

Caputh Boat 

“Reproduced with kind permission of Perth Museum & Art 

Gallery”  
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Perthshire Constitutional & Journal 24th April 1835 

Reported that while some cattle were being ferried across 

the Tay ferry at Kinclaven, they became restless and upset 

the boat. Two of the men on board reached the shore with 

great difficulty but a third man was drowned. One of the 

oxen became entangled in the boat chain and was also 

drowned.  

Perthshire Advertiser 13th August 1846 

Reported that ten or twelve individuals and a few cattle 

were being ferried across the Tay at Caputh when the 

chain suddenly snapped and the boat was completely at 

the mercy of the current. The river was in full spate and 

they were rapidly carried downstream. Fortunately, a 

large body of men had gathered for a sale at Boat of 

Caputh and a number of them launched two small boats 

and set off on a rescue mission. They caught up with the 

ferry after three quarters of a mile and secured the vessel 

with ropes and brought it to the river bank. The work of 

hauling the ferry back up river was achieved with the 

assistance of some sixty men. The damaged chain was 

repaired by the local blacksmith.  

Perthshire Constitutional & Journal 9th October 1876 

Reported that the chain ferry at Caputh was crossing the 

river with 20 to 30 cattle accompanied by John Robertson, 

aged 10, of Hillhead of Caputh and David Doig, aged 19, of 

Claypots, Caputh. The boatman was Andrew Dewar, aged 

20. When the ferry was within 50 yards of the shore some 

of the cattle were spooked and ran to one end of the boat 

causing it to sink into the water. John Robertson was 

thrown overboard and swept away on the current. Dewar 

jumped into the river but was unable to catch hold of the 

boy. His body was never found. 

Strathearn Herald 24th October 1891 

Reported that two horses were lost and two men had a 

lucky escape on the Tay at Waulkmill Ferry. The men 

boarded the ferry at 7am to cross from Waulkmill to 

Hatton on the Luncarty side. The horses belonged to 

Lumsden & Mackenzie, Bleachers, of Stormontfield. John 

Rutherford, the ferryman, and David Foote, a carter, were 

on board. A cloth bag floating down the river wedged on 

the teeth of the chain pinion and the ferry stopped 

suddenly in midstream. The river was in full spate and the 

pressure on the connecting rod underneath the platform 

and above the two narrow boats was too great and one of 

the boats broke away throwing the cart and a pair of 

horses into the raging torrent. A man on the river bank 

saw the plight of Rutherford and Foote and came to their 

rescue. The other boat also broke away from the pontoon, 

leaving only the platform connected to the chain. The twin 

boats washed up at Perth while the cart, still with one of 

the horses attached but dead, was found on the shore at 

Friarton Hole.  

The End of Each Ferry 

By the 1840s, road building was continuing apace and the 

attention of the community was turning to railways. Perth 

became the terminus of the Scottish Central Railway from 

Glasgow and a junction of some importance with the 

arrival of lines from Edinburgh, Dundee, Ladybank and 

Forfar. Perth General Station was opened in 1848.  

The rail line to Dunkeld was opened in 1856 and by 1863 

had continued to Pitlochry with bridges over the Tay at 

Cargill, Dalguise, Guay and Ballinluig. The building of the 

railways revolutionised travel and transport and the 

carriage of raw materials and heavy goods.  

Ferries continued on the Stormont stretch of the Tay but, 

as the 19th century entered its final decades, the slow and 

ponderous river crossing guided by a chain was 

increasingly seen as archaic in the face of the speed of 

communication offered by road, bridge and rail 

developments.         

Kincarrathie Ferry and almost all of the Perth ferries 

ceased with the opening of Smeaton’s Bridge in 1772 but 

even as late as 1847, when the Perth to Dundee railway 

bridge was opened over Moncrieffe Island, rail passengers 

who alighted at Barnhill Station could avoid the coach 

going over Smeaton’s Bridge to the centre of Perth by 

taking the penny ferry from Kinnoull to Tay Street.  

The chain ferry at Caputh was redundant when the Iron 

Bridge opened in 1888. Its replacement, the second 

Caputh Bridge opened in 1993 and is made mainly of 

concrete. The Kinclaven Bridge was opened in 1905 and is 

currently the last road bridge before Perth. The chain ferry 

at Kinclaven ceased when the bridge opened and all the 

plant was sold as scrap. Here’s the advertisement for the 

sale of the ferry plant which appeared in the Perthshire 

Advertiser: 
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The Burnmouth Ferry continued to be used by decreasing 

numbers of locals and tourists until 1922 when the 

severest flooding that had occurred on the Tay for several 

decades brought the service to a sudden and dramatic 

end.  

The Courier 27th February 1922 

Reported on the previous Friday, the Tay was in full spate 

and the heavy ferry boat at Burnmouth, The Larches of 

Atholl, broke loose from its moorings and tore six miles 

down the river with no one on board until it crashed into 

the Victoria Bridge. The river was so high that The Larches 

jammed tight beneath the bridge arch. 

The Waulkmill Ferry was in daily use for foot passengers 

and livestock well into the 20th century. The original chain 

ferry was replaced by a new twin hulled chain boat in 

1877 but still using the chain and cog wheel that had been 

in use since the 1830s. In 1901 the ferry was assessed to 

be profitable and “admirably kept” by David Fenwick. 

Money was regularly spent on the maintenance of the 

boat and buildings and the ferry was continued by David’s 

daughter, May Fenwick, as a short cut for those on foot, 

bikes or cars from Stormontfield to Luncarty. Eventually it 

was foot passengers only on a traditional coble and the 

ferry finally closed in 1964.    

By 2024, the Cross Tay Link Road will provide a new bridge 

over the Tay north of Perth, with roads linking the A93 

and A94 north of Scone in East Stormont with the A9 in 

West Stormont. The junction will be midway between 

Inveralmond and Luncarty at Bertha Park and will 

continue a tradition of linking the communities on each 

side of the River Tay that has a long and distinguished 

history.  

Michael Lawrence 
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