Pomp & Power – Carriages as status symbols

12-13 November 2009

Museum of London

Supported by The Paul Mellon Centre for Studies in British Art.
Abstracts

Thursday 12 November 2009

Rudolf Wackernagel (Munich)

The development of carriages in England and France, 1660-1820
The recent appearance of Cadillac One or The Beast, the official state limousine of US President Obama, in several world cities focussed the attention of the media on the importance of such insignia. The Beast’s predecessors, used in solemn parades at the time of the ancien régime, were highly respected ‘status symbols’ of crowned rulers.

Luckily, members of some European royal families, especially in Great Britain, still use their state or even royal state coaches for the state opening of parliament or when welcoming VIP’s. The BMWs, Mercedes’, Citroëns or Russian Ladas of the unassuming governmental elites look rather unspectacular in comparison, and less interesting than the Rolls Royces, Daimlers, Bugattis or Maseratis of old. It is fortunate - at least for historians - that more than one of the fine, ‘high class’ state coaches survive. They still delight the devotees of old court ceremonies – above all those researching European Residenzkulturen. Presidential means of transport like The Beast, or the better-known Air Force One, are subject to the same strict ceremonial regulations as the old state coaches. Any profanation is strictly verboten. Like the old voiture de cérémonie or a personal ambassadorial coach, during official functions they are regarded as sacrosanct and benefit - like insignia - from official immunity.

Ever since John Stow’s time (Survey of London, 1598), and long before high ranking state coaches and the halo of ‘royal phantoms’, i.e. the Rolls Royces of the Royal Mews existed, inspired London carriage builders attempted to improve the English carriage. Their technical adaptations to these useful means of transport, developed in spite of bad, even horrible, road conditions. Up to the 18th century turnpikes and ‘macadamised roads’ have been described successfully in several well known classics of British carriage literature. I want to examine some of the influences, focusing on the artistic rather than the technical, that have either been forgotten or were never questioned, which helped English or, more obviously, London coachbuilders to overcome their earlier relative deficiency compared to the specific design standards achieved by state and parade coaches of the Restoration period. Did they lack grandeur? And if so, why? And when exactly - under William III, Queen Anne or the first two Hanoverian Georges – did the late 17th or earlier 18th century coaches overcome Anthony Sutcliffe’s (2006) critical observation of showing but ‘a collection of elements and motives held together by simple formulae’ of Wren’s creative years? And since when did these coaches begin to be closely related stylistically to the interior decoration of European palaces, firstly Italian and later French? And this despite the fact that until the neo-classical Royal State Coach of 1762 the apparent simplicity of earlier royal coaches - unthinkable for Louis XIV – was certainly the tribute owed to constitutional monarchy.

Apart from the exemplary carriages which were imported since Elizabethan times (1564) from Germany it is a rich state coach in Moscow, an ambassadorial present from Charles I to the tsar (whether this was built in 1604 or in the 1620s is still debated), which first showed a certain knowledge of contemporary continental coaches. I will demonstrate step by step how a design from Paris (1652) is soon followed by already very French-looking Carosse-coupés (1672) for a rich Country House builder. This even before the Coachmakers chose a Paris pattern for the escutcheon of their livery company (1677). The full acceptance of foreign, especially French influences in 1698 (William III’s Dutch-built Manefiecke Carosse) significantly affected a project for Queen Anne’s very pompous state coach, even if the honourable simplicity of constitutional monarchy was not entirely sacrificed in the execution. Using typical examples, the stages that lead to the glory of England, which ‘surpassed all other nations in the art of manufacturing’ carriages until the 1820s will be demonstrated, hopefully followed by fruitful discussion. 

Coachmaking in London – chaired by Tessa Murdoch (V&A, London)

David Mitchell (Centre for Metropolitan History, London)

Innovations in the coach building trade in London, 1670-1770
The coach is a luxury product made of many components by craftsmen with a wide variety of skills. Some of these components were often bespoke, such as the coach body and its upholstery, but others, notably brass fittings and steel springs, were standardised from the eighteenth century, if not before.

The paper is based upon inventories and ‘exhibits’ of papers in the Chancery Court relating to the trade of three important 18th century London coach builders. These records are used in conjunction with trade directories and tax records to outline the size, organisation and geography of the trade within London as well as the skills required to run a successful business. New types of vehicles are described together with the growing use of professional designers after 1700. Earlier attempts at technical innovation encouraged by the Royal Society are discussed and finally, two significant process innovations are considered, the development of line production and the outsourcing of certain components, notably to Birmingham.

Richard Stephens (London)

John Baker RA (1725/6-1771) and the 'melancholy degradation' of 18th century 
coach painting
This paper describes the key issues acting on coach painting in the latter 18th century; attempts to put the profession into context; and brings into focus some of its leading practitioners.

Finely painted carriages became the indispensable fashion and status accessories of the English elite. Superficially, coach painters shared in the carriage industry's prominence; two - John Baker and Charles Catton - even joined the nation's artistic elite as founder members of the Royal Academy. But this masks the failure of coach painters to respond to rapidly changing market forces. They were squeezed between, on the one hand, powerful entrepreneurial coach builders who reshaped the business model in their own image; and, on the other, the new 'liberal' artists' organisations, like the Royal Academy, that were fighting for status in London's crowded art market. Coach painting, which could 'some years ago boast itself as holding rank among the arts' fell into a terminal decline; one embattled coach painter even labelled the profession a 'melancholy degradation.' At the same time, while carriages benefited from technical improvements, 'the painted decorations have degenerated into a state of frivolity and meanness.'

Coach painters exemplified the perils of the 'liberal' arts becoming dependent on 'mechanical' commerce and coach makers and painters came to represent opposite sides of wider debates about art, commerce and society.
John Ford (East Sussex)

A coachmaker and his clients: Philip Godsal and the carriages of the British and 
Irish aristocracy and gentry 1780-1810

Philip Godsal counted amongst his clients seventy-two members of the British and Irish Parliaments, successive Sheriffs of London and leading figures in France, India and the West India.  The paper discusses the social standing of the leading coachmakers, the structure, organisation and financing of the London carriage trade, the variety of designs and accessories available and the costs of individual carriages. It discusses the relationship of Godsal with individual clients including William Pitt, Lord Fitzgibbon, the Irish Lord Chancellor, the third Earl of Egremont and the fifth Duke of Marlborough. Godsal's role in providing not only extended credit to his clients but providing capital loans is also described.   


Coaches in Britain and Ireland – chaired by Simon Jervis (London)

Julian Munby (Oxford Archaeology)

The English State Coach in the 17th century: From Moscow and Ajmer 
to Charing Cross

The ‘coach’ was generally introduced as a new European fashion in the 1550s; the first English coaches are those of Queen Elizabeth (1558-1603), exhaustively recorded in her Wardrobe records, but rarely illustrated. Royal and diplomatic gifts include presents of coaches to the Sultana in Istanbul (1559), the Tsar in Moscow (1605) and the Great Mogul in Ajmer (1615), their delivery described in ambassadorial reports. Of these the Moscow coach alone survives in the Kremlin Armoury Museum as a splendidly carved and upholstered machine, and technically very similar to the earliest surviving coach in the Lisbon collection was used by Philip II for his 1619 entry to Lisbon.

Wardrobe records of James I and Charles I are less complete than Elizabeth’s, but show a continuing expenditure on the construction and repair of numerous royal coaches. With the restoration of Charles II in 1660 a coronation coach was necessary; little is known of this, though it fell within a significant development phase in carriage technology including sprung suspension and glazing of doors and windows (probably originating in Paris). These changes (best represented by the Lisbon coaches) are reflected in the designs for the coach built for James II’s ambassador to Rome (Lord Castlemaine), and those of Marot for William III’s state coach. The one survivor from this period, the Speaker’s State Coach, is a superb example that may have originated in the Royal Mews at Charing Cross and the nearby carriage making quarter of London’s West End.

Christopher Augerson, Claire Fry, Adam Webster, Rowena Willard-Wright 

(Augerson Art Conservation Services, Poughkeepsie / English Heritage, London)

The Darnley Charriot - an early British State Carriage

Likely to have been built around 1710, the gilded and painted State Chariot of the Earls of Darnley is a rare example of fine coachbuilding and may be the earliest British state carriage remaining in the United Kingdom.  Profusely ornamented with gilded sculptures of dolphins, tritons, dragons, lions and Roman emperors, it is a precursor of the State Coach of the Lord Mayor of London in both function and spirit. 

Of high quality manufacture, especially the wood carving and florid cast bronzes, it is clear why it was a tourist attraction in the 19th century.  Today at its historic home of Cobham Hall in Kent, it is cared for by English Heritage on behalf of the Secretary of State. 
The chariot probably belonged to the first earl of Darnley, John Bligh (1687-1728), an affluent Anglo-Irish landowner who gained titles of lord (in 1721), then viscount (in 1723), and finally earl (in 1725).  Although the Baroque style of the carriage and its coupé design reveal continental European influences, its place of manufacture remains uncertain, either London or Dublin having been suggested.  (Bowdler, Roger.  The Darnley State Coach, Cobham Hall, Kent : A preliminary historical report; Historical Analysis & Research Team Reports and Papers 43; English Heritage: London, 2000.)

Its finishes, featuring painted still lives and the Darnley coat of arms, have undergone recent technical study, as have textile remnants found inside the vehicle.  Most of the vehicle was repainted – apparently after accidents that occurred during use – and the chariot’s trim was replaced, most likely in the 20th century.  Nonetheless, much of the painting on the vehicle body might date to the 18th century and fragments of early trim have been found.
Reviewing the recent historic and technical research commissioned by English Heritage, this paper considers possible theories of the Darnley chariot’s origin and examines the stylistic detail and iconography of its gilt carvings and painted panels, all extolling the status of its owner.  The paper also discusses the history of the vehicle as revealed by its technical study, and current proposals for the chariot’s conservation.

Janet Jones (City of London Corporation)

The Lord Mayor’s Coach: Commission and survival for the first 100 years

Every November the Lord Mayor’s State Coach leads the parade of the newly inducted Lord Mayor of the City of London from the Guildhall to St Paul’s Cathedral.  Sir Robert Taylor designed the State Coach which was built in 1757 by the London coachmaker Joseph Berry.
Just as the Mansion House was nearing completion the Lord Mayor Elect, Sir Charles Asgill and the Aldermen gave instructions for a State Coach to be built entirely for the use of the serving Lord Mayor.  Originally overseen by a committee of Aldermen, the responsibility for the care and repair of the Coach was taken on by the Corporation of London in 1778.  Its administration has remained in their hands ever since and, as a result, a large amount of the original Coach documentation is available for study.

These records reveal that during the first hundred years the Corporation was always looking to achieve the best possible price for repairs and maintenance. They frequently relied upon the prestige of the Coach attracting the workmanship of the best coach builders in London.

This paper examines the initial specification for the Coach and follows the Coach’s remarkable survival through the available letters, receipts for repairs and entries in the Corporation of London General Purposes Committee Ledgers. 

Philip McEvansoneya (Trinity College Dublin)

The state coach of the Lord Mayor of Dublin and the coach of the Lord Chancellor 
of Ireland

In 1791 a state coach, newly built in Ireland for the Lord Mayor of Dublin, made its first appearance.  It was closely observed and compared with the English-built coach of the Lord Chancellor, Lord Clare, which had been imported the year before. This paper will explore the points of comparison between the two, including structure and manufacture, and with particular reference to the form and meaning of the extensive decoration of both coaches with carving and gilding, upholstery and painted panels. The decorative programmes can be seen as expressions of rivalry between the city corporation and the government of Ireland.
Christopher Nicholson and Elizabeth Jamieson (National Trust, London)

Aristocratic transport in the 19th century: State coaches & chariots in the care 
of the National Trust

Christopher and Elizabeth will focus on several of the best aristocratic carriages which are on display at National Trust Houses, in particular a state chariot from Clandon Park by Adams & Hooper, London, and another belonging to the Earl of Craven by Hooper & Co., London; a state coach from Powis Castle by Wyburn & Co, London, and a coach from Charlecote Park by Wyburn & Meller, London, and lastly a britzschka chariot from Shugborough by Adams & Co., London, which is believed to be the best early 19th century travelling carriage in the country. Christopher will describe the carriages in terms of their type and construction, drawing attention to any particularly good or interesting features and Elizabeth will go on to place the carriages in their metropolitan, social and historical context, using images and other evidence uncovered in the course of their research.

Andres Furger and Susan Niederberger 

(Swiss Society of Traditional Driving / Sattlerei Niederberger, Switzerland)

Three English vehicles (c. 1800) in private European collections
Using detailed analysis of exterior, interior, appointments and documentation, we wish to present the use and status of three vehicles built in London between 1789 and 1800. With the help of photographs and documentation, together with contemporary coachbuilders’ drawings and bills, we will compare and contrast the following three vehicles, which at present stand in private collections in Europe:   

· A London built travelling coach, marked ‘Baker’ on the shutters, which was built for the Salwey family c. 1790 and is still in its original condition. 

· A London built ‘plain coach’ stamped ‘Godwin London’ on the rear whip springs. This coach, which still has its original hammercloth and matching harness, was built for Isaac Pictet in 1789, who was at that time mayor of Geneva.  This equipage is also in original condition. 

· A Travelling Landau c. 1797, possibly originally built for the High Sheriff of Lancashire and once owned by Mr Roger Fleetwood Hesketh, M. P. for Southport. The shutters are marked ‘Williams & Company, 254 Oxford Str London’. This Landau is no longer in original condition, having been re-painted three times, the last time in the late 19th century. The interior lining is also no longer original. 
The similarities between these vehicles clearly show the style of the age while the materials and workmanship demonstrate the quality of coaches and carriages produced in London. 

Not all questions about these vehicles have been answered and we would like to think we might gain more insight during further discussion.
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The social history of carriages – chaired by Alex Werner (Museum of London)

Silvana Bessone (Museo Nacional dos Coches, Lisbon)

From Lisbon to London: The farewell festivities for Catherine of Bragança 
Queen of England

In1661, Charles II of England decided to marry, and the Duke of Manchester was charged with the duty of finding a suitable future Queen of England. The Portuguese ambassador to England Franscisco de Melo e Torres suggested ‘that in Portugal there was a Princess who would suit his needs given her beauty, her character and her good nature and that her dowry would duly represent her blood and hierarchy’. 

The royal nuptials were marked by extensive celebrations in Portugal and England. In 1662, the British fleet arrived in Lisbon, lead by the brigantine Royal Charles. Following by the magnificent entry of the Lord Ambassador Montague into the city of Lisbon and the spectacular farewell festivities, which included an elaborate procession in the Terreiro do Paço, the main square of Lisbon, the Princess of Portugal and Queen of England Catherine departed on the Royal Charles for her new homeland. The Dutch artist Dirk Stoop vividly recorded the celebration marking the embarkation of the Queen and of her arrival in England in an engaging series of prints.

Analysing those prints we can observe the state coaches in use at that time and appreciate the example of a similar state coach from the collection of the National Coach Museum at Lisbon dating from the beginning of the 17th century used by King Philips II of Spain to voyage from Madrid to Lisbon in 1619.

Susan E. Whyman (Princeton/Oxford)

Carriages as Status Symbols: John Verney’s London Coaches (1660-1717)

This paper presents a case study of how carriages were used as status symbols by John Verney (1640-1717), the younger son of a Buckinghamshire landowner. After working in Aleppo as a Levant Company trader, Verney settled in London with a new young wife and entered society as a merchant. Fortunately, a powerful group of female relations taught him how to make visits in a carriage. It was not enough to call on friends quietly on foot – it had to be done publicly in a coach. Indeed, coaches were more than forms of transport for the Verneys. They functioned as symbols of their owners’ social status and became badges of membership in metropolitan society.

This type of information is often recorded for monarchs and public figure, but it is rarely available for private families. In the Verneys’ case we know about the types of carriages they bought and sold, the seating order within them, and the horses, liveries, and accoutrements that accompanied their purchases. 

Verney’s story uncovers the functions of the carriage and the urban social code that underpinned it. It also reveals the subtle power exercised by women over visiting and the use of a coach. In an age of patriarchy and a family dominated by males, coaches brought unexpected benefits to their female riders. 

Anne Conchon (Université Paris 1 Panthéon-Sorbonne)

Carriages and social contest in Paris in the eighteenth century

The coach motif is not only used in travel literature but also in the discourse of social contest in the 18th century and during the French Revolution. It is a medium to denounce the arrogance of the privileged and the social division between those who were walking and those who owned a carriage or could pay the fare for a public coach. In fact, in the early modern period social differences were conceived in terms of status, and wealth could generate status. Owning a carriage was a desirable sign of gentility even to people of moderate means in a period of a continuous evolution of carriages. Traveling by coach in town or on the highways was also a mark of distinction.
This mostly affected the circulation in Paris where hackneys clogged the narrow streets and were the cause of the city’s congestion so that edicts were passed against them, in vain. In the eighteenth century many complaints concerned the traffic and hazards of Parisian streets. Carriages increased the popular anger when, for instance, fatalities occurred on the streets and common splashes and lashes stirred up the popular hatred against emblazoned vehicles. On the eve of the French Revolution, the abolition of the privileges which organized and regulated the public transport services in Paris also gave rise to social criticism.

The aim of my paper is to understand the discourses on carriages, which were at the heart of the social value system, and conveyed a sharp criticism of privileges and rigid inequalities. They reflected the assumptions about hierarchy that underpinned it, which did not go unchallenged
John Greene (University of Louisville, USA)
‘Can I show you my equipage?’ Casanova’s carriages as vehicles of seduction

From Fielding to Flaubert, the carriage is well established in 18th and 19th century fiction as a site of seduction and libertine behaviour. What is less frequently considered is the extent to which carriages in this period function not merely as sites of this behaviour, but as means of seduction: an obviously expensive equipage frequently serving to facilitate erotic encounters by providing both a site for erotic encounters and an incitement to lascivious behaviour. Of all the Enlightenment writers who recount the instrumental role of the carriage as an erotic accessory par excellence, Casanova is certainly the most notorious. A byword for the seduction of women, Casanova was arguably as well known in the 18th century for his wide-ranging carriage travels: owning some five vehicles at any one point; four of which had been repeatedly dismantled for the crossing and re-crossing of Mont Cenis in the 1760s. As Casanova recounts his exploits, carriages are seen to be the most seductive objects of 18th century material culture. He insists upon the seductive power of such different vehicles such as the solitaire, fiacre, dormeuse and vis-à-vis, yet sees no material advantage to be gained from attempting a seduction in a carrosse coupé. This paper will compare the seductive power of a range of 18th century vehicles, drawing chiefly on the memoirs of Casanova and illustrating the instrumental role of specific types of vehicle in both initiating and facilitating sexual intrigues—how carriages are used as a means of transport in the many senses of the word.

France versus Britain: Influence on European carriage design – chaired by Julian Munby (Oxford Archaeology)

Álvaro Recio Mir (Universidad de Sevilla)

The significance of English carriages in Seville in the 18th century

As in all of Europe, it is possible to see in Seville the end of the importance of French carriages in favour of English ones in the 18th century. We have to remember that between 1729 and 1733 the court of Spain was in Seville and that the King, Felipe V, was born in Versailles and was the grandson of the Sun King. Prints show the carriages that Felipe V used to arrive in Seville, which of course were all French. A very important source of what was happening in the town at that time is an unpublished document kept in the archive of the Town Hall: a list of all carriages that were in Seville in 1723. It includes only few references to English carriages. 

Nevertheless, during the second half of the century, we can see more and more references to English carriages. A very important source is the book Los comuneros sevillanos by Fernando Campese. This teacher at Seville University wrote the biographies of a hundred important Sevillian people and he refers to their carriages, many of them from England. There are other sources of this subject from the end of the 18th century; for example, a document about the carriage that was made in Seville and given by Carlos III of Spain to Sidi Mohamed, King of Marocco. According to this source it was copied from an English coach and we know other, similar copies from this period.

I will analyse all of these reference to discuss what kind of English carriages were used in Seville, how they arrived there and how these models changed the art of making carriages in the town during the 18th century. 

Monica Kurzel-Runtscheiner (Wagenburg/Monturdepot, Vienna)

An interplay between style and technique: the development of European carriage construction as reflected in the urban landscape paintings of Bellotto
Bernardo Bellotto (1720-1780) is considered one of the most significant urban landscape artists of the 18th century. The great attraction, which his portraits still exert over us today is due not least to the extraordinary verisimilitude of his work. Much has been researched and written about the reliability of his architectural cityscapes, achieved in part with the assistance of the camera obscura. His distinction as a chronicler of the development of European carriage construction, on the other hand, has not yet been the subject of investigation. This is all the more remarkable given that his works document with stunning exactitude the revolutionary developments in technology and fashion which completely changed Europe’s traffic between 1740 and 1780.
By comparing selected carriage depictions by Bellotto with contemporaneous sketches, written primary sources and extant vehicles, the lecture sheds light on the fundamental shift in the design of the European carriage from the splendid, showy French-style vehicle of rococo to the functional, technically superior English-style coach of classicism. Technical innovations are as much the subject of study here as stylistic developments. Along with the great precision of the depictions, carriage research especially benefits from the fortuitous fact that most of Bellotto’s portraits are exactly dated, thereby giving sure evidence of the first appearance of certain technical achievements. At the same time, they offer impressive evidence that changes in European carriage building could come about more rapidly in fashion and style than could the far more expensive achievements in technology.

João Castel-Branco Pereira (Museu Calouste Gulbenkian, Lisbon)

“My carriage ... threw the whole town into a stare” – The evolution of the paradigm 
of taste (1784-1825)
1784 and 1825 are the chronological boundaries of the period related to this lecture’s theme. The first date corresponds to the last commission of French carriages from the Portuguese Royal household during the Ancien Régime, while the 1820s confirmed the role of England as the sole supplier of ceremonial carriages to Portugal. The evolution of the paradigm of taste will therefore be dealt with in this lecture.

Catherine Rommelaere (D’Ieteren Gallery, Brussels)

The influence of England on Belgian coachbuilding during the 18th and 19th century

Towards the middle of the 18th century, the Austrian Netherlands experienced intense economic development which lead to the emergence of luxury crafts. Brussels coachbuilders in particular set out to export fashionable vehicles all over Europe, first inspired by Parisian models. 
But in the course of the year 1770, England started to enjoy a growing popularity among Brussels coachbuilders and their customers, who discovered and liked the lightness, fluidity and comfort of the English vehicles. Immediately, Brussels coachbuilders started to build “English-looking” vehicles and did not hesitate to “improve” in England or to “attract foreign workers, experts in their profession”. Simons in particular, one of the most illustrious coachbuilders of this period, built several English-looking vehicles and welcomed the young draughtsman Rudolf Ackermann in his workshop. At the end of the 18th century and the beginning of the 19th century, the relationship between the two nations intensified. The techniques and English materials were about to sweep through the continent and strongly influenced the growing Belgian industry. 

The rapprochement with England peaked with John Robert Jones, coming from Shrewsbury and establishing coachbuilding workshops in Brussels around 1820. Afterwards, the Belgian coachbuilders took advantage from a favourable geographical proximity, stable and cordial diplomatic relations, and a certain empathy towards the English spirit and customs to import, copy, imitate, even improve or perfect the most important technical innovations seeing the light of day across the Channel. 

Through some prestigious English gala-vehicles imported from England or others built in an English style by famous Belgian coachbuilders, the author intends to evoke the close relationship between the Belgian and English coachbuilders, from the second half of the 18th century to the end of the 19th century.
Mario Döberl (Wagenburg/Monturdepot, Vienna)

The Viennese Court and its relations to English coachmakers in the 19th century

Like all the other princely stables in Europe, the imperial stables in Vienna were also strongly influenced by the English fashion in the 19th century. The stable master at the Viennese court bought, for example, horses, saddles and harnesses in England, he employed equestrians of English descent, and in the second half of the 19th century even the so called “English livery” was introduced for imperial coachmen and footmen. But, unlike other European princely stables, the imperial stables, despite their openness towards English influences, were not interested in buying vehicles from English carriage builders. As a matter of fact, we observe a rather hostile position of the Viennese Court toward foreign carriage builders in general. This paper will provide an explanation of the reasons behind such an attitude. Furthermore it will describe in detail, how the company “Peters & Sons” from London, despite all the obstacles, managed to sell a Coupé d’Orsay to Emperor Franz Joseph in 1873 and at last was even nominated as purveyor to the imperial court.
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