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From the Editor
Sometimes mistakes occur and sometimes misinformation gets put into print,
other times information is not always received in time for publication – these
are just a few of the hazards of editing a publication like a newsletter. This has
happened from time to time during my years of editing the NIAG newsletter
and I am sure these happenings will keep on coming. When I read publications
that are nationwide and do spot a missed letter in a word or wrong caption to
a picture I am only thankful that our publication has a small distribution. On
the subject of newsletters I am slowly indexing all 150 editions and from what I
have done so far there are many interesting articles, visits and walks recorded. In
time I aim to reproduce some of those reports into forthcoming editions as I feel
that the current membership who have joined in the past 15 years or so would be
interested in the early events of NIAG. I will also need to update the stats which
I made in the last edition.
The rail tour, once again, was a most enjoyable day even though it was a long
one. A small convivial party who, on many of the trains caught, managed to stay
fairly close as a group making our admirable host’s (Barry) job much easier to
muster everyone on a platform before the next train. Due to other commitments
Terry & I were not able to attend every walk or visit this year, but it is to be hoped
that those who did all enjoyed themselves one way and another. Summer has
almost gone – where? I have to ask. The years seem to be slipping ever faster
and there are many things that have had to be left for ‘tomorrow’.
Peter has mentioned that we cannot go on forever in our roles of secretary,
treasurer and indeed editor. I for my part intend to carry on as long as I can as I
do enjoy the job! Please come and volunteer to be a member of the committee
you will be made very welcome. In the meantime I look forward to seeing you
at the winter meetings.
JW - Editor
______________
EMIAC 96 :
Mansfield and Pinxton Railway – 11th May
We had decided to spend the night near Kirkby-in-Ashfield, the small town
where EMIAC was to be held as we had both felt that we did not wish to get
up at the crack of dawn to make the journey up the motorway. Our journey,
therefore, on the Friday should have been straightforward, but turned out to be
anything but. Traffic flowed until we got nearer to Nottingham and junction 24
when it slowed almost to a standstill at junction 23. Deciding to have a drink
and break as the traffic ahead was stationery was a good move as we were then
subjected to a two hour stop-start situation between junctions 24 and 25 due to
an accident/incident at junction 25. Had we known we were going to be stuck
for the next two hours we would have gone into Nottingham and taken the back
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roads to Mansfield. Thankfully the hotel was very comfortable, once we had
located the light switches and we enjoyed a quiet meal before falling into bed.
After a good and relaxing breakfast we arrived without too much hassle at the
venue and set up the stand and enjoyed meeting up with old friends from the
other groups.

The area of interest for the
talks and the afternoon visit.
Key to the railway lines is
shown above.

After the usual notices we settled down to hear the first of the two talks starting
with Dr David Amos and the Coal Mining Link with the Mansfield and Pinxton
Railway. He explained how coal became the main driving force for development
of the railways in this area and only in recent years has rail transport of coal
declined. Coal has been mined in the Pinxton area since at least 1632, most
probably where a coal seam out-cropped, when the Cokes began carrying coal
for the estate. Sir Francis Coke bought the moiety of Pinxton Manor from the
Longfords in the middle of the 16th Century and from then Pinxton changed
from an agricultural community to a mining one, though it wasn’t until the
eighteenth century that Pinxton became a colliery village.
With completion of the Cromford Canal, and its branch to Pinxton, to the
Erewash Canal came the benefits of cheap transport for the industries that dealt
with coal, lime and grain. The Mansfield and Pinxton Railway (MPR) was
borne out of the desire of the coalmasters of the Erewash area and Mansfield to
have the Pinxton arm of the canal extended to Mansfield. In the absence of any
interest from the canal company, a number of businessmen started drawing-up a
proposal in 1813 to construct a railway and in early 1817 had obtained enough
subscribers to finance a survey. Later that year, Parliament approved the Bill
and Josias Jessop appointed Engineer of the Railway. He used the ‘fish-belly’
edge rail developed by his father set at a gauge of 4ft 4½in and mounted on stone
blocks; the line ran from the head of the Pinxton arm of the Cromford Canal
to Mansfield. When the railway was opened in 1819, the first load of coal from
Pinxton Colliery was ceremoniously burnt in the Market Place.
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The following year the Butterley Company opened up extensive mining
operations to access the Top Hard coal seam (at a depth of about 510 feet)
between Kirkby and Annesley; seven pits were sunk, three of them alongside
the MPR. In 1822 the first shipment of Portland coal left Pinxton Wharf from
where it would have been taken to the Codnor Park Ironworks. The Butterley
Company built a tramway from the pits to their new wharf on the Cromford
Canal at Jacksdale and then into the iron works. In their early years the Portland
pits were producing about 50,000 tons annually; this had risen to around 120,000
tons by the 1860s.
Although schemes had been proposed for extending the MPR, none left the
drawing board until the Leicester and Swannington Railway opened in 1832.
This caused great concern amongst the coalmasters of Nottinghamshire and
Derbyshire who now wanted a railway from their collieries to Leicester. A number
of schemes were proposed but came to nothing and it looked as if Mansfield
would remain in the wilderness of the ‘railway mania’ that was sweeping the
country. Eventually the Midland Railway Company proposed a route between
Sheffield, Nottingham and London with a Nottingham to Mansfield branch line
which was accepted by all, including a reluctant Duke of Portland, in 1846. The
line to Kirkby opened in 1848 and to Mansfield in 1849; the old MPR line was
re-laid to standard gauge reducing the severe curvatures and levelling out the line
for locomotives. At the same time work started on the Kirkby to Pinxton line.
In 1888-90 the Butterley Company sunk a new pit at Kirby, known as Summit
being at the highest point of the MPR; it was the start of the big pits. Two
shafts were sunk to the Top Hard seam at 1020 ft and 1059 ft, later deepened to
1923 ft to the Blackshale seam. In 1894 the New Hucknall Company opened
the Bentinck Colliery. As the industry developed other pits were opened and
existing pits were joined together underground to improve the efficiency of coal
handling. During the 1950s drifts were dug to allow the coal to be raised to
the surface by conveyor belt instead of shaft winding. Newer power stations
being developed requiring ever increasing quantities of coal saw the introduction
of the Merry-Go-Round (MGR) trains for transporting coal between pit and
power station; the latest design of 70-ton capacity wagons would be filled at the
pit and discharged at the power station whilst on the move. Despite all these
improvements in handling efficiency, the pits started closing and the plans for a
‘super pit’ at Kirby Summit were abandoned in 1968. The last pit to close was
Thoresby in 2015.
A coffee break came before the next speaker, Martin Taylor-Cockayne with
his talk on Josias Jessop and early Railways. This was a talk about one family in
particular and we learned many interesting facts, particularly about the Jessop
family. It would appear that William Jessop (1744-1814), who has been called
the father of Civil Engineering, was apprenticed to John Smeaton for seven
years. He continued working for him for a further seven years before venturing
3

out as a Consulting Engineer in his own right. He became the ‘go to man’ for
those wishing to promote canals.
William’s second son, Josias Jessop (1781-1826), began his career at the age of
17 years when he carried out several experiments on a railway at Brinsley, Notts
owned by Joseph Wilkes; accompanied the Committee of the Grand Junction
Canal Co to see some railways before they began theirs at Blisworth; assisted
Benjamin Outram (1764-1805) to survey the line of a railway from Merthyr
Tydfil to Newport and assisted his father in 1799 to survey a proposed line of
canal, which resulted in the Surrey Iron Railway.
In 1801 he acted as assistant engineer to his father on the West India Docks
project. William had also been involved with the planning of the Port of Bristol
and became its consulting engineer in 1803. Having completed his Journeyman
training in 1804, Josias was made resident engineer of the floating harbour at
Bristol until its completion in 1811.
By 1812 the Butterley Company was a partnership between the Wright family
and William Jessop following the death of Benjamin Outram in 1805. William’s
third son, also William, was apprenticed under the iron master William
Brunton, who was in charge of the Butterley works. Between them, the Jessops
and Brunton invented the cast-iron ‘fish-belly’ edge rail first used on the Belvoir
Railway in 1813.
In 1817 Josias was appointed engineer for MPR for which he chose to use the
edge rail developed by his father. Josias was also involved in the Butterley
private line to the Codnor Iron Works. Seven years later Josias landed his biggest
contract so far – the Cromford and High Peak Railway. On 21st June 1826 he
was appointed Consulting Engineer for the Railway with George Stephenson,
son of Robert, as Principal Engineer. Tragically at a critical moment in his
career, Josias died on 30th September.
There was time to clear the stands before lunch as we would be leaving the hall
and driving down to the next venue for the walk in the afternoon. This was
Portland Park where the car park is situated to the south of the former Annesley
railway tunnel. Work on infilling the tunnel and its cutting was abandoned after
the discovery of rare species of flora and the area designated an SSSI. The walk
started by taking the path alongside the former railway cutting; amongst the
vegetation could be seen the line taken by the Great Central Railway (GCR), on
the far side of the cutting the ledge that carried the former Mansfield line that
used the high-level tunnel was just visible through trees. The Great Northern
Railway line would have been on the far embankment. The path continues
to the former MPR (ex-Midland Railway) line now the Kirkby to Pye Bridge
freight-only line that is still used for night-only coal-train operations. Here once
stood two bridges that carried the GCR and Mansfield lines over the MPR; both
4

bridges now long since removed.
For about 250 yards the path follows the lineside fencing and then moves away
from it to follow the old MPR line to two footbridges at the site of Kirby East
Junction: one spanning the former Great Northern Railway line now the modern
Robin Hood line, the other spanning the freight-only line. They offer a vantage
point for the 1995-built Kirby Station Junction.
From here the route turned southwards to follow the track bed of the former
GCR mineral line to Bentinck Colliery. Shortly after crossing the site of the GCR
Main Line and GCR empty siding into Bentinck Colliery, the path descended
to a sparsely populated copse. Hidden amongst the bushes are the remains of
a coloured light signal for MGRs about to reverse under the Bentinck Rapid
Loader. This was once the location
where the Midland and Great Central
empty sidings joined into Bentinck
Colliery.
The final stretch of the walk continued
along the track bed of the Bentinck
Colliery branch line to the ex-MR line
to a level crossing and the remains
of the former MPR track bed. This
was formerly the site of the Bentinck
Colliery Empty Sidings and Signal Box
(Midland) which closed in 1978 when
the Bentinck Rapid Loader came into
use.
At the end of a very pleasant walk, the Wild Rabbit café was reached for
welcome refreshments just as the heavens opened. Clearly a woodland walk for
the better weather.
The photo above shows the unmaned crossing on the Kirkby to Pye Bridge freieght-only line.

Terry and Jane Waterfield

_______________________
summer reports OF 2019
Kirkaldy’s Testing and Experimenting Works, London – 15th May
The early nineteenth century saw the development of new constructional
materials and existing materials being used in new and innovative ways. Whilst
the architects and civil and mechanical engineers were aware, and desired, that
the qualities of new materials should be tested before being used, particularly
in new and innovative designs and construction techniques, there were no
agreed testing standards, nor indeed ‘standard’ test methods. It was only after
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catastrophic failures, such as the failure of the cast-iron railway bridge over the
River Dee in 1847 and the Tay Bridge disaster in 1879, that it became clear that
properties of some materials, and the way in which they were being used, were
not fully understood. Enter a certain David Kirkaldy (1820-1897) who was to
define testing standards and establish independent materials testing.
David Kirkaldy was born in 1820, the second son to William and Susannah.
William owned a substantial linen manufacturing and wholesaling business in
Dundee which he had started in 1814 and by 1823 was sufficiently well respected
to be called to give evidence before a House of Lords Committee. Although the
young Kirkaldy attended lectures at Edinburgh University, he did not graduate
from the university. It had always been assumed that he would follow his father
in the family business but by the age of 23 he decided against this and started as
an apprentice at the engineering works of Robert Napier who owned the Vulcan
Foundry at Lancefield, Glasgow.
His outstanding ability at technical drawing and detailed recording of data
soon came to the attention of his employer and, after only four years in the
engine workshops, he was promoted to the position of Chief Draughtsman and
Calculator. Whilst working for Napier, David had a number of his technical
drawings exhibited at the Royal Academy, London and was involved with the
publication of a number of technical books. In 1857 he was involved in the
formation of the Institution of Engineers in Scotland.
About this time Robert Napier & Sons had received orders for some high-pressure
boilers that required a lightness and strength not attainable with the traditional
wrought iron. The company conducted experiments with new materials such
as ‘puddled steel’ and David Kirkaldy devised the test methods and equipment
for testing these new materials; the tests ran from April 1858 to September 1861.
The apparatus was also used to test the iron plates for the Royal Navy’s iron-clad
ships Black Prince and Hector under the direct control of David Kirkaldy.
At the end of 1861 Kirkaldy resigned his position and spent the next two and
half years studying the tests required by various types of constructional materials
and to designing a machine for conducting the necessary tests, for which he had
obtained two patents by the end of 1863. In 1862 he published his own book on
the subject of testing materials which was an immediate success and a second
edition of a further 1,000 copies was printed in June 1863. His reputation as
a person who understood the principles of material testing was now firmly
established. Further recognition was achieved when he was awarded a Gold
Medal by the Institution of Engineers in Scotland in 1863.
As a highly skilled draughtsman he produced all the detailed drawing of all
the parts necessary for his proposed ‘universal testing machine’ and secured
the necessary patents. In June 1864 Kirkaldy asked Greenwood & Batley of
the Albion Foundry, Armley, Leeds to manufacture his machine. This was to
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be at Kirkaldy’s own expense, though Greenwood & Batley were granted sole
manufacturing rights for any further machines. Frustrated by the apparently
slow progress of work on his machine, in August 1865 Kirkaldy instructed
Greenwood & Batley to despatch the unfinished machine.
To accommodate his new machine Kirkaldy had obtained a lease on premises
in The Grove, Southwark Street, London that were adjacent to those occupied
by Easton Amos & Co, a manufacturer of steam engines who was at that time
moving to larger premises. In September 1865 work started erecting the testing
machines on the special foundations; the machine was 47ft 6in in length and
weighed some 116 tons. By November the machine had been completed and
tested and on 1st January 1866 David Kirkaldy started trading as the first
independent commercial testing house for constructional materials.
The machine had been designed to operate horizontally with the load being
applied by hydraulic power: Pressurised water entered the cylinder thereby
actuating the ram pressing against the crosshead which was attached to a
moveable crosshead by four screw rods. The sample was mounted between the
moveable carriage and the balance arm of a steelyard; as the load was applied
to the sample under test so the loading was transferred to the steelyard where
the loading could be measured. The machine was designed to apply a variety of
different types of stresses, which at the time were described as ‘pulling, thrusting,
bending, twisting, shearing, punching and bulging’.
Almost immediately after opening, David Kirkaldy was commissioned by
Joseph Cubitt and Henry Carr to test a variety of materials – timber, cement,
bricks, granite, cast- and wrought-iron – being used in the construction of the
new Blackfriars Bridge. Alfred Thrupp of Essen, Germany sent samples of steel
to be tested; the start of a long-lasting relationship.
With the business growing rapidly in the late 1860s, larger premises were
required. David Kirkaldy obtained leases from the Crown Estates of four plots
bordering the then new Southwark Street. The building for the new testing and
experimenting works at 99 Southwark
Street
(photo
left)
incorporated
special brick piers in the basement to
support the testing machine. It also
incorporated double doors on each
side of the ground floor, opening on
to Prices Street and Southwark Street
respectively, and were aligned so that
exceptionally long samples could be
fixed to the testing machine but could
protrude out of the building. Designed
by Thomas Roger Smith of Covent
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Garden and built by LH & R Roberts of Islington, the new works was open for
business on 1st January 1874.
Initially the required water pressure was achieved using a steam-driven water
pump; later the steam engine was replaced by a gas engine and in 1905 an electric
motor was installed. Also in 1905, some power was obtained from the London
Hydraulic Power Company (LHP) whose water main passed along Southwark
Street. In 1934 LHP became the sole source of power, providing water at a
pressure of 750 psi (pounds per square inch).
As initially designed, the testing machine (photo below) was capable of exerting
a test force of 1,000,000 lb
(446.4 tons), although it was
not required to work above
300 tons, for which a water
pressure of some 4,500 psi
was required. To achieve
such pressures, the Hydraulic
Engineering Company of
Chester supplied an hydraulic
intensifier.
The works comprised four
floors and a basement: The
basement housed a small furnace for annealing and case-hardening samples, a
furnace for melting metals and a blacksmith’s forge. A machine room was located
on the first floor where test samples were prepared using a comprehensive range
of machine tools. A Museum of Fractures was located on the second floor for
the display of full-sized articles that had been submitted for testing. A museum
of small articles that had been tested was located on the third floor.
From its inception in 1865 the business had always been run as ‘David Kirkaldy’;
this lasted until 1884 when he took his son William George (1862-1914) into
partnership and the business then operated as ‘David Kirkaldy & Son’, a name
that was to last until 1965 when the business was sold. David William Henry
Kirkaldy (1910-1992), William George’s only son, became the sole proprietor of
the business in 1938. David WH sold the business in 1965 and testing continued
under the new owners until 1974 when the premises were closed.
In December 1974 Dr Denis Smith, a lecturer in industrial archaeology at
Goldsmiths’ College, University of London, visited the Kirkaldy Testing Works
and immediately saw its potential as an industrial museum. The Kirkaldy
Testing Museum first opened in 1984. In June 2014 English Heritage gave the
testing machine and the building a Grade II* listing.
The group was warmly welcomed by Carlos Caster and his guides Bill and
Simon, who provided a very informative tour of the basement and ground floor
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demonstrating various testing machines including Kirkaldy’s original testing
machine.
Terry & Jane Waterfield
Some further information came from Peter Perkins who was also on this visit; our thanks
to him for this following interesting piece. Ed
Bricks for Kettering to Manton railway line tested by Kirkaldy
Amongst the items on display at the Kirkaldy Testing Museum is a set of
test results on bricks (photo right)
intended for use on the Midland
Railway’s Kettering to Manton line
which was under construction in
1877. The tests were requested by
Barlow Son & Baker, civil engineers
to the project. There is also a copy
of a letter sent by Arthur Baldwin
of the MR Engineers Office,
Gretton, Leicester (sic) to Barlow
Son & Baker, which explains that
samples of bricks were sent for
test from brickyards at Manton,
Luffenham, Glaston and one called
Fox-Covert. (An area of woodland called Glaston Fox Covert was in existence
at the time which may have been the location of this brickyard. It was adjacent
to the railway line, just north of Glaston village.) Some of the samples came
from a stack at Glaston brickyard that Barlow, Son & Baker had condemned –
presumably as being of poor quality.
Kirkaldy’s test report refers to ‘experiments to ascertain the resistance to a gradually
increased Thrusting Stress on six samples of each brick’, measuring the stress in
pounds at three points during the test: when the brick had ‘cracked slightly’,
‘cracked generally’ and ‘crushed steelyard dropped’ – whatever the latter term means.
The only methodology noted is that all samples were bedded between pieces of
pine a half inch thick and, as the base area of the brick is calculated, presumably
the thrusting stress was applied to the brick as laid flat. There is no indication
whether any or all of the bricks contained frogs.
There is no commentary on the test results but they look inconclusive. There is
a two-to-one variation in results within each set of six tests on bricks from one
brickyard. While the bricks from some yards give significantly higher mean
results than others, the results for the ‘condemned’ brick are in the middle of the
range. Thus it is uncertain as to how useful the test was as a measure of the
quality of the brick. However, it is interesting that such tests were carried out in
the 19th century and that the results of tests survive on locally made products.
9

Kislingbury Walk – 31st May 2019
Eighteen members gathered on a warm Friday evening at the western edge of
Kislingbury village, by the mill on the River Nene. Our aim was to look at both
Kislingbury Mill and Harpole Mill sites and to explore other industrial sites in
the village itself.
Kislingbury village seems to consist of two halves - the western half is of
irregular pattern whereas the eastern half consists of a rectangular pattern of
streets which until recently never had any buildings on the outer edges of its
north, west or south sides. As with most villages, Kislingbury was predominantly
agricultural before the 19th century; the wool trade was an important source of
income. Towards the end of the 19th century, the boot & shoe trade impinged
on the village and it boasted both a shoe factory and a heel factory into the 20th
century.
Kislingbury Mill was occupied by the Davis family, corn millers, from as early as
1765 until milling ceased there in c1920. In recent years the mill buildings were
occupied by Collins & Co who sold fireplaces; however, currently the mill site is
undergoing redevelopment. The original ironstone mill house dating from 1694,
the c1860 brick-built mill building and the c1890 brick-built mill house, which
formed the western range around a central yard, are being modified to convert
them into modern dwellings. A range of outbuildings around the western side
of the central yard has recently been demolished, prior to new houses occupying
that part of the site. Due to the work on the eastern range, the public footpath
that normally skirts round the eastern
edge of the mill buildings has been
diverted around the western periphery
of the site which provides an excellent
view, for the time being, of the western
side of the old mill buildings. We noted
that the old mill building has several
semi-circular headed window openings,
some still with ‘chapel-style’ cast-iron
windows. It is not clear if these will be
retained.
Walking west alongside the River Nene towards the site of Harpole Mill, we
noted that Kislingbury Mill’s leat has been completely filled in at some time,
such that it is now virtually impossible to identify its alignment except perhaps
at its upstream end where it diverts from the main river.
Harpole Mill is less than ½ mile up-river from Kislingbury Mill but some
distance south of Harpole village. The first mention of Harpole Mill since
medieval times, is in 1777 when Joseph and John Davis were named as millers
(presumably the same family as at Kislingbury Mill). A new mill was built in
10

1823 and was working until at least 1919 but was not demolished until 1970.
The mill site is right on the edge of what will be a new industrial area adjacent
to the A4500, between the Kislingbury turn and junction 16 of the M1. Water
still flows through the mill race but there is no obvious evidence of the mill
buildings. We looked at what seemed to be a narrow crevice in the bed of the
mill race adjacent to the bridge over the river and wondered if this marked the
edge of an undershot water-wheel pit. A hole in the adjacent stonework wall
might have been the location for an axle bearing. North of the mill race there
is still evidence of where the bypass channel goes underground at a brick arch,
curving south to enter the tail pond through another brick arch. There is also a
brick retaining wall bordering the mill pond at this point.
Returning to Kislingbury village we only had time to look at the former ‘shoe
factory’ used by Simon Collier c1890 to c1914, presumably as a satellite factory
to his extensive shoe factory in Harlestone Road Northampton (in use from
1881 to 1931 and afterwards used by Mettoy). The 2014 Conservation Area
Appraisal Document says that Collier’s Kislingbury factory was located at 38-44
Mill Road, a terrace of houses known as Factory Row. The 25”OS map for 1900
shows a row of 11 terraced houses but the five
houses at the west end, complete with kitchen
extensions behind each are drawn as a single unit
with an additional long, narrow building in front
(Fig a left). The other six houses in the terrace
are shown as separate dwellings. The equivalent
1926 OS map
shows that the
long
narrow
building in front has gone and all eleven terraced
houses are now shown as separate units (Fig b
right). It seems likely that the terrace of houses
was built normally but the five houses at the
west end were taken over by Simon Collier and
used for shoe production, perhaps as a closing
room. Presumably the long narrow building at
the front was simply to act as a corridor giving covered access between houses.
When Collier closed the factory, they returned to being conventional terraced
house which they remain today.
We had no time to see the 18th century cob wall which borders the churchyard
in the village, nor the site of EW Starmer’s heel factory which had been in a
converted barn in the garden of The Laurels at the south end of High Street,
from c1904 until 1968.
There is a report of a visit there by NIAG just after the factory closed in 1968, in
the CBA Group 9 Newsletter for October 1968 p15. It can be downloaded from:
11

(www.archaeologyuk.org/cbasm/index_htm_files/OCTOBER%201968%206.pdf).
Peter Perkins
----oooOooo---Rail Tour 2019: To the seaside – 8th June
The early signs were not promising for the fifteen members that assembled at
Kettering station for our annual Railtour on Saturday 8th June, with heavy rain
cascading off the platform canopies as we awaited our first train of the day to
Nottingham. Fortunately, however, that was about as bad as it got, and as we
travelled the weather gradually improved.
Initially we passed through familiar scenery, noting that the recent extensive
works at Market Harborough station had resulted in the new platforms being
taken into use.
After crossing the Trent we veered eastwards to Nottingham, where our next
train, took us along the Erewash Valley route to Sheffield through an area that
was once heavily populated with collieries, ironworks, and numerous connecting
railway lines. However few remains were now to be seen, although the isolated
girders of the once extensive Bennerley Viaduct near Ilkeston still cross the
valley.
After a glance at the twisted spire of Chesterfield church we arrived at Sheffield
for a break of around one hour, before we set off on new territory towards
Conisbrough, Swinton and Doncaster. We joined the East Coast main line
for a short distance before again turning eastwards through the flat landscape
of South Humberside, soon passing the threatened steelworks complex at
Scunthorpe. Grimsby Docks seemed a shadow of its former self, and we were
soon arriving into the terminus at
Cleethorpes, where most members
availed themselves of a fish & chip
lunch during our fortunately dry
stay of an hour and a half.
Inevitably the rain returned, but not
until we were about to board our
next train for the short hop back to
Grimsby. Here we changed to the
Cleethorpes pier
branch service to Lincoln, with just
the single call at Market Rasen on our one-hour journey across the Lincolnshire
Wolds.
A splendid view of Lincoln cathedral preceded our arrival, and after another
short wait we were on our way back to Nottingham, noting several interesting
examples of early station architecture along this section of line. The East
Coast main line was crossed ‘on the flat’ at Newark, after which the river Trent
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accompanied us back to Nottingham; the same train took us on to Leicester by
the usual route, but calling at smaller wayside stations such as Barrow-on Soar,
Sileby, and Syston which are usually just a blur when travelling on the main line
services.
There was then just time to walk across to the adjacent platform face at Leicester
before joining our last train of the day back to Kettering.
Overall an enjoyable day despite the weather, with much new territory being
covered, and the railways also played their part with all trains being on time.
Barry Taylor
----oooOooo---The Royal Ordnance Depot, Weedon – 15th June
Originally a George III store house facility, well away from the south coast
and the potential Napoleonic invasion, for artillery and small arms. It quickly
expanded to include magazines, barracks and office quarters.
Planning started in 1802. Building commenced in 1804 and was mainly complete
by 1816. The initial phase was four store houses and a half mile branch from the
recently built Grand Junction Canal (1793–1805) at 295ft above sea level. Very
quickly the canal was extended and another four storehouses built. (photo below).
All with an 18” narrow gauge rail system. The four storehouses to the North of
the canal were 2 storeys. The four to the south had casemates below to store
saltpetre. Eventually the site expanded to around 120 acres from the original 70.
The storehouse compound was defensible with a 20ft perimeter wall.
The canal was extended westwards by
another half mile to provide access to
the initial eight magazines and four
blast proof traversers.
Completed
by 1810 when gun powder was first
delivered, each magazine held 2516
barrels of gun powder. Note: 200
barrels equals 25 tons of gunpowder.
A narrow boat carried 200 barrels
covered with animal hides to help
prevent sparks. Four more magazines were built in 1857.
Located to the north of the compound were barracks (1808) complete with
hospital and three pavilions for the principal officers. They were respectively
demolished in the 1950s and the 1960s.
The L&NW railway was built in 1838 and it crossed the canal into the depot. As
there was insufficient head room for the barges to pass underneath, a diagonally
sliding traverser was built. This would disrupt the main line to Holyhead.
However, no accidents were recorded. In 1888 a branch line to Daventry was
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planned. To facilitate access to the depot both by canal and rail Weedon station
was moved to the north side of Weedon High Street. The main line was raised
so barges had unhindered access and a sidings complex with access to the depot
was constructed. Incidentally the canal remained in use until after WW1.
Our walk investigated the Grade II* listed store house compound which is very
complete as originally built. 15 members enjoyed the two hour walk led by
Chris Salaman of GLIAS and Weedon Bec History society. The site was active
until 1965 when decommissioned. Sold in 1984 by the MOD, it has passed
through several hands and is now beginning to show signs of neglect. Many of
the buildings are let to commercial companies and compliance with their listing
status is dubious. Gate lodge, building 90, is the visitor centre and retains the
original 1814 clock. On the southern side of the compound, building 45 was
erected as a typing pool in WW2. It is a very early example of pre–cast concrete.
A tea room upstairs in storehouse 1 is most welcome.
The magazines still exist and are now used by a transport/storage company.
Potential access is unknown. Building 17 was built in 1902 as a clothing store.
This is currently covered in scaffolding undergoing development.
This minor report does not begin to go into the details of this significant
200-year-old site.
Mike Ringwood
Sources. Weedon Royal Ordnance Depot, J E King, Weedon Bec History Society,
published 1996 available on site. English Heritage listings on their website.
Captain Pilkington’s Project – The Great Works at Weedon, 1804 to 1816, Beryl
Williams, Published 2003. Original plans and development by the officer in
charge (library). Papers by Prof Liv Gibbs 2005 for Daventry District Council on
the web (Master piece of work).
NB: NIAG visited the Barracks in 2004 and a report can be found in Newsletter, issue
93. If anyone wishes for a copy please let the Editor know and a copy can be supplied.
___________________

ARTICLES
Bradlaugh Hall, Lahore, Pakistan
Bradlaugh Hall was built at the tail end of the 19th century along Lahore’s
Rattigan Road. The Hall consists of numerous rooms, a pavilion and a vast
area for public gatherings. The entire building is covered with an iron roof, like
the railway stations. On the eastern side of the hall is a pavilion, which was used
as a stage and to reach [it there were] staircases along both sides of the walls.
It was established through the fundraising efforts of the Indian National
Congress, which held its annual session in Lahore in 1893. Planning for that
meeting had taken nearly five years, as the need for a dedicated space for
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political events in Lahore had
long been acute. As early as
1888 a prominent newspaper
publisher named Sardar Dyal
Singh, was able to secure
Lahore as the meeting place
for the Indian Association
in 1893. Singh was elected
chairman of the reception
committee of the session, and
ticket sales were sufficient to
save Rs10,000 after covering
all expenses. This small sum became the nest egg enabling the construction of
Bradlaugh Hall.
The name of the building honours Charles Bradlaugh, a British MP in the
late Victorian era who was fond of India and outspoken in his belief in social
justice; he supported Indian self-rule and was greatly admired in Indian circles.
Bradlaugh visited Bombay, India in 1889 and was invited to attend the 5th
annual session of the Indian National Congress. In recognition of his activities,
Surendar Nath Banerji – a senior leader of the Indian National Congress –
installed the dedication plaque at Bradlahugh Hall on October 30th 1900.
Over the following decades the hall would play host to almost all the notable
leadership of India, particularly for political figures in Punjab. Irrespective
of clan, creed or even political ideologies, the hall was a famous rendezvous
for Muslims, Hindus and Sikhs alike; they would organise political sessions,
give receptions to visiting leaders, and hold literary sittings or mushairas (poetry
recitings).
The building’s golden years came to an end in 1946 when the Muslim League’s
majority in Pakistan meant that the Indian National Congress could no longer
meet there. The hall was then used as a storehouse for grain, a home for migrants
from Amritsar, and a storehouse for ironworkers. This interlude came to an end
in 1956 when the hall and the surrounding neighbourhood were flooded, making
the hall useless as a warehouse and place of habitation. It was then handed over
to the National Technical Institute (Milli Techniki Idara). Although the building
was used by the school for several decades the institute closed down in the late
1990s. The management then rented the building out to teachers of nearby
government schools and other short-term clients. Tragically, the partitioning
and renting out of small portions of the hall to various tenants who had little
understanding of the historical value of the property lead to widespread damage
to the interior of the building.
The hall is considered to be a superb piece of architecture and can be described
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as an architectural fantasy, and whoever designed it was, of course, a trained
architect, certainly impressed by
British architecture, but fairly wellinformed of local requirements and
climate too. The building bears
the impression of architectural
and ideological characteristics of
Leicester Secular Hall, built in 1881
by the Leicester Secular Society,
England.
The hall is now wasting away in
neglect and has been sealed because of its parlous state of repair with its interior
terribly damaged and wrecked. (photo above)
Information taken from Dawn – Todays Paper – 3rd April 2019 and
www.orientalarchitecture.com
----oooOooo---Calendar Buildings
The Doffcoker Inn in Bolton is called the Calendar Pub because it has four
floors, 12 rooms in the cellar, 52 doors and so on. The question was then raised
in the Daily Mail of November 2018 as to whether there were any other calendar
buildings. This led to the answer that there were and below are examples of
these unusual buildings.
The Grand Hotel in Scarborough was designed by Hull architect Cuthbert
Brodrick as a calendar building. Opened in 1867, it had four towers to represent
the seasons, 12 floors for the months of the year, 52 chimneys to symbolise the
number of weeks and 365 bedrooms, one for each day of the year. It was built
in the shape of a ‘V’ in honour of Queen Victoria. Following renovation, the
number of bedrooms was reduced to 280.
Boughton House, Northants was built for Ralph, 1st Duke of Montagu, and
completed in the 1690s. It has seven courtyards, 12 entrances, 52 chimney stacks
and 365 windows. This is still in the same family and largely unaltered; it is one
of Britain’s greatest houses in private ownership.
Holme Eden Hall in Cumbria was built in 1837 and has 365 windows, 52
chimneys, 12 passageways, seven entrances and four storeys. The house was
built for a family of cotton barons, the Dixons, by the great northern architect
John Dobson.
The Towers, a manor in Didsbury, then in Lancashire, was built between 1868
and 1872 as a rural escape for the proprietor and editor of the Manchester
Guardian, John Edward Taylor. It features 365 panes of glass, 52 rooms and
12 towers.
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Salisbury Cathedral in Wiltshire is often cited as a famous example of a calendar
building. The notion is derived from the traditional rhyme:
As many days as in one year there be,
So many windows in this church you see,
As many marble pillars here appear,
As there are hours throughout the fleeting year,
As many gates as moons one here does view,
Strange tale to tell, yet not more strange than true.
However this is demonstrably untrue.
Castle Eggenberg in Graz, Austria is the most dramatic example of a calendar
building. Its design is based on strict number symbolism. Construction started
in 1625, just three decades after the Gregorian reform of 1582, which followed
the great calendar dispute when the Julian calendar was replaced and ten days
were ‘lost’. The castle has 52 doors, 365 windows and each floor consists of
31 rooms. If the planetary room, chapel and theatre are subtracted, you get
30, 29 and 28 – all the possible variants of the number of days in a month.
The 24 hours of the day correspond to the 24 state rooms, 12 on each side of a
symmetrical axis, representing the 12 hours for the day and night. The 24 rooms
have a total of 52 windows for the weeks in a year. Adding the eight windows
in the planetary room, you get 60, which stands for the number of seconds and
minutes. Even the park wall has 12 doors opening towards the outside, seven of
which face towards the city.
The Daily Mail – 1st November 2018.
________________

updates
Catesby Tunnel: Innovation centre
A new ‘innovation centre’ will be built as part of a vehicle testing hub in a
Daventry district village – despite it breaching planning policy. Residents had
objected to the new building on the former Charwelton rail station site, which
also has planning permission for a vehicle testing and research facility. It is
associated with the re-use of the former Catesby railway tunnel for aerodynamic
testing, which is now under development. The proposed two-storey centre will
include offices, seminar space, café and workshop which are proposed as a hub
on the site of the tunnel and associated research and technology park.
Daventry Express – 23rd May 2019
Chester Farm
News from the Northamptonshire Archaeological Society has been received
regarding the state of play at Chester Farm. The house has now been fully
restored and will have a future of presenting the long history of the site to the
public, with the ground floor of the house including that most essential of
17

all heritage requirements, a tea shop and café. The Archaeological Resource
Centre (ARC) will create a storage area that can accommodate the county’s
archaeological archives with room for expansion for 25 years and working space
for curators, researchers and volunteers. This means that archives which are
scattered about the county will come under one roof. The ARC occupies the
space of a former barn, and is timber clad to retain the sense of a collection
of farm buildings. A curator has now been appointed and will have taken up
the post in August. Whilst this is all excellent news there is some disquiet over
the fact that with the collapse of the County Council, the Record Office will sit
within the proposed new West Northamptonshire authority while Chester Farm
will sit within North Northamptonshire. It will be interesting to see how this all
pans out, and it will be also interesting to see if these services make it through
intact to the new arrangements for local government, as single services to be
shared and funded by both authorities.
Information adapted from the NAS newsletter, June 2019
Petition to Save Wolverton Railway and Carriage Works
A petition has been set up to challenge a decision to allow the partial demolition
of the Wolverton Railway and Carriage Works, near Milton Keynes. In 2015
an outline planning application was submitted to demolish the remaining
workshops on the site with the exception of the lifting shop and part of the wall
onto Stratford Road. AIA objected both on the grounds of the site’s historical
importance (effectively as a template for later works) and that other similar sites
had been successfully re-used. The application was allowed in December 2017.
A petition has now been set up to object and try to challenge the decision, after
other challenges have failed.
Industrial Archaeology e-News Bulletin July 2019
The proposed Rail Terminal at Junction 15 of the M1
Further news regarding the controversial and not-wanted rail terminal which
will destroy swathes of good farming land, notwithstanding the enormous
environmental impact, is that the campaigners will have to wait on the Planning
Inspectorate’s views on the plans before a decision on them is made. As reported in
previous newsletters the giant Strategic Rail Freight interchange and warehouses
named the Northampton Gateway is likely to also cause huge gridlock on a vast
road network surrounding it. The Group, fighting the development, also say that
the plans conflict with planning legislation as the West Northamptonshire Joint
Core Strategy excludes this site for industrial development. 30 parish councils,
two MP’s and the County Council all oppose the scheme, while the Borough
Council has written to the Secretary of State asking for a review of the policy
guidelines given that DIRFT in Daventry is only a relatively short distance from
the proposed site.
Northampton Chronicle & Echo – 11th July 2019.
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The Hunter Jet at Sywell
The Hawker Hunter Jet F.2 WN904 has now been fully restored during a sixyear restoration programme. This was funded through donations and work
included fitting a radar, a gun camera, a restored ejection seat, the cockpit and a
gunsight. Only 45 of these aircraft were produced and the one at Sywell is the
only complete example of an already rare variant. VIPs who were associated
with the Hunter’s F.2’s service attended the unveiling. The port side of the
aircraft carries 257 Sqn markings, while 263 Sqn’s mark – specifically that of
WN921 – adorns the starboard side.
Britain at War – June 2019
________________

MISCELLANY of ITEMS OF INTEREST
Engine failure of power car
The prototype HST power car suffered an engine failure while on a visit to the
K&WVR. It was due to appear next at the Severn Valley Railway. The power
car and its coaches were taken to the SVR, but the power car did not run. After
the visit the coaches were returned to the GC North. The power car was taken
to Derby. It was discovered that No 4 piston oil scraper ring had shattered.
The power car was taken to Neville Hill Depot for the work to be carried out
courtesy of East Midland Trains. EMT have been a great help to the 125 Group
in the past.
Information from Pete Acres
Big Ben tourist plans
Foreign visitors will be able to see Big Ben for the first time under plans to turn
the Elizabeth Tower into a fully fledged tourist attraction. Before the renovation
started, the only way to see the bell up close was to contact your local MP and
then climb the 334 steps to the cramped belfry. When work finishes in 2021 it
will be opened to international visitors as well if MPs approve the plan. A new
viewing platform and exhibition space are under construction – and a lift to the
top.
The complex £61 million restoration reached its half way point on the 11th
July, 160 years since Big Ben chimed for the first time on 11th July 1859.
While the 137-ton bell has remained in place, the clock, which was the most
accurate in the world when installed in 1854, has been removed cog by cog
and reconditioned. The metal frames of the four faces have been blast cleaned,
painted blue in keeping with the original design, and rebuilt with 324 individual
pieces of handmade opal-coloured glass from Germany. The stonework has
been meticulously repaired using Cadeby stone from a quarry near Doncaster
and gilding has been reapplied to the lettering around the dials and the cross and
orb at the summit.
19

Perhaps the trickiest part of the operation has been reconditioning and reinstalling
3,433 pieces of cast iron that make up the roof of the grade I listed clock tower,
designed by Augustus Pugin and rechristened in 2012 for the Queen’s Diamond
Jubilee. It was only discovered that the roof and southern clockface had been
damaged by a bomb that hit the Commons in 1941 after renovations had begun,
which meant more substantial repairs than expected. Adam Watrobski, the
principal architect said: “The important thing is we have ensured that both the clock
and the tower will be there and working for future generations.”
The Times – 11th July 2019
----oooOooo---NEWS FROM AROUND THE COUNTY
From member Pete Acres
Things have been happening in the County, what with the fires at Sywell and
Kettering and the derailment of three ballast trucks just south of Wellingborough.
Network Rail would not allow Freightliner to move the loco, on hire to them
at around £2000 a day. So Richard (Acres) was sent over to charge up the
batteries on the 66 after a couple of days of it standing there. Train moved over
the weekend of 11/12th May. This is all part of laying a fourth line between
Bedford and Kettering and the erection of the overhead [line equipment] which
it seems now will be going as far as Corby and Market Harborough. Stagecoach
lose the contract in September I think and Abellio is taking over. Hope they run
it better than they do at Scotrail and Greater Anglia!
P Acres – 17th May 2019
AIA Creative Reuse Awards – Former Engine Shed, Northampton
Every year the AIA gives an award to the most successful example of the
creative re-use of an industrial building. The 2019 award is to The Engine
Shed, University of Northampton Students’ Union, a Grade II-listed building
which had been unused for over 15 years. The project has ensured a viable
and productive use for the Engine Shed as an iconic element of the Waterside
Campus site of the University of Northampton. For more information about
the AIA awards please visit their website
AIA News – Issue 190, Autumn 2019
Kettering Station
Network Rail has secured listed building consent to adjust the four station
canopies, to accommodate overhead wires.
Rail – 3rd-16th July 2019
Jeyes Jetty, Northampton
Plans are afoot to seal off Jeyes Jetty in Northampton. This alleyway lies between
the former DW Sports shop and Timpsons in the Drapery. Jeyes Cleaning Fluid
was invented on the site of the alleyway in 1870 and is still used worldwide
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today. The proposal to close the alleyway to pedestrians is because of antisocial
behaviour and the general state of the alleyway due to illicit activities in the area.
Northampton Chronicle and Echo – 11th July 2019 – adapted.
NIAG members may have noted the iron work of Jeyes Jetty on our walk last summer to
look at stonework. Ed
Unfortunately by the time you receive this newsletter consultation will have come to an
end and no doubt another part of Northampton’s heritage will have been lost. Ed
Wellingborough Station
The following statement from the Railway Heritage Trust appeared on Twitter
today (23rd July 2019).
The Railway Heritage Trust has awarded Network Rail two grants towards
heritage works at Wellingborough Station. One, of £19,600, is towards
reinstatement of castings on the CH Driver-designed cast-iron canopy, the other,
for £109,228, is towards restoration of the Goods Shed for public access.
Tweet from Railway Heritage Trust on 23 July 2019
Thank you Peter (P) for this titbit of information. Ed
Borough Hill, Daventry
CLASP has been participating with MOLA in a joint project researching the
archaeological history of the enigmatic Borough Hill, Daventry. The first phase
of this work, documentary research, geophysical survey and drone flyovers is
now complete with interpretation being finalised. To ensure that these results
are put into the wider public domain MOLA has prepared a superb interactive
website that has been launched. The website address is:- https://arcg.is/0uuHrO.
For the future this work will continue, hopefully moving into excavations during
the next couple of years. CLASP members will, of course, be able to participate
in the future phases of this joint project.
Information from CLASP
Northampton Museum
Work continues apace on the expansion of Northampton Museum and Art
Gallery. The floor of the new extension and link is now in place and the steel
framework for the roof, cladding and glazing has been installed. The link building
will house the new shoe galleries, showcasing the internationally important shoe
collection, new cafe and terrace area. There will also be a stunning triple height
glazed space, connecting the existing museum building with the Old Gaol Block.
What’s On: Northampton Museums & Art Gallery leaflet –
September 2019 to January 2020.

_______________
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Of This and That
Obituary : Dennis Wilch
Members will be saddened to learn that Dennis died, aged 89, recently after
a short illness having been ill for a number of years with cancer. On a really
glorious afternoon seven members of NIAG attended the funeral at the Counties
Crematorium in August and whilst not a religious service we were able to enjoy
some lovely pieces of classical music. Dennis was born in Norwich in October
1930 and trained to be an accountant and auditor. For much of his early working
life he lived in the south of England, before moving to Northampton when he
took up a position as Auditor at the Borough Council in the early 1960s. A
member of NIAG for many years both he and Shelia were present on many
outings and walks, as well as attending the Friday night meetings. Our thoughts
are with his family at this time.
Jane W
Web-site
In the last issue Peter spoke about the need for new blood on the committee. It
was also mentioned that I would ideally like to hand the baton on at the end of
2021 when the current contract is due for renewal. If no-one comes forward
in the next eighteen months then the web-site as it stands will be shut down. I
sincerely hope that this does not occur. I have done the job for a number of years
now and whilst I have enjoyed the cut and thrust this has been to the detriment
of doing other things. It is time to take stock and let another take over. As Peter
so aptly put it ‘We cannot continue in these posts forever!’.
Terry W.
The 2020 summer programme
The arrangements for next year’s summer programme will soon be discussed in
committee.
Should you have any suggestions can you please forward them with contact
details etc., to Ron Hanson, our programme compiler, who will be very pleased
to receive them. Ron’s contact details are: bellamy253@gmail.com.
Images of Anglican churches on the SLHA website
Images of more than 600 Lincolnshire Anglican churches can be viewed on
the SLHA website: www.slha.org.uk, and the record of all those which survive
today is nearly finished. However there are a number which have either been
demolished or drastically converted, and the society is seeking pictures of these,
preferably in their original form, to complete this valuable collection. Those
required are Aby, Amber Hill, Asgarby (East Lindsey), Authorpe, Gayton le
Marsh, Little Carlton, Low Toynton, Miningsby, Moorby, Muckton, North
Elkington, Salmonby, South Reston, Tothill, West Barkwith, Wildsworth,
Withern and Woodhall (Old).
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If any member can assist with photographs please contact the Society.
BALH Local History News 130 – Winter 2019
Anniversaries past:
July 20th saw the 50th year since the Apollo 11 Lunar Module landed on the
Moon. The next day Armstrong and Aldrin became the first people to walk on
the Moon.
July 29th was the 60th anniversary of the first part of Tolkien’s Lord of the Rings
trilogy.
August 8th was the day that cornflakes were invented accidentally 125 years
ago when American nutritionist John Harvey Kellogg left wheat cooking for
too long. Forcing it through rollers made it into flakes, which were toasted and
served to patients at his sanatorium in Michigan.
August 26th saw the launch of the Mini 60 years ago which became one of the
bestselling British cars in history.
On September 1st 1894 the Post Office sanctioned the use of picture postcards and
introduced a ½d postage rate for them. This led to a boom in picture postcards
and the extensive photographic documentation of towns and landscapes.
On September 16th 65 years ago the iconic photograph of Marilyn Munroe’s
billowing skirt as she stood over a New York subway grate was taken during the
filming of The Seven Year Itch.
Anniversaries coming up:
October 1st, 1969 was the day that Concorde broke the sound barrier for the
first time.
On November 22nd, 1719 the British Pirate Edward Teach, known as ‘Blackbeard’
was killed in battle with a boarding party led by Royal Navy Lieutenant Robert
Maynard.
December 1st, 1919 was the day that Lady Nancy Astor became the first female
MP to take her seat in the House of Commons.
December 31st saw the official opening of The London Eye – the world’s tallest
Ferris Wheel. It did not open to passengers for another three months.
Odds and ends:
Peaches have been eaten in Britain for at least 1800 years. Their stones have
been found in a second century site near London’s Old Billingsgate Fish Market.
Waitrose magazine – May 2019
Dates for the Diary
Winter talks 2019/20
8th November Wolverton Railway Works – a talk by Phil Marsh
13th December Repair of Market Harborough Old Grammar School – a talk by
Bryan Martin. Note the date.
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2020
10th January Members evening - the usual mix of topics by members
14th February Ten and a half years on Crossrail – a talk by Steve Brame
13th March
Bassett-Lowke’s Artwork – a talk by Christine Sanderson
Exhibitions
May to 27 Oct Secret Rivers – the Thames is one of many rivers in London,
some less visible than others. ‘See’ these hidden streams and
some of the art they’ve inspired; free, Museum of London
Docklands
(Thanks to Joel at TfLISHG for this information)
____________________
And Finally – a tale of woe:
Corby floods
300 passengers had to be detrained when the 1434 East Midlands Trains High
Speed train (1D43) became trapped in water and debris near Corby on the 18th
June at 1601. There had been a bank slip and water above the railhead on the
down Corby Line near Corby Tunnel. Water had burst from a nearby reservoir
which has been caused by very heavy rain. Due to a report of a ‘distressed’
person on the Main line the train had been diverted and subsequently became
surrounded by water and debris. At 1629 the driver of the 1359 Sheffield-St
Pancras train (IC52) reported that water was running freely and covering the
Down Corby line. However it was assessed and deemed passable at 5mph. At
1640 it was decided to detrain the passengers using the 1445 Nottingham-St
Pancras train (1B53). However, five minutes later it was reported that beyond
the stranded train the line was now under water and not passable. Staff, at this
point, arrived to assess the situation. A decision was then made not to use 1B53
for the evacuation, but rather the 1C52.
This created a further problem in that the six-foot gap between the two trains
was too tight, and so the train moved under caution so that passengers could
move from one train to the other via the sliding doors on the ‘43’ power car. By
1911 all the passengers and their luggage had been transferred from the initial
stranded train (1D43) to that being used for the evacuation (1C52).
At 1932, the train began to move, but at 1944 the driver reported that just north
of Corby Tunnel there was flood water on the Up line that was approximately
two to three inches above the rails. He could not see it flowing or dislodging
ballast, and could not confirm the extent of the flooding because the line is on
a curve.
At 2000, 1C52 was authorised to move back to the initial incident site and then
move forward to the flood, moving through that at extreme caution with continual
assessment of the track by NR staff in the cab. It was planned to proceed to
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Leicester at 40mph. This was agreed by the EMT staff but they warned that the
HST could suffer significant damage although there was no viable alternative.
At 2025, having travelled to the original site 1C52 encountered a problem with
the driver reporting significant water flowing through the tunnel. No sign of
the cause could be seen and it was deemed to be not safe to take the train back
through this. Staff began to dig silt away so that trains could pass through
towards Corby station. The first coach arrived at 2044 to take passengers away,
by which time it had been declared a major incident.
In the meantime a passenger became ill at 2105 and required an ambulance (not
surprised! Ed.)
By 2234, about half of the 290 passengers had been evacuated and taken to a
nearby industrial site. They were evacuated via the HST power car and by a
temporary emergency footpath laid by the fire service.
Everyone had been finally evacuated by 2314 and any luggage remaining on the
train taken off by 0043 on the 14th June.
Rail – 3rd to 16th July 2019.
Full marks to the staff of Network Rail, but what I want to know how did those passengers
eventually get home from that industrial estate and by what means? Ed.

----oooOooo----

Coming Up:
Further summer reports
Regent’s Park Icehouse
Legendary British innovators live on in pubs’ names

Unless stated all photographs are credited to Jane and Terry Waterfield.
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