
Ickenham and District
Society of Model Engineers

Winter 2013/14

100



Ashpan Number 100



Winter 2013/14 1

Winter 2013/14

Contents:
2 Cover Story
3 Uxbridge 75 Steam
4 Chairman's Chat
6 Ashpan Notebook
8 Model Railway

Display
10 Model Engineer

Exhibition
11 The Docker's Umbrella

22 It's Ashpan 200, Jim
28 Cerrig Cannan - Craig

Fagnel - Rock Cannons
29 Letter To The Editor
30 Driving Through A

Porthole
39 Why Did The Clock

Stop?
42 ToasterMaintenance

Ickenham & District Society of Model Engineers was founded on 8th
October 1948.
Ickenham and District Society of Model Engineers, a company
limited by guarantee, was incorporated on 10th September 1999.
Registered in England No: 3839364.

Website: WWW.IDSME.CO.UK
IDSME Members Message Board: http://idsme001.proboards.com

Hon. Secretary and Registered Office: David Sexton,
25 Copthall Road East, Ickenham, Uxbridge, Middlesex,
UB10 8SD.

Ashpan is produced for members of Ickenham and District Society of
Model Engineers by Patrick Rollin, 84 Lawrence Drive, Ickenham,
Uxbridge, Middlesex, UB10 8RW
Email: Ashpan@idsme.co.uk

Number 100

100



Ashpan Number 1002

Cover Story
AndThenThereWas Colour

Welcome to Ashpan 100! To mark this milestone Ashpan has been
printed in colour for the first time. In fact to make Ashpan colour
throughout would be a touch expensive, and so colour is restricted to the
inside and outside covers only. This in turn means that there has been a
slight reorganisation of Ashpan, with regular items (such as the
contents page or the winter programme) that normally occupy one of
those cover pages having to find new homes within the magazine itself.
The front cover features some modern day images while the rear cover
shows a selection of images from IDSME's past.
Finally, if you haven't yet obtained a colour Ashpan licence, the
treasurer will be delighted to hear from you...

Front Cover:
A snowy scene at IDSME sets the seasonal mood for this issue.

Upper Inside Front Cover:
A close up view of one end of the model railway layout 'Lambeth Road'
which appeared at the model railway group's display in the clubhouse
on the November running day. This OO layout features both London
Underground and main line trains and is owned by new member Dan
Floyd. The model railway display proved very popular with our visitors.
For more images of the display, turn to page 8.

Lower Inside Front Cover:
In connection with the seventy-fifth anniversary of the opening of the
current Uxbridge station steam trains were operated along the
Uxbridge Branch on Sunday 8th December. On the preceding Monday a
test run was organised and this is seen passing Ickenham station. The
locomotive featured is Met No. 1 which is the very locomotive that
hauled the official opening train when the line to Uxbridge first opened
in 1904. Also in the consist is Met Rly coach No. 353, which was
recently restored at Boston Lodge works on the Festiniog Railway, Met
Electric Loco No. 12 Sarah Siddons, dating from the 1920s, and Class 20
locomotive No 20227, which is wearing London Underground livery, in
connection with this year's 150th anniversary of the underground.
Photo: Phil Wimbush
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Uxbridge 75 Steam
Wednesday 4th December 2013 saw the seventy-fifth anniversary of the
opening of the current Metropolitan and Piccadilly line station at
Uxbridge. On the following Sunday steam specials were operated
between Harrow and Uxbridge at hourly intervals through the middle
part of the day. Although it had been hoped that Met No. 1 would be the
steam locomotive in charge of the train, this developed a fault after a
test run on the preceding Monday.(see inside front cover).
L150 (GWR small prairie No 5521) deputised on the day (below).
The line from Harrow opened in 1904 and the new station replaced the
original terminus which had been located where the car park of
Sainsbury's now is. The original proposal for the construction of this line
had been for it to continue beyond Uxbridge to High Wycombe and this
is why the terminus was originally located slightly away from the centre
of Uxbridge allowing easy extension of the line. By the 1930s traffic on
the line had grown considerably and a larger station was required.
Rather than rebuild on the original site, a new location was chosen
facing onto the High St. The station was designed by Charles Holden
and the distinctive overall roof was basically to the same design as that
used at the far end of the Piccadilly line at Cockfosters a few years
previously.
The tracks to the new station ran on the opposite side of the goods yard
from the original
station, descending
sharply before passing
beneath York Road
and entering the new
station. Shortly after
the new station
opened the goods yard
was closed for
conversion into
stabling sidings for
the electric trains. In
future all goods traffic
for Uxbridge was
handled at one of the
two GWR stations.
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Chairman's Chat
On the December Running day we were presented with a magnificent
railway clock, which had been left to us by our late member Eric
Ackroyd. It was presented to us by his daughter Lizzie just prior to
the start of the run. It was a memorable occasion and Lizzie was
visibly moved by the number of members present and what was said
about him. She also said that to see so many members, all wearing
IDSME ties, at his funeral had been wonderful, as the club had meant
so much to him. The clock will be a fitting reminder of a true
gentleman, possessed of a dry wit and great engineering skills.

We also had pleasure in presenting June Fryer and Jean Mortimer
with a bouquet of flowers each, to thank them for their ‘service’ behind
the station buffet counter. Between them they have clocked up over
fifty years of serving tea at our running days. That is a considerable
and selfless effort by them on behalf of our visitors and IDSME. Jean
will be retiring from canteen duty but will continue to support us,
when she is able, and will always be very welcome when she does.
June is attempting to reduce her hours whilst we are trying to
persuade her not to, but she will be with us less often so if the station
buffet is to continue we need to support Bob, our catering manager.
Jane Piper has offered to help as will Mrs Bob from time to time, but
it is up to all of us to help out when we can.

Finally by the time you read this you will have already been insulted
or are about to be. Your committee disassociate themselves with the
activities of Sir Cyril and his minions and sympathise with you all. I
hope you will still manage to have a Happy Christmas and New Year.

Mel Fuller

Opposite Top: On behalf of the society President John Browning and
Chairman Mel Fuller accept the clock from Eric's daughter, Lizzie.

Opposite Bottom: Jean Mortimer and June Fryer smile for the cameras
after receiving their bouquets from President John Browning.



Winter 2013/14 5



Ashpan Number 1006

Ashpan Notebook
Exhibitions
As Ashpan closed for press IDSME was attending the Model Engineer
Exhibition at Sandown Park. We will also have a stand at the London
Model Engineering Exhibition at Alexandra Palace from Friday 17th to
Sunday 19th January 2014.

Ashpan 100 & 101
Thank you to those who have submitted contributions for inclusion in
this issue of Ashpan. The Spring issue of Ashpan, number 101, is due to
be published in time for the April running day and so any contributions
should be with the editor by the beginning of March. The editor's contact
details can be found on the inside front cover. Rumours that Ashpan 101
will be dominated by articles from the chairman about R101, and other
airships, are entirely without foundation...

AGM Changes
At the AGM in September Peter Pardington stepped down as society
President after two successive five years terms. John Browning was
elected President in his place and we wish him luck as he embarks on
his (first?) five year term. There were no other changes to the committee
and so for 2013/14 the committee is: Chairman: Mel Fuller, Vice
Chairman: Peter Cathcart, President: John Browning, Secretary: David
Sexton, Treasurer: Graham Findlater, Public Relations Officer: Phil
Wimbush and Committee Member: Bob Proudfoot.
After Peter had stepped down as President, the Chairman proposed to
the meeting that Peter be accorded honorary membership of the society
in recognition of the large contribution he has made over many years;
next year Peter celebrates fifty years of membership and he has been an
active member of the society throughout that time, including a seven
year stint as chairman. Honorary membership is a privilege reserved for
a few by the society. This motion was carried unanimously.

Lost in the Post
Over the years various items have appeared at the front of the site to
give the atmosphere of a typical country railway station. Most notable of
all is the phone box, but since that appeared a few years ago there have
been mutterings that perhaps we should also have a letter box as well.



Winter 2013/14 7

At the AGM Peter Fitch displayed
a replica wall mounted letter box
front that had been donated to the
society by his wife Val. Lacking a
suitable wall to mount it on, the
A-team have set about creating a
free standing brick pillar in the
corner between the entrance gate
and the turntable. Unfortunately
the letter box won't be installed in
time for the Christmas post. The
installation team claim that cold
and/or wet weather is not
conducive to quick work...
To make room for the new pillar
part of the fence around the
turntable had to be removed. This
has triggered a project to replace
the fence entirely with one of a
new design. At least some of the
old fence has been in place for
over thirty years, since the
opening of the Ickenham St Giles
station in 1982, and was doubtless
second hand even then.
vvvvvvvvvvvvvvv

Seasons
Greetings
to all
Ashpan
Readers
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Model Railway Display
Saturday 2nd November 201 3

The November
running day saw
the model
railway group
hold their
annual display
in the clubhouse.
Right: Michael
Proudfoot,
assisted by Harry
Wilcox, operates
one of the two N
gauge layouts,
'Beambridge'
Below: Phil
Wimbush
operates 'New
Brushford', the
club's modern
image diesel
depot layout.
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Top & Right: Two views of
Dan Floyd's layout
'Lambeth Road'

Middle: The second of two
N gauge layouts with very
similar track layouts. This
one is based on continental
practice.
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Model Engineer Exhibition
Sandown Park, December 201 3

As Ashpan closed
for press, IDSME
was making its
31st consecutive
appearance at
the Model
Engineer
Exhibition. These
images of the
IDSME club
stand were taken
on the first
morning of the
exhibition, which
was once again
held at Sandown
Park.
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The Docker's Umbrella
by Paracaramel

The name umbrella has
a botanical origin. Plants
from the family
Umbelliferae, examples
of which include cow-
parsley and hogweed,
have characteristic
flower heads called
Umbels. The
Umbelliferae family is a
large one and includes a
variety of desirable
culinary plants such as
parsley, celery, fennel,
coriander, carrot and angelica. It also includes a number of highly
poisonous examples such as hemlock, which is best avoided. The Docker’s
variety, referred to in the title of this article, however fell into the
category that is most familiar to all of us, namely an object affording
protection from rain.
It first appeared in 1893 and remained in use until it was finally
declared unfit for purpose in 1956. It did indeed function as a protection
from the weather, although its primary purpose was for something
entirely different. Today, the rain still comes, but there is very little
trace left of the Liverpool Overhead Railway, or, for that matter, of the
docks that it was built to serve. In the 19th century, Liverpool was the
second largest port in the world but towards the end of the century its
dominance was being threatened by Manchester. Despite being situated
on a river, Liverpool was tidal and it has always been short of abundant
fresh water. This precluded it from processing the cotton which it
imported in large quantities for trans-shipment on to Manchester via the
railway. Whilst this situation existed, Liverpool maintained a
stranglehold on the delivery price of cotton to Manchester, but by 1887
all this was about to change as the first sod of the Manchester Ship
Canal was about to be cut. In addition, the shipping trade at Liverpool
was constricted both from within and without. The city had totally
surrounded the docks, which in turn were congested internally, with the
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workforce struggling to avoid the intricate network of ground level
railways and sidings. The only solution was to introduce some form of
rapid mass transport connecting the city to individual docks that lined
the banks of the Mersey. This had been foreseen in 1877 by a ship owner,
Alfred Holt, who had seen the elevated railway in New York and
suggested that something similar would be beneficial to Liverpool. After
some initial thought he proposed a double track, standard gauge,
elevated railway to run from Bootle in the north, past Pier Head and on
to Herculaneum in the south, with eleven intermediate stations. The
railway would, for most of the six miles of its length, run over the tops of
the existing docks network. The parliament in Westminster refused
permission for it to be built by the Mersey Docks and Harbour Board, but
granted an application from the newly formed Liverpool Overhead
Railway Company with the proviso that it leased the air-rights from the
MD&HB. In return for this windfall to the MD&HB the LHOR was
granted powers of compulsory purchase.
The design of the railway was considered in depth and it was decided
that an elevated system would be ideal. The Company appointed Sir
Douglas Fox and James Henry Greathead as consulting engineers. A
further study of the details concluded that the use of steam engines
would pose a hazard from falling ash and hot cinders and thus the
viaducts were to have continuous decking throughout. In the event,
steam engines would be replaced by electric traction but the continuous
decking was retained. The bonus was to be that the lighter, electric
multiple units allowed a lighter construction to be adopted for the 567
overhead spans and this represented a considerable saving in cost. These
were erected on wrought iron
pillars with spans varying
between 30 and 70 feet. The
height above ground was
typically 16 feet. Once the
pillars had been erected the
spans with their corrugated
rolled iron decking were lifted
into place by a travelling
gantry crane which could erect
up to 600 feet per week.
Longitudinal baulks of timber
were attached to the decking
and standard gauge, flat
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The Liverpool Overhead Railway under construction.
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The Liverpool Overhead Railway
first opened to passengers from
Alexandra Dock to Herculaneum
Dock. The original line continued
north to the line's depot between
the future Gladstone and Seaforth
Sands stations. In 1894 the
services were extended north from
Alexandra Dock to a new terminus
at Seaforth Sands, a little way
beyond the line's car sheds. Two
years later a southerly extension
was opened to Dingle. This
branched off the original route just
north of the terminus at
Herculaneum. Consequently a
new station was provided there, a
little north of the original, which
became a carriage shed.
The Dingle terminus rather belied
the name of the railway by being
underground.
In the same year, 1896, Sandon
Dock station was closed and
replaced by two new stations at
Huskisson Dock and Nelson Dock.
In 1905 a further extension was
opened between Seaforth Sands
and Seaforth & Litherland station,
where connections could be made
with the Lancashire & Yorkshire
Railway. Two new through
platforms were provided at
Seaforth Sands alongside the

original terminus. For a time up to
the first world war the LYR
operated a through service from
Southport and Aintree to Dingle
via the Liverpool Overhead
Railway using its own specially
built light-weight rolling stock.
Thereafter, with the exception of
through services operated by the
LOR to Aintree for the Grand
National, trains on the LOR never
went beyond Seaforth &
Litherland.
In 1925 work began on the
construction of Gladstone Dock.
The original carsheds were in the
way of this work and so new
carsheds were provided on the site
of the original terminus at
Seaforth Sands station. Given the
impecunious nature of the LOR it
seems highly likely that this work
was done solely at the expense of
the owners of the new dock. A new
station was also provided to serve
the new dock.
In 1945 Custon House station was
renamed Canning. The old name
was deemed inappropriate and
confusing to passengers as the
Custom House itself had not
survived the war and the Customs
and Excise had been forced to
move their offices elsewhere.

The Liverpool Overhead Railway
Development of the System
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bottom rails laid on top of the timbers. At three points along the line,
hydraulic lifting sections had to be incorporated to allow access to the
docks and at the point where the LOR crossed the Leeds and Liverpool
canal a complex lift/swing bridge was designed. At Bramley-Moore dock
(between Huskisson and Nelson) the LOR dropped to ground level via a 1
in 40 incline which became known as the switch-back and which allowed
the LOR to pass under the Lancashire and Yorkshire siding leading to
their coal wharf. It was from this point that the LOR power station at
Bramley Moore obtained its coal. The railway was finally opened in
March 1893 and the Dockers Umbrella was in business. One year later
the line was extended north to Seaforth Sands and two years after that,
south to Dingle via a 200 foot long lattice bridge and a short tunnel to
the underground station. The Dingle extension required the relocation of
Herculaneum station slightly further north and the original terminus
became a carriage shed.
As built, the 500V DC conductor rail was mounted in the centre of the
track with an earth return but after 1905 it was relocated in the six foot
way with the centre rail acting as the return. This was finally removed
in 1925 in favour of an earth return. These changes were made to
provide compatibility with the L&Y electric system with which it now
also joined at Seaforth & Litherland and that allowed through running
for the LOR to Aintree.
The design of the LOR system was advanced for its time and was the
fourth mass transit railway in the world and the first elevated one to be
powered electrically. The rolling-stock was fitted with Westinghouse air
brakes and the cylinders for these were topped up at either end of the
line. There were forty-six powered cars and eight trailer cars with
additional trailers being acquired in 1915. The usual formation was a
three car set comprising two motor coaches with a trailer between giving
a seating capacity of 242. Initially, the motor coaches were powered by
single 45 kW electric motors which were rapidly replaced by 52 kW
motors and later by two 75 kW motors. This latter upgrade became
necessary when the LOR began running on the L&Y 630 V system and
the motors were run in series. By 1921 the line had been equipped with
automatic colour light signalling which allowed the 20 MPH trains to
run at 100 second intervals. The trains were stabled and maintained in
the seven road shed at Seaforth. At the time of its opening it had cost
£3.5 million and by 1897 it was carrying 8,000,000 passengers per year
and was returning a profit. At its height, in 1919, the line was carrying
57,000 passengers per day of which 12,000 were dock workers.
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Left: One of the lifting bridges
pictured in the open position. This
one is located at Brunswick Dock.
The other two were at Langton
and Sandon Docks. The bridge
was raised by hydraulic rams
located in the support columns.

Below: The combined swing and
lift bridge at Stanley Dock is seen
half open. The upper deck carried
the Liverpool Overhead Railway,
while the lower deck carried the
tracks of the Mersey Docks and
Harbour Board. The latter ran
below the LOR for much of its
length. The lower deck could be
lifted to an angle of 35o allowing
the passage of smaller vessels
without interrupting traffic on the
LOR. Only larger vessels required
the bridge to be fully swung open.
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Above: The original Seaforth Sands terminus in the process of being
dismantled in August 1925 (centre). Work had already started on the
carriage shed that is to take its place (left) while the through platforms to
Seaforth & Litherland are on the extreme right.
Opposite Page:
Top: A view of Gladstone Dock station from street level.
Middle left: The lattice girder bridge on the Dingle extension which leads
straight to the tunnel mouth.
Middle right: The underground platforms at Dingle.
Bottom left: On of the original trains is seen at Pier Head station.
Bottom right: After the second world war some of the rolling stock fleet
was modernised, which substantially altered their appearance. Seven
trains were rebuilt in total. The timber body was replaced with one of
aluminium and plywood, and power operated sliding doors were fitted.
This example is seen arriving at Brunswick Dock on a service to Dingle.
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The LOR did not have a monopoly
and from the start of the 20th
century suffered increasing
competition from the network of
trams at ground level. However, its
trump cards were its raised level
allowing rapid, uninterrupted travel,
and its proximity to the waterfront.
These were exploited by publicity to
encourage sight-seeing from which
the railway gained a steady income.
Indeed, its potential for sight-seeing
was first exploited in 1896 when the
Lumière brothers sponsored a cine
film of the docks taken from the
moving train. This was the earliest
attempt at such a feat and the
footage still survives.
By the end of the first world war the
rolling stock needed replacing but the
LOR profits could not meet the cost
and instead the entire stock was
progressively upgraded. This
included increasing the body width
by ten inches to 9’4”, this being only four inches less than the London
Underground's A stock, which was known to be amongst the widest
standard gauge rolling stock in this country. Other factors began to
affect the income of the railway such as the introduction of telephonic
communication and the use of larger, but fewer ships with many
passengers turning to air travel. The Corporation of Liverpool introduced
wider and more flexible tram services with subsidised fares which
undercut those of the LOR whose track maintenance costs were steadily
rising. The city of Liverpool suffered from the blitz during the second
world war and the LOR received at least two direct hits as well as some
collateral damage.
In 1948 the LOR was not incorporated into British Railways and a 1955
structural survey of the track bed and its supports concluded that
corrosion was so advanced that replacement would cost a minimum of
£2,000,000. The LOR could not afford this and turned to the Liverpool
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City Council and the MD&HB for support, which was not forthcoming.
Amid many protests the LOR announced its closure for 30th December
1956. Demolition was delayed until September 1957 but by the following
year the Dockers Umbrella was gone. The tunnel to Dingle remained and
its portal at Herculaneum was cleaned for the Liverpool Garden Festival
in 1984 but in July 2012 part of the tunnel roof collapsed. The rolling
stock was largely destroyed at the time of closure but two cars have
survived. An original motor car (Number 3 and later widened) was stored
by British Railways and subsequently fully refurbished to form the
centre piece of the transport section of the new Liverpool City Museum
and can be seen mounted on a reconstructed sixteen foot high bridge
section. One of the rebuilt trailer cars, in poor condition, is stored at the
Electric Railway Museum near Coventry.

Demolition work is well advanced at the site of Pier Head station. Note
the tracks of the Mersey Docks and Harbour board following the same
course as the LOR.
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It’s Ashpan 200, Jim…
but is it as we know it?

As Ashpan reaches its 100th issue former Ashpan editorMalcolm
Parsons looks forwards, backwards and possibly sideways at the past,
present and future of Ashpan.

One Sunday morning of our recent pleasant summer, I was taking my
customary perambulation around Windsor Great Park when I noticed a
distinguished black car driven by a rather elderly lady. She had stopped
to talk to some visitors so I took my opportunity.
“Excuse me, ma’am,” I ventured, “but may one enquire how one requests
one to send a congratulatory telegram for a one hundredth birthday?”
An aide took me aside and I explained the situation.
“Sir,” he responded. “One does not send congratulatory telegrams to
inanimate objects.”
So the ball was back in my court, where it had first landed the previous
Friday evening. Our worthy editor was already thinking ahead to
Ashpan 100: “As a former editor, you’ll be writing something won’t you?”,
he had subtly enquired. I assumed, correctly, that he wasn’t after a
review of the preceding 99 issues.
"You’ll remember that only recently – in No. 97 – I marked the 40th
anniversary,” Patrick continued, “so we don’t need to go over that ground
again…” (Pause here for a reminder that back numbers can be accessed
on the IDSME website, while for those who may be electronically
challenged, a library file of paper originals of most of them is available,
too.) So, I thought, I’d better look forward to Ashpan 200 instead.
Despite the admonition, however, I sneaked a quick look back at issue
Number One, edited by Laurie Greene in February 1973. In it some chap
called Parsons was banging on about it coming up to IDSME’s 25th
anniversary and shouldn’t we hold an exhibition. Obviously a trouble-
maker.
We did put on a display in Ickenham Library that October, and, as
reported in early Ashpans, over the next few years we humped around
various bits and pieces to exhibit in places such as a marquee at the
Hillingdon Show, Ealing Town Hall, Kew Bridge Engines and Uxbridge
Civic Centre. Then Barry Fryer approached the organisers of the Model
Engineer Exhibition about IDSME having a stand. The outcome was
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Ashpan –The Missing Stories…
Strangely Ashpan appears to have kept rather quiet about two
significant changes at IDSME during the first decade of its publication.
Perhaps the pace of change was too fast for the early editors, or perhaps
the shovel was mightier than the pen…

Elm Tree Copse
Those familiar with the woods at IDSME would probably think of them
as a glade of delightfully mixed species. When the railway was first
built, however, it ran around a copse of elms, typical of our part of
Middlesex. Apart from the main clump there were other elms, some
quite large, in various places around our site.
If not as dramatically as a Sci-Fi adventure, the change came suddenly
in the form of Dutch Elm Disease, a fungus spread by the elm bark
beetle. (Neither is native to Holland, rather the disease was first
identified by Dutch scientists more than 90 years ago.)
Lots of IDSME members spent lots of weekends felling the diseased
trees and then burning them. One bonfire was kept going for some
weeks without relighting. Trees on our land were dealt with during the
winter of 1976/77 while those on the land we lease from the council
were similarly treated the following winter. This happened to coincide
with a two year gap in the publication of Ashpan, during an
interregnum in the editorship and this probably explains why it was

never reported.
This row of elms, admittedly
rather spindly ones, lined
our back boundary. Their
felling caused few problems,
apart from the one that
landed on the track and bent
it rather severely. Note the
old steaming bays complete
with locomotive turntable.
The reconstruction of the
steaming bay in the 1980s
was rather more
comprehensively covered by
Ashpan.
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that, last year, IDSME
was able to notch up its
30th consecutive
appearance at that show
(by the time you read this
the score will be 31).
I suspect only SMEE can
beat that.
I thought that 30th display
was one of IDSME’s best
and was particularly
delighted that there was
plenty of movement on the
stand (no rude comments
about stewards, please).
That was achieved thanks
to Peter Reynold’s Blondin, John Browning’s mini-workshop, Phil for
taking up my challenge to get the club's 08’s wheels revolving, the video
which has evolved over several years and, also evolving over several
years, Taliesin on its rotating stand (but failing my challenge to be in
steam!).
Then, everything back in homes various, time to relax and catch up with
emails. One contained praise and thanks indeed, but also a paragraph
which might loosely be taken to refer to ‘time management’. Ah, the
wonders of modern communications: minutes, hours and days written off
in a few electronic seconds. I took a little longer to decide that enough
was enough.
If I may continue to hijack this piece about Ashpan’s birthday a little
longer, there is an omission I must redress. My rapid departure meant
that I failed to thank the very many members of IDSME who supported
not me but IDSME over those decades – one or two veterans of that show
in Ickenham Library in 1973 are still with us. With a bit of research I
could probably produce a list of them all, and if the editor has a lot of
space to fill I could list their contributions not just in terms of models
and workshop equipment but also time, effort and ideas (it would take
several more Ashpans to tell the Tales from an Exhibition). Simply,
however: Gentlemen, belatedly, a great Thank You.
Now back to Ashpan – or is it forwards to Ashpan 200?
Truth to tell, the future has a habit of not turning out as it is predicted. I
was a schoolboy when I joined IDSME and at that time a favourite
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Ashpan –The Missing Stories…
Strangely Ashpan appears to have kept rather quiet about two significant
changes at IDSME during the first decade of its publication. Perhaps the
pace of change was too fast for the early editors, or perhaps the shovel
was mightier than the pen…

Slab Track
Having listed various Sci-Fi comic and television predictions that still
have to come to pass, here’s one from the usually more-real world of
railway technology. In the 1970s, BR’s research division looked into
PACT – PAved Concrete Track(bed) or as its more commonly known
Slab Track. The idea was to do away with traditional sleepers and
ballast and instead lay the rails directly onto a cast concrete slab, itself
laid with technology borrowed from the road construction industry. In
reality, apart from lines in tunnels or occasionally elsewhere with
limited clearance for overhead electrification, slab track hasn’t really
taken off.
Except at IDSME, where we can claim a 100 per cent concrete slab base.
However, being IDSME we put conventional sleepers and ballast on top
of it! It came about because after just a few years our original (1969)
idea for the IDSME track base started to throw a few wobbles. The
sleepers rested on two or three loose house bricks surrounded by
builders’ ballast. But it didn’t take long for the movement of the trains
and expansion and contraction of the track to make it unstable and
bring the need for a
better solution.
The answer was a lot of
concrete – all hand
mixed during a long
series of Sunday
morning working parties
during the winter of
1979/80. That and the
conventional ballast was
expensive, but the cost
and hard work has
served us well for nearly
35 years now.
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English composition subject was something along the lines of ‘the world
in fifty years time’. Dan Dare and the Eagle comic being all the rage,
these compositions inevitably featured hover cars; regular rocket services
to the moon, and inter-continental railway tunnels through the earth’s
core. Before we’d heard of fast foods and the ritual of eating-out,
futuristic nourishment was to be taken in the form of a meal tablet – just
choose your favourite flavour.
In reality, most of these are still fantasies. The biggest change has been
personal and instant communications. If the Eagle featured these they
were more short-wave radio than social networking.
Indeed, the Eagle itself was being usurped by another form of instant
communication - the television (with a choice of two channels!). A couple
of Saturdays after I joined IDSME there was a new children’s
programme with the ridiculous theme of time and space travel in a police
telephone box…
The first broadcast of Dr Who was so avant-garde that it was repeated
the following week to allow those who missed it to catch up. I recall an
early episode where the doctor and his glamorous assistant rushed
through some alien stronghold unaided by sat-nav but with their every
move followed by scary things looking like wall-mounted hairdryers.
Nowadays, of course, every shopping centre has more CCTV cameras
than shops selling sonic screwdrivers. Or ordinary screwdrivers come to
that.
By the time Ashpan No. 1 appeared, it was the Star Trek generation and
communications were well to the fore. Yet when Spock was transported
down to investigate an alien planet he didn’t use his fore-finger to tap out
a semi-literate: ‘seems ok. a bit dusty’. There was still memorable
conversation: ‘There’s life, Jim, but not as we know it’.
Ashpan was never stenciled onto ‘skins’ then put onto a Gestetner
duplicator. It was at least born into the photocopier age, even if a 1970s
photocopier would just about fit into Ickenham St Giles booking office,
took an age to produce one copy and, certainly in my case, was sited
under the watchful glare of the typing pool supervisor! Now, as Patrick
pointed out earlier this year, the production of Ashpan has embraced the
computer age even if its final format is still traditional.
It now has a junior competitor – the Message Board – which is entirely
electronic. Competitor? Not really. They are complementary. Ashpan now
appears every quarter (despite best intentions, a frequency neither of the
first two editors achieved) but a lot can happen in the intervening twelve
weeks.
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If there is something important to impart, the Message Board can tell us
pretty much instantly. Between such times, the importance of the
content varies; it may not be high-level but it keeps some of us
entertained and perhaps leads others to at least log in to catch up with
the latest – and perhaps to see something unexpected but important. I do
wish, however, that if something ‘timeless’ has appeared in Ashpan
clever souls needing to respond would write a letter to the editor rather
than rushing onto the Message Board.
I said ‘some of us’ because not everyone who is able to, chooses to access
the Message Board and, of course, not everyone has a computer. I’m not
sure there is an answer to that latter point except the expectation that in
a few years time the computer-less will be as rare as the illiterate.
I have to say that I don’t think we make as much good use of the
Message Board as we could. After a bit of a struggle the Committee
Minutes have appeared. An example of another potential use is… or
perhaps not. The tiresome nuisance is at it again.
So where does all this leave Ashpan? I’d suggest where it has always
been. As a document of record for IDSME that is available to all, both in
terms of input and output, with the addition of well-written and
interesting articles and appropriate ‘official notices’. All-in-all, a valuable
asset.
Any future change, I suspect, will come electronically. I’m sure many of
you have already noticed that magazines like Model Engineer and most
of the model railway publications offer digital subscriptions – some
larger societies are going the same way. I’m not sure that this is led by
the readers, but rather by printing and distribution costs. I do accept
that the ability to store volumes of back numbers on a widget the size of
a thumbnail is a consideration.
As already mentioned, Ashpan can be read on-screen by those who so
prefer (are there any?). Personally I’m yet to be convinced that for other
than historical research ‘on-screen’ is desirable let alone preferable. I
don’t have to recharge or switch on a paper copy, and if I drop it into the
bath I may have a soggy Ashpan but I won’t electrocute myself!
I look forward (though not too quickly) to December 2038 when I shall be
in my tenth decade and anticipating a bumper Ashpan 200 crashing
through the letter box. That’s assuming that printing on paper hasn’t
been banned as environmentally unacceptable, the Klingon Nation hasn’t
taken over the Royal Mail and the letter box hasn’t been replaced by a
transporter room under the stairs.
Live long and prosper!
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Cerrig Cªnnªn-Crªig Fªgnel-Rock Cªnnons
Old Bill describes an explosive musical instrument

Rock cannons were extensively used by the quarrymen of North Wales
and to a lesser extent elsewhere, to celebrate special events. They used
their blasting skills, gained from years of using Black Powder and Gun
Powder while quarrying slate, to achieve spectacular results.
The North Wales
versions were known to
be the loudest and most
complicated of them all
with ingenious designs
creating musical
tributes, many relating
to their culture.
So what is a rock cannon
and how were these
‘concerts’ achieved?
The first requirement is
to find a large boulder or
a slab of bedrock and to
have to hand the means
to create holes in it.
These holes had to vary
in depth to achieve
different ‘notes’ and be
linked by grooves
chiselled in the rock. Of
course the length of
groove between each
hole and the route of
them was crucial to
achieving the correct
timing of the notes
required. Remember all
this was done with very
basic tools, hammer and
chisel.

Part of the 53hole rock cannon at Betws-y-coed.
There are three cannons at this location.
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Such was their skill that the national anthem was played on them
whenever Royalty paid a visit. They were also used at the laying of the
first stone on the Festiniog Railway in 1832, at its opening in 1836 and on
the opening of the Moelwyn Tunnel in 1842.
Not surprisingly a fair bit of trial and error was used by the less
experienced and there were some hair-raising moments where deafness,
burns and wounds from flying shrapnel were caused but these men were
no strangers to danger. The size of rock cannons ranged from 3 to 195
holes.
The locals were well used to the booming of explosions and the rattling of
window frames, so these displays caused no consternation.
There are several cannon in the Bethesda area near the Penrhyn Slate
Quarry. They were fired at the ‘request’ of the owner Lord Penrhyn ‘as
required’. He was not the most popular of employers and there are people
in the area today that will not go near Penrhyn Castle despite him
having died over a hundred years ago as it is claimed he starved the men
back to work in 1903 after a three year strike.
vvvvvvvvvvvvvvvvv

Letter To The Editor
There are times in life when one has a sharp reminder of how quickly it
passes and one such for me is in the arrival of the 100th issue of Ashpan.
I haven't counted them recently, but I believe I have every issue since
Day One in 1973.
100 issues conveying the many trials, tribulations and successes of
IDSME's life, combined with very interesting articles, submitted by many
members, is quite an achievement, and one of which the society can be
proud.
I, for one, have always enjoyed my association with you all. Being the
oldest living member of the society is not the highest accolade one hopes
to achieve, but it means a lot to have been able to engage in the host of
activities and celebration of the society over the years, many of which
have been recorded in the pages of Ashpan.
I hope to pay occasional calls to IDSME for some time yet, and from
recent visits it is evident that not only Ashpan, but also IDSME in
general will continue long into the future.
My very best wishes to you all.

Your sincerely
Peter Morgan
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DrivingThrough a Porthole
The curious story of the NER 'Cracket War'

Another 'True Tale'* By Y.I.

Cracket is a
name used in
northern
England,
Scotland and
Ireland for a
four-legged
wooden stool
with a slit in
the middle of
the seat for
carrying
purposes.
Originally it
was taken
outside into the street to sit and chat ('crack') with the neighbours.
Today, many households still have one, but it is used for standing on to
change light bulbs, clean windows etc.
The introduction of electric tramways on Tyneside in 1900 resulted in the
North Eastern Railway (NER) losing four million passenger journeys per
year from their suburban steam services. This shocked the NER
directors, sitting in their plush offices in York, into deciding to electrify
their lines to bring back the lost customers. At that time, there were no
rapid transit surface railways in the United Kingdom, but Boston,
Chicago and New York had all recently constructed systems, so off went
the directors, on the fastest trans-Atlantic liner, to see for themselves.
During the visit, they engaged the American contractor who had built
those systems to replicate them on Tyneside. The result was a fleet of
replica US-style electric trains built to slightly smaller dimensions to suit
the UK gauge. There was however, one minor omission which would

* As far as reasonably practical, all factual accuracies have been carefully
removed from this article. Any which inadvertently remain are solely the
responsibility of the author.
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become a major issue between management and workers. The cab seat,
on which the US motormen sat to drive their trains, was not to be
provided. The Tyneside motormen would be expected to stand while
driving, just as the steam locomotive drivers did.
In 1904, the service commenced and here (opposite) we see, on the first
day of service, the generous windows of the American stock at Benton,
the provisional terminus until electrification was extended to the coast.
Note that the platforms are gas lit and would remain so until 1986 when
the station was rebuilt for Tyne & Wear Metro service. The three lamps
on the roof above the cab are route indicators. Of particular note is the
motorman, resplendent in his new uniform, standing at the controls and
doubtless smiling for the photographer. Once out of the station, he would
sit down on his cracket which he, and all the other motormen brought
from home each day. He would again stand on approaching the next
station.
Eventually, word got back to York regarding this practice and strict
instructions were issued that it was to cease immediately. But it didn’t. It
was almost impossible to detect at stations and those on the lineside,
such as signalmen, were not inclined to report their colleagues. In high-
handed exasperation, the directors resorted to ridiculous measures. They
had the driving window painted white except for a small square area
near the top thus forcing the motormen to stand as in the picture below.
But the practice continued as the motormen could sit at the windows of
the central door and still reach the controls. Eventually, these windows
too were painted out as in the photo below in Gosforth Carsheds. Worse
was to come for the motormen. In 1918 the car sheds at Walkergate were
destroyed in
a major fire
and 15
trains lost
with an even
greater
number
damaged.
Some steam
services had
to be
reintroduced
and it took
four years to
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replace the
losses which
were built in
York and
entered
service with
the
motorman’s
window
boarded up
and fitted
with a
porthole
which could
not be
equipped with
a windscreen
wiper. The motorman had to hang out the side with a cloth and reach
around the front to clear the window. The photo above shows the porthole
of the motor fish van restored to original 1904 livery but without the
central door window painted out. This was one of two motor parcels vans
and was converted to carry fish to Newcastle Central for local
distribution. At that time the porthole was fitted. An electrified siding
was laid into North Shields goods yard so it could collect the fish vans
loaded at North Shields Fish Quay for attachment to main line services
at Newcastle, which mainly went to Billingsgate Market. Note the vents
along the side
under the roof
line for fish
traffic and the
addition of
buffers. It ceased
operation in the
early 1960s when
the fishing
declined and
switched to road.
It is now part of
the NRM
Collection and is
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displayed on loan to The Stephenson Society near North Shields.
The other motor parcels van remained in service with its painted
windows until the end of electrification in 1967 when it was sent to
Southport for use as a depot shunter for what is now Merseyrail. It is
seen (opposite bottom) in the mid 1960s on parcels duty at Tynemouth for
which it is also fitted with buffers. The two central through tracks were
rarely used by electric trains. On weekdays they were used by steam-
hauled goods trains and on summer weekends as layover tracks for day
excursion traffic from Scotland, a traffic that ceased shortly after the
discovery of Spain by the airlines. Tynemouth station has recently been
restored to its original splendour with a much reduced track layout.
(below).
Continued on page 38.
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Early Electric
Work on electrifying the NER's
north Tyneside suburban services
began in 1903. The first electric
trains ran in passenger service in
March 1904 between New Bridge
Street and Benton. Over the
subsequent months electric
operation was extended from
Benton around the coast line via
Tynemouth with Newcastle
Central station being reached in
late July of that year. The section
of the East Coast mainline
between Newcastle Central and
Benton Quarry Junction was also
electrified. This link was used by
empty stock workings to and from
the car sheds at Walkergate and
by some rush hour services to the
coast line which ran direct from
Newcastle to Backworth.
The third rail system was adopted
at 600V DC. Unusually for that
period, the railway company chose
not to construct its own power
station, but instead purchased the
necessary power from the
Newcastle-upon-Tyne Electric
Supply Company. The NER built
102 electric multiple unit vehicles
for the service, equipped with BTH
and Westinghouse equipment.
These generally ran as three car
trains, but longer trains were
often seen.
At the end of 1908 the New
Bridge Street terminus was closed
and services diverted over a newly

established link to the nearby
Manors station. Most of the
diverted electric services
terminated at Manors, the service
being Newcastle Central to
Manors via Tynemouth, Benton,
and Jesmond. In 1917 they were
extended through to Newcastle
Central. Thus the service finally
became a genuine loop with trains
starting and finishing their
journey at Newcastle Central.
Between 1909 and 1915 the train
fleet was expanded by the
construction of a further 22
vehicles.
In August 1918 a large fire badly
damaged the car sheds at
Walkergate and 34 vehicles were
destroyed, with many more
damaged. An order was made for
35 replacement vehicles, and these
were built in 1920. A new set of
car sheds was opened at Gosforth
in 1923.
In the mid 1930s the LNER
announced a plan to electrify the
line from Newcastle Central, via
Heworth to South Shields. As part
of this a new fleet of trains were
provided for the North Tyneside
services, while the 1920 built
trains were refurbished to provide
the new South Tyneside service.
The new trains consisted of 64 two
car articulated EMUs and were
built by Metro-Camell. The trains
built between 1904 and 1915 were
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withdrawn.
Electric services to South Shields
began in 1938. In 1955 British
Railways introduced new trains
onto the South Tyneside service,
allowing the 1920 built trains to be
withdrawn. The 15 new 2 car
trains were based on the 2-EPB
(Class 416/2) design then being
built for the Southern Region.
By the 1960s much of the electrical
supply infrastructure was in need
of renewal and BR took the
decision to withdraw electric
trains and replace them with
Diesel Multiple Units. The South
Tyneside service was dealt with
first, with conversion taking place
in 1963. The new 1955 trains were
transferred to the Southern region
(where they remained in service
until 1985). The North Tyneside
services followed in 1967 and in
this case the electric train fleet, by
then nearly 30 years old, was
withdrawn from service.
In 1973 the Riverside Loop (from
Manors to Percy Main via Carville)
was closed to passengers. This line

initially followed a circuitous
course parallel to the river Tyne
but from Carville to Percy Main it
was actually parallel to and within
sight of the direct route via
Wallsend.
The period as a diesel railway was
fairly short lived as most of the
lines that were once part of the
Tyneside electric network are now
incorporated into the Tyne and
Wear Metro, and are once again
electrified, this time on the
overhead system at 1500V DC. As
part of this conversion new
underground lines were
constructed in Newcastle city
centre taking trains away from the
mainline platforms at Newcastle
Central. Part of the Ponteland
branch (as far as Bankfoot) was
included in the Metro scheme,
being electrified for the first time.
The metro opened in stages
between 1980 and 1984, with two
extensions opening in 1991 and
2002 respectively. Neither of the
two extensions were part of the
original Tyneside electric system.

Opposite Top: Newcastle Central's famous diamond crossing at the east end of
the station. On the right of the station are seven terminal bay platforms, six of
which were used by Tyneside electric services. The lines in the foreground lead to
Manors station, while those leaving to the left of the photograph lead to the High
Level Bridge over the river Tyne to Gateshead. South Tyneside electric services
had to make their way from the bay platforms across the full extent of the
diamond crossing despite the fact that no conductor rails were provided in the
immediate area of the crossing.
Opposite Bottom: A modern view of the same location. All but one of the bay
platforms have gone, replaced by a car park, now that the services that once used
them run through their own underground platforms at Newcastle Central.
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Despite the restricted view ahead, there were only two major accidents
during the 63 years of operation, neither of which was caused by the
windows. The first was in the early years when a motorman tied down
the 'dead man’s handle' at night and hung out of the side window to
watch a courting couple in the first compartment. He was decapitated by
a bridge pier. The train continued through a signal at danger and went
through the middle of a crossing goods train.
( http://www.railwaysarchive.co.uk/documents/MoT_ManorsJunction1926.pdf )
The second, in the 1950s, was a driver’s error at Newcastle Central when
a train started away from the station before the signal was cleared and
collided with an incoming train.
( http://www.railwaysarchive.co.uk/documents/MoT_Newcastle1951.pdf )
Finally, in 1959 common sense prevailed and proper windows and seats
were restored by BR to the passenger stock cabs. We end with a train
leaving South Gosforth and its little domestic coal yard with a motorman
who can see clearly where he is going and, more importantly, see the
signals.

I wonder why there was no apparent involvement by the Railway
Inspectorate and the unions in this strange episode. Were they too busy
having lunches with the directors of the NER?
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Why Did The Clock Stop?
A report on a typically convoluted incident at IDSME

Paxton Rombush Tower,
London W1,

1st October 2013

Sir,
I have the honour to report for the information of the Lords of the
Committee of Privy Council for Trade, in accordance with their
instruction dated 12th inst., the results of my inquiry into the
circumstances attending the accidental stoppage of the clock in the club
house of the Ickenham and District Society of Model Engineers on or
about Monday 16th ult. I regret to say that this accidental stoppage went
unreported for some time, with the unfortunate consequence that the
society meeting of 20th ult. over-ran by a considerable margin. This in
turn, severely reduced the time available for a subsequent sub-committee
meeting and substantial quantities of beer and other refreshments were
consequently left unconsumed and had to be disposed of. The cause of the
accident was subsequently traced to the incorrect disposal of two
toasters.

DESCRIPTION

The Site
The Ickenham Miniature Railway at Ickenham St Giles Station runs
approximately west to east and the three tracks through the station,
reading from north to south are called Departure Platform 1, Departure
Platform 2 and Arrival Platform 3. Some 10 yards 5 feet 17 inches east of
the station the two departure platform lines converge to form a single
departure line towards Marsh Junction. The convergence is controlled by
a signal gantry under the control of the Station Master, who is also
intimately concerned with dispatching trains. Adjacent to the departure
line stands the clubhouse of the Ickenham & District Society of Model
Engineers. The long axis of this structure is parallel with the departure
line and the building consists of five rooms and an entrance hall. The
largest of these is the main meeting room and it is on the north north
south west facing wall that the clock is mounted.
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The Clock
The clock in question is a synchronous master clock and was first erected
upon the premises of the All England Lawn Tennis and Croquet Club, in
Church Road, Wimbledon. It was, there, used to control all the clocks of
the Centre Court. In 1978 it was removed from the Church Road site and
re-erected in a property, that would, from 1983, become the official
residence of the President of the Ickenham & District Society of Model
Engineers. At some later, unspecified, date the clock was moved and
installed in the main club room on the west south east facing wall.
During a subsequent refurbishment the clock was relocated to hang in its
current position.
The clock is powered by electricity supplied from the local electricity
company, but is provided with a battery backup which should keep the
clock running in the event of an interruption in the electrical supply.
Such interruptions can come from many causes, up to and including
dropping a crow bar across the main bus bars in the power station.

NARRATIVE

On the evening of Friday 13th
ult. a member of the committee
discovered two toasters stored
within the locker room of the
clubhouse. Knowing that the
storage of toasters in this
location was not authorised, he
attempted to establish the
identity of the person who had
placed the toasters in the
position they were found. A Mr
Heoff Giggs* of Eastcote was
particularly closely questioned
as he had previously been
convicted of supplying
unsolicited toasters to IDSME.
He, however, denied all
involvement, despite
* Names have been changed to
protect the guilty.

Photographic evidence to the contrary
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photographic evidence to the contrary. Having failed to establish the
provenance of the toasters, the committee member took steps to dispose
of them by placing them in a dustbin located outside the clubhouse.
There matters rested until the evening of 16th ult.
It was on the evening of Monday 16th ult. that a meeting of the model
railway group of the society was held. As part of the refreshments for
this meeting some crumpets had been obtained and it was the intention
that these would be toasted by means of two toasters which members of
the model railway group had obtained and that were being stored in the
model railway room. At the appropriate moment members of the model
railway group attempted to retrieve the toasters from their authorised
storage location. It proved, however, impossible to locate them, and a
subsequent extensive search of the clubhouse failed to reveal their
whereabouts. Members of the model railway group therefore determined
to use the facilities provided in the kitchen of the clubhouse to toast their
crumpets.
The facility provided consists of an electric device which is capable of
grilling items. This was switched on but this immediately caused a
circuit breaker to open which removed the electrical pressure from all
electric devices connected to power outlets within the clubhouse. This
included the outlet supplying the clock. Witnesses report that the clock
stopped immediately and did not restart after the circuit breaker was
again closed.

CONCLUSION

It is clear from the foregoing that the two toasters disposed of by the
committee member on 13th ult. were the same two that were fruitlessly
sought on 16th ult. Their absence from their normal storage location was
the direct cause of the accidental stoppage of the clock. At some point
prior to the 13th ult. a person or persons unknown must have relocated
these toasters from their correct storage location in the model railway
room to the locker room. This person, or persons, must bear full
responsibility for the accident. I regret to report that, despite extensive
enquiries by the Middlesex Constabulary, it has proved impossible to
trace these individuals.

I have the honour to be, Sir,
Your obedient Servant.

C.G.H.M. Paxton-Rombush
Lieut-Colonel.
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Toaster Maintenance
On the IDSME message board Peter Reynolds recently described a
new but not necessarily recommended method of toaster maintenance.
The full story is reproduced here to complement the previous article.

We have a very nice toaster that we paid a lot of money for. It was
useless. Every bit of bread had to be put in twice, as it would only toast
the top or bottom half. There was no telling which half it would do
first. It was sort of random. All that could be said for it was that it sort
of made breakfast more interesting. It got to the point where I was
thinking of giving it to Geoff Higgs to add to his broken toaster
collection.

Last Sunday our hot water tank decided that its contents should be
deposited in the kitchen. What a mess! The hot and cold water system,
which I designed and installed, has valves everywhere just for
occasions like this, but after thirty plus years of not being operated,
not one of them would move. Mrs R was not pleased.

There she was splashing about in the kitchen trying to save her
beloved domestic equipment, whilst I was trying to stop the water.
One of the things in the direct line of fire water was our expensive but
not very good toaster. I had not previously known that a toaster could
hold water. Things eventually, with the help of children and some of
the grandchildren, got sorted out, and Mrs R has started talking to me
again.

On Monday morning I was asked 'What shall we do about toast.'
I said 'plug the toaster in and see what happens'. Mrs R plugged it in
and stood well back before switching it on. It made the best two slices
of toast it has ever done. I must admit that it did make some funny
noises and there was a bit of steam, but it worked. What's more it is
still turning out, when required, excellent toast.

So Mr Higgs can't have it and remember if your toaster is not working
correctly, swill it out with dirty hot water, leave it for 24 hours to dry
out, and then get someone else to plug it in.
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Rear Cover Photo Captions
The rear cover shows a selection of images from IDSME's past, the only
criteria being that they must have been taken during the lifetime of
Ashpan (i.e. since 1973). I am indebted to Malcolm Parsons who supplied
most of the images featured here.

Rear Cover:
Colin Adams drives a 3½ inch Juliet across the viaduct of Eddie Allchin's
garden railway in New Romney in 1983. The locomotive was built by
Fred Matthews in the 1960s, and an article describing the manufacture
of some new valve gear for the locomotive appeared in the very first
issue of Ashpan. When Fred began the construction of another
locomotive he passed Juliet onto Colin Adams. Colin was a long serving
member of the society, having joined as a junior member in the 1950s.
He served on the committee as Treasurer and was also the society
president from 1983 to 1988. Eddie Allchin was another long serving
IDSME member, having been chairman in the 1960s. When he retired
he moved from Eastcote to New Romney and set about constructing a
ground level 5 inch gauge railway in his new garden. The magnificent
viaduct in the photo is his work and was built from individual bricks cut
from roof tiles. Eddie died in late 1981, but the society was able to
continue making an annual visit to his railway until 1987, thanks to the
hospitality of Eddie's wife Rhoda. Many of these visits were reported in
the pages of Ashpan.

Upper Inside Rear Cover:
This view shows the coaling stage that formed part of the engine shed of
the OO layout that used to run around the walls of the club house.
Looking at the club room from the door, the OO layout consisted of a
terminal station, Ickenham General, in the back right hand corner with
a double track running towards the front of the clubhouse, passing the
engine shed, before turning then along the front wall and then turning
back along the left hand wall to a country station called Ruisbridge.
Trains then passed through a hole in the wall to a fiddle yard in the area
now occupied by the locker room and toilet. Then the area was occupied
by a wooden lean-to extension to the clubhouse, incorporating a kitchen.
Instead of passing through the wall there was also a removable bridge
across the door to link back to the goods yard of Ickenham General
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station, allowing for continuous running of trains. Senior members still
talk of the occasion one member failed to check that the bridge was in
position before reversing a train into the chasm.
The picture was probably taken in 1982 and the coal stage was built by
David Sexton. Sadly the layout was to only survive a couple more years,
for in early 1984 the club suffered an arson attack which destroyed the
wooden extension at the front of the clubhouse. Although the fire did not
significantly enter the club room, there was considerable heat and smoke
damage to everything there in. The layout was particularly badly
affected by the heat as many of the buildings were plastic as indeed were
the sleepers of the track.
Although, seemingly a disaster, the fire triggered a rebuilding
programme, which has resulted in far better facilities for the society. The
wooden extension was replaced with a permanent extension
incorporating kitchen, locker room and toilet. The old workshop
alongside the clubhouse was converted into a dedicated model railway
room, leaving more space the main clubroom. A new workshop was built
behind the clubhouse. Meanwhile the Model Railway section, while
waiting for their new home to become available (in late 1987) built a
portable layout, Bidsmere West. The name was subsequently carried
over to the new permanent layout in the model railway room.

Lower Inside Rear Cover:
This image shows passengers boarding a train at the original station of
our ground level railway. When first opened in 1969, our track consisted
of a single circuit (now the outer main line) and a loop inside the circuit
(today the steaming bay loop) The station was on this loop. There was a
turntable on this loop where the traverser now is, and this gave access to
the steaming bay roads, which radiated from it. An arriving train would
stop before the turntable to allow passengers to alight, before proceeding
over the turntable to the departure platform to pick up more passengers.
The station was un-named for almost the whole of its existence, but is
seen here carrying the name 'Wood Halt'. This name was applied for the
station's very last day of operation, on Saturday 8th May 1982. The
picture shows Derick Jenkins supervising the loading of one the last
trains to use the station. The last train, hauled by Peter Morgan's
MR1000, actually left at 2.15pm that day. At 2.30pm the Reverend Paul
Kelly, Rector of St Giles Church, officially opened our brand new station,
Ickenham St Giles, and fully loaded passenger trains were soon running
to and from this new terminal station instead.
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