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Cover Story
Over the course of the winter
progress has been made on a number
of projects at IDSME. Our cover
photo shows Peter Fitch and Geoff
Parry at work laying a paved path
alongside the stores building which
will finally give proper access to the
gardening store section of the
building. At the time of going to
press this was almost complete.
Earlier in the winter Peter was
regularly seen up a ladder lopping
bits off the tree by the turntable. As
he got higher and higher, members
of the Health & Safety sub-
committee carefully avoided that
part of the site while he was

working. Demolition of the tree
was finally completed on the
February working party.
Geoff meanwhile had been
partially relaying the track
through the short tunnel in an
attempt to eliminate the kink
which had developed there.
Drivers on the April running day
reported a considerable
improvement.
As part of a reorganisation in the
workshop, the 12 volt DC power
supply was relocated from beside
the workshop door, to a position
above it. The work was carried
out principally by Peter
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Reynolds. The work involved stripping down the old 12V supply cabinet,
which was too big for the new location, and installing the various
components in a newly built cabinet. There are some slight changes to
how the power supply is turned on. The same mains switch as before is
used, but this has been relocated so that it is also above the door.
Turning this on causes the big red indicator lamp on the power supply
cabinet to illuminate. This acts as a reminder that the power supply is
switched on. The big change is the provision of a number of
independently switched 12V DC circuits; before either everything or
nothing was on. Therefore after turning on the mains supply you must
also turn on the required 12V DC circuit. This is done using one of four
toggle switches on a circuit switching box, which is itself mounted on
the front lower left of the power supply cabinet. The four switches are,
from left to right:
1. Primary 12V DC supply to Signalling System
2. Second 12V DC supply to Signalling System (not currently used)
3. 12V DC supply to Steaming Bays
4. 12V DC supply to auxiliary terminals located on the front of the

power supply cabinet.
Below each switch is an LED which illuminates when the corresponding
supply switch is turned on. Generally for a running day only switches 1
& 3 need to be operated. The auxiliary terminals on the front of the
power supply cabinet can be used for any ad-hoc requirement for a 12V
DC supply.
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The big project completed over the winter has been installation of a new
concrete base to the rear of the workshop. This area had previously
been used as a store under a lean-to roof. It is being converted an
extension of the workshop, the idea being that it will house some of the
larger items of workshop equipment, which are currently stored outside,
and are difficult to use because they are kept sheeted over to protect
them from the elements. These items include a six foot sheet metal
bender, a set of heavy duty bending rolls, a cleaning tank and a wire
wheel machine for de-rusting items etc. The construction of the
extension itself is intended to be similar to that of the stores building.
Over several weeks the A-Team prepared the base before concrete
laying was commenced. This was done on a single Tuesday in late
March. It took longer to finish than the A-Team had hoped, with some
members not leaving the site until 6pm. No sooner had they left than
the concrete was inspected by a local cat, who left a definite trail for
members to follow. Subsequently the old lean-to roof was demolished
and the paw prints in the concrete filled in as far as was possible. Work
will shortly commence on the next stage.

Preparing the base
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Above: Concreting in progress.
Left: The finished concrete base.
Below: Paw prints in the

concrete.
Opposite: A reward is offered for

apprehension of the guilty
party.
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Chairman's Chat

As I write this the winter programme is drawing to a close so many
thanks to Mark Piper for organising it.

The exhibition season, Sandown Park and Alexandra Palace, has now
passed so we can take a breather before starting planning for next
time. Members report that things went well and the organisers report
that visitor numbers were up, which hasn’t happened for a while, so
it’s a big thank you to all who exhibited and stewarded and to Bob
Proudfoot with his team who managed to get a quart in a pint pot and
transport everything.

Alexandra Palace saw the first official outing of the new club lanyards
and attached name badges, which had been sourced by Bob Proudfoot
and Phil Wimbush, and very smart they are. One downside was that
people were able to identify who Colin Reid was so he had to reverse
his badge to avoid awkward questions. Wearing the lanyard on
Running Days will help our buffet staff identify that you are entitled
to a free tea and make it obvious to our visitors, when you are engaged
in the various jobs needed to run the railway, that you are staff.

Most, if not all, members who placed an order will now also have
received their IDSME branded clothing from Reid’s Emporium’.

Finally an oft repeated request for you not to bring down things to the
club that you don’t want, but for some reason think IDSME might.
Please speak to a member of the committee first to see if the things
would actually be useful to us. We have very limited space and every
spring we end up spending a lot of time and effort disposing of things
that should never have been brought here. The most recent spring
clean means that we can once more get the cloakroom door open and
get to things that we actually need.

Mel Fuller
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Ashpan Notebook
Subscription Renewals

Membership subscriptions for 2015/16 fell due at the beginning of April.
The full membership subscription this year is £30, while junior
membership is £6. The treasurer will be delighted to receive your
subscription sooner rather than later.
If you can't get down to the club to see him in person then you can either
pay by electronic transfer into the club account (at Barclays, Sort Code
20-73-53, Account No. 30548782, your name will serve as the transaction
reference) or by sending a cheque (made payable to IDSME) to Graham
Findlater, 6 Arundel Road, Sands, High Wycombe, Bucks HP12 4NE.

Ashpan 105 & 106

Thankyou to those who have submitted contributions for inclusion in
this issue of Ashpan. The Summer edition of Ashpan, number 106, is due
to be published in July and so any contributions should be with the
editor by early June. The editor's contact details can be found on the
inside front cover. If you're struggling for ideas for an article for Ashpan,
and, sometime in the last few years, you've given a talk to IDSME
during the winter programme, why not recycle your talk as an article for
the magazine. After all a good many members would not have been able
to attend IDSME when you gave your talk.

Ashpan Online

Many members will already be aware that all previous issues of Ashpan
are available to download from our website. However it never hurts to
make the occasional reminder, particularly for the benefit of new
members. They can be found at
http://www.idsme.co.uk/IDSME/IDSMEAshpanOnline.shtml
The existence of this archive online makes it very easy for items in this
magazine to include references to articles in previous issues in the
knowledge that anyone with an internet connection will be able to look
up the article in question. Previously, only members of long standing
would have had a complete or reasonably complete collection of Ashpan.
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Model Engineer Exhibition 2014
&The London Model

Engineering Exhibition 2015
As the last issue of Ashpan went to press IDSME was about to attend the
Model Engineer Exhibition at Sandown Park, last December. Since then
IDSME has also attended the London Model Engineering Exhibition at
Alexandra Palace in January. Over the next few pages are some pictures
of our club stands at both events. At Alexandra Palace we found ourselves
in unfamiliar territory as our stand was on the opposite side of the hall
from the spot it has occupied since the exhibition moved to Alexandra
Palace ten years ago.

Above: A general view of the IDSME stand at Sandown Park.

Opposite Top: The Clyde Puffer exhibited by Peter Fitch.
Opposite Bottom: A diorama scene exhibited by Derek Elliott.



Spring 2015 9



Ashpan Number 10510

Above: A view of the society stand at Alexandra Palace.
Below & Below Right: The smaller items on display in the show case.
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Above: The president and secretary wait to greet the first
visitors to our stand at Alexandra Palace.
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Above: Peter Pardington's gear set for spiral milling is prominent in
this view of the other side of our stand.

Below: John Oaten's camera mounts and equipment that helped
produce the photos on the left of the picture.
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Who’d be a Signal Engineer?
More trials and tribulations for IDSME’s S&T department.

By Patrick Rollin

Mention was made in the cover story in Ashpan 102 of a signal failure on
the June 2014 running day which briefly rendered the main signal box
inoperative. More by luck than judgement a temporary fix was achieved
only fifteen minutes after we should have started running for the public.
The fault, while present, made it impossible to change any of the points
from the signalbox.
Our points are operated by compressed air* and the valves which
operate them are, in turn controlled by solenoids. Each point has two
solenoids. One is energised to change the point to the normal position,
and the other is energised to change the point to the reverse position.
Which solenoid is energised is determined by the position of the point
lever in the signal box. Each point has a corresponding point interlock
relay. The feed to the solenoids passes over a normally closed contact on
the corresponding point interlock relay and then over one of two
switches on the base of the point lever. One switch is operated when the
point lever is in the normal position and provides a feed to the ‘normal’
solenoid. The other switch is operated when the point lever is in the
reverse position and provides a feed to the ‘reverse’ solenoid. Thus the
point should change position when the lever is operated.
The purpose of the point interlock relay is to prevent the points from
moving if there is a train passing over them. When the signalling system
detects the presence of a train on the points a feed is applied to the coil
of the corresponding point interlock relay, which picks up, opening the
normally closed contact and cutting off the feed to the point lever and
corresponding solenoids. Thus the point is prevented from moving in
response to any movement of the point lever. When the train moves clear
of the points, the feed to the point interlock relay is removed, allowing
the feed to the solenoids to be restored.
In order to deal with certain fault conditions a key switch is provided to
cut out the point interlocks, allowing the points to be changed even if the
signalling system believes there to be a train present. Operation of the
key switch simply removes the power from the circuits which feed the
point interlock relay coils.
*For more information about the compressed air system see the article ‘There's a
Hole in My Air-Line’ in Ashpan 103.
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The fault which reared its head on the June 2014 running day, was the
incorrect energisation of the point interlock relays. This prevented any
points from being changed, and crucially, the point interlock relays
remained energised even when the cut-out key switch was operated.
On first discovering the fault just before the start of the running day I
went through various checks to see if I could resolve the problem, up to
and including switching the whole signalling system off and back on
again. Finally I gave the equipment box that contained the point
interlock relays a hefty kick, but even this did not resolve the problem.
All this was observed by an increasingly nervous Mark Piper, who was
making his debut as Fat Controller that day, and was thus the man in
charge. I asked Mark to go and fetch Peter Reynolds, who as designer of
the signalling system might have some suggestions as to how to proceed.
As Peter walked into the signal box he remarked that it must be serious
if I couldn't work it out. After I'd demonstrated the fault to him, he said
“That’s impossible. It can't do that!”
Peter then went through the same checks I'd carried out, up to and
including kicking the box.
At a loss as to what to do next, I decided to check if there was any
voltage at all reaching the point solenoid valves. To do this I
disconnected the cable connector from the valve control box, with the
intention of measuring the voltage between the pins of the connector.
However disconnecting the cable caused the fault condition to disappear
and the point interlock relays began to work normally. Reconnecting the
cable caused the fault to reappear. So we had a choice: we could either
not change the points because the fault prevented us from doing so or we
could get rid of the fault but not change the points because the cable
linking the levers to the point solenoids was disconnected. To be honest,
operationally speaking, there wasn't a lot to choose between the two
options.
Now suspecting that the fault might exist in the valve control box I set
about removing the box from the wall so that I could look inside. This
involved undoing four screws, one of which also attached the earth
connection to the metal valve control box. When this earth wire was
disconnected the fault disappeared once more, but this time the cable
was connected to the valve control box and at last we were able to
change the points. Not wishing to look a gift horse in the mouth we
quickly declared the problem fixed and trains were able to start running.
No further problem was experienced that day, which was a bit of luck.
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The following Tuesday an attempt was made to trace the fault. The
earth wire was reconnected and the signalling switched on. There was no
sign of the fault. The point interlock relays worked perfectly.
Having had a chance to think about the symptoms observed we
concluded that the fault was probably not in the valve control box.
Rather it was simply the point where some of the signalling circuits were
connected to earth, and removing this connection to earth either by
disconnecting the control cable or the earth wire allowed the signalling
power supplies to float in such a way that the fault disappeared.
Attention turned instead to the equipment box, at the other end of the
signal box, that houses the point interlock relays. This is a very
inconvenient box to
work in as it is mounted
just above floor level and
is very crowded. In
addition to the point
interlock relays, the box
houses a bank of twelve
solenoid valves that
control the semaphore
signals, as well as all
the all the
interconnections
between the external
signalling system and
all the equipment
located in the signalbox,
including the lever
frame, the valve control
box, the signal box
diagram and everything
mounted on the
instrument shelf.
There is a mass of
wiring that obscures the
view of the underlying
veroboard on which the
actual connections are
made. In fact

Fix this if you can. The crowded equipment box. The
solenoid valves are on the right. The old interlock
relays are upper left behind the wiring and the
interconnection terminal pins are lower left
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connections are made on both sides of the board and it is impossible to
inspect the rear side without removing the board itself. This is
practically impossible to do without serious risk of creating further
problems. It certainly had all the hallmarks of being a job in the ‘I wish
I'd never started this’ category.
It was however
possible to
identify the
terminal pins
associated the
point interlock
relays, and
some of these
clearly showed
signs of having
been severely
overheated. The
wiring to them
was in fact
severely
charred. The
relay coils share
a common
return and it
was this side of
the circuit that was exhibiting the worst damage. However, despite the
obvious damage, the system was working, and so we decided to leave
well alone for the time being.
As a precaution against a reoccurrence of the failure at an inconvenient
moment i.e. on a public running day, I put together an emergency
control box for the point solenoid valves. This had its own power supply
and could be plugged into the valve control box in place of the normal
control cable. It controlled the point solenoid valves by means of toggle
switches, one for each point.
With no further trouble being experienced on subsequent running days
the rest of the summer was spent dealing with problems of air leaks in
the valve control box, as described in Ashpan 103.
All was well until the December running day. On this occasion the fault
reappeared and the emergency control box had to be called into action.

Charred wiring. The mass of wiring in the previous picture
has been pushed to one side to take this photo.
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In use the signalman had
to use the emergency
control box to change the
points and then to operate
the levers to the
corresponding position in
order to get the signals to
clear. He also had to
remember that he had no
protection against
changing a point
underneath the train.
After an hour or so of
operating in this mode
the fault went away of its
own accord and normal working was resumed. We weren't so lucky on
the members running day on 1st January this year. The fault was once
again present from the start of the day, and on this occasion stayed with
us to the end. Clearly a permanent solution needed to be implemented
before the start of the 2015 running season in April.
In view of a continued desire to avoid doing any significant work in the
crowded equipment box it was decided to completely rewire the point
control circuits, bypassing the box (and the fault) almost entirely. New
point interlock relays would be provided and a new box to house them
would have to be installed somewhere in the signal box.
Altogether there were six interlock relays that were affected by the fault.
However a review of the circuits involved suggested that almost full
functionality could be maintained by replacing them with only four new
relays. In one case this was because two points, each with an individual
relay, always locked and unlocked together, the relays being wired in
parallel. Thus a single interlock relay could be made to the job for both
points. In the other case the interlock relay was associated with a signal
rather than a set of points, and provided a function which we decided
was no longer required. There was thus no need to replace this relay.
We were fortunate in the way that switches on the base of the levers
were wired up. Each lever has four single pole double throw switches
attached. Two switches are operated when the lever is in the normal
position and the other two are operated when the lever is in the reverse
position. The switches are wired back to two six way connectors on each

The emergency control box
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lever. These are provided
to allow the levers to be
disconnected from the
signalling so that they
can be removed from the
lever frame to gain access
to the switches mounted
on their base. The
connectors are wired back
to the main equipment
box. Each connector is
attached to one ‘normal’
switch and one ‘reverse’
switch. This means that
one connector carries the
point control circuits,
while the other connector
carries the signal control circuits. The latter were to be left unchanged
as there was nothing wrong with them. The new wiring for the point
control circuits would be terminated on a new connector which could be
plugged into the lever in place of the old connector that carried the old
point control circuits.
Had the connectors been wired up differently e.g. one connector to both
‘normal’ switches and the other to both ‘reverse’ switches, then both
connectors would have carried both point control and signal control
circuits. Thus both connectors would have had to be the replaced, with
some existing wiring (the signal control circuits) having to be transferred
from old to new. This would have made the job a lot more difficult.
A small number of alterations were required in the equipment box and
these were tackled first. A modification to the signal control circuit for
the signal approaching from the station had to be made. This was to
bypass the relay contact on one of the two relays that were not going to
be replaced. Secondly the feeds to the other relay coils had to be
intercepted where they entered to equipment box and diverted to a new
cable, which would link to the new relay box when it was installed. Geoff
Higgs was delegated this task as he is shorter than me and so doesn’t
have to bend down as far to reach floor level. Due to the crowded nature
of the equipment box there is little chance of making soldered
connections onto the terminal pins, so recent practice when making such

The two six way connectors at the base of a lever
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alterations is to cut the wires already soldered onto these pins and then
make reconnections as required to the cut ends. Geoff was going great
guns with this until he came to the last feed to be diverted. Having cut
the wire, he announced, ‘that’s funny, this wire is thicker than the others
were.’ Closer inspection revealed that he had cut the wire adjacent to the
one he intended to. Quick reference to the signalling wiring diagrams
revealed that the wire he had incorrectly cut was actually the feed to one
of the relays that we were not going to replace, so we didn’t need to
reconnect it. Phew! Having disconnected the feeds to all the interlock
relay coils, we also disconnected these relays' common return from the
power supply, theoretically leaving the coils completely isolated from the
signalling system, although in practice the return side was still
connected to a power supply via the fault condition.
The signalling system was switched on at this point to check that our
alterations hadn’t affected any of the circuits other than those already
giving trouble. We knew we’d switched on because the Khazi Junction
Signal Box Bell began to ring. And it wouldn’t stop.
As most of you will know, when Khazi Junction signal box is closed there
is a track side button which can be pushed by drivers, requesting the
Marsh Junction signalman to change the point at Khazi Junction
remotely. Pushing the button picks up a bell code relay which triggers a
bell timer to ring out a bell code on the bell in Marsh Junction signal
box. Wired in parallel with the relay is a lamp in Marsh Junction signal
box, which illuminates while the track side button is being pressed. It
turned out that the return feed from this lamp was also part of the
common return from the point interlock relays and by disconnecting that
from the power supply it allowed the whole the return side of those
circuits to float up to whatever voltage was being introduced into it by
the fault condition. This was enough to back feed through the lamp and
pick up the bell code relay even though no one was pressing the track
side button. The bell code timer would then run through the whole bell
code sequence, back to the beginning, only to be triggered again
immediately because the bell code relay was still energised. It took a
couple of weeks head scratching to work that one out, but having done
so, the solution was simple. All we had to do was run an independent
return feed from the lamp to the power supply. A check of the wiring
diagrams was made to see if any other circuits used the same common
return as the point interlock relays. One other was identified this was
dealt with in the same way.
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Meanwhile, away from site work had been going on to assemble the
various bits and pieces needed for the new relay box and wiring. This
included sourcing some new multiway connectors for the levers. The
originals were an automotive design of connector and fortunately was a
type that was still available. The multiway connector consists of plastic
holder which contains standard spade connectors. They come
disassembled and so the wiring has to be attached to the spade connector
before the latter is inserted in the holder. Appropriate lengths of wire
were soldered to the spade connectors. Each lever required a feed wire
from the new relay box, which had to split into two at the connector in
order to feed both ‘normal’ and ‘reverses switches, and two wires to the
valve control box connector. The spade connectors were not inserted into
the holder at this stage as it was intended to connect them temporarily
to the existing connector on the lever without using the holder. This is
possible with this design of connector and as installation took place
allowed us to confirm by testing the operation of the new circuits, that
we had correctly connected each wire to the correct pin on the existing
connector on the lever. Once the correct configuration had been
confirmed each spade connector was transferred to the corresponding
position in the plastic holder, and this was then plugged into the
connector on the lever to make final connections.
The new relay box, itself, contains four 12V plugin relays of similar
design to the 24V relays used in the rest of the signalling system. These
are mounted on relay bases of a type which can be mounted on DIN rail,
and so a short length of this is mounted on the back of the box. The front
of the box carries four LEDs and four toggle switches, one of each for
each of the relays. The LEDs illuminate when the relay is energised and
indicates when the corresponding set of points is locked. Since the new
wiring for the point control circuits is completely independent of the
existing wiring, the only link between these circuits and the rest of the
signalling was via the cable that we’d installed earlier to provide the
feed to the new point interlock relay coils. It was felt expedient to
provide a switch to disconnect these feeds from the relays so as to be able
to completely segregate the point control circuits from the rest of the
signalling in the event that we ever experienced a similar fault to the
one that prompted all this work. Initially I was planning to use a single
four pole switch to disconnect all the feeds at once, but I realised that if
individual single pole toggle switches were provided for each relay feed
the overall functionality of the signalling system could be improved at
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the same time as providing the ability to segregate the point control
circuits. Under the old arrangement, should a set of points fail to unlock
after the passage of a train for whatever reason, the only way to move
those points was to operate the cut-out key switch, which would unlock
all the points controlled from the signal box, most of them unnecessarily.
By providing individual toggle switches it becomes possible for the first
time to disable the interlock only on the set of points that needs to be
unlocked. The old cut-out key switch is still in circuit and can still be
used to disable all the point interlocks at once if required, although this
won't segregate the new point control wiring from the existing
signalling.
With all the preparation work out of the way, final installation of the
new system took only a couple of mornings’ work. The relay box is
mounted behind the lever frame in one of the recesses in the front wall of
the signal box. Each point lever was connected up in turn and tested
before moving onto the next. With the exception of one point, which was
subsequently found to be suffering from an unrelated problem, all
worked perfectly.

The new relay box installed in the signal box
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The final stage of the project was to run another cable from the new
relay box to the signal box diagram. This was to provide a new feed to
the existing point locked indications on the diagram. These show the
same information as the LEDs on the new relay box itself, but it is on
the diagram that signalmen are accustomed to looking for this
information.
Work was complete by late March,
leaving the S&T department with
only a week or two before the first
public running day to try and deal
with all the other gremlins that had
crept into the signalling system over
the winter. One of the more
spectacular was the self-disassembly
of one of the air cylinders that
operate the semaphore signals. This
was repaired by Vic Barton, who
proved once again that there is no
substitute for having the right tool
for the job. Another issue which has
cropped up recently is that of lamps inside
the colour light signal heads working loose
in their holders. This means they do not
illuminate when required. Fortunately
tightening them up again is simple. You
have to undo four screws to remove the
front of the signal head, then unscrew the
lamp holder from its mounting. The lamp
can then be tightened before the signal
head is reassembled. A nice simple job you
would have thought. On the April running
day Geoff Higgs tackled this very problem
on both signal heads of the junction signal
at Khazi Junction. It took two hours. All
the screws holding the front of the signals in place were rusted solid and
needed to be drilled out. This has generally been the case with all the
colour light signals that have so far needed attention. Fortunately the
new point control circuits performed faultlessly on the running day as
did most of the rest of the signalling system, aside from a few minor
issues with some of the track switches in the inner main line.

Defective signal (above) and the failed
cylinder that caused it (below).
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IDSME DitchWater UsedTo
Quench Regency London’s Thirst!

The story of Ickenham’s Canal Feeder
By David Sexton

‘IDSME ditch water used to quench Regency London thirst!’ Sounds
unlikely but it did happen. This is a short history of the little-known
canal feeder that runs through Ickenham, close by IDSME, and of the
water structures hidden around Ickenham, some dating back over two
hundred years.
Although water transport was the first bulk transport to be developed,
early man-made waterways in England were largely for power supply,
such as the fifteenth century Frays River through Uxbridge, or for water
supply, such as the seventeenth century New River from Hertfordshire
to Islington. The difficulty was coping with the changes in level needed
to move water over any great distance. Most transport developments
were around improvements to existing rivers, with 'flash locks', such as
at Pangbourne on the River Thames, helping boats negotiate rapids
where rivers changed levels.
It wasn’t until 1761 that the first industrial canal opened, pioneered by
the Duke of Bridgewater. The canal was built to move coal from his new
underground mines at Worsley to the growing town of Manchester.
There were no locks but an extensive aqueduct was required to cross the
River Irwell.
The Bridgewater canal was highly successful, enabling the Duke to
make a fortune from his expanding mines and halving the price of coal in
Manchester within a year. The Duke had seen the canal as a necessary
business expense. He didn’t expect it to earn money in its own right, but
it was soon apparent that the value of transport in the growing
industrial areas of England meant there was money to be earned from
building new waterways.
A transport revolution began with huge investment in canals to link raw
materials and manufacturing towns with rivers and cities.
Industrialisation of the Midlands was swift, the landscape being less
undulating than that surrounding the northern cities, where fast moving
but unnavigable rivers were often the main source of power for industry.
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Centralised manufacturing replaced cottage industries and new
housing sprang up.
Early canals were contour canals, like the Bridgewater, following the
landscape to avoid unnecessary changes in levels. This kept costs
down, but did increase the distance travelled. This was not an issue if
the alternative was a much longer coastal voyage. Completion of the
Oxford Canal in 1790 provided a link between the growing Midlands
canal network and London. The contour route was not ideal; it was
overly long, and the section that relied on the River Thames below
Oxford was difficult to navigate.
In the early 1790s Parliament was awash with canal bills and there
were at least two rival proposals for an alternative direct route from
the Midlands to London. Bills for both schemes were put to
Parliament, and it was the Bill for the Grand Junction Canal which
was passed on 30th April 1793. The Grand Junction Canal Company
(GJCC) started work that year. William Jessop, the well-known canal
engineer, was the supervising chief engineer but James Barnes was
the engineer responsible for overseeing most of the work. The
Company's chairman was William Praed, now commemorated by the
street named after him outside Paddington Station. This street was
chosen as it also marked the GJCC’s closest point of approach to
central London.
The plan was to link the Oxford Canal at Braunston in
Northamptonshire with the River Thames at Brentford, using the
latest engineering techniques of locks and reservoirs to run through
the barrier of the Chiltern Hills. Rather than a contour canal this type
of canal is often referred to as a summit level canal. The canal would
shorten the journey between Birmingham and London by sixty miles.
Not long after construction work began at both ends in late 1793, the
company had the idea of a branch from Bull's Bridge in west London
to Paddington.
Paddington was much closer to London and was linked by the New
Road – now the Marylebone, Euston, Pentonville and City Roads –
with the City. Parliamentary powers were quickly sought.
The GJCC opened in sections. By 1800 all except Blisworth tunnel
and Wolverton embankment were complete. Goods were carried over
the hill at Blisworth by a temporary tramway, whilst a diversion via
the river Ouse overcame the gap at Wolverton. In 1801 the
Paddington arm opened, then in in 1805 the tunnel and the
embankment were completed within months of each other and the
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GJCC opened over its full length. It was highly successful, especially
the Paddington Arm. Unusually for canals, the trade between London
and Birmingham broadly balanced and boat owners were able to find
paying cargoes in both directions.
A clause under their acts allowed the GJCC to supply drinking water.
Land was purchased for three reservoirs for this purpose at
Paddington, adjacent to the aforementioned Praed Street. It was
recognised that an additional source of water for the Paddington Arm
was required to feed the reservoirs. The waters of the River Colne
were not sufficient to cope with a dry summer and the millers of
Uxbridge had made sure the GJCC was limited on the water it could
abstract. The water of the Brent joined the canal below Bulls Bridge
Junction and was thus of no use in supplying the Paddington Arm.
The summit level reservoirs at Tring were sufficient only for the boat
traffic and the waters lost to the Colne.
The solution was to harness some of the streams that fed the River
Pinn. This small tributary of the Colne joined the main river south of
Uxbridge and there was thus little competition for its waters. A
valley at Ruislip Common was identified as suitable for a reservoir,
where a stream dropped down from the surrounding hills. In 1805 the
GJCC purchased 61½ acres of Park Wood from Kings College,
Cambridge, and 56 acres of the common from the Enclosure
Commissioners. It took a further five years, though, to buy out the 35
acres of the cottages and gardens of the hamlet of Park Hearne. The
valley that the land covered was then dammed and flooded.
John Rennie the Elder, the great Scottish engineer, was retained as
the Chief Engineer. His skill wasn’t required for the simple earthen
dam at Ruislip Reservoir, but for assessing and deciding on the
difficult route for the canal feeder. The low lying Middlesex clay lands
were drained by the sluggish River Pinn and the Yeading Brook, both
of which lay between the Reservoir and the Paddington Arm.
The near eight mile route eventually chosen managed enough height
difference to cross over the River Pinn by an aqueduct in Ruislip,
before crossing the high ground between the two rivers in Ickenham
with a narrow cutting and then paralleling Yeading Brook until
finally crossing it on another aqueduct in Hayes, close by the
Paddington Arm, where the difference in levels was sufficient. There
were only a few structures, all being built of locally-fired yellow stock
brick in a typically curvaceous canal style. The feeder was dug
through the stiff Middlesex clay and the careful route meant it lay
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mainly in cutting,
with a few
embanked sections.
The reservoir was
completed in
December 1811,
but the canal
feeder took longer
to finish, the GJCC
minutes noting
that the feeder was
in use by 1816. It
proved difficult to
maintain from the
start. The water
flow was not fast
and local farmers
took advantage of
this new drain to
divert ditches into
it, including, as far
as I can make out,
the ditches from
IDSME. The
GJCC didn’t object
as this extra water
helped the flow.
The feeder did,
however, provide
some water to the
Paddington Arm.
The plans for a
new Regents Canal
authorised by
Parliament in 1812
to diverge from the
Paddington Arm at
Little Venice and
run parallel with
the City Road
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round the edge of London to the City and the docks, convinced the
GJCC to persevere with the Ruislip Reservoir and canal feeder.
Unfortunately the canal water used to supply drinking water was
dirty and meagre, falling far short of the quality and reliability of
supply promised to customers. The extra water from Ruislip
Reservoir was polluted by the land and there wasn’t enough of it. By
1820 the GJCC waterworks company had given up on its Paddington
reservoirs and moved to a new site near Chelsea Hospital, taking
water direct from the River Thames.
This lasted until 1852 when Parliament decided that no intake from
the River Thames would be allowed below Teddington Lock.
Responding to this law, the Grand Junction moved, by 1855, to a new
site in Hampton, where the waterworks remained until the end of the
nineteenth century. The Paddington reservoirs remained until the
1840s when the buildings of St Mary’s Hospital gradually took over
the site.
The Regents Canal opened from Paddington to Camden in 1816 then
through to Limehouse and the London Docks in 1820. A number of
intermediate basins served the encompassing streets of London. The
City Road Basin, the nearest to the City of London, soon eclipsed the
Paddington Basin in the amount of goods, although much of it was
local traffic between the London Docks and the City. The Midlands
traffic still dominated the main canal. It was apparent from 1816 that
there would be difficulty in providing enough water for the Limehouse
section so in 1819 the Regent’s Canal Company sought Parliamentary
powers to dam the River Brent and create a new reservoir.
The Kingsbury reservoir, or as we may know it, the Welsh Harp -
named after the Old Welsh Harp Tavern on the Edgware Road by the
River Brent bridge - opened in 1835. It had a much shorter and better
feed to the canal at Lower Place, now termed Park Royal. The
reservoir was expanded in 1837 and then again in 1854. It was
cheaper and more efficient than the Ruislip Reservoir and around
1851 the GJCC ceased to use Ruislip as a regular source of water.
The canal feeder was maintained as an overflow from Ruislip
Reservoir and as a local drain, and this continued for 100 years.
The London and Birmingham Railway was completed in 1838 and this
heralded the long decline of the commercial canals. At first canal
traffic increased on the GJCC as, with the exception of the Oxford
Canal, the canals on the route from London to Birmingham co-
operated to reduce tolls to compete with the railway. Income, though,
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was significantly reduced. Gradually the new railways eroded much of
the smaller canal traffic.
With the coming of the
Metropolitan Railway,
Ruislip Reservoir acquired
a value of its own for the
GJCC as an attraction for
city day-trippers who would
travel on the new line at
weekends to enjoy the
idyllic countryside so close
to London. Swimming and
boating were popular and
the fishing and shooting
rights were let to the
Deanes of Eastcote House,
who employed
gamekeepers.
By the 1920s the houses of
Metroland were spreading
westwards from Harrow
and the builders needed to
improve the simple field
drainage. Part of the
feeder was rebuilt between
1928 and 1930 to continue
its function as a drain
between Ruislip and
Lynhurst Road in North Hillingdon. In this respect it was usually
referred to as the Ickenham Stream. The popularity of the Ruislip
Reservoir encouraged its owner, now the Grand Union Canal
Company (GUCC), to invest in new facilities, retitling it Ruislip Lido
in 1936 and opening a new Art Deco building with changing rooms
and a cafe. There is evidence the GUCC moved its offices to Ruislip
Lido during the second world war, but it is not known where these
were located.
In 1948 the canals were nationalised and the new Docks and Inland
Waterways Executive soon decided it had no place running a pleasure
lido. In 1951 the lido and the redundant canal feeder was entrusted to
the Ruislip Northwood Urban District Council as a public recreation

Extract from Metropolitan Railway
Appendix To The Working Timetable.

Skating
In order that the public may have early
intimation when there is skating at Ruislip
Reservoir, the following instructions must be
carried out:-

The Station Master at Northwood must advise
all stations to Marylebone and Baker Street:-
“Skating Ruislip.”

On receipt of the message at Baker Street the
Traffic Controller must advise all Stations to
Cannon Street, South Kensington and
Hammersmith inclusive.

On receipt of a message, Station Masters must
see that the Notices supplied announcing
skating are prominently exhibited both inside
and outside their Stations (more particularly
outside).

When the skating is discontinued, all the
Stations must be similarly advised by wire,
“No Skating Ruislip,” when all Notices must
be at once withdrawn.
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area and, in 1965, this responsibility was passed to the newly formed
London Borough of Hillingdon. All this had little effect on the canal
feeder that continued its existence as the emergency overflow and
land drain.
The pressure of using land for housing, though, began to tell and by
the 1980s several new Ruislip estates had been built around the canal
feeder. Hillingdon council realised that these houses were vulnerable
to flooding should the Ruislip Reservoir dam fail and in 1991 it
lowered the water level in the Reservoir and diverted the overflow to
the Cannon Brook, making the canal feeder redundant as an
emergency drain. The Ickenham stream section was diverted into
Yeading Brook at Hillingdon and the canal feeder’s role as a drain
ceased between Hillingdon and Hayes when the A312 Hayes by-pass
was built.
Today much of the course of the canal feeder can be traced between
Ruislip and Hillingdon but the lower section through Yiewsley is less
obvious and has been lost altogether to new developments in Hayes.
The feeder crosses Ickenham Common then passes under the
Ickenham Road by the salvage yard and double glazing shop near the
Soldiers Return Public House. It then runs along the east side of the
road as far as Austins Lane. Here it turns abruptly to run on the
north side of Austins Lane and this is where the IDSME ditches used
to feed into it.
Diverted north from its original course in 1903 by the Metropolitan
Railway, the feeder passes underneath the railway line and rejoins
the north side of Austins Lane for a while. It passes the rear of Glebe
School and the bottom of Tavistock Road before continuing across the
field to north Hillingdon.
Along the feeder’s course in Ruislip and Ickenham there are a number
of simple brick built pedestrian bridges, usually with a shallow span
of just a few feet. Often they carry a year plaque for 1929 or 1930.
There are still three distinctive and large brick structures left, two
dating back to around 1810 and one to around 1905. The best is
behind Woodville Gardens in Ruislip where, hidden in the
undergrowth, is a beautiful miniature aqueduct in soft yellow brick
carrying the feeder over the River Pinn – Clack Lane Aqueduct
(opposite top). In the Greenway, Ickenham, a footpath leads off under
the railway. Beside it runs the canal feeder. The blue brick arched
subway under the railway embankment (opposite lower) has two
passageways, one for the footpath and one for the canal feeder, which
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stops abruptly
where it has been
filled in across
Ruislip Golf
Course. Since the
feeder executes a
dog-leg turn
directly beneath
the railway, some
of the brickwork
in the arches is
quite spectacular
as the
passageways
execute the same
dog-leg turn. And
on Ickenham
Common, the green meadows behind the Soldiers Return PH, there is
a large yellow brick road bridge for a forgotten farm road that crosses
the canal feeder, with one side of the bridge split by a huge crack
through the parapet and down to the crown of the arch.
Much of the Hillingdon Trail, follows roughly the route of the canal
feeder although only about a third of it is close by the actual course.
It’s a good and surprisingly rural walk, and worth a try in sections or
for its full length.
And next time you
walk or drive down
Ickenham Road to or
from IDSME, give a
nod to that deep
ditch in front of the
new houses on the
old USAF base.
That’s no ordinary
ditch – that our
Ickenham canal
feeder.
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ClotheTo Confusion
The little puzzle that was set in the last issue of Ashpan seems to have
caused considerable angst, at least in the chairman’s household. In order
to put him out of his misery we will reveal the answers below, but just
before we do it is worth noting that the president, Geoff Higgs, claimed
the honour of being the first to submit an incorrect answer.

Referring to the clues that appeared on page 36 of Ashpan 104:

The order placed on 10th May, which was run over by a tractor, was not
made by Mel Fuller, Phil Wimbush or Mark Piper [Clue 3]. Nor was it
placed by Malcolm Parsons, whose order was blown up by the police
[Clue 8], so it must have been Simon Tilbury who, on 10th May, ordered
a Top Hat [Clue 4].
Mel Fuller’s order was placed on 27th May [Clue 7] and Malcolm
Parsons’ order was placed in April [Clue 5], so, since Phil Wimbush did
not place his order on 21st May [Clue 2], Mark Piper must have done so.
As the socks were ordered on 28th April [Clue 1], and the money belt
was not ordered on 21st May [Clue 2], neither of these could have been
ordered by Mark Piper. Nor did he order the trousers [Clue 3]. Since we
know Simon Tilbury ordered the Top Hat [Clue 4], Mark Piper must
have ordered the scarf on 21st May and subsequently been told that
there was not an envelope long enough to deliver it without bending
[Clue 6].
Mel Fuller’s order wasn’t delayed by a lack of material [Clue 7], and as it
was Malcolm’s order that was blown up by the police [Clue 8], Mel’s
order must have been delayed because he hadn’t correctly filled in the
order form. He really must learn to keep his signature inside the box
provided. This leaves Phil Wimbush’s order as the one delayed by
insufficient material.
Malcolm Parsons did not order a belt [Clue 8] and nor did Phil Wimbush
[Clue 2] so it must have been Mel Fuller who did so.
Phil Wimbush did not order trousers [Clue 9] so he must have ordered
socks, which clearly explains why the manufacturer did not have
sufficient material to make them in the required size. Phil’s order was
placed on 28th April [Clue 1].
By elimination Malcolm Parsons must have ordered a pair of trousers on
the 14th April, only for them to be blown up by the police.
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In summary:

Member Item Date Reason For Delay
Ordered Ordered

Simon Tilbury, Top Hat, 10/05/2014, run over by a tractor
Mark Piper, Scarf, 21/05/2014, envelope to short
Malcolm Parsons, Trousers, 14/04/2014, blown up by police
Phil Wimbush, Socks, 28/04/2014, insufficient material
Mel Fuller, Money Belt, 27/05/2014, incorrectly filled in

order form.

vvvvvvvvvvvvvvvvv

Members are reminded that the
undermentioned IDSME branded articles are

available from Colin Reid. Colin can be contacted at the
clubhouse on Fridays and Running Days or via the IDSME message
board, or by telephone: 01895 633245 or email: colin.reid@outlook.com.

Enamelled Lapel Badges – Price £2.00 each
Cap Badges 'IDSME' in brass lettering – Price £5.50 each
Cloth Badges – Price £3.40 each (a few remaining)
Self-Adhesive Club Badge Stickers – Price £0.40 each
Club Ties – Price £6.50 each (a few remaining)
T-Shirts – Price £11.40 each. Limited stock. Following sizes and colours

currently available: Colour: Navy Blue – Sizes: XXL and L.

Colour: Green – Size: M. (T-Shirts include the IDSME badge
embroidered onto the garment)

Only limited stocks remain of some of the above items remain and these
will be sold on a first come first served basis.
Members are reminded that the society’s policy is that no branded
clothing, badges etc. may be purchased for, nor sold to non-Members.
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