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VIEW FROM
THE VESTIBULE
Welcome to the summer issue of The
Droplight - summer not necessarily
meaning good weather of course!
You’ll see from John Leather’s
Chairman’s notes that an initiative is
being explored to help us speed along
our restoration efforts - none of us are
getting any younger!
After surveying some other possible
locations, the Exhibition Coach 1501
will be situated adjacent to the turntable at Rowsley, and work is underway
to design suitable ramped access for
wheelchairs and buggies. The turntable itself is well worth a look, a superb restoration having been carried
out by a very small team.
At the conference in June of the International Association of Transport
and Communications Museums, Michael Cope of the VCT gave a paper
about the importance of the carriage
to the ’visitor experience’ of those
who go to preserved railways, and
how older i.e. Grouping and PreGrouping carriages can improve the
quality of the experience over the
commonplace Mk1 - I doubt anyone
reading this will disagree with him.
All the stops are being pulled out to
finish the Midland Saloon 2741
‘Victoria’ in time for our AGM on 20
October, and very splendid she is
looking - do come along if you can.
David Winter (Editor)
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I can now report that the woodworking machinery in the carriage shed is fully operational. Earlier in the year 10 of our members took part in 2 days of training sessions,
again run by our good friend Brian Hodgson, who guided us through the safety aspects of these potentially hazardous machines. This was followed by demonstrations
of the capability of the machines after which all participants were then given the
opportunity to experience hands-on operation.
These machines no longer seem quite so fearsome and some useful work has already been undertaken in the production of a variety of roof hoops for the NRM’s
LMS Third Open.
Good progress has been made on the Midland Picnic Saloon and further details will
be found in a separate report.
Progress on the carriage storage shed is held up at the moment by site negotiations
which are outside our control.
Our AGM will this year be held on Saturday 20th October, and I am sure that it
will provide another opportunity for members to meet and discuss railway carriage
topics.
Some late news:
The Trustees have been holding discussions with Wyvernrail at Wirksworth with a
view to expanding our preservation activities to include their site.
Wyvernrail is interested in running a heritage LMS train at some time in the future
and we see this as an opportunity to improve our output of running vehicles.
The move will not affect our current base at Rowsley which will continue to be our
main centre.
No firm decisions have yet been taken, but more information is expected by the
time of our AGM.
John Leather

Thank you to all who have renewed their membership for this year. Those of you
who have not done so will have found the appropriate form in your magazine. I very
much hope that you will decide to give us your continued support.
We are happy to welcome CH Bohling of Woking and Michael Fearn of Burton on
Trent as new members this year.

Over the winter progress has been made! In the saloon all the panelling has now
been re-polished, so all it now needs is a once over with some wax polish then all is
finished. The middle doors are ready to be re-assembled internally, all the parts are
ready. A job for the winter will be to work on the two interior end doors of the saloon.
The mammoth job of repairing the 120 year old exterior doors on this carriage
body has been completed and the doors re-hung. Two doors in particular have taken
much time to replace rotten and missing sections, and have benefited from donor
parts from doors acquired from a seller on Ebay.
The south facing doors have been re-hung and the locks will have been fitted by
the time you read this. It is our policy to re-use as much of the original vehicle fabric
as possible, consequently this does involve additional work and time, but it will be
well worth it in the end.
Work has now started on fitting new plywood ceiling panels and repairing the edge
mouldings ready for painting and refitting,
after which the lights will be permanently
wired in.
Externally the south side is waiting for its
beading and then the usual routine of stopping, undercoat and gloss begins. How far
we get this summer will depend on the
weather and this side gets all the sun which
doesn’t really suit painting – a few early
starts may be necessary!
The luggage area is progressing slowly,
the walls are nearly ready for painting and
we are preparing to deal with the floor.
We have decided that rubber door matting
over the whole of this floor area of the carriage will best prevent outside dirt being
tracked inside. I think we will decide to
either paint or varnish the wood first.
It is hoped to have ‘Victoria’ ready in time
for the LMS Carriage Association’s AGM
in October, it will be good to have her back
in use again.

Alison Leather

Alison Leather.
Just like new!
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Once the roof repainting of LMS Period 3 ‘Porthole’ Brake Third Open 27001 had
been completed, the NRM carriage, 7828, was moved back into the LMSCA carriage shed, having now had its own roof sanded. Once inside, work commenced on
refitting the internal roof woodwork that is used to support the lighting cables and
ceiling panelling. . This work has included making a number of new parts, particularly those which act as conduit for the electrical lighting cables. Making these new
components gave us the opportunity to employ our newly installed planer/
thicknesser. This was used to get rough sawn wood to the correct dimensions, before
cutting out to exact curved shape on the bandsaw, then cutting the internal grooves
with a hand-held circular saw. Fitting these conduit hoops is definitely a two-person
task, unless you have more than the standard number of arms.
Once the new roof components have been fitted, we will be able to drill through the
roof to fit the actual metal ventilators. Fortunately, a large hole-cutter we already
had just happened to match the size of the ventilator cans that protrude through the
roof. The roof canvas (already in stock) can then be laid, for which we have an offer
of help from another railway whose members have already had the experience of
fitting canvas roofs. Finally, the metal roof ventilators can then be fitted.
Externally, the coach ends are nearly ready for painting, and work on the west side
has seen the removal of the lower beading, some of which may be re-useable. With
the beading removed, the plywood panelling that was fitted in the 1970s, now mostly rotten, is also being removed. Underneath, the wooden body framework is basi-

cally sound but requires some attention due to water ingress, this will require the
replacing of some frame members, and facing of others. There is also the removal
of hundreds of rusty screws and pins, repair of the holes and final cleaning to be
completed.
In preparation for the making of the new wooden beading on the sides of the
coach, a number of jigs have been designed and constructed. These will enable us
to make the various shapes of beading required much more quickly and to a consistent quality. The jigs enable near size blanks to be secured whilst the edges are
formed to size with a router. We should be able to get a production run going,
which will speed up the manufacture of the considerable lengths of beading required. Meanwhile, some sections of the existing beading which can be salvaged
are being cleaned up ready for repainting.
Alan Taylor and Harvey Coppock

A conduit hoop - with cable hanging down

Ed.

Our neighbours in the Heritage Shunter Trust have been progressing the repair of
one of their 03 shunters, including rebuilding the cab doors. However, since the sliding windows in the doors are exactly the same as those in carriages, one of our
members was asked to repair them. The components duly arrived and the doors are
now in the process of being reassembled with sliding droplights which now work.
The frame revealed as the panelling is removed
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Now that all our workshop machinery, acquired from Rolls-Royce 16 months ago
(was it that long?) has been commissioned, John Leather organised a two day training session on the new 18" circular saw and 24" planer/thicknesser. The course was
split over two weekends and also enabled those who had not been trained on the
other workshop machinery to be trained on them. It was also a useful refresher for
the rest of us.
The course was conducted by Lancaster University lecturer Brian Hodgkinson,
who had delivered our previous training sessions. It involved written work, covering the hazards of workshop machinery and consequent important risk control
measures. There was also an exam at the end, as well as a practical exam which
involved each volunteer in turn using the machines. Brian was required to witness
us in action to ensure that we could be signed off as competent.
Many of us had already used a circular saw before and were fairly comfortable
with the new one. Having now used the new machine to cut wood for the first time
we were all taken aback by the quality of the finished cut, which looked almost
planed. Brian also showed us how to safely deal with wood that was getting jammed
in the blade and the safe positioning of the fence. These machines have to be treated
with a great deal of respect as they take no prisoners if not used properly! Consequently, we were a bit apprehensive when it came to the large planer/thicknesser,

The new machines have enabled us to produce complicated shapes such as these lighting conduits,
seen in position in the photo on page 5
John Leather

which most of us had never used before - let alone one with TWO exposed 24inch
blades rotating at thousands of revolutions per minute. Brian demonstrated how the
blades needed to be set and how the wood should be fed into the machine. We
found it far easier to manually push the wood through than we first thought, however. Again the quality of the finish was very impressive. Brian also showed us how
to thickness wood and plane an angled side. The planer dust extractor shoot was
found to be not all that efficient at collecting dust and so a modification has been
subsequently made to enclose the blade better.
Finally Brian demonstrated how to create a mortise and tenon joint using the mortiser machine. At the end of the two days of training we were all very grateful for
the time Brian had given us and the new skills he had taught us.
As an example of what we can do now, the pieces of ceiling conduit in the photo
above were first sized on the planer thicknesser, then the curves were marked out
from originals and cut using the bandsaw, finally the grooves were cut using a hand
held circular saw.
This is really good practice for the complicated pieces that will be needed for the
frame repairs on the NRM Third Open 7828, and let’s face it - the more we do, the
better we’ll get!
Alan Taylor

John Powell gets to grips with the planer/thicknesser
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METEOROLOGICAL DEPARTMENT
We now have a small weather station on the top of our shed. What does the
LMSCA want with a weather station I hear you ask yourselves? Well, in view of
the current climate (!) of global warming we are considering how we can make less of an impact on the environment as we look to expand our facilities. Consequently we are considering different forms of renewable
energy, including wind power. However, in order for a
wind generator to be of any use you need a good supply
of, well, wind! Now although we generate a lot of hot
air, especially at lunchtime, we don't know how much
and how fast the natural wind is at Rowsley. So in order
to find out we acquired a weather station that incorporates an anemometer. This device measures and records
wind speed and direction. The average wind speed required is 8 mph for our generator to be viable. Although
we are not on top of a hill, the valley is 4 miles long and
runs in the direction of the prevailing wind. So over the
next 6 to 12 months we are using the weather station to
The Met Office Alan Taylor
record and determine this for us. If these results indicate
the wind generator not being viable, we still haven't wasted our money as the station
also records internal and external temperatures and dew point! This will enable us
to decide whether we can paint our carriages or not, helping us to prevent a "paint
job" being ruined. Its also good fun plotting weather graphs!
Alan Taylor

This LMS Period I carriage, which received a period 3 LMS makeover in the
late LMS era, has had a lot of work carried out on it by Harvey Coppock and
Ben Riley, involving making the vehicle
operational for the Mixed Traction weekend and thereby becoming the first LMS
and LMSCA carriage to work on a timetabled service (albeit freight!). This carriage worked out of Toton depot on the
breakdown train along with Peak Rail's steam crane! Seeing them together again
being hauled by Class 44 D8, also a Toton locomotive, recreated a bit of history.
Who knows, the three of them might have worked together whilst in BR service?
Alan Taylor
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Every year we have an “LMSCA Works Outing”. This year we decided to go to the
Nene Valley Railway (NVR) at Peterborough. There are two reasons for having a
works outing: it enables us to see how other railways are getting on (the NVR have
a LMS Traveling Post Office (TPO) vehicle currently undergoing restoration), and it
also enables us to have a break from what we’re doing. There was also one other
reason for going – it was the NVR’s Traveling Post Office (TPO) weekend - right up
our carriage “nutters” street.
In all seven of us went, traveling by train of course, and met up at Peterborough.
The normal timetable was reduced for the event to enable the TPO demonstration
trains to run in between the service trains. On arrival at Peterborough (Nene Valley)
we caught the timetabled steam train, hauled by resident B1 ‘Mayflower’, to Wansford. It was a quick hop over the footbridge to board their newly acquired rake of
Mark 1 TPOs hauled by also newly acquired Class 47 47270. Although they had
only acquired the vehicles in January volunteers had already re-fitted re-constructed
mail exchange apparatus to the side of one of letter sorting vehicles – the first time it
had carried such equipment since 1971.
Once on board the TPO, which was rather full in the sorting carriage, we met a
former Peak Rail director who had come over with a bus load of friends. The doors
were shut and the train took us to Sutton Cross, where the demonstration mail exchange equipment is located. On arrival we all disembarked to be greeted by at least
10 NVR volunteers dressed in old Royal Mail uniforms, who were going to demonstrate the mail exchange process to us.
With visitors all assembled on the viewing platform, by the mail exchange equipment, the volunteers started to prepare the mail bags, whilst the 47 reversed the train
down the line before storming forwards again past the mail exchange apparatus.
Cameras started whirring into action as the train approached. Clickerty-clack…
CLICKERTY-CLACK…CLUNK, CLUNK, CLUNK…CLICKERTY-CLACK…
clickerty-clack… (that was my impression of a mail drop …. well I tried!) However, one demonstration was not enough and so it was repeated a further three times!
It was probably the first time that many of the visitors had seen mail exchange in
action and the demonstration was really quite a spectacular, enthralling, and educational experience for us all and well worth the £13 day rover ticket price.
After four demonstration run pasts, we got back into the train which took us back
to Wansford. On board there were other volunteers, dressed in their Royal Mail
uniforms and dust jackets, giving demonstrations of sorting the mail. Also present
was a film crew for a local TV news report.
Back at Wansford we decided to have something to eat whilst we put the world to
rights. One of our party met someone they knew, who then gave us a guided tour
around the NVR sheds where they carry out the repairs and overhauls. He also
talked to us about how they deal with the engineering differences between British
and European locomotives. We also got to see the LMS TPO, which is currently
under restoration and was also involved in the Great Train Robbery!
We were then shown around the new workshop they are building. They got it from
Exchange & Mart second hand refurbished. It cost £30,000 to buy the shed, which
9

A selection of photos from the LMSCA outing to the Nene
Valley Railway, showing the mail bag mounting and exchange. For those with internet access, there are several
videos of the event on www.youtube.com, just search for
Nene Valley Rail Mail, there’s even a short clip from someone called Twelvewheel - who could be the editor! Members
are also seen admiring Gerald Boden’s immaculate B1
Mayflower, and inspecting the LMS Period I BCK
18017/6678 which has now been purchased by one of our
members. Below we look over the very extensive work being carried out by the NVR TPO Group on M30272M,
which came from the National Collection in 1996. One corner of the chassis has had to be completely renewed due to
corrosion caused mainly by the toilet.
Photos: Alan Taylor and Ed.
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incorporated overhead crane running rails, and included erection! Cladding and the
actual overhead crane cost extra. Our guide said if you knew where to go, the cladding
can work out cheaper than other places.
He also explained why they decided to go for a 10 tonne overhead. He said a 30
tonne would have been the ideal crane capacity to lift everything that would need lifting. However, this would have made the shed rather more expensive. Besides, they
also have a 40 tonne rail crane if they needed anything like that lifting. In addition
they have a set of railway vehicle jacks, which can be used for lifting frames or carriages whilst the 10 tonnes overhead crane is ideal for lifting things like bogies. In
other works they had put some considerable thought to the problem to make sure they
had covered every eventuality and not made any knee jerk decisions.
The other point he made was that only one track was going into the shed. The reason
for this was simply to allow plenty of space to fit the workshop machinery and also
swing the preverbal 'cat' round when taking locomotives or carriages to bits. It’s interesting that they don't seem to segregate the rolling stock there. Steam, diesel, carriage or wagon – it’s all together. Certainly the carriages we travelled on looked as
though they had just been out-shopped.
We were then taken across the tracks to have a look at the LMS carriage that they had
there. He also explained how they repair their Mk1 carriage ends with a complete
new sheet that they get profiled and bent at a local engineering firm. We were told
that a plasma cutter had been a worthwhile investment for them at about £600.
After saying our 'thank yous' we rejoined the train for a return journey to Peterborough. At Wansford one of our number got off to take a look at a bus! The rest of us
stayed on the train to go through the tunnel to Yarwell Junction, hauled by a Class
14. On arrival we spotted a well-known Peak Rail member, who came for a chat in
our compartment. We stayed on the train for the trip to Peterborough expecting the
chap that got off at Wansford to get back on, but there was no sign of him as we left
Wansford! It was at this point we got a phone call saying he had missed the (last)
train from Wansford back to Peterborough due to becoming delayed in the real ale
tent. Duh! He eventually got back home - with the help of the vintage bus.
The rest of us went back to Peterborough and parted company. Three of us caught
the same train home and so I managed to bore the pants off the others pointing out all
of the old railway lines, long lifted, that once used to wind their way to Wansford. We eventually made it into Nottingham, just in time to catch the train to Long
Eaton and Derby.
An excellent day that gave us all a much needed rest and change of scenery and a
view of how the other half work. I also made it home in time to watch ‘Doctor Who’
so I was very happy. Altogether a grand day out which everyone enjoyed.
Alan Taylor
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A return to Derby Carriage and Wagon Works with another excerpt from A Century of Progress, the booklet produced by J.B.Raford to mark the centenary of the works in 1965, by kind
permission. (Ed.)
Railways came to Derby in the year 1839 when, on 4 June, the Midland Counties Railway
opened between Derby and Nottingham. Also linking with Leicester this line was constructed
to enable the coal masters of the Notts and Derby coalfield to get their products quickly and
cheaply, to that town since they were under severe competition with the Leicestershire coal
masters, who already had the use of the Leicester and Swannington railway.
In 1844 the Midland Counties linked with the North Midland, who had a line to Leeds,
and the Birmingham and Derby Junction to form the Midland Railway with headquarters
at Derby. Under the first Locomotive and Carriage and Wagon Superintendent, Matthew
Kirtley, the Workshops at Derby were to maintain and later build the majority of the company's locomotives.
Passenger and goods vehicles were also repaired in these original workshops under Superintendent Charles Mills and Chief Foreman Robert Harland, although for some time to
come it was common to have some carriages repaired by outside firms. The first certain record of carriages being built in the works is in 1850, when Mr Kirtley was ordered to build two
second-class carriages to replace those broken up. Up to 1873 about 1100 replacement vehicles were built, plus about 250 as additions to stock. However, most extra carriages needed
for the huge expansion of the traffic in this period were built by contractors.
This state of affairs continued until Kirtley's death, in May 1873, when the Midland executive resolved to separate the two departments. A completely new Carriage and Wagon Department was created under a new Superintendent, Thomas Gething Clayton, who took office
on 1 July 1873 at a salary of £700 per annum. He came from Swindon, where he had been in
charge of the design and construction of the Great Western Company's new shops erected in
1868.
In earlier days he had worked as a pattern maker in that Company's Wolverhampton Shops
and it was said of him that, in spite of his ability, energy, experience and undoubted ingenuity, his carpenter's cap and apron seemed to cling to him for the rest of his life. Men were
treated rather as mice, hardly anyone ranking in his estimation higher than a glorified labourer, yet had the qualities of his heart been equal to those of his head he would have gone down
to posterity as one of the foremost railway Chiefs of all time.
Clayton's brief was to (i) reorganise and modernise the Midland's existing stock, (ii) design
and superintend the construction of new carriages by outside Firms, (iii) plan, design and superintend the construction of new carriage and wagon shops at Derby, adequate for the Midland Company's long term needs and (iv) inaugurate a programme for new construction
and maintenance for the Company itself to undertake.
On taking up his post Clayton had quickly realised that, although few vehicles were more
than 15 years old, much of the rolling stock was archaic in design, incorporating such features
as roof luggage racks and decidedly mediocre interiors. The inadequate facilities at Derby did
not allow him to begin serious replacement of the old stock until the new workshops were
opened, but he managed to build a few vehicles, including two experimental bogie carriages
13

Part of the paint shop, now lettered ‘C’, with a variety of stock receiving attention, taken about 1890

inadequate facilities at Derby did not allow him to begin serious replacement of the
old stock until the new workshops were opened, but he managed to build a few vehicles, including two experimental bogie carriages 47ft long. These were turned out of
the Etches Park shop in 1876. It was necessary for the time being to order badlyneeded additional carriages and, wagons from contractors. The width of carriage
bodies was increased from 7ft 6in to 8ft, and the length of compartments was gradually increased from that used by Kirtley, reaching in 1878 the sizes used for the next
20 years, 7ft 3in. for the first class and 6ft for the thirds. From 1875, following the
abolition of the second class, all seats in the third class were padded and partitions
taken up to the roof, while from 1879 seat backs as well as the cushions were padded.
A new area of land was purchased in November 1873, comprising some fifty acres,
and a plan for the erection of workshops covering some 12 acres was approved the
following month. The Way and Works Committee was requested to proceed with
the erection of the saw mill, machine and fitting shops, smithy, stores and foundry in
March 1874 and a plan for the offices fronting London Road was approved at the
end of June.
A year later the same committee was requested to erect the new wagon shop, carriage shop and carriage painting shop. While these shops were being erected a new
paint shop at Etches Park, planned by Kirtley and Allport, the Midland Chairman,
and which had been opened in 1873, was retained until the four years of construction work for the new shops were over, for it was not until July 1877 that the Works
was in full swing and producing the first new carriages. Even after that date Clayton
obtained permission to retain the Etches Park shop to store freshly painted carriages
while the paint and varnish became properly hardened.
Everything about the new Works was planned on a large scale. Foundations took a
14

year to dry out thoroughly and the quantities of brick, ironwork and timber needed were
prodigious. The space between the sides of buildings was kept at 85ft leaving room for five
lines of rails, and the space between buildings ends 70ft enabling the longest vehicles to be
traversed between shops to any of the lines of rails which ran the length of the inside of each
shop. The timber and saw- mills measured 320ft x 200ft; wagon shops 320ft x 200ft and the
carriage painting and finishing shops 400ft x 300ft, equipped with 17 lines of rails, each capable of accommodating ten of the old fashioned four wheeled carriages then widely in use. Parallel to this line of shops lay the three groups of workshops devoted to producing metal components, fittings and wheels. The iron and brass foundries were capable of producing 2,000 tons
of castings per year and the general smithy had 92 smiths hearths. A separate shop was able to
produce some 20 tons of a large variety of nuts and bolts in a single week.
Much of the machinery was driven by hydraulic power, and the really heavy items were installed in the basement areas below the normal workshop floor level. Carriage bodies were
lifted by hydraulic power and in the saw mill all the drive shafting and pulleys were contained
in the cellars beneath the shops, thus leaving the shop floor clear of obstructions. Two horizontal steam engines at the end of the shop provided the power.
One by one the nine new shops were brought into full use from the spring of 1877, and the
staff, many of whom had worked in the open air effecting the changes to over half of the entire
carriage stock made necessary by the Board's decision to abolish second class travel as from 1
January 1875, thankfully moved into their new premises.
Chief Foreman Robert Harland, originally employed by the North Midland Company on 1
February 1840, was transferred to the new department in July 1873 along with workshop
staff, and three clerks, formerly with Kirtley, joined Clayton's staff in August. Harland died
on 24 June 1876 and his loss was deeply mourned by all.
Other senior staff who it is believed were transferred include William Humber, the Foreman
Painter (another North Midland man); Thomas Tomlinson and William Bartlett, Foremen of
the Wagon Shops; John Goodwin and William Goodall, the Carriage Shop Foremen; and
William Jones, Smiths' Shop Foreman and an old Leicester and Swannington Railway employee. John Stableford, the Inspector of private wagons was the longest serving member of
staff having been first employed in October 1833 according to official records! New staff included Peter Ellis, engaged as Draughtsman, in September 1873 who later became Chief
Draughtsman, a post he held until his retirement at the age of 66 in June 1911.
Despite an increase of two shillings per week in wages for most workmen, labourers and lifters, Clayton had great difficulty in recruiting the right type of staff. The Midland Company was
gradually putting its staff on piece-work but there was widespread opposition as the workers
wished to continue as before, and many left the service rather than change to the new system.
Another problem was the employment of some 100 women in the finishing shops on tasks
such as production of upholstery, window blinds and panel polishing, which activity provoked
really strong opposition from the Trades Unions.
A deputation met Clayton but he refused to change this system and a few women remain in
some of these jobs even today. In Midland days almost all of the women employed were either
widows or daughters of the Company's servants.
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By 1878 some 13½ acres of the site were occupied by covered workshops at a total
cost of £300,000 and the works were in full production by the end of that year.
Among the first carriages to be turned out by the new works in 1878 were 40ft bogie
carriages both with and without brake compartments and luggage compartments, 26ft
third class brakes (designed to use up materials prepared for use on long bogie-vehicles
not built), passenger brakevans, 40ft family carriages and some 30ft vehicles for Post
Office use. The first 54ft vehicles to be built at Derby were for the Midland Scotch
joint Stock services between St Pancras and Edinburgh (Waverley) and Glasgow (St
Enoch), ten being completed by mid-June 1879, at a cost of £915 each.
In 1883 the first batches of 54ft bogie vehicles were built for the Midland's own
use on Liverpool expresses and the following year the first sleeping cars were constructed, although these were only 32ft long and for the use of families, six being
for the Midland and one for the Glasgow and South Western Railway. Four years
later a batch of four different sizes of sleeping cars were built as an experiment
comprising one each of 54ft, 48ft, 43ft and 32ft vehicles.
On the goods stock side Lot Number 1 was for a pair of crane match wagons, and
the order was issued on 4 April 1877, the first of Claytons new series of orders.
Goods brake vans, cattle wagons, timber trucks and coke wagons were also ordered
together with 1,000 each of low-sided and high-sided wagons - a great test for the
efficiency and capabilities of the new shops.
A special shop was constructed and in use from 1882 onwards rectifying a vast
collection of private-owner wagons, bought in by the Midland because of their unsound design and poor maintenance. Up to 1895 some 66,813 wagons were purchased at a fair valuation from their owners and put into safe working order. The
shop was equipped with its own Smithy and wood and iron working machinery and
was in heavy use until gradually the vehicles were replaced with new ones of the
Midland's own standard design.
At this point in our story as a relief from hard facts it is convenient to pause and
consider two of the many characters involved in the daily tasks at the works. Perhaps the best known figure of this period was Clayton's Chief Assistant, Thomas
Peter Osborne, who incidentally was always referred to privately, as TPO, railway
parlance for the Travelling Post Office, which fitted him rather well. Away from
work Mr Osborne was as genial and agreeable a gentleman as one could wish to
meet, but once inside the Works 'System' with a capital letter took him over, and he
carried out Clayton's instructions to the extreme. Men were generally treated as
children, and others, of even higher grade, had tasks set down in the most elementary terms. However, as Clayton's right hand man, much of the responsibility for
the laying out of the works had devolved upon him and great credit is due to him
for the way in which the immense task was carried forward to a successful conclusion. He became Assistant Carriage and Wagon Superintendent on 1 November
1898.
As we have said Clayton was a hard task master and by ruthless organisation old
men were displaced in large numbers and new younger men imported to fill their
places.
One of Clayton's faults lay in his letter writing, for he suffered from the frequent
16

use of the word `but', this being invariably the first word in all his letters. Moreover
one of his assistants was a Mr Butt which made matters even worse and resulted in
letters like the following:
`But our Mr Butt went to Hartlepool to see the oak-butts, but when he got there Butt
could not see them, but from what he could see it was but an inferior lot of butts, but
from samples Mr Butt picked out there were but few that he could accept' etc.
TW Maddams, the Traffic Inspector, was one of the few men to get the better of Clayton and just prior to one Whitsuntide the Traffic people were at their wits end for carriages for extra trains and the Works was of course full of them, both under repair and
waiting. Maddams approached Clayton but was told "I'm sorry.” “I'm sorry too, for the
worst of it is" said Maddams "that Rev ....(mentioning a well known Wesleyan minister) wants an excursion for Sunday School children, but I suppose I shall have to write
and tell him No." "In that case" said Clayton "I might stretch a point and try to see
what can be done. Don't refuse him, I'll let you have the stock you want" and Maddams
went on his way rejoicing over this inventiveness and blessing the existence of that
Methodist Minister.
In July 1888 the Midland Company completed the purchase of the entire Osmaston
Park Estate from Sir R R Wilmot and the trustees of Sir George Wilmot-Horton comprising some 235 acres, to be used for further extension of the workshops area.

The carriage repair shop, taken about 1890, note the hydraulic mechanism for lifting carriage bodies
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THE WHY AND WHEREFORE
Some more answers from the Railway Magazine with a carriage slant, by kind permission.
An LMSR TRAIN in LNW Colours
The only possible explanation that we can offer of “a train consisting of modern LMSR coaches, newly painted in what very much resembled the old L&NWR colours, but with the LMS
crest, passing through Winwick Junction, Warrington, on its way north, hauled by Horwichtype 4-6-0 locomotives Nos. 10462 and 10463,” is that you saw the LMS Royal Train, which
still perpetuates the old North Western colours of chocolate and white. We know of no other
modern LMS vehicles so painted except the LMS President’s saloon. We have no information
on the subject of your other query.
Keeping up with the LMSCA’s day out theme in this issue, here is Clayton 30ft TPO No.6 of 1879

Reply to Fred Garrett, January 1932.
Steel Eyes in Carriage Doors
The steel eyes which you have noticed fitted into the LMS carriage doors just below the handle
are emergency fittings for use in case of an accident occurring which jams the door in such a
way as to prevent its being opened by normal means. A bar can then be inserted into the eye
and used to prise the door open.
Reply to “LMS Season Holder”, January 1932.
LMS Stock with Recessed Doors

NEWS
First some rather sad news I’m afraid - LMS P3 BCK 6839 has been completely
burned out at Bitton on the Avon Valley Railway. The vehicle was unrestored but
nonetheless is a great loss. It is thought the fire was the work of vandals. Some
idea of the extent of the damage can be judged by the fact that the metal window
frames were so distorted with the heat as to be unsalvageable.
Some good news for the TPO folk at the Nene Valley Railway - they have received an Awards for All grant for £7,800 to erect a new set of lineside apparatus
at Yarwell Junction. Also work has started on replacing the roof sheets on their
LMS TPO.

A special set of vehicles with recessed doors and very distinctive appearance is employed by
the LMSR for the through services between Liverpool (Lime Street) and Newcastle-on-Tyne
via Leeds, Harrogate, Stockton, and Sunderland. We believe that these vehicles were specially
built for the services in question, owing to certain scant clearances on the LNER coast line
between West Hartlepool and Newcastle, so that the use of ordinary wide stock of the LMS
was prohibited; but we noted on a recent journey that standard LMS corridor stock is now being included in these trains.
Reply to Edward Hill, May 1932.

Many of the correspondents who contacted the Railway Magazine in those far off days (and
indeed into the 1950s and 60s) did not want to divulge their full names and used pen names
such as Pretty Polly, Midland Compound, Honiton Bank, and the totally honest Ignorant !

The Strathspey Railway are going to apply for a Heritage Lottery Grant to refurbish their two P3 LMS coaches, and have been in touch with the LMSCA for
pointers about P3 weaknesses.
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P1 TK No. 1371 built in 1924. Renumbered 1295 from 1933. Departmental service number
KDM395498. Later internal user number 024744. Originally constructed as a third class corridor carriage at the L M S Derby Carriage and Wagon works to diagram 1695. Dimensions 57' 0" x 8' 10½".
P1 RK No. 30005 built 1924. Constructed as a Full Kitchen Car (RK) at the LMS Derby Carriage and Wagon Works to diagram 1697. Renumbered 30005 from 1933. After withdrawal
from revenue earning service, converted in 1956 to the London Midland Region Track Recording Coach. Renumbered to departmental stock as DM395223. TOPS code: QXX. Dimensions
50' x 9' 3".
P1 TO No. 7828 built 1925. On 10 year loan from the National Railway Museum. Originally
numbered 16122 - one of 555 vehicles built at Derby to diagram 1692, the most common LMS
Third Open. Became part of a ’Control Train’, and was partially restored by the NRM at Derby.
Dimensions 57’ x 9’3”
P1 BCK No. 6720 built in 1929-30. Renumbered 9864 from 1933. Departmental service number TDM395845. Originally constructed as a composite corridor brake carriage at the L M S
Wolverton Carriage and Wagon works to diagram 1704. Rebuilt to Period 3 outline around
1940 to diagram 1704A. Dimensions 60' 0" x 9' 0".
P2 TK No. 3031 built in 1930. Renumbered 1501 from 1933. Departmental service number
DM395801. Originally constructed as a third class corridor carriage at the LMS Derby Carriage
and Wagon works to diagram 1782. Dimensions 60' 0" x 9' 0".
P3 BCK No. 6815 built in 1935. Departmental service number DS70247. Originally constructed as a composite corridor brake carriage at the L M S Wolverton Carriage and Wagon works to
diagram 1932. Dimensions 62' 0" x 9' 0".
P3 TO No. 9125 built in 1935. Departmental service number KDM395892. Originally constructed as a third class open carriage at the L M S Wolverton Carriage and Wagon works to
diagram 1915. Dimensions 57' 0" x 9' 0".
P3 TO No. 27109 built in 1945. In departmental service carried the number 65830. Originally
constructed as a third class open carriage at the L M S Wolverton Carriage and Wagon works to
diagram 1999. Dimensions 57' 0" x 9' 0".
P3 (Porthole) BTK No. 27001 built in 1950. Sold direct out of service to the Manchester Ship
Canal. Originally constructed as a third class corridor brake carriage after nationalisation at the
ex-L M S Wolverton Carriage and Wagon works to diagram 2161. Dimensions 57' 0" x 9' 0".

‘Not while 7828 is in the shed, please sir.’ Alan Taylor

P3 BG No. 31216 built in 1941. Eastern Region Internal User 041542. Donated to the
LMSCA by Jarvis Rail after being stored for 20 years in Wakefield Kirkgate goods shed. Built
at Wolverton to diagram 2007. Dimensions 50' 0"x 9' 0".
Mk1 GUV No. 86183 built in 1958. Renumbered 83183. Originally constructed as a general
utility van for British Railways by the Pressed Steel Company Ltd. to diagram 811. Dimensions 57' 2" x 8' 9".
Mk1 CCTs Nos. 94522, 94589, 94630 built in 1960. Donated to the LMSCA by Jarvis Rail as
BG 31216 above. Built at Earlstown.
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Back: Victoria is looking really good now.

Alan Taylor

Thank You
for viewing The droplight
in electronic format

