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WELCOME TO THE GLOBE! THE REGULAR JOURNAL FOR THE FRIENDS 
OF THE STOCKTON & DARLINGTON RAILWAY 

Dear Friends, 

2022 rapidly moves along and even though Covid is still 
a real issue for many, there are signs of ónormalô life 
returning, and work on the S&DR project for 2025 and 
beyond continues on many fronts. Myself and your other 
trustees and volunteers continue to participate in a 
bewildering array of project development meetings and 
events as we work with partners to do justice to our 
fantastic railway heritage. With grant aid from Historic 
England, we have now commissioned consultants to 
work with ourselves and colleagues at NRM 
Locomotion, Head of Steam and Preston Park to 
produce new material and resources for all museums 

and schools to use when teaching and learning about the S&DR. We hope this will be 
complete by the end of the year when we will share it with members. Also by the end of 
the year consultants from WSP will have completed a study (also funded by Historic 
England) of Early Railway Stations and passenger provision building on work by our own 
Brendan Boyle, Caroline Hardie and others. The end of the year will also see delivery of a 
study by Tricolor Associates on the long term management of the S&DR for 2025 and 
beyond, asking difficult questions on the role of ourselves, local authorities and others on 
how we finance the long-term care and interpretation of the line. 

Protecting the S&DR through designation continues, not just for individual buildings but 
also for large areas such as the first five miles (Witton Park to Shildon), where a newly 
revised and far more detailed boundary has been developed with our input by Historic 
England. Weôre also discussing with the three councils the creation of a conservation area 
covering much of the line; once the draft boundaries are set this will also come out for 
consultation. Finally, weôre also contributing to the creation of a list of locally important 
buildings, so if you have a favourite railway structure however so humble let us know and 
weôll see if it can get recognition.   

The impacts of government levelling up and townôs fund grants are beginning to make a 
positive impact on rail heritage with construction work on-going at North Road and 
Darlington Council taking forward land purchases and positive moves to rescue Edward 
Peaseôs House and its former garden. Weôre also aware of similar exciting initiatives in 
Durham and Stockton, so keep reading these pages and our Facebook group for news as 
it is announced.  

Possibly by the time you read this we will have had the launch event for the Yarm Branch 
Line book 27th July), researched by our members and published in partnership with the 
Cleveland Industrial Archaeology Society. Where better to hold this than the Cleveland 
Bay, the inn built by S&DR Chairman Thomas Meynell, opened in 1825 and still trading. 

If you feel intrigued or motivated by anything Iôve mentioned here or read in the excellent 
Globe, please do get in touch.      

Niall Hammond, Chair, Friends of the S&DR 
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The Friends of the S&DR. Who we are and what we do. 
We are a registered charity and we: 

 act as an umbrella organisation for all those interested in our railway heritage 
 lobby and work with local authorities and government 
 push forward on survey, research and conservation of the line 
 raise the profile and awareness of our heritage, locally, nationally and internationally 
 protect and care for the S&DR remains 
 explore the case for World Heritage Site status  
 support coordinated development of footpaths and interpretation to safely access the line 
 work with others on events for 2025, Bicentenary Year. 

THE SECOND GAUNLESS BRIDGE AND THE BRUSSELTON BRANCH 

Peter Singlehurst 

Saturday, the 13th of September 1856 was an historic day for the Stockton & Darlington 
Railway.  On this day the line from St. Helenôs Auckland to Shildon, over the Brusselton rope-
hauled inclines, was effectively bypassed. All the mineral traffic which, since 1825, had been 
taken over the inclines was now diverted onto a new, almost level, locomotive-hauled route 
known as the Tunnel Branch.  This ran from St. Helenôs to the north end of Shildon Tunnel 
where it connected to an existing line. Traffic then continued through the tunnel to Shildon 
and beyond. 

The opening of Shildon Tunnel in 1842 had allowed the coal traffic from Witton Park to avoid 
the Etherley and Brusselton Inclines (from 1843).  However, all the traffic from the 
Haggerleases Branch and West Auckland and St. Helens Collieries still had to make use of 
the Brusselton Inclines until 1856. Passenger traffic over the inclines had already ceased in 
the 1840s when St. Helenôs had, instead, been served by road with a horse drawn omnibus, 
first from the new temporary South Church station and later from Bishop Auckland station. 

Soon after the opening of the Tunnel Branch proposals were made to provide a passenger 
service along this line to a new station to be built at St. Helenôs.  Eventually, with the new 
station ready for opening, the Board of Trade Inspector, Captain Ross, came to inspect it on 
22nd June 1858.  In his report he stated that óThe old branch of the Brusselton Inclined Plane 
is now rarely used, and is considered as a siding.  It should be kept carefully closed by a 
locked chock block ï the key to be in the possession of the St Helens pointsmanô. (1) 

The old line does not appear to have been of any real use because when a site for a 
proposed Station Masterôs House at St. Helenôs was being discussed in July 1871 by the 
North Eastern Railway óDarlington Committeeô (successors to the S&DR) it was decided to 
build it across the trackbed of this line. (2)  This meant that the old line over Brusselton was 
effectively severed at the St. Helenôs end.  The Station Masterôs House was duly completed 
the following year and at a meeting of the óDarlington Committeeô Officers on 21st October 
1872 it was recorded that óThe Land Agent is requested to ascertain the Companyôs legal 
position in regard to disposing of any of the land forming part of the Brusselton or Etherley 
Inclinesô.  However, a month later the Land Agent reported óIt seems on the whole expedient 
not to take any steps for the sale of this land at presentô. (3) 

Obviously, the old line over the Brusselton Inclines was not seen as a strategic through route 
for locomotive-hauled trains in the event of a blockage in Shildon Tunnel or thereabouts.  The 
old Black Boy Incline from Shildon over the top of the tunnel with a spur down towards South 
Church was, however, used for this very purpose. It continued to be so for many more years, 
even for passenger trains. For instance, on 27th August 1880 and 14th April 1885 it must 
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have been quite a sight for the inhabitants of Shildon to see locomotive-hauled passenger 
trains running between the houses of Cheapside and Fulton Terrace above the tunnel. (4)  

In making his decision in 1872, the Land Agent would have been aware that the railway land 
lay over a rich coalfield and that sooner or later that coalfield would be exploited.  This was 
indeed the case for two years later, in 1874, Messrs. Ord and Maddison of Darlington sunk a 
shaft for a new colliery at Hummerbeck.  As far as is known this first shaft (at NGR NZ1838 
2514), was on the north side of Hummerbeck Lane and some 503m (550 yards) southwest of 
the Hummerbeck Bridge on the West Auckland to Darlington road, now the A68. 

In March 1875 Ord and Maddison made an application to the NER óDarlington Committeeô for 
the line to be re-laid from St. Helenôs station towards Brusselton West Bankfoot for the new 
colliery.  A meeting of Officers on 3rd April 1875 considered the application and this was 
subsequently costed at £1260.  At a further meeting on 16th November 1875 this was 
deemed satisfactory, and the re-laying of the line was approved. (5)  At this time the bridge 
over the Gaunless was described as ónow disusedô. (6) 

 

The Gaunless Bridge shortly before the decking was replaced and the abutments altered 

In the meantime, on 13th November 1875, Ord and Maddison were advertising for a 
contractor to lay half a mile of railway from the old S&DR route to Hummerbeck and on 29th 
December for the sinking of another shaft at Hummerbeck. (7) This venture into coal mining 
was fairly new for Ord and Maddison, who had previously concentrated on stone (and lime) 
quarrying.  They did already have another small colliery at West Copley in the upper 
Gaunless valley which operated for a few years.  

At St. Helenôs station a new junction for the line to Hummerbeck was required.  It was 
connected to the óUpô line (Barnard Castle bound) at the south end of the óUpô platform of the 
passenger station. The line then ran round the Station Masterôs House on a new alignment 
then onto the old S&DR route over the Gaunless Bridge.  On 29th May 1876 the NER wrote 
to the Board of Trade to say that óthe works are now ready for inspectionô and this was duly 
carried out by Colonel Hutchinson two weeks later.  His report dated 15th June 1876 
sanctioned its use. (8) 
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However, although this part of the work can be shown to have been carried out, the same 
cannot be said for the half a mile of railway that was to be provided by Ord and Maddison 
between the former S&DR route and the colliery.  The year 1876 saw the beginnings of a 
slump in the iron, steel and coal industries.  Many collieries in the area were now idle and the 
situation grew worse the following year and continued until 1879.  It is possible that this 
curtailed investment in a new venture such as this and that the railway was not completed. 

 

With the River Gaunless behind us we are looking towards West Auckland station in 1955.  The 
original S&DR route of 1825 ran on the left through the site of the later Station Masterôs House.  The 
1876 realignment is shown here on the right.                             (Photo: T.E.Rounthwaite) 

The colliery appears to have been completed but possibly never went into production.  It was 
recorded as standing idle in 1883. (9)  Research is still on-going, but Hummerbeck Colliery 
was not listed by the NER in a review of all collieries connected to the NER in 1888. (10)  In 
1890, the colliery, although closed, passed to a new owner as we shall see later.  By the time 
of the next edition of the 25-inch Ordnance Survey map, surveyed in 1896, there is no trace 
that the privately-owned section of the line was ever built or even of a bridge over the 
Hummer Beck.  This map shows only about 228m (250 yards) of the NER line from the 
junction at St. Helenôs station (renamed West Auckland in 1878) crossing the Gaunless 
Bridge on the way.  It terminated about 91m (100 yards) beyond (i.e., southeast of) the 
bridge. 

The next application to the NER for rail access came, in 1899, from a much bigger player 
than Ord and Maddison.  By now the economy was on the ascendant.  Bolckow, Vaughan & 
Company of Middlesbrough was at that time one of the largest iron and steel producers in 
Britain and became the largest within a few years. As well as the extensive iron and steel 
works at South Bank, Middlesbrough they also owned ironstone mines throughout Cleveland, 
limestone quarries in Weardale and some fifteen collieries in County Durham in addition to 
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several coke works. The company was still expanding and the demand for coal was 
insatiable. The nearby colliery at West Auckland, situated immediately north of the village, 
had been in the hands of the company for many years but now they looked to the coalfield 
south of the village, and to a coal royalty south of Pease & Partners St. Helenôs Colliery. 

The site of the proposed new colliery (NGR NZ1936 2553) lay on the south side of the 
Gaunless Valley at the bottom of Brusselton Hill about 160m (175 yards) northwest of 
Backsandsides farm house. This was only a few hundred yards from the old S&DR route and 
therefore an ideal location for connecting to the rail network.  The sinking of the first shaft for 
the new Brusselton Colliery had reached the Harvey seam in January 1900, the Busty in 
June, and finally on 28th July the Brockwell at a depth of 144m (472 feet). (11) The coal in 
the Brockwell seam was renowned for its thickness and quality in the lower Gaunless valley 
area.   

After many negotiations the NER Traffic Committee met on the 20th September 1900 and 
recorded the following minute: 

óIt was reported that Messrs Bolckow, Vaughan & Company had made application for siding 
accommodation to serve their Brusselton New Winning near West Auckland Station and 
which connects with the old Brusselton Incline. 

The formation of this line has been used by the Mineral Department for a distance of about 
250 yards for the occasional storage of wagons and it is now proposed to utilise and extend 
this formation as shown on plan submitted at an estimated cost of £1,720. 

A plan was also submitted shewing the siding accommodation which Messrs Bolckow, 
Vaughan & Company will provide at their own cost beyond the Brusselton Incline. 

Recommended  -  That the work on this Companyôs property be carried out. 

Messrs Bolckow, Vaughan & Company to enter into the new form of Siding Agreement 
subject to minor alterations.ô (12) 

This agreement was duly signed on 5th December 1900. (13) 

The reference to óBrusselton Inclineô in the minutes above is misleading because the new line 
didnôt get that far.  It was entirely confined to part of the almost level section of line between 
West Auckland station and Brusselton West Bankfoot formerly known as the óSt. Helenôs flatô. 

It was realised, however, that the original bridge over the Gaunless could not safely support 
the weight of modern locomotives and would have to be replaced.  At a meeting of the NER 
Way and Works Committee on 15th November 1900 it was ordered that tenders should be 
invited for the construction of a new bridge.  At the next meeting on the 6th December the 
tenders were reviewed and it was resolved that the contract for the supply and erection of the 
steelwork for the new bridge be awarded to Messrs J. Shewell & Co., Bridge Builders, of 
Allan Street, Darlington. (14) 

The offices and works of this company were located immediately northeast of the famous 
óS&D Crossingô in Darlington where the former S&DR route crossed the east coast main line 
on the level. The works were rail connected by a siding from the former S&DR.  This 
company had been operating since at least 1876 but sold out to new owners in 1916.  They 
carried on the business with general structural engineering and press work rather than 
specialising in bridge building.  They still occupied the same premises when they finally 
closed in 1983. 
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The new bridge was to be a single steel span across the river supported on the original stone 
abutments. The main steelwork consisted of two fabricated flanged plate girders each 1.52m 
(5 feet) high by 18.28m (60 feet) long, arranged side by side and spaced 1.52m (5 feet) 
apart. These girders were suitably cross-braced together.  A timber way-beam laid along the 
topside of each girder supported the rail chairs and rails above.  A walkway 1.29m (4ft 3ins) 
wide was cantilevered outside the girders on each side with handrails along their outer 
edges. 

 

Figure 1The proposed alterations to the bridge dated 1901 showing the recesses inserted into the 
existing stone abutments incorporating the new steel span. (Search Engine NER Civ Eng Box 147)  

 

The second Gaunless Bridge of 1901 from the west, c.1955-8. (K. Hoole collection) 

The two stone abutments of the original bridge were 15.31m (50ft 6ins) apart across the river 
and, in plan, parallel to each other at the top.  However, at river level the south abutment had 
been built at an angle so that the clear span across the river on the east side was some 
0.83m (2ft 9ins) greater.  Starting a few feet above the river level the stone courses of the 
south abutment had been gradually adjusted course by course to come into line with the 
square top of the abutment.  It is possible that this widening between the abutments, in the 
direction of flow of the river, was a direct result of the rebuilding of the original bridge from 
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three spans to four after the flood damage of October 1824. This ensured that the last cast 
iron support pier in the river on the east (downstream) side was spaced some distance from 
the south abutment allowing room for any river borne debris to clear away. 

In order to accommodate the outer ends of the new steel span a deep recess had to be 
formed in the opposing (river) faces of the two abutments.  At the same time the angled river 
face of the south abutment was carried up to full height as it was no longer necessary to 
have a square top on this abutment.  This gave the new bridge a clear span of approximately 
15.44m (50ft 8ins) on the west side and 16.23m (53ft 3ins) on the east side. 

Before all this could be carried out the ironwork of the first Gaunless Bridge had to be 
removed.  A report dated 15th November 1900 stated, óThe railway companyôs men are now 
busy taking to pieces the metal bridgeô (15) and this was completed early the following year.  
At the Board meeting held at NER headquarters in York on 28th March 1901 it was directed 
that óthe old structure which is of antiquarian interest having been built in 1823 or 1824, be 
offered to the Darlington Corporation for re-erection in a suitable positionô. (16)  Evidently 
nothing came of this but to its credit the NER preserved the remains until they could be 
properly displayed at their new railway museum in Queen Street, York, a quarter of a century 
later. 

From its junction at the end of the station óUpô platform the new line followed the alignment of 
1876 and then the course of the old S&DR along the óSt. Helenôs flatô for a total distance of 
711m (778 yards - nearly half a mile) heading towards Broom Mill.  However, about 250 
yards before reaching the Mill it turned off the former S&DR route and headed south across 
the fields for a further 741.5m (811 yards - again nearly half a mile) to the new Brusselton 
Colliery. (17) This second length was a private siding owned by Bolckow, Vaughan & 
Company rather than the NER.  On the way it crossed over the Hummer Beck and then 
crossed Burnshouse Lane on the level before terminating (at NGR NZ1938 2548) in the 
colliery yard, about 274m (300 yards) south of Burnshouse Lane and about 110m (120 
yards) northwest of Backsandsides farm house. 

The new line opened on 20th May 1901(18) and was worked from the start by the NER.  Full 
production at the colliery was achieved after February 1902 when the second shaft had been 
completed and consolidated.  Although this colliery was referred to as óBrusseltonô by the 
NER it was known as óLadysmith Collieryô by Bolckow, Vaughan & Company.  This was, no 
doubt, a nod to the órelief of Ladysmithô of February 1900 in Natal, South Africa, during the 
Boer War which was still raging at that time.   

However, it wasnôt long before another player came onto the scene as far as the Brusselton 
branch was concerned.  This was Thomas Boddy, who lived at Glenton Hall in Hummerbeck 
on the West Auckland to Darlington road.  In 1890 Thomas Boddy (although at that time 
living at St. Helenôs) had taken on the closed Hummerbeck Colliery from Ord and Maddison, 
the coal royalties of which also included the Lutterington estate and extended, in total, to 
almost 500 acres. A new shaft was sunk at Lutterington which lay a short distance southwest 
of Hummerbeck Colliery on the south side of Hummerbeck Lane.  Lutterington Colliery was 
opened in 1891 and continued until 1895.  From then on it seems that the remaining coal 
from Lutterington was drawn up the Hummerbeck shaft (NGR NZ1838 2514) after being 
connected underground. 

Apart from some coal sold locally all the coal from these mines had to be taken nearly one 
and a half miles by horse and cart along the road to West Auckland station. Here Mr. Boddy 
had access to a siding, under an agreement dated 22nd September 1891, known as 
óLutterington Colliery Wharfô where the coal was loaded onto railway wagons.(19) It lay 
adjacent to the Goods Yard on the north side of the level crossing.  
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With the new railway to Brusselton (Ladysmith) Colliery being so close to his interests, 
Thomas Boddy decided to build a private line from this railway to his collieries. This was duly 
built, although in order to avoid crossing the West Auckland to Darlington road, it stopped 
short of actually reaching the collieries.  The Hummerbeck and Lutterington Colliery line 
branched off the existing privately-owned section of the Brusselton branch about 360 yards 
south of the old S&DR route.  It then swung round and headed southwest a few yards north 
of Burnshouse Lane and ran generally parallel to the lane to a point (NGR NZ1892 2547) 
about 110m (120 yards) east of Hummerbeck Bridge on the West Auckland to Darlington 
road.  The total length of this privately-owned section of line beyond the NER line was, at 
834m (912 yards), just over half a mile. (20) 

An agreement with the NER for working the traffic on the line was signed on 29th April 1904 
and the new branch line and sidings came into use shortly afterwards. (21) At the same time 
the Wharf at West Auckland station was given up.  The words óand Lutteringtonô were deleted 
from the official name of the new line in NER documents in April 1906. (22) Hummerbeck 
Colliery continued to operate and later the same year the Bolam Whinstone Quarry Company 
was also recorded as using the sidings for loading stone but this lasted for only about two 
years. (23) 

 

The OS 3rd ed 6-inch map as a base (revised 1914-5 and published 1924) with places mentioned in 
the text shown 

A most unfortunate accident occurred in the sidings near Hummerbeck Colliery on 4th 
February 1907. According to the Board of Trade report, mineral guard George Staley of 
Shildon was fatally injured after falling under the engine of his train while it was shunting into 
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one of the ófullô sidings near the colliery on a dark and frosty night at about 8.00pm.  He died 
a few hours later. (24) 

Thomas Boddyôs branch line to Hummerbeck Colliery was in use for only a relatively short 
time as the colliery closed in July 1909.  His collieries were run as relatively small operations 
and never employed more than about ninety workers, sometimes considerably less. (25) The 
line was described by the NER in December 1911 as óClosed - siding unfit for traffic.ô (26) By 
1915 the redundant branch line and the sidings near the colliery had been completely 
removed. (27) 

The line to Brusselton Colliery remained in use after the Hummerbeck branch had closed.  
Shortly before this closure however, there had been a major problem at Brusselton.  In April 
1909 the underground workings were drowned out by a sudden inrush of water from adjacent 
old workings. Some three hundred men and boys were rendered redundant for over two 
months while the water was pumped out and the mine made ready for production again.  
Much damage had been done with pit props being washed away causing many roof falls in 
the seams.  This temporary closure, of course, caused a major interruption to traffic on the 
line. (28) 

Eventually Brusselton was reported as closed in 1912 but according to an inventory of 1st 
September 1918, prepared by the NER, the line to the colliery was still open so possibly it 
was active again for a period during World War I.(29) However it had certainly closed by 
1921(30) and the privately-owned section of the line lay rusting away well into the 1920s at 
least, before it was removed at some time before 1939.(31) This left only the NER (now 
LNER) section of line along the former S&DR route in place.  This last remaining length of 
nearly half a mile was used by the LNER for the occasional storage of wagons.  For a time in 
the 1930s it was used to store some passenger carriages.  Local people remembered that 
the carriage windows remained intact, and no attempt was made to throw stones at them 
while they were there out in the fields.   

 

The last wagons at the end of the line in 1955, on the former S&DR route, looking towards 
Brusselton.  Part of Broom Mill Farm can just be glimpsed beyond the furthest wagon above the 
sleeper fence that closed off the trackbed at this point. Just before this fence the private line to the 
collieries diverged from the S&DR route and swung off to the right, although long gone by this time. 
These are the wagons that had to be manually propelled back to the station.  The line in the 


