Productivity Proposals
The "Understanding on Productivity" cobbled together in connection with the
1981 British Rail pay settlement contains six main proposals to make railway
operation more economic. How will these affect the Southern Region?
The "open station concept" does away with ticket inspection and collection at
stations, and this is done on the trains instead. On train ticket inspection is quite
impracticable with non-corridor compartment vehicles, as are still used in the
suburban area, and to check tickets effectively on all-stations commuter trains
would probably require far more staff than are presently employed at stations.
Outside the peak hours, compartment suburban coaches could, perhaps, be locked
out of use (though that requires a lot more work for someone), but ideally the
"open station concept" should only apply on lines where all trains have through
corridors. On such lines, all outside London, it is often possible for one man at
each station to both issue and collect tickets, so there is little need for a change.
It is, therefore, likely that in the immediate future "open station working" will not
be common on the Southern.
The abolition of guards on some passenger trains is also unlikely to come
about quickly. Considerable investment is needed to meet Department of Transport
requirements; trains must have power-operated doors controlled by the driver,
there must be radio communication to trains, and the operation can only be allowed
on lines with multiple aspect signalling and full track circuiting. It is worth noting
that the lines most suitable for trains without guards would appear to be those between
London and Dartford. Could the new class 510 units go to the Dartford lines, with a
view to experiments with one man operation of trains, as is proposed on the Bedford
line?
The implications of "variable rostering hours" are not clear, as nobody has
said exactly what this means. On the Southern it may mean no more than men
are paid for working longer than usual shifts at the standard rate rather than the
overtime rate. In view of the widespread staff shortages it seems unlikely that
fewer train crews will be employed. A possible effect of "variable hours" is that
a man might work during the rush hours only on weekdays and then do long shifts
at weekends, all within the standard working week.
The proposals for "single manning of traction units", "manning of freight
trains" and "trainmen" are inter-connected, though as most Southern trains are
multiple-units which already operate without a second man, the scope for economy
is not as great as elsewhere. However, if it is possible to introduce "trainmen"
who can act as guards, second men or travelling ticket inspectors, as required,
greater operating efficiency should result. No Southern locomotive-hauled passenger
train should require a second man, and a driver and trainman should be sufficient for
a freight train. Indeed, many Southern freight trains might be operated with a
driver only.
Let us hope that negotiation, and investment where required, can lead to
implementation of these proposals, to result in a more efficient, more economic
and more competitive railway.
367

Coming Events

368

Group News

369

G T Moody
It is with great regret that we must record the death, on 24 July 1981, of
George T Moody, at the age of 89. Mr Moody was one of the pioneers in the study
of the Southern Electric system and is best known as the author of what is still the
standard work on the subject, "Southern Electric". The first edition was published
in 1957, and the fifth edition appeared two years ago. Mr Moody served as
Treasurer of the Electric Railway Society for a number of years, and two booklets
that he wrote for the Society were reissued recently (and are reviewed in this "Live
Rail"). He had also been a member of the SEG and contributed an article to the
November 1976 "Live Rail".

Letters
SOUTHERN ELECTRIC CLOSURES
Dear Sir, As a former commuter on the Crystal Palace (High Level) line, I am
prompted to add to the notes on page 345 of the August issue of "Live Rail".
The first introduction of a shuttle service between Nunhead and Crystal
Palace came as a wartime economy in 1941. The headcode carried was ' P ' , in
each direction.
As a further economy "2 Nol' units were introduced about 1943 and carried
headcode '03'. This did not prove a success as the units could not cope singly
with the 1 in 78 gradient in wet and icy conditions.
In the post war period, the headcodes authorised for the all steel '4Sub' units
were:
2
57
86
87

Nunhead and Crystal Palace
Blackfriars and Crystal Palace
Victoria and Crystal Palace
Holborn Viaduct and Crystal Palace

In fact, the only period after electrification when there was a service to and
from Victoria was in the closing months of 1940, when the line to the City had
suffered severely in air raids.
The Pullman Cars stored at Crystal Palace (High Level) during the period up
to 1944 were the war damaged cars of unit 3052.
Two other points occur to me in connection with the article. Firstly, the 1939
electrification also included the western spur at Sturt Lane. On the main line west
of Brookwood conductor rails were installed on the slow lines to a point just short of
the bridge over the Reading to Guildford line. Secondly, the present Gatwick Airport
station is built on the site of Gatwick Racecourse.

Dear Editor, I found the article on Southern Electric closures in "Live Rail" 67 very
informative. According to my records, Canterbury East received canopy roofs from
Lullingstone in 1960.

(The article contained one of those errors that is so obvious it gets overlooked until
far too late; Horsted Keynes is the northern terminal of the Bluebell Railway,! GDB)
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THE COMMUTERS' CHARTER

Dear Sir, The August Editorial about the Commuters' Charter seems to do little
more than repeat the often-heard pleas from both BRB and the rail unions that the
tax-payer must pay even more - by one means or another - if a better service is to
be provided. As a non-railwayman, and therefore not guided by self-interest, I
consider that before these demands are made on the public at large there must be
some action by the railway industry to put its house in order. Time and again rail
pay awards are made at or above the rate of inflation, but with little if any moves by
the unions to improve productivity.
Thirteen years after BR's last commercial steam train, why do main line
locomotive-hauled trains still have a fireman? With the spread of electric train
heating, he will not even have the train heating boiler to look after! Yet, he is
still there, drawing all his pay, bonuses, etc. Why do Southern EMUs so often
have two men in the cab, and why are so many intermediate driving positions so often
manned? If, as I have been told, these are staff travelling on the cushions, who
would otherwise occupy passenger seats, should someone not look at the rosters to
reduce this unproductive mileage? Presumably the unions resist that.
What of strikes? Hardly a month goes by without a strike, or threat of one,
somewhere on BR. The fact that these strikes are usually local and unofficial is no
consolation to to the passengers and freight users affected.
BR management has much to answer for regarding wasteful expenditure. Why
do Southern EMUs now need 4xx class codes in addition to '4Sub', '2 Hap' etc and
why are depot allocation brandings needed when for so many years the system
operated perfectly well without them? Why change all the station name signs? The
old green ones were much more attractive than the dreary present-day versions. These
are just some examples of wasteful spending not benefitting the traveller one jot.
When new stock is built, what do we get but class 508 rubbish which is cheap
in every way but the priced By way of contrast the financial stringencies of recent
years have had two good effects for Southern commuters. The '4Cep' and '4EPB'
units are being refurbished, giving us much better and more comfortable vehicles
than the new ones. 508s should have no place on the Southern. I could quote more
examples of overmanning and waste, but space forbids.
I fear that to provide the railways with more taxpayers' money that they have
not earned will have precisely the opposite effect to that envisaged by your editorial
writer. It will merely encourage bad practices of the kind I have mentioned, leading
to a worse rather than a better service. Experience over the last 20-30 years bears
this out; over that period the taxpayers' input has gone up and up, as have fares,
whilst the general quality of service has deteriorated and continues to do so.
What is needed is stringency and competition with other transport forms to
sharpen up the railways. This should encourage good practices. Many will recall the
growth and development of the Southern Electric during the 1930s, a time of depression.
That achievement owed much to good management and clever use of resources. If BR,
both management and unions, can bring themselves to demonstrate a genuine willingness to make their industry more efficient, to bring back loyalties of the old company
days, to engender a true sense of public service, then I believe that the nation as a
whole would not object to providing the necessary investment finance. I, as an
enthusiast, would be very pleased to see this, but until that happens, and there is no
indication I can see of any change in attitudes, especially by the unions, then I am
convinced that all efforts by BR to filch even more from public funds must be very
firmly resisted.
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Branch Lines
SOUTHAMPTON BRANCH

The inaugural meeting of the Southampton Branch on 1 September was a
success, with ten SEG members attending and about the same number of people
from the Light Rail Transit Association with whom we are to meet jointly.
The meeting started with Eric Dash of the LRTA outlining the Association's
interests and giving details of publications available, lain Whitlam, the SEG
Chairman had agreed to come along and give a short talk about the Group, explaining
the preservation side, with '4 Cor' 3142 at Wansford, and also the various trips and
excursions. After the two talks a discussion was held as to when we should arrange
future meetings.
After a short break lain showed slides of 3142 and various SEG activities,
and John Home of the LRTA showed slides of various vehicles in the Middle East,
but finished with one showing work on rebuilding a Southampton tram.
The evening was enjoyed by all present and we should like to thank lain for
coming and all members who gave their support. It is hoped to hold further meetings
on the first Tuesday of each month at the Railway Institute, Leigh Road, Eastleigh,
starting at 1930. However, these arrangement have to be confirmed. The meeting
planned for 6 October will have a speaker from the SEG; that on 3 November will
have an LRTA speaker.
Anyone wishing to attend meetings should contact Don Ware (Winchester 68800)
or John Goodrich (Southampton 766592) for confirmation of arrangements.

BRIGHTON AND NORTH DOWNS BRANCHES VISIT TO NEWHAVEN HARBOUR
AND HOVE PARK, 18 JULY 1981

On the morning of 18 July a party of nineteen members assembled at Newhaven
Harbour for a tour of the port. Our guide, Captain Ken Newton of the Sealink ferry
"Senlac", gave us a brief rundown on the port's activities and then showed us round
the ferry "Earl Siward". This vessel had been used on services from Dover, and was
laid up awaiting sale. We were able to view the various decks of this ferry including
the bridge, car decks and engine room.
We bade farewell to Captain Newton at 1215 and went
for lunch at Rottingdean
before proceeding to Hove Park and the track of Brighton & Hove Society of Locomotive
Engineers. The track is a dual gauge loop, 3½ inch and 5 inch, round the north part
of the park and a number of locomotives were in steam for our visit. Our hosts
provided tea and biscuits and numerous rides were had by members.
Our final call was London Road station and the premises of Brighton Model
Railway Club, where a buffet tea was laid on. This provided an excellent opportunity
for a chat, following which Jeremy Chapter gave a slide show entitled "Non-British
Railways British Railways". This looked at a number of private railway operations
within the British Isles, preservation schemes and industrial lines featuring in a most
interesting programme.
A most successful day ended at 21 00. Thanks are due to all those who
supported the events, especially those who provided transport, and to Jeremy
Chapter for his excellent slide show. Ideas, please, for next year?
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Wilts & Somerset Railtour
SOUTHERN ELECTRIC GROUP AND R.C.T.S,

25 JULY 1981

Western Region refurbished suburban DMU L416 set off from Paddington at
0851, three minutes late, having awaited passengers who were delayed by a train
failure at Kilburn and had come from Euston in taxis. We stopped at Reading to
pick up more passengers and continued to Basingstoke where we changed crews.
The first branch to be visited was that from Andover to Ludgershall, which remains
open to serve the army camp at its present end. Fortunately, one of the platforms
remained, which aided getting out for the photographic stop. Next, at Quidhampton
the train almost reached the buffer stops, but unfortunately was unable to reverse
into the terminal.
At Merehead we were ahead of schedule and had fifteen minutes in which to
look round the Foster Yeoman locomotive shed and sidings. Locomotive No44
"Western Yeoman V", a General Motors machine, was seen and so was GWR
steam engine 6634 from South Wales, waiting to go on to Cranmore.
Our tour arrived fifteen minutes early at Cranmore and we were greeted by
David Shepherd. He described in colourful language the realities of railway preservation and brought home the high cost, sheer hard work and determination which is
part of running a viable preserved line. The party then divided to ride on the steam
train and, if lucky, ride in the experimental fibreglass coach, S1000. "Black
Prince" was in steam, whereas "Green Knight" is undergoing a major overhaul in
the shed. This is now at the stage of reassembling the renovated parts.
A raffle had been organised and the tickets were drawn at Cranmore, the first
prize being a Southern Railway enamel sign.
We set off towards London and travelled by the Trowbridge to Chippenham line,
which sees few passenger trains. At Swindon we paused and then continued down
the short branch to the Pressed Steel factory towards Hjghworth. On the way we
observed an industrial diesel shunter stranded at the buffer stops of its siding by a
large pile of scrap metal which had spread over the track.
Returning, we stopped again at Swindon and an HST was held up while we
cleared the platform. In the rush to depart, one passenger was left behind in the
station buffet We had a good run back to Paddington, passing the Great Western
Society's steam depot at Didcot.
It was reported that in spite of the heating being off, one coach of our train
did have heating, and one driver said that we ran on three engines out of the four
all day. However, it was an enjoyable tour and congratulations go to all those whose
hard work and organisation made it a success.
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Reviews
SOUTHERN REGION TWO-CHARACTER HEADCODES

G D Beecroft & B W Rayner
Published by SEG
103 mm x 148 mm, 30 pages, card covers

Price 55p (65p by post)

The fifth edition of this booklet has been updated to take account of the
changes to freight headcodes occasioned by the closure of Bricklayers Arms, and
the subsequent re-routeing of all trains which ran via the depot. The passenger
headcodes have not been neglected, Central Division have several new routes and
empty stock workings from Waterloo have greater coverage. A new feature is the
listing of destination displays fitted to the 508 units. These contain destinations
to which the units may work in the future, such as Windsor & Eton and Guildford.
The introductory notes to the booklet contain a wealth of information on the
principles and practice of Southern Region headcodes, explaining many of the
oddities to be seen up front. This well-produced and easy to use booklet remains
an essential travelling companion for those who use the Southern metals.
THE BRIGHTON TO PORTSMOUTH LINE

N Pallant
Published by Oakwood Press
Price £2.40 (£2.62 by post)
A5 size, 44 pages, 32 half-tones, sketch map and 3 pages of timetable extracts
After a somewhat flowery introduction, this book settles down into a good,
well-written history of the West Coast line of the LBSCR, with copious details of
the train services and locomotives used. It covers the period from the building of
the line, with appropriate parliamentary information, through developments in
LBSCR and SR days and electrification, right up to the retrenchment that has been
so prominent throughout British Railways in recent years. Numerous incidents are
highlighted, including accounts of the line in both world wars. Unfortunately, as is
only too common with this publisher, there are numerous misprints; in some cases
it is not even clear what the correct wording should be One wonders whether the
text was ever proof read. Despite this shortcoming, the whole account is well
worthwhile, and recommended reading.
THIS IS WATERLOO

Colin J Marsden
Published by Ian Allan
Price £1.75
A4 size, 56 pages, card cover, numerous illustrations

(£1.95 by post)

Waterloo is your reviewer's favourite station, so this booklet could hardly be
regarded other than most acceptable. Text, by J N Faulkner, describes the history
and operations of Waterloo and its suburban lines, with features on Nine Elms,
Clapham Junction, Stewarts Lane and Wimbledon depots. The Waterloo & City line
is not overlooked. There are numerous high-quality photographs, mainly by Mr
Marsden or from BR archives. Unfortunately, although the steam age and the
modern era are covered very well, the pre-war electrics are all but ignored. '3 Sub'
units are restricted to two shots of bomb damage at Wimbledon and the 'Cor's
only appear up corners of steam photographs. However, the excellent quality of
Mr Marsden's photographs of the current scene and several interesting track plans
compensate for this strange oversight. By today's standards, the price is
exceptionally reasonable.
THE DEVELOPMENT OF ELECTRIC RAILWAY ROLLING STOCK

G T Moody
Published by Electric Railway Society in 1957, reprinted 1981
6½" x 8", 12 pages, no cover, no illustrations
This is a useful little booklet which summarises all the different types of
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rolling stock used on British electric railways up to 1957. It is a straight lithographic reprint of the original, complete with some misprints, and is therefore set
out of the present day context. Nonetheless it is good value at 20p.
LONDON'S ELECTRIFICATIONS: 1890-1923

25p

G T Moody
Published by Electric Railway Society in 1961, reprinted 1981
6½" x 8", 14 pages, no illustrations, no cover
This is another reprinted booklet, of a paper presented to a meeting. It is a
useful reminder of how much electrification work was done in London around the
turn of the century. Whilst only a limited amount of information can appear, it is
clear and concise.
THE BRIGHTON BELLE

Nicholas Owen
Published by SEG
Price £1.30 (£1.45 by post)
203mm x 143mm, 33 pages, card cover, 15 photographs, one map.
The preface by Alan Melville is reprinted from the previous two editions of
this book and recaptures well the atmosphere on board the "Brighton Belle". It is
an almost affectionate account by a one-time traveller on this train.
The first section traces in fair detail the history of the "Belle", from the first
Pullmans to be built in America, up to the institution of a new set of Pullman Cars
by the SR for their "Southern Belle" service. This section contains several photographs of the steam-hauled "Belle" headed by different classes of locomotive. A
section of the 1913 LBSCR timetable publicising the "Belle" is reproduced. The
comparison between the 1913 and 1981 fares would be more accurate if the 1981 fare
level had been represented by the first class fare of £7.40, for the "Belle" was still
first class only in 1913. It does, however, show how nowadays we are paying more
for less.
The second section gives a general description of the '5Bel' units, but does
not detail minor changes, such as erasure of "...Third class" in the balloons on the
sides of the third class cars when 'third' became known as 'second' class in the
'fifties; or the change in colour of the roof boards. (As far as I can make out, the
roofboards used between 1932 and 1934 were cream with gold lettering shaded black.
Thereafter they were a dark red with cream unshaded lettering). Following the
description of the units is an account of their life, including details of the colours
of carpets, curtains and upholstery following refurbishing. It is a pity that colours
before refurbishing are not recorded, as this would have been particularly useful to
modellers. The section has a good scattering of photographs of the "Belle" taken
between 1934 and 1968. Nowhere have I seen photographs or records of any '10 Bel'
working involving a chocolate and cream unit in multiple with a blue and grey one,
and this deficiency is, unfortunately, evident in this book too.
The third section discusses the operating pattern over the years of the electric
"Belle" service, details and any changes to these being given. Particulars of
re-routing that occurred due to engineering works are also included along with
photographs of the "Belle" from the time it was repainted, right up to its last day
in service. The map that is included in this section is more detailed than its
counterpart in previous editions and shows the routes to Eastbourne (for the "Eastbourne Pullman") and London Bridge. It could, however, have indicated which of
the branch lines from the main route are now closed, as did the second edition map,
though, on the other hand, all convergences from the main route could reasonably
have been omitted since the "Belle" never really stopped at any intermediate
stations to provide connections. The map has an inset, which details the area of
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railway bounded by Hove, Brighton, Preston Park and London Road. The "likely
description of an ideal "Brighton Belle" run" and the gradient profile are not
reprinted in this edition.
The fourth section outlines the "Belle"s last day in service, giving some
details of "farewell specials" that ran that day, not least the SEG's "Southern
Belle" railtour. Mention is given as to what happened to some of the "Belle" cars.
The last section is a brief historical reference to the old Pullman workshops at
Preston Park, detailing its position and what it is now used for.
Appendix 1 contains timetables for 1938 and 1972 of regular "Brighton Belle"
workings (thus excluding the "Eastbourne Pullman"s runs). These timetables
include arrival and departure times to and from the carriage roads at Lovers Walk
and Victoria. Appendix 2 comprises two logs of "Belle" runs compiled by Bryan
Rayner, and Appendix 3 lists all fifteen "Belle" vehicles along with their present
locations and relevant comments.
This edition is for the most part an improvement on the last one. It has more
photographs, and useful appendices. Despite the increase in the number of photographs, it is a pity that the interior photographs present in the second edition are
absent in this one, as they would allow the reader who has not been in a "Belle"
vehicle to have an idea as to what the inside was like. This aside, the book gives
a very good introduction to the "Brighton Belle" but fastidious historians and
modellers will have to do a lot of research over and above reading this book.

Members' Queries
CARRIAGE WORKING NOTICES: These were issued for multiple unit stock
prior to 1938. A member advises that he has a volume for the Eastern and Central
Sections which is dated 3rd March 1929, and thus includes a.c. stock workings on
the Central Section.

LONGEST SOUTHERN ELECTRIC TRAIN: The longest diagrammed multiple-unit
train on the Southern is of thirteen vehicles; three four-coach units and a motor
luggage van. Sixteen coach trains are electrically practicable, but platforms and
signalling at many locations could not cope with this length. When a failed
electric train is assisted by another, resulting in a very long formation, it is usual
for traction circuits on the failed train to be isolated and care has to be taken that
circuits in the assisting
train and in trackside equipment are not over
Where possible, the assisting train should be driven in the series control positions
only, and the failure must only be assisted to the first place at which it can be
berthed.
PHOTOGRAPHS AT STATIONS: Further to the note in "Live Rail" 60, it is
confirmed that photographs may be taken at railway stations subject to the photographs being for private use only, flash equipment not being used, the photographer
holding a valid ticket, not trespassing and not causing an obstruction. Members are
strongly urged to co-operate with railway staff so far as photography at stations is
concerned, to avoid the need for British Rail to place restrictions on photographers,
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Modelling Notes
BUILDING A ' B I L '
Having constructed '4Cor' and '4Res' units from BSL kits without undue

difficulty, I recently went on to build a '2 Bil' kit from the MTK kit. In the course
of assembling this unit I ran into several problems. Other readers thinking of
constructing a similar model may, therefore, find some notes useful.
The first problem is that the kit is a hybrid of the two types of '2Bil' units.
The sides are based on the 1935 batch, 2001-2010. The cab ends and underfloor
equipment on the motor coach represent the 1937 and 1938 batches, units 2011-2152.
In this respect the kit appears to follow the Skinley drawing, which is also wrong!
The etched brass sides are excellent, but the cast whitemetal parts that make
up the rest of the kit vary from poor to unusable. Accordingly, I decided to take
the line of least resistance and build unit 2003 from the first batch. This series had
all-electric control gear (like the early 'Sub's, 'Nol's and 'Lav's) with most of
the equipment housed in cabinets at the back of the motorman's cab in the motor
brake third coach. This eliminates the need for accurate underfloor detail; there
isn't any
The cab ends can be corrected very easily by "rubbing out" incorrect pipework
with a fine file and wet-and-dry paper. New plumbing can then be added, made up
from brass wire. Reference to a good photograph of the original, such as the one on
page 24 of Alan Williams' book "Southern Electric Album", shows what modifications
are needed.
Like most MTK kits, the roof and sides come as a single piece, pre-formed
into shape. The next problem is that there is too much material in the roof
(Maunsell balloon stock?). I decided to substitute BSL roof sections. The first
step is to cut the roofs lengthwise, leaving half inch strips above gutter level, and
glue them to the underside of the BSL roofs. The outer ends of the BSL roofs were
cut back, inside the gutters, to a point level with the motorman's cab doors. This
left room for the domed outer ends of the roof to be built up.
Ends (BSL suburban inner ends) and sides were glued together and a flat roof
fitted to the driving ends. The gutter strips were trimmed to join up with the top of
the cast driving cab. The domed roof end was then built up using "Milliput" putty.
I found this easy to shape using fingers and a knife blade dipped in water. Once
hardened it can be filed and rubbed down to give a completely smooth finish.

As my unit was to be unpowered (the idea being to form an eight-coach
'Bil/Hal' train) I did not need a cut out area in the floor for the motor. The MTK
floors are narrower than the full width of the body so, to prevent the thin sides from
bowing in, I fitted BSL floor sections.
Compartment partitions, BSL seats and the MTK corridor partitions were fitted
to the floor. Incidentally, the interior corridor partition panels were painted cream
with dark varnished wood doors and window surrounds on these first ten units.
Using photographs as a guide, the Emmett-like rooftop collection of rainstrips,
cable runs and ventilators can be built up from wire, plastic card and anything else
that comes to hand.
BSL (again) bogies were used, except for the motor bogie which was built
using MTK parts with metal scale wheels.
So there it is.

The kit itself is not cheap and the large number of BSL parts
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needed to make a reasonable model added several pounds to the cost. However,
the finished model looks rather nice. It was probably worth it.

BUILDING A SOUTHERN ELECTRIC LAYOUT: 2

In "Live Rail" 60 research and planning of the model were discussed. Now to
the layout itself. The baseboards are built and track laid, wired and ballasted by
conventional methods, but the next problem is laying the third rail. All of the
layouts that I have seen with the third rail do not use it for current collection, but
have it purely as a non-working feature.
The third rail of the prototype is not of the same cross-section as the running
rail, but in model form the difference is so small as not to matter. In modelling
the general rule is to use the same size rail for the third rail as is used for the
running rail.
The P4 Society and the SRG are able to supply cast white metal insulators
which can be used if you work to fine tolerances, but glueing them down, painting
and fixing the third rail can be a tedious business. The method I use is equally
easy in N gauge and O gauge, and is as follows.

Collect up suitable rail; model shops are usually pleased to sell 'scrap' rail.
Discard the sleeper base and take a box of three-eighths inch flat headed brass pins.
Select a piece of rail and cut and bend to the correct length and contour. Put a
chamfer on each end and mount upside
down in a small vice. Then solder th
of the brass pins to the underside of the rail, at 6 inch centres for OO gauge. You
will need a tin of flux to dip the brass pins in before soldering. When set, paint
track colour and when dry gently tap the pins into the baseboard beside the track.
The pins should be between the ends of the sleepers, but where the inevitable end of
a sleeper clashes with a pin nip off the end of the sleeper. It is quicker to do this
than to be constantly re-soldering the pins in new positions.

The third rail is laid. The height in OO gauge should be about 0.5mm above
the running rail, and trial and error will determine what you consider to be correct.
Take your lowest and widest vehicle (usually I use a BR standard brake van with
low running boards) and check for clearances.
Lastly, with some fine wet-and-dry paper gently rub the top of the rail to
simulate use. Do not over do this as the third rail is never bright and shiny as are
the running rails.

One refinement to the method I have described in O gauge, and possibly in
OO gauge, is to thread onto the brass pins and glue, small white beads, to look
like insulators. Suitable white beads can be purchased from Woolworths, in the
form of necklaces.

Now to lineside buildings. Unfortunately, all generating stations, substations
and other lineside electrical gear has to be scratch built, but there are short cuts
open to the modeller. In the OO gauge use the Hornby water tower (R 505); cut off
the water tank and fit a flat roof and you have a substation. In the Lima range the
GEC transformer wagon (309068) is very useful „ Unload the transformer from the
wagon and position it by the track. It looks very realistic and little other work is
required. Slaters do a nice card kit of an ex-LSWR signal
box
(Sidmouth Junct
which blends in very well with the Southern Electric scene.
I hope this has given you some ideas; next, rolling stock
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CORRECTION

The Hornby suburban EMU, mentioned in "Live Rail" 62, is based on London
Midland Region "Watford" stock - hence the reason for it being shorter than a
scale '2EPB' and other details not appearing to be correct.

MEMBERS' QUERIES

POPULAR STOCK (AND OTHERWISE): So far as is known, there is no official
BR league table of rolling stock with most and least "passenger appeal". However,
the official view is, doubtless, "newer is better". Passengers who dislike fluorescent
lighting or prefer timber veneer to plastic laminate may have differing opinions!
MULTIPLE-UNIT COUPLINGS: The paragraph in "Live R a i l " 61 applies to post-war
stock only. Buck-eye couplings were not available when the first Southern electric
units entered service. Holborn Viaduct has been mentioned as a station where
suburban units with buck-eye couplers throughout would not fit into the platforms,
and the centre buffer and three link couplings within units make trains just short
enough. However, there may be other locations where length is just as crucial
and every inch counts.
BOGIES: What is the wheel base of SR motor bogies? The standard trailer wheelbase
is 8ft 6 in, but 'Cig/Big' motor bogies are understood to have an 8ft 9 in wheelbase.
Presumably, the extra three inches is needed to fit the traction motors in. What does
the inscription "9 x 4" seen on certain SR axle boxes mean? Are there any 9ft 0 in
wheelbase bogies on any BR coaching stock, past or present? Bogies are a
neglected, but interesting, subject, and any relevant information will be welcome.
TRACTION MOTORS: Although most Southern units have EE507 traction motors,
there are several variations on the standard type. Can someone provide details of
the different versions of the EE507, and say which units have each type?

CONDUCTOR RAILS: Under what circumstances are the ends of conductor rails
painted white? The practice does not seem to be as common as it once was, and
rails concerned were generally in station areas and sidings.
If you know, let "Live Rail" know] We have a number of queries relative to driving
controls and instruments on Southern multiple-units, but hope to deal with the
subject in a forthcoming article.
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'Deltic' Demise

Commuters' Complaints

SOUTHERN REGION TWO-CHARACTER HEADCODES

The compilers regret the omission of the following headcode:
75

Waterloo - Worplesdon - Guildford
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The Southern and the Royal Wedding
The wedding of HRH The Prince of Wales and Lady Diana Spencer on Wednesday 29 July 1981 required many special arrangements by the Southern Region. The
most obvious was provision of a special train to convey the royal couple from Waterloo for their honeymoon, but the Southern's contribution went well beyond that.
Press facilities had to be provided at various locations and additional trains were
operated to convey spectators to and from London. Special stands were erected in
the forecourt of Charing Cross station to give almost 200 disabled people an
excellent view of the processions between Buckingham Palace and St Paul's
Cathedral, where the marriage ceremony took place.
On the morning of Sunday 26 July there was a rehearsal of the wedding
processions, which attracted a fair crowd. The first trains on certain lines would
not have got passengers to London in time to see the processions, so additional
early trains were run. These were 0600 from Dover Priory to Charing Cross and
0630 from Eastbourne to Victoria. The 0625 from Faversham to Victoria started
from Ramsgate at 0545.
There was a firework display, attended by the Royal Family, in Hyde Park in
the evening on 28 July which attracted a crowd estimated as up to half a million.
The display did not end until about eleven o'clock and it took a long time for the
crowd to leave the park. In order to take everyone home, late evening trains were
strengthened, by an additional four-coach unit in most cases, and extra trains were
scheduled. However, in order to cater for the unexpectedly large number of people
further additional trains had to be hastily arranged at the last minute. Extra trains

were:
From Waterloo: 2355 to Guildford via Cobham; 0005 to Dorking; 0022 to Basingstoke; 0040 to Twickenham via Kingston, connecting with 01 09 Kingston to
Shepperton. The 2346 Waterloo to Staines was extended to Reading and connected
with 0029 Staines to Windsor and 0045 Ascot to Farnham. The 0016 Waterloo to
Strawberry Hill via Richmond was extended to Kingston.
From London Bridge: 0001 to East Croydon via Forest Hill; 0050 to Horsham via
Norwood Junction and West Croydon.
From Victoria: 2355 to Gatwick Airport; 0014, 0050, 01 40 & 0240 to Brighton;
0030 to Dorking; 0038 & 01 19 to East Croydon via Selhurst; 0043 to Sutton via
Crystal Palace; 2342 & 0050 to Orpington; 0045 to Dover Priory; 0212 to Faversham
connecting with 0400 Faversham to Ramsgate.
From Charing Cross: 2330 to Dover Priory; 2338 to Hayes; 2342 & 0040 to Dartford
via Bexleyheath; 2344 to Tonbridge; 2348 & 0018 to Dartford via Sidcup; 2358 to
Gillingham via Woolwich; 0040 to Sevenoaks. There was also a train at 01 30 from
Dartford to Gillingham.
The 2330 Victoria to Faversham was retimed to depart at 2339 and was
extended to Ramsgate, and the 0029 staff train from Victoria to Swanley was
advertised for public use. The 0054 staff train from London Bridge to Tonbridge was
also advertised, and started at Charing Cross. It connected with a special at 01 54
from Tonbridge to Maidstone West.
Virtually all trains left London very full, with passengers standing, but the
only significant incident was when the 0050 Victoria to Brighton, which was worked
by diesel units, failed to stop at Purley and 150 passengers were carried on to
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Coulsdon South. The traffic was much more heavy than at any time on the wedding
day itself. This was partly due to travel to and from the wedding being staggered;
the crowds gathered over several days and dispersed in phases. Some people went
home immediately after the procession from St Paul's Cathedral to Buckingham
Palace, others waited until the Royal Family had appeared on the balcony at the
Palace or until the Prince and Princess left Waterloo, and others spent the evening
celebrating in town. It was possible to see the wedding on television much better
than from the street and this, no doubt, resulted in many people staying at home
even though the weather was perfect and reduced rail fares were available. The
maximum day return fare from any Southern station to London was £4.00 adult,
£1.00 child. These fares were originally stated to be valid from 2200 on 28 July,
but in fact were available from 1800.
On 29 July there was very little non-passenger traffic. The newspaper trains
ran, with heavier than usual loads of special supplements and souvenir editions,
but no mail was forwarded from 2000 on Tuesday until 2000 on Wednesday. Most
mail trains were cancelled, but a few ran for stock balancing purposes. Virtually all
freight services were suspended for 24 hours from 0600 on Wednesday. Those which
did run were mainly Freightliner trains to and from Southampton and oil trains.
A weekday passenger service was operated on the wedding day, but with
various peak hour trains cancelled and other trains making additional stops instead.
A small number of additional trains were run very early in the morning. These were
0330 Bournemouth to Woking, 0430 Portsmouth & Southsea to Guildford, 0502 Dover
Priory to Charing Cross and 0540 & 0630 Salisbury to Waterloo. The 0422 empty
stock from St Leonards depot to East Croydon ran as a passenger train between
Bexhill and Three Bridges. Various early morning trains to London were strengthened
and the portions of the 0448 Dover/0442 Ramsgate and 0542 Ashford/0545 Sheernesson-Sea all ran through to Victoria as complete trains without attaching.
Among those up particularly early were the 186 disabled people, and their
companions, who had been invited by British Rail to view the processions from a
special stand in Charing Cross forecourt. The stands were designed and erected by
the Divisional Civil Engineer, Beckenham, and the scaffolding company, SGB.
The St John's Ambulance Brigade established a first aid post in Charing Cross
parcels office and Travellers Fare laid on lunch, with champagne, for the disabled
guests. Disabled persons from Southern Region stations all travelled to Charing
Cross by train. Those from other regions arrived by coach from the other London
termini between 0700 and 0800. Special items, such as lifting ramps to load
wheelchairs on and off trains and coaches, were borrowed from elsewhere on British
Rail and from the National Bus Company, to augment the Southern's own equipment.
Stands were also erected at Charing Cross for the press. The hotel itself could
not be used as a vantage point as the front of the building was closed off for security
reasons. Pressmen were also located on the railway bridge over Ludgate Hill, but as
trains were running in and out of Holborn Viaduct throughout the day the reporters and
cameramen could not walk along the railway to take their places. Instead they were
lifted up from the street by means of a special hoist.

After the wedding the crowds dispersed gradually, most people going home
between 1300 and 1600. A few additional trains were run on the South Eastern
Division, thus:
13 14 & 1344 Blackfriars to Orpington
1335 Cannon Street to Ramsgate via Tonbridge
1348 Cannon Street to Ramsgate via Chatham
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1415 & 1515
1420 & 1520

Charing Cross to Hastings
Victoria to Ramsgate

The piece de resistance so far as the Southern was concerned was the special
train to convey the Prince and Princess from Waterloo to Romsey, where they were
to spend the first few days of their honeymoon at 'Broadlands', the home of the late
Earl Mountbatten. This was officially not a Royal Train, but a private special, a
distinction which mainly concerns operating arrangements. The train was formed of
Mark II corridor first S13401, Mark I brake corridor composite S21268 and, at the rear,
the Southern Region General Manager's Saloon, TDB975025. The locomotive was the
inevitable 73142 "Broadlands". The first class coach was provided to improve the
train's riding and to reduce the level of locomotive and track noise in the saloon.
Railway staff travelled in the brake composite and the royal couple occupied the saloon.
The saloon was freshly overhauled and specially prepared for its royal duties.
The driver's desk in the large observatory was panelled over and the usual furniture
was replaced by two settees from the Royal Waiting Room at Victoria and two
specially made coffee tables. Two sets of curtains were fitted, one of the standard
"oatmeal' material used for curtains in '4Cep(R)' first class compartments, and
the other of definitely non-standard lace! "Broadlands" was repainted (it must now
have more coats of paint on it than any other British Rail locomotive!), its roof
being finished in pale grey. The entire train was prepared, cleaned and polished to
the highest standards at Stewarts Lane, where special head and tailboards were
made. In order to allow for the remote possibility of the stock developing a fault at
the last moment, '4TC' 433 was reformed with the buffet and brake first of '4Rep'
3015, and held in reserve as a substitute special train.
The empty stock left Stewarts Lane at 1450 for Waterloo, and ran via
Clapham Junction where it reversed. 73101 "Brighton Evening Argus" hauled the
train into Waterloo, with "Broadlands" attached to the rear. Arrival at Waterloo's
platform 12 was at 1516 and the train was positioned 'just so' with respect to both
the red carpet and the press stand. Waterloo had been specially cleaned for the
occasion and platform 12 was sealed off from early morning. While the train stood
in the platform, police dogs were used for a final search of the track for explosives.
At the front of the train the special headcode 'CD ' was put up, and Travellers Fare
stewards had refreshments ready in the saloon, both tea and champagne being
available.
The happy couple were driven to Waterloo in an open carriage, and were late
in arriving. However, the train waited for them It eventually drew out of the
station, with "Broadlands" on diesel power until clear of the points, eleven minutes
late, at 1641. This must have been the most widely witnessed train departure ever,
for the television audience was estimated to be 750 million people.
Stringent precautions were taken for the journey, for trains conveying members
of the Royal Family are not usually so well publicised. There were police at every
station and over-bridge en route and air space above the railway was closed to all aircraft except a police helicopter which escorted the train. The train itself was limited
to a maximum speed of 65mph, but five minutes were regained by Worting Junction
and arrival at Romsey, where further press facilities had had to be provided, was on
time, at 1804. The train later returned empty to Stewarts Lane.

Thus a happy and highly successful day came to an end. The Southern was
fortunate in suffering no significant incidents, apart from a displaced conductor rail
at Purley and a brief closure of Orpington signal
box
due to staff difficulti
concerned, no doubt, heaved a sigh of relief and would have agreed with the man who
said "I think we'd like about a year before we tackle a job like this again."
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Regional Review
STOCK NOTES

'4Sub' reformations have been completed with the following units having
exchanged compartment trailers for saloon trailers from withdrawn units:

4623 has 10124 (ex 4280) 24 July
4631 has 10328 (ex 4650) 22 July
4660 has 10130 (ex 4286) 21 July

4669 has 10261 (ex 4283) 16 July

4684 has 10270 (ex 4695) 10 July
4742 has 10319 (ex 4697) 15 July
4751 has 10302 (ex 4635) 15 July

4679 has MBSO 10862 (ex4283) on a permanent basis in place of 12699. Official
lists show MBSO 12677 and TSO 8953 in both 4278 (in place of 10851 and 10122)
and 4673; observations please.
By 16 July units 4636/38 & 4705 had been moved from East Wimbledon to
Norwood, and 4288 sent from Norwood to Eastbourne for a civil defence exercise,
4280/86 were hauled from Norwood to East Wimbledon by 23 July, on which date
4281 was moved from Hither Green to Shepherds Well. The remaining units at Hither
Green, 4289, 4675/89, were worked to Norwood on 27 July. 4280 ran under its own
power from East Wimbledon to Sevenoaks on 3 August for civil defence exercises in
the coal yard and, following similar exercises on the Tilmanstone Colliery branch,
4281 was hauled to Norwood on 5 August. 4288 was returned to Norwood from Eastbourne during the following week. 4280 was moved from Sevenoaks to Hoo Junction
on 19 August and 4281 returned to Hither Green on 27 August for fire fighting practice.
At the beginning of September 4641/55 were transferred from Mulfords Sidings,
Southampton, to Eastleigh Works.
As at 3 September, withdrawn 'Sub's still on the Southern were located thus:
Norwood 4283/88-90/99, 4619/32/35/36/38/48/50/75/77/81/89/95-97, 4705/35;

Eastleigh Works 4641/55,4701; Wimbledon 4286,4627/28/53; Hoo Junction 4280;
Hither Green 4281; Fratton 4693. In addition, vehicles 8941, 10146, 10339, 10449,
11381, 11491/95 & 12662 (withdrawn in 1976) were at Basingstoke, having been
moved from Micheldever on 20 July.
'4Sub' units 4645 & 4722 have had C6L overhauls at Selhurst and a number of
other units have been repainted, though not in blue and grey livery!
Further '4EPB' reformations are:

5131
5223
5224
5237
5239
5240
5250
5255

14261
14446
14448
14474
14477
14103
14499
14510

15412
15427
15209
15058
15041
15425
15073
15438

(ex 5224) 15259 14262
14445
(ex513l) 15042 14447
(ex 5240) 15055 14473
(ex 5223) 15057 14478
(ex 5237) 15428 14480
(ex 5255) 15068 14500
(ex 5250) 15443 14509

(ex 5239) 15411

to be facelifted as 5424
to be facelifted as 5419
to be face I if ted as 5417

to be facelifted as 5421

5131, 5223/40/55 are now all-saloon. 5416 will be formed of vehicles 14416 (ex5208) ,
15389 (ex5211), 15324 (ex5196) and a motor coach to be decided, and the order of
the vehicles in unit 5411 is 14475/15056/15192/14476.

'2 Sap' units 5618/22 have

gone to Horwich, their motor coaches to be facelifted for use in a '4EPB' unit. The
units may, therefore, be taken to be permanently disbanded. So far, units facelifted
at Horwich have been allocated even numbers in the 54xx series, and those from
Eastleigh have the odd numbers. There are slight internal differences between units
facelifted at the two works, for example the draught excluders are not to the same
design.
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A fairly clear pattern of vehicle codes has emerged for all facelifted 'EPB's,
except 5401. Each unit has one trailer coded DAK-1A and one coded DAK-1B,
Most motor coaches are coded CX, but a few are CX-2A and those in 5404 are CX-1A.
Motor coaches in 5412 are branded "CXD", but this is thought to be incorrect. It is
not possible to determine in advance how individual vehicles will be re-coded upon
facelifting.
Saloon trailer 15241 of '4EPB' 5113 has fluorescent lights and seats like
those in fully facelifted units. However, it has no false ceiling or draught excluders
and it has not been rewired. The vehicle code has not yet been altered. This partial
facelift was carried out as an experiment at Slade Green.
'4Cep' units sent to Swindon recently are 7105/12/93. New numbers are
1536 (7007), 1537 (7105), 1579 (7193), 1580 (7185). Some re-numberings have
been revised, thus: 7199 becomes 1581 (not 1582), 7015 becomes 1582 (not 1583)
and 7180 becomes 1583 (not 1584). This leaves number 1584 not used at present.
1536 will receive a further converted locomotive-hauled TSO, 71631, in place of
buffet car 69006. 71625-31 are coded BX-4E. The new '4Cep' number series has
been extended to 1620, to allow for the '4Bep' units being rebuilt as 'Cap's.
However, it would appear that twelve 'Bep's will remain as such. By early September units were in service up to 1531 and 1587. Units 1588-93 have TBL brake blocks.
The following formations, previously regarded as temporary, now appear to be
permanent:
417
7048
7423
7840

76331
76108
76773
76689

70860 70828
62070 69318
62411 70995
62341 70887

76301
76075
76639
76363

On 24 July '3D ' 1319 was reformed at Slade Green with DTS 60916 (ex1317)
in consequence of the level crossing collision near Ham Street three days earlier.
1319 had been repainted blue and grey, but 60916 is still all-blue. '4Vep' 7701
was working during August with motor coach 62197 (ex7736) as its own motor coach,
62121, was out of service at Fratton.
Units reallocated: 17 August 5025-28 SU to SG; 5224/34/37/39 (5424/22/19/17)

SG to SU; 7405 FR to Bl; and 7 September 7731 Bl to FR. The alterations on 17
August left the Central Division rather short of 'EPB' units for the units transferred
from Slade Green were all in works for facelifting, and delivery of facelifted units
had slowed down due to works holidays.
Isle of Wight car 25 has been condemned and is offered for sale as and where
lying at St Johns Road. The other three vehicles from '4Vec' 046, and unit 045,
have been out of service. '3Tis' 035 and car 10 worked the Pier shuttle during the
summer and the other units, as usual, operated in like-numbered pairs. Units 031
and 041 have been repainted internally in a shade of light green.
Driving trailer 77509 (ex 1205) is to be converted for use as a test coach at
Strawberry Hill. De-icing unit 013 is being converted at Selhurst from 'Sub' motor
coaches 11387/88 (ex4664) instead of 10841/42 (ex4384) as originally planned.

33025 was named "Sultan" on 6 August at Portsmouth Harbour, to mark the
25th anniversary of the naval training school, HMS "Sultan", at Gosport. Six class
73 locomotives are to be stored, the locomotives concerned being changed over every
six months to prevent deterioration. Initially, 73118/22/23/24/36 are stored at
Ramsgate and 73 126, which is fire damaged, is stored at Stewarts Lane.
Units fitted with AWS: Simplified 5718/20/26/57/63/65/70/71/76, 6018,
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7863/64/66-68; Baldwin 1112/17, 7361. From 24 August, AWS was made operative
on equipped multiple-units on the Central Division. In consequence, the only SR
units with isolated AWS are the Westinghouse-wired 1957 phase II stock and, on a
temporary basis only, diesel units 1112/17, 1306/17.
Units painted blue and grey: 1308, 5017/26, 5106/12/32/81, 5319/22/23/29,
5353/56, 5656, 6026, 6114/35/42/60. Generally, all units repainted at Selhurst are
finished in blue and grey, 'Sub's excepted, but some, though not all, suburban units
painted at Eastleigh are still painted all-blue. Facelifted 'EPB' 5414 ran for about
two weeks in all-blue livery before being repainted blue and grey at Eastleigh.
'2EPB' 5793 has a locomotive headcode blind, with letters, at one end.
Strange codes have been seen on the Windsor branch
All of the water cannon units will spread 'Sandite', instead of high-pressure
water, this autumn. Special measures are required at level crossings at Ashtead,
Strawberry Hill, Hampton and Mortlake to prevent problems with class 508 units
slipping on wet leaves. The units are having their anti-wheelslip devices modified.
Lucas Girling have developed a new type of disc brake for use on the class 510
units. The discs have vanes on the rear which improve heat dissipation by increasing
the flow of air between the discs and the wheels and by giving the disc castings a
larger surface area. Further innovations claimed are use of compacted iron for the
disc, and semi-circular split disc castings which can be replaced without the wheel
having to be removed.
In connection with the development of air-conditioned push-pull units for
Gatwick Airport services, Mk IId first open W3172 and Mk llf second open W6125
have been at Strawberry Hill for examination.
INTERESTING WORKINGS

'4Bep' units frequently appear on workings other than those indicated in the
official diagrams, quoted in "Live Rail" 62. The 1812 Cannon Street to Ramsgate
regularly includes a 'Bep' with a manned buffet, though sometimes this stock is
used to form the 1752 to Ramsgate. On the Central Division '4Big' units are often
used on '4Bep' diagrams, but on 11 August 'Bep' 7002 formed part of the 0636
Bognor Regis to London Bridge, which is booked '12Cig'.
The Sheerness branch was worked by '4Cep(R) ' 1601 on 15 August, and a
'Cep' was used on the Maidstone West line on 31 August. Conversely, the ban
on '2Hap' units in passenger service through Shakespeare Tunnel, between Dover
and Folkestone does not seem to be entirely effective so far. The ban also extends
to passenger trains with a motor luggage van at both ends, not that such has ever
been diagrammed.
'4Veg' 7910 formed part of the 1723 London Bridge to Brighton on 21 July,
and worked back from the coast next day on the 0639 from Littlehampton. On 23
July, 7907 was in the 0800 Reigate to London Bridge, and the same unit covered
a diagram including 1028 Victoria to Portsmouth Harbour and 1753 Portsmouth
Harbour to Victoria on 15 August. 7905 was the rear portion of the 1852 London
Bridge to Brighton, also on 15 August.
The 1352 London Bridge to Brighton included '4Hap' 6014/30 on 15 August,
and 6018/56 were part of the 0639 Littlehampton to London Bridge four days later.
The 1822 London Bridge to Brighton and 2037 return included 6035/39 on 5 September.
'Hap's have also strayed onto suburban workings; 6025/30 worked a diagram
including 0750 London Bridge to Epsom Downs and 1726 Holborn Viaduct to Sutton
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and London Bridge on 2 September. The 1249 London Bridge to Victoria via Clapham
was worked by '4EPB' 5405, instead of the usual '2EPB', on 21 August.

'6S' 1004 covered an Oxted line diagram on 28 July, including 1820 East
Grinstead to East Croydon. A more unusual substitution was '3D ' 1318 for a
Western Region diesel unit on 15 August, working the 1507 Gatwick Airport to Reading
and 1710 return. It would be interesting to know what headcode was shown.
'3T'
1403 visited the coastway lines on 22 August, en route for overhaul at Chart Leacon.
It returned via the same route on 29 August.
The 1659 Hounslow Loop service on 8 September was formed '8Cig' 7406/26
instead of '8Vep', but a rarer sight that day was '8Sub' on the 1738 to Alton.
There continue to be numerous substitutions for class 50 locomotives on Exeter
trains; class 33s usually fill the breach, but class 47s also appear. 47454 hauled
the 1225 from Exeter on 20 July and 47200 was on the 1710 from Waterloo on 26 July.
26 July also saw the 1525 from Exeter arrive at Waterloo, rather late, behind 73 117:
Special events have required extra late evening services from Crystal Palace,
On 29 July there was a pop concert, and an athletics meeting was held on 31 July.
One or two additional trains were run from Crystal Palace to Victoria, and a number
of up main line services were diverted via, and called at, Crystal Palace. On
Wednesdays, Thursdays and Fridays in the first three weeks of August there were
special trains, formed '12Cig', at 0830 from London Bridge to Hastings, returning
at 11 00 to Victoria, for students at a large language school.
Fine weather and bargain fares have required various additional services to the
coast on the Central Division. On 26 and 27 July there were specials from Victoria
to Brighton at 0954 and 1024. The 1000 Victoria to Bognor Regis was eight coaches
south of Gatwick, instead of four, on 13 August, and there were additional trains at
1025 from Three Bridges to Littlehampton and Bognor Regis, and at 1025 from Victoria
to Brighton. These trains were repeated next day and, in addition, there was a further
service to Brighton from Victoria at 1045, and the 0941 East Croydon to Eastbourne
DEMU started from Victoria at 0925. Sunday 16 August saw very heavy traffic to
the coast, and the operators must have regretted agreeing to engineering work
diversions via Lewes: '4EPB' was used to strengthen the 1022 Victoria to Brighton
and a relief train was run from East Croydon. The 1552 Victoria to Ore, formed
'4Cig/8Vep' terminated at Eastbourne and the '8Vep' was used to form a 1724
relief to London Bridge, departing only four minutes after the 1552 arrived: '12Cig',
booked to form the 1740 to Victoria, was used to take Ore passengers forward, and
it had to draw up at every station. A further extra train was 1905 Brighton to Victoria.
On 17 and 18 August the 1030 New Cross Gate to Eastbourne drivers' training trip,
worked by a class 73/0 and Oxted line set, was commandeered as a relief passenger
train.
On 11, 18 & 25 July a relief train was provided at 0750 from Moreton-in-Marsh
to Southampton via Basingstoke. This was worked by a Western Region diesel unit,
which returned home as the 11 52 relief Southampton to Bristol. The 1541 Brockenhurst to Lymington Pier started from Waterloo at 1400 on 1 September.
There have been a number of long distance excursions on the South Western
Division recently; on 14 August there was a return working from Poole to Edinburgh,
and on 23 August Bournemouth hosted an excursion from Penzance. Also on 23
August '8Cep(R)' formed an excursion train from Ramsgate to Portsmouth Harbour.
An excursion from Matlock to Southend managed to be routed via Southern lines on
9 August, running via Kew East and Latchmere Junction:
Bank Holiday Monday was the busiest day for excursion traffic. There were
locomotive-hauled trains to Windsor from Manchester Piccadilly; to Portsmouth &
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Southsea from Wilncote and Nottingham; to Portsmouth Harbour from Shoeburyness,
Stockport and Wolverhampton; to Bournemouth from Morecambe; to Poole from
Merthyr, Wellington and Rhymney; and to Weymouth from Ealing Broadway and
Great Yarmouth. Others ran to Central and South Eastern Division destinations.
There were further EMU boat trains between Waterloo and Portsmouth & Southsea
on 12 July for "Queen Elizabeth 2" passengers.
Waterloo & City cars 53 and 56 were hauled from Waterloo to Selhurst for overhaul on 21 July and 20 August respectively. A class 33 was used on both occasions
and the trains ran via East Putney and St Helier. Class 508s have run to and from
Slade Green for overhaul; 8014 was despatched from Wimbledon on 10 August,
returning ten days later. 8002 was due to run to Slade Green on 7 September. 8010
was hauled from Strawberry Hill to Selhurst, via Mitcham, by another 508 unit on
2 September. Class 302 a.c. unit 263 was hauled from llford to Eastleigh Works on
17 August, and 231 & 246 were returned to llford on 17 & 26 August respectively.
On Sundays in August, except Bank Holiday weekend, the line between Netley
and Fareham was closed until 1935. Bristol and Cardiff trains were diverted via
Botley and Chandlers Ford. The line was closed between Burgess Hill and Hassocks
on 9, 16 & 23 August, resulting in only one service each hour between Victoria and
Brighton, diverted via Lewes. Due to the slow lines being blocked between Norbury
and Selhurst on 22 & 23 August, various services were cancelled or diverted to
London Bridge. In consequence of engineering work disrupting the usual stock
diagrams, the 2241 stopping service from Brighton to Victoria was hauled by a class
47 diesel on 8 August and 5 September. On the latter date, 47275 (from Thornaby!)
with a ten coach load would have maintained the electric schedule, but for signal
checks. A block on the Mid-Sussex line on 6 September resulted in the 0958 from
London Bridge to Bognor Regis being diverted to Littlehampton via Bookham and Havant.
In consequence of engineering work the 1910 from Waterloo on 26 September, and
early morning trains next day, were scheduled to call at Chard Junction station,
which closed in 1966.
Weed killing trains have been active recently. The Fisons train ran from its
depot at Cambridge to Eastleigh on 16 July, and between 20 July and 5 August
covered almost all of the South Western Division, including freight branches. It
went on to cover South Eastern Division lines before returning to Cambridge on 26
August.
The Speno Rail Grinding train worked in the Maidstone East and Folkestone
areas from 18 July until 2 August. During the first week of August the Speno Track
Recording Machine made a run to Brockenhurst and thereafter operated on various
South Eastern Division lines. This was followed by the BR Ultrasonic Test Train
which operated in the South Western and South Eastern Divisions for a few nights
from 10 August. This intense scrutiny of the Southern's rails continued from 14 to
27 August when the High Speed Track Recording Coach, DB999550, was back on the
region. It generally operated between a pair of '2Hap' units, as previously, but on
the South Western Division it was booked to work with a class 73/1 locomotive and
a '4TC' unit. On 18 August, however, a '4Vep' was substituted for the ' T C ' .
That day the Lymington branch was recorded and, due to lack of spare paths, the
track recording train formed the 1812 passenger service from Brockenhurst and 1827
from Lymington Pier. Passengers were confined to the 'Vep'
508 unit 8002 is still being used for brake tests on the Shepperton branch and
from 17 to 21 August 8010 was used to make up an eight coach test train. During
the week ending 11 September 8003 was used for test runs between Wimbledon and
Basingstoke.
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INCIDENTS

15 July: '3T' 1404 derailed at Fratton sidings, trailer 77503 coming off the rails.
16 July: '4EPB' 5409 collided with stop blocks at New Cross Gate sidings, and
vehicles 14206 and 15047 were damaged. The unit is being repaired at Slade Green.
18 July: Trains were diverted via Catford about 0800, due to a lineside fire at Kent
House. Current was off between Dover and Folkestone from 1745 until 1900 while
police searched the line for an absconder from a nearby Borstal. Some trains were
diverted via Canterbury West. A blown cable fuse at Portsmouth caused delays up
to 50 minutes.
19 July: The 1340 boat train from Folkestone caused a series of fires between
Beckenham Junction and Herne Hill due to sparks from the brakes on '4Cep(R) '
1600, which were hard on. The Fire Brigade required the current to be off and some
trains were diverted to Charing Cross. Others ran via Nunhead or terminated short.
20 July: Another fire near Herne Hill resulted in traction current being off between
West Dulwich and Voltaire Road from 1615 until 1645, badly disrupting services.
21 July: The 11 49 Hastings to Ashford, worked by ' 3 D ' 1319, hit a tractor which
had become stuck on Warehorne crossing, near Ham Street. '2EPB' 5682, forming
part of the 1235 Holborn Viaduct to West Croydon, derailed in Herne Hill down loop
and was not re-railed until 0230 next day. Holborn Viaduct and West Croydon trains
were diverted to London Bridge and some Chatham line peak services were diverted
via Catford or were cancelled. Due to a guards' dispute at Slade Green a number of
afternoon trains were cancelled.
22 July: Numerous trains were delayed or cancelled due to defective points at Brixton
from 0730 until 0900. 47511 failed at Selhurst whilst working the 0905 freight from
Westbury to Salfords and was assisted by 33037,
23 July: The 0307 Temple Mills to Sheerness freight, worked by 33059, failed at
Ravensbourne and was hauled forward to Swanley by 33212, Early morning down
trains were diverted via Herne Hill.
24 July: Electrical faults caused loss of power on the Hampton Court branch during
the evening peak.
25 July: There was a freight train derailment at Hassocks.
26 July: The 1642 Poole to Liverpool failed near Christchurch, The 21 09 Victoria to
Ramsgate stopped at St Mary Cray after a shoebeam was knocked off driving trailer
76892 of ' Vep' 7869. The train was assisted to Swanley by 33204 shortly after 2300.
27 July: A man fell in front of the 0457 Gillingham to Cannon Street at Chatham,
badly disrupting services for several hours. Woodside signal
box
was clos
0700 until 0845. All Addiscombe and Sanderstead trains were cancelled and a
number of Hayes trains did not run due to stock being berthed at Addiscombe.
28 July: Due to a points failure at London Bridge, the 11 56 Charing Cross to Dartford,
1203 Charing Cross to Ashford and 11 30 Dartford to Charing Cross had to run via
Cannon Street.
29 July: 73006 displaced the conductor rail upon departing from Purley with a special
tank train. Orpington signal
box
was closed for a short while during the afte
to "staff difficulties" and trains were diverted via Bat & Ball.
30 July: The Hayes branch was closed during the evening peak in consequence of a
fire at Eden Park.
31 July: There was loss of traction current at Portsmouth Harbour from 1015 until
shortly after 11 00, The 1354 Victoria to Margate terminated at Bickley due to
defects on '4Cep' 7166. The 1339 Victoria to Dover Western Docks hit an engineer's
trolley on the line near Buckland Junction, damaging '4Vep' 7774. Orpington signalbox was closed for three hours from 1820 due to staff sickness. Local services from
Victoria terminated at St Mary Cray and other trains were diverted via Bat & Ball.
Evening services were delayed up to half an hour due to a lineside fire between
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Angmering and Rustington. The 2252 Waterloo to Weymouth had to stop at Wimbledon
so that police could deal with a disturbance,
1 August: The 0545 Waterloo to Weymouth, '8TC/4Rep' 415/412/3012, had to be
assisted by 33105 from Basingstoke, but the locomotive failed between Brockenhurst
and Sway. '4Vep' 7701 failed outside Surbiton on the 1028 from Portsmouth Harbour.
2 August: An engineer's train derailed at Staplehurst and the line was closed until
11 30.

Trains ran via Maidstone East, but were delayed by a cow on the line at

Charing about 1045. Herne Hill signal
box
closed from 1400 until 21 30 due to
shortage. Fast trains ran via Catford, and local trains via Lewisham and New
Beckenham.
4 August: '4Cig' 7405 derailed overnight at Wimbledon Park sidings.
5 August: A CEGB power failure throughout South East England caused widespread
disruption on all three divisions, mainly due to loss of power to signalling circuits.
6 August: Severe thunderstorms and heavy rain caused flooding and temporary line
closures at numerous locations, including Fulwell, Mitcham, Denmark Hill,
Beckenham Hill, Kidbrooke, Orpington, Maidstone West and Rainham (sic). There
was a bus service in place of trains between Wimbledon and Mitcham Junction from
1000 until the close of service, and Shepperton was served by a class 33/1 and
'4TC' shuttle from Kingston between 1600 and 2200. The 1208 Victoria to Brighton
and 11 00 special from Hastings to Victoria hit a fallen tree on the Quarry line, and
there was an earth-slip north of Merstham Tunnel early in the afternoon. Services
were badly disrupted; one train from Brighton to Victoria was diverted via Crawley
and Dorking, and the 1500 to Manchester ran via Reigate and Guildford. '4Sub'
4673 made a return trip to Brighton due to stock being displaced, and appears to
have worked the 1534 to Victoria. Five trains were hit by air gun pellets at Cuxton
Road, on the Chatham line west of Rochester Bridge Junction.
9 August: A points failure at Gillingham late in the afternoon resulted in various
stopping trains terminating at Rochester. 508 unit 8006 failed outside Waterloo on
the 1809 from Effingham Junction. It was assisted by a following train.
10 August: '4EPB' 5001 failed at Woodmansterne whilst working the 0715 from
Tattenham Corner.
11 August: There were numerous delays and cancellations throughout the day due to
signalling equipment failures in the Streatham area.
12 August: The Atlantic Line was blocked during the morning due to a vagrant on the
line between Denmark Hill and Peckham Rye. Trains were diverted via Tulse Hill
and Streatham Hill. Loughborough Junction signal
box
was closed for a while du
the afternoon and Blackfriars trains terminated at Herne H i l l The 21 32 Portsmouth
Harbour to Brighton hit a car on Funtington crossing, between Nutbourne and Bosham.
The leading bogie of '4Vep' 7763 derailed and damaged 200 feet of conductor rail as
the unit was running out of Victoria carriage shed to work the 2204 to Dover. Some
Chatham line trains were diverted to Victoria Central via Stewarts Lane. Re-railing
was completed at 0400 next morning. Locomotive 08653 failed between Gipsy Hill
and West Norwood at 2325, en route to Waterloo from Selhurst. The 2331 West
Croydon to Victoria reversed at Norwood Junction and ran via Selhurst.
13 August: '4Cep(R)' 1594 had to be detached from the 1754 Victoria to Ramsgate
at Bromley South due to defects. The 1748 Waterloo to Guildford terminated at
Wimbledon
with faulty brakes. The line was closed after a boy fell
Gillingham between Stone Crossing and Dartford. The 2210 Uckfield to Tonbridge,
'3D ' 1309, failed at Buxted and was assisted to Tunbridge Wells West by the 2310
from Uckfield.
14 August: There was major disruption during the morning due to a power supply
failure at Herne Hill and a track circuit failure at Nunhead. The 0944 Victoria to
Dover and 0949 Victoria to Gillingham were diverted via Crystal Palace. '4Cig'
7429 had to be detached from the rear of the 1015 Littlehampton to Victoria at Hove
390

due to defects. There were points failures at Balham during the afternoon. The 1538
Brighton to Victoria passed a signal at danger and ran through points at Copyhold Jn,
15 August: The 0622 London Bridge to Brighton ('4Veg' 7906) failed at Coulsdon
South, A conductor rail became displaced in Clayton Tunnel, resulting in 'Vep' 7787
on the 1022 from London Bridge and 'Big' 7050 on the 1123 to Littlehampton losing
shoes. Trains were diverted via Lewes until repairs to the line were completed.
17 August: Empty stock from Newhaven to Brighton failed at Falmer and was
assisted to Brighton by the 11 46 from Ore, There was a signalling failure at Clayton
Tunnel during the afternoon and yet another points failure at Balham during the evening
peak. The Bognor Regis branch was closed during the evening due to a cable fire.
18 August: A major disaster was avoided by seconds at Parks Bridge Junction. The
06 18 Dover Priory to Cannon Street was crossing from the Up Fast line to the Up Slow
and its rear coach, 61326 of '4Cep(R) ' 1514, was still foul of the Down Fast line
when it was struck by '4EPB' 5252 which was working the 0749 Charing Cross to
Bromley North. The 0749 had passed a signal at danger, and had it been moments
earlier the 0618 would have been right across its path. Mercifully, damage was not
serious and nobody was badly injured. The driver of the Dover train did not realise
what had happened until he was stopped by signals at New Cross.
19 August: Woodside signal
box
was closed from 0700 until 0900. Sander
Addiscombe services were suspended and some Hayes trains were cancelled due to
stock being berthed at Addiscombe.
20 August: The 1330 freight from Norwood to Ashford derailed at Pluckley about
1630. Down trains were diverted via Maidstone East.
21 August: The up side buildings at Sydenham Hill were destroyed by fire in the early
hours of the morning. '4Vep' 7773 derailed outside Victoria Eastern at 1930 whilst
running empty from the carriage shed. The Up Slow line to platforms 7 and 8 could
be reopened within fifteen minutes, but numerous trains were diverted to other
termini and several terminated at Brixton, running empty thence to Stewarts Lane.
Next day a number of Ramsgate trains ran to and from Charing Cross.
22 August: 33039 derailed on catch points at East Grinstead whilst working an
overnight ballast train.
25 August: Due to a track circuit failure, trains could not run between Norwood
Junction and Crystal Palace for over an hour from 1500. Services were diverted
via Selhurst or Forest Hill, as appropriate.
26 August: The 1809 Bognor Regis to Brighton, '4Veg/4Vep' 7905/7724, failed at
Angmering and was assisted by the 1813 from Portsmouth Harbour. 56069 failed at
Mottingham on a merry-go-round train to Northfleet, which was hauled back to
Hither Green by 33064.
27 August: A coach of '3H' 1115 was derailed during shunting at East Grinstead.
30 August: The 1537 Waterloo to Windsor was terminated at Kew Bridge due to
suspected explosives on board.
31 August: A mystery tour from Alfreton to Brighton became more mysterious than
planned when it was mis-routed at Herne Hill and sent to Beckenham Junction. There
the locomotive ran round and the train continued via Factory Junction and Longhedge
Junction.
1 Sept: Stock for the 0920 to Manchester was propelled into the stop blocks at
Brighton and had to be taken out of service for examination. Empty stock was
hurriedly summoned from New Cross Gate.
2 Sept: A man was hit by a train on Ashurst Bridge crossing, near Totton.
7 Sept: Shortlands signal
box
was closed during the morning peak. Main li
trains ran via Lewisham and Nunhead and suburban services terminated at Bickley,
Bellingham and Beckenham Junction. A child was electrocuted on the line at
Selsdon about 1800.
8 Sept: An elderly woman was hit by the 0938 Margate to Victoria at Shalmsford
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Street level crossing, between Chartham and Chilham. The 1805 Acton to Strood
freight derailed at Greenhithe. In consequence, the 1905, 1935 and 2005 from
Charing Cross all reversed at Dartford and ran to Gillingham via Lee Spur and Sole
Street. Later trains ran directly via Sole Street, except the last service which also
went via Dartford and Lee Spur.
9 September: There was a suicide in front of the 1449 Victoria to Gillingham at
Denmark Hill. Following services were delayed, cancelled or diverted.
TIMETABLES AND DIAGRAMS

The 0540SX Blackfriars to Bromley North is now advertised so as to give a
public service between Blackfriars and Metropolitan Junction, thus avoiding the
need for closure procedures. Selsdon signal
box
is manned for one shift only
all trains before 0700 and after 1900 have been suspended until further notice.
With effect from 3 August the weekly freight trip, on Tuesdays, from Brighton
to West Worthing was discontinued. Has West Worthing coal depot closed? Also
from 3 August two trains per week were introduced between Hal I ing cement works
and Southerham, near Lewes. This replaces the service between Hailing and Rugby
and is believed to be due to the setting up of a cement store at Southerham.

Generally, a modified Sunday service operated on all three divisions on Bank
Holiday Monday, 31 August.
There will be no buffet facilities on South Eastern Division boat trains from 26
September and the restaurant service on Bournemouth trains will be replaced by a
griddle from 5 October. Apparently a "breakfast-style" meal will be sold all day.

The Southern is intent on developing traffic from its newly regained territory
west of Salisbury. From 5 October the 0616 Salisbury to Waterloo will start from
Gillingham (Dorset) at 0545 and the 1638 from Waterloo is extended to Gillingham
on Mondays to Thursdays (it already runs to Yeovil Junction on Fridays). Day
return fares from Gillingham and Tisbury to Salisbury are being reduced to £1.40
and £1.00 in order to encourage shopping trips to Salisbury.
The winter Sunday service on the Bournemouth line will be much as it was
a year or so ago. Stopping trains from Waterloo will terminate at Basingstoke;
Reading and Portsmouth trains will call additionally at Micheldever and Shawford;
Lymington trains will run to and from Eastleigh; and semi-fast trains will call
additionally at Sway, Hinton Admiral and Pokesdown.
Motorail services are under review and that between Stirling and Brockenhurst
may be withdrawn.
The 1935 Waterloo to Weymouth is advertised as a service to Paris St Lazare
via Cherbourg .
STATIONS, TRACK AND SIGNALLING

Ham Street: Ruckinge level crossing box was abolished and the crossing converted
to automatic half barrier operation on 25 August.
Grain: BP have announced the closure of Grain refinery. This will result in a
significant drop in traffic on the branch from Hoo Junction. There are frequent trains
from the Associated Marinex aggregates terminal at Cliffe, but few services to and
from Berry Wiggins at Kingsnorth and Powell Duffryn at Grain. These two sidings
handle oil products.
Coombe Road: The station is unstaffed following conviction of the booking clerk for
taking cash and falsifying accounts.
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Bricklayers Arms: North Kent West Junction signal box was abolished on 29 August
and the points secured to permit siding operation to the crane depot from Bricklayers
Arms Junction.
Victoria: The cartoon cinema by platform 19 closed on 27 August. It was the last of
the once numerous news theatres, but latterly only cartoons and short feature films
were shown. However, the "Movietone News" returned for the last day, and in
between "The Hound Who Thought He Was A Racoon" and the final episode of
"Government Agent Versus The Phantom Legion" a 1937 vintage news-reel featuring
the Portsmouth Direct electrification scheme was shown.
Clapham Junction: New platform lighting is being installed on the Central Division
platforms, and platform 13 is being extended at the north end.
East Dulwich: Bus stop type shelters have been erected on the platforms.
Victoria Resignallinq: Streatham Junction signal
box
was abolished on 8 A
Part of its former area is now controlled from London Bridge panel.
Purley: The Up Through to Up Local and Down Local to Down Through connections
north of the station have been brought into use. The connection from the Down Loop
(platform 6) to Down Through was due to be taken out of use on 17 September. (This
is the "rare" connection at the south end of the station).
Haywards Heath: All four tracks between Haywards Heath South and Copyhold
Junction are being signalled for bidirectional working.
Burgess Hill: The station is being repainted, the platform canopy support columns
being done in tawny grey with relief picked out in red. The effect is most pleasing.
Is this what lady station managers are for?
Waterloo & City: From 9 August, signals controlling entry to both platforms at Bank
and the down platform at Waterloo have shown a yellow aspect if the line is clear.
Nine Elms: Loco Junction relay room is being abolished.
Guildford: Re-signalling is to take place during October, and a number of signals
have already been relocated. A new substation is being constructed on the up side
1½ miles north of Guildford.

Southampton: From 10 August, the electrified section of the docks lines at
Millbrook has been shortened. The only remaining conductor rail is on the first 320
yards of the Up line. A new control panel was brought into use at Eastleigh signal
box on 14 September, initially covering the same area as the old panel. However,
there are alterations to the layout in the Eastleigh area and ground
fram
ford and Steventon have been abolished. Lines in the Swanwick, St Denys and
Northam areas were due to be brought under the control of Eastleigh panel over the
weekend on 10 & 11 October, with abolition of Swanwick, St Denys, Mount Pleasant
and Northam signal
boxes and Adelaide Road and Chapel Road crossin
level crossings at Mount Pleasant and Adelaide Road will be controlled from Eastleigh
by means of CCTV. A further extension of Eastleigh's control area takes place on
7 & 8 November, with abolition of Southampton and Millbrook signal
boxe
introduction of reversible working over the lines through Southampton Tunnel. There
will be new relay rooms at Mount Pleasant and Southampton. The new panel at
Eastleigh incorporates a new type of train describer, by Westinghouse, which can
show the whereabouts of a particular train on a display map upon being interrogated
by a signalman. The re-signalling is due to be completed by October 1982, when
Eastleigh panel will control lines to Fareham, Fawley, Beaulieu Road, Romsey
and Micheldever, fringe boxes being Basingstoke, Portsmouth, Brockenhurst and
Salisbury. Southampton Tunnel is reported to be in poor condition and there is
an engineer's possession for about twenty minutes each Wednesday morning for an
inspection to be carried out.
Salisbury: The new Salisbury signal box was inaugurated on 17 August, when
Salisbury Tunnel Junction box was abolished. Salisbury East signal
box
w
abolished on 19 August and Salisbury West on 21 August. The new Laverstock Loop
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was commissioned on 28 August. The first train comprised 33 104 with three
carriages, which ran test trips during the afternoon. The track layout of the area
presently controlled from the new signal
box
is shown opposite. The sig
located within the main station building and has an entrance/exit panel. Signals in
the station area are three aspect, with two aspect signals elsewhere. The main
alterations at the station are abolition of platform 1 and signalling of platforms 2 and
3 for reversible working. The Laverstock Loop is built on the formation of a line that
was open from 1857 to 1859, and again during the First World War. It is about threeeighths of a mile long and subject to a speed restriction of 30mph. It will be used
mainly by Freightliner trains to Southampton, allowing 8ft 6 in high containers to be
conveyed to and from the Millbrook and Maritime Terminals, and will also be useful
as a diversionary route for passenger trains. Salisbury signal
box
will event
supersede signal
boxes at Dunbridge, Wilton, Wylye and Codford, and
miles of track. The project is due for completion in a year's time. The lever frame
from Salisbury West signal
box, together with some of the old pneumatic sig
other equipment, have been presented to the National Railway Museum.
Signs: Black and white signs have been provided at Stone Crossing. These are of the
small rectangular type, attached to the platform lamp standards. The old Southern
Railway concrete running in boards still survive at Bishopstone Beach Halt, though
the lettering is long-removed. A new black and white sign marking the new boundary
of the Southern and Western Regions has been erected on the down side at milepost
117½, just east of Sherborne station.
CORRIGENDA

LR 62, p354

The following units are not blue and grey: 1118, 1312, 5008, 5156 &
5341. We depend entirely on members' accurate observations for
livery information. Please do not report a unit as blue and grey unless
you are certain of the number.

p357

The work at Ashtead on 28 June was cancelled, so the line remained
open and trains ran as booked.

p360

The Up Main Loop at Clapham Junction was not closed on 9 July.
The fast Dover trains on Sundays are not new services. They run in
connection with Seaspeed hovercraft and are advertised in the
Continental timetable.

p363

No track was laid on the Laverstock Loop in July, though ballast was.

COVER:
Front: '4Sub' 4719, one of the survivors, has the stencil put up at East Croydon for
the 1351 Victoria service on 4 April 1981.
Rear: De-icing unit 012 awaits cutting up at Armytage's Yard, Sheepbridge, near
Chesterfield on 7 June 1980

Photos: Geoff Warren
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