VIEW FROM
THE VESTIBULE
Well we have reached Droplight No.
10, how quickly time passes! I don't
think any of us who were in at the beginning quite knew what we were letting ourselves in for, and how much
the conditions under which we operate would change, particularly in regard to the legislation that seems to
pervades every aspect of what is essentially a hobby.
However, thanks to the sterling efforts of our team the infrastructure is
in place to enable us to press on and
realise our dream (with your help) of
restoring and running a small train of
LMS vehicles.
As a one-off, this issue reverts to the
original front cover, depicting Eric
Treacy's photo of an LMS train near
Preston, consisting of Period 1, 2, and
3 coaches, something we would like
very much to replicate.
You'll notice a slight wartime theme
has crept into this issue - I hope this
does not cause any offence - after all,
the only uniforms on view are LMS
ones!
Once again you are invited to pay us
a visit at Rowsley on Saturdays or
Tuesdays, the normal `working' days.
Wishing you all a happy, safe and
prosperous new year.
David Winter (Editor)

Opinions expressed by contributors
are not necessarily those of the
LMSCA
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THE CHAIRMAN'S VENTILATOR
Since the last issue of Droplight, the work rate on our projects has slowed down.
When the winter arrives we enter our quiet period. It becomes increasingly difficult
to carry out many jobs particularly with the lower temperatures, damp conditions
and the inevitable reduction of daylight hours. Now that days are lengthening again
we will soon be able to get back to our normal routines and there will be more to
report.
Work on the NRM Open Third has paused temporarily whilst we obtain costs for
the materials required for the restoration of the first stage and obtain approval from
the NRM.
Meanwhile work has continued on TK 3031 which has returned to the shed. It was
expected that. final painting would be complete by now but it was decided that additional improvement work should be carried out. The full story of this can be found in
an accompanying article.
In order to fulfil our obligations as a charity the Trustees are progressing with a
plan to construct a visitor's room in the shed where a display illustrating the association's aims and activities will be exhibited. The Trustees are applying for a grant in
order to finance this development. I hope that further details will be available for
the next issue of The Droplight.
Our AGM this year was held at Rowsley in October, in TK 3031 which has been
completed internally for our exhibition. There was a very good attendance with more
than a quarter of our membership present. This enabled members to meet each other
providing a good forum for exchange of views.
Health and Safety issues have continued to occupy the scene and a programme of
safety training for working volunteers has been completed. Those taking part now
have access to the machine tools in the workshop. A Health and Safety Policy document is now being issued to all working volunteers.
John Leather

DID YOU
KNOW?
The LMS replaced its
staff journals,
LMS
Magazine, On Time and
Quota News with a
newsletter called Carry
On during WW2? The
masthead is right.
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MEMBERSHIP REPORT
Our membership grows slowly but surely. It seems to me that this is the best way! !
Since my last report we have had three new members:- Gareth Mitchell of Rugeley,
Mark Flather of Sheffield and Stuart Smith of Derby, we are very pleased to welcome them.
We hope you have seen fit to renew your membership of the LMSCA, and thank
you for your continued support.
I hope you all had an enjoyable Christmas and may I wish you and yours a very
happy New Year.
Alison Leather

AGM REPORT
We had a very successful second AGM in October with thirteen members attending
which represents about one quarter of the LMSCA membership, the improved attendance being noted in his opening remarks by Chairman John Leather. At our first
AGM we had only just managed to achieve our quorum (of ten), however, with the
permission of the Charity Commissioners we have been allowed to lower the quorum to seven, but of course this resolution had to be passed by an AGM with a quorum of ten - a real chicken and egg situation.
Derek Mason and Harvey Coppock were unanimously re-elected as trustees, and in
his role as treasurer Derek outlined the benefits accrued from gift aid which our
charitable status allowed. He also pointed out that while our finances are healthy, we
are over-reliant on donations and need to look to outside funding to progress. Our
first steps along this road will be an application for `Awards for All' funding to enable us to construct a visitor centre within the LMSCA shed - this would not only
enable the visiting public to learn about LMSCA activities and view the work going
on in the shed but also ensure the health and safety aspects are maintained, now that
workshop
machinery was being installed. An interesting discussion took place under
,
any other business' about our current activities and future path, and the experience
of other preservation bodies with outside funding.
The meeting took place in our Period 2 TK 1501 which proved to be a very suitable
and appropriate venue. After the official business members were able to view some
interesting display material prepared by Derek to help the public `interpret' what the
LMSCA and LMS carriages are all about, and to view a DVD on carriage construction. The unofficial discussions continued for some time, and everyone agreed the
occasion had been worthwhile.
David Winter
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HEALTH AND SAFETY - A POLICY
'Health and Safety', a modern phrase which we are all now familiar with in our everyday lives, its mere mention can engender anything from complete subservience to
downright disdain. The practicality lies somewhere between the two. As the
LMSCA workshop facility grew, the Trustees became more aware that we needed to
produce a health and safety policy.
I began with a long document relating to workshop environments. This was honed
down over a period, with help from a health and safety assessor to reflect more accurately what we actually do in our workshop. The important thing being to recognise
how we should organise ourselves to reduce as far as is practicable, avoidable accidents and personal injury.
Our health and safety policy document is now complete (November 2004). It is
complemented by an LMSCA induction course and approved machine safety training. If we have learned anything during this exercise, it is that practising healthy and
safe ways of working is a necessity. It does not however necessarily result in procedures being overbearing but relevant to our workplace, in fact plain common sense!
Existing working members have been issued with their personal copies of the
'LMSCA Health and Safety Policy Document'. Those who use specialised machines
in the workshop must now successfully complete an approved safety training course.
New working members must also receive a short induction course soon after they
start.
Derek Mason

WE JOIN THE HRA
After quite a long gestation period, for a number of reasons, we are now members of
the Heritage Railway Association.
th

On the 30 of January, Harvey Coppock and Alan Taylor ventured deep into enemy (well GWR!) territory at Swindon to put our membership application to the vote
at the HRA agm. After applications by the Manchester Museum of Science and Industry, the Dean Forest Flour Mill, and the East Somerset Railway, we were on, and
Harvey took the floor to state who the LMSCA were, what we did, mentioned what
we were doing and that we were working on the NRM carriage (remembering Richard Gibbon the former NRM CME was present!). After being proposed by Peak Rail
and seconded by the Vintage Carriages Trust we were unanimously elected to become corporate members.
It was a good experience for Alan and Harvey and they were able to promote the
LMSCA by distributing leaflets, so it will be interesting to see if any new members
are gained. The value of membership was demonstrated at the meeting when the
HRA explained what it was doing at a high level to ensure that the current moves to
reduce Heritage Lottery Funding are not put into effect.
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We were the last applicants to be elected in this way, as future prospective members will be scrutinised by a membership board, so we also became a little part of
HRA history.
David Winter

LICENSED TO DRILL
Well no actually, but licensed to use some of the woodworking machinery installed
in the LMSCA workshop. This now applies to the people who attended training sessions run by Brian Hodgson over two Saturdays last autumn. Brian has been involved with woodworking in industry and education for more years than he cares to
remember, and it certainly showed as he explained the hazards waiting for the unwary, untrained or over-confident.
The first session consisted of a theory class and written exam, followed by detailed
analysis of how the theory applies to the different machines we have. Brian also
took the opportunity to set up some of our equipment - you can't beat knowledge
and experience! The second session was our turn to show Brian that we had absorbed his tuition and demonstrate on the machines that we could operate them in a
manner that wouldn't endanger ourselves or others. This doesn't mean we can turn
out high-class work straightaway of course, that takes time and practice, but at least
we can approach the task with safety uppermost.
David Winter

..
Brian Hodgson demonstrates the handsaw

Derek Mason
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IMPROVEMENTS TO THE EXHIBITION COACH
Late last year and after initial investigations into the roof status of the NRM's third
open (7828) were completed, it was decided to bring our own Period 2 third corridor
1501, our exhibition coach, back into the shed to receive a final gloss maroon finish
to be carried out by our good friend Ernie Bradley. Upon removing the protective
tarpaulin cover however, we found that the hot summer had had its effect upon the
metal panels covering the corridor side. Some of these had unfortunately buckled
during the hot summer spell and required re-fixing.
This side had not been finished in the original style, and on closer examination and
after much discussion we decided to take the plunge and panel and bead this side
with wood, thereby returning it to its former glory and matching the other side
which has now been finished in maroon gloss by Ernie and is looking very smart
indeed The decision was not taken lightly as this would mean a consequent delay to
final painting until 2005 at the earliest. However our painter agreed to paint her
when the weather improved again, we have no heating inside the shed you see and a
guaranteed ambient temperature of something approaching five to ten degrees is
required for a satisfactory paint job. All the external steel panels on the upper part
of the body (already finished in red undercoat), which were added on its conversion
to departmental use, were removed and scrapped. The original mahogany panelling
and beading (albeit completely bare wood) was thereby revealed underneath. This

Derek Mason

Alan Taylor removes the first steel panel.
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BR lined maroon livery revealed under the steel panels, unfortunately this paint virtually disintegrated when removed
Alan Taylor

New plywood panels have been applied, and some of the beading is in place, our woodworking
machinery has been put to good use on this coach.
John Leather
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was unfortunately unusable as the panels were badly warped and cracked and the
beading split due to the screws used to fix the metal panels.
After removing the wood panels we were delighted to discover that the original
teak framework was in excellent condition. Hundreds of old screws and nails were
removed and the frames cleaned up. New waterproof 9.5mm plywood was cut to
form the panels and the same material used to make the beading. We are taking a bit
of a chance with this as plywood beading has been known to delaminate when allowed to become wet, but with additional waterproof glue applied to all exposed and
cut edges and by keeping paintwork in good repair we hope that the finished product
will be serviceable. Only time will tell.
At the moment all the panels have been cut and re-fixed and all of the beading is
back in place. Final stopping and filling is underway and we will give this side at
least three thin coats of undercoat, with rubbing down between each coat, until we
are satisfied with the smoothness and depth of colour finish. Thereafter as soon as
the weather improves we have our painter on call to apply the gloss, lining, lettering
and varnish.
So 1501, already finished internally, will be externally finished this year ready for
the next phase of exhibition fitting out to commence. We look forward to the finished result.
Derek Mason and John Leather

THE BOGIE MEN
Dismantling carriage bogies is a new activity on Peak Rail, several of the working
members have been involved, and here two of them give their views (Ed.)
Harvey Coppock '
We have been giving one of the spare pairs of bogies a bit of attention recently, anticipating possible use in the near future. So far the first has been completely dismantled (well almost), and all parts cleaned, inspected and repainted. Some bolts,
split pins, and the axlebox lubrication pads are being renewed. Things like pins and
holes seem to be in good condition and reasonably round, indicating little use since
last overhaul. The tyre profiles are also good, and wear between the bolster pads and
axleboxes and liners is minimal. Corrosion has caused problems, however, and some
concern was expressed about thinning on the spring hangers. Alan has done some
calculations on this which have revealed that they are still well up to the job. Some
missing bits are also being replaced.
It was common for departmental vehicles to have their dynamo pulleys removed,
fortunately we had one spare available which has been fitted. I'm not sure what we
will do when we next need one however. Mk Is with BR1 bogies have identical axleboxes to this type of LMS bogie so the wheelsets may well be identical too, though
Mkl pulleys were pressed on to the axle during manufacture, and hence not so easily
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removed. The LMS pulleys are
split in two halves and can be
unbolted! Also removed with
the pulleys was a frame that
reinforces the bogie frame
where a bit was cut away where
the belt passed through it, these
were plated over. A new frame
is being made.
This work has prompted a bit
of a survey of our other bogies,
which has revealed several differences not all of which have
been noticed before.
LMS passenger coach bogies
generally have plain bearings,
that is to say a brass and white
metal bearing, lubricated by a
worsted pad with 'tails' hanging
in an oil bath that soak up oil to
keep the bearing lubricated. The
earliest bogie we have has a
smaller size of bearing, and lids
that can more easily be removed for re-oiling than the
later stock, and hence no exterParts of a bogie not normally visible, showing bolster nal oil filling hole. These boxes
plank, centre casting and brake rigging.
Alan Taylor were a copy of MR practice.
The later design was so successful that it was initially adopted unaltered for use in the BR Mkl 'BR1' bogie.
Some were later fitted with roller bearings, for use in the boiler coach conversions.
The earlier bogies were of riveted construction, as some point this gave way to
welding, but with no other apparent change in design when this happened. Another
change was the damping units fitted to the ends of the spring hangers. The spring
hangers are the rods that pass from the ends of the leaf springs to the bogie frame.
Rubber dampers on the bogie frame of these changed from a series of rubber sections as used on buffers, to an enclosed design.
Heavier stock had 'double' instead of 'single' bolster bogies, the 62' long coach we
have has this type of bogie. The bolster(s) have above them the bearing that connects
to the coach that does the swiveling over curves. It has a 'top plank' that is sprung to
the 'bottom plank' with coil springs. This is then hung off the bogie frame.
The design changed for the latest stock built, possibly just for the BR built
'porthole' era stock, with slightly different side frames, and a built up end frame,
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instead of this just being a plain [ section RSJ. The brake hangers and linkage also
changed to a slightly more complicated design, that was similar to that adopted for
the BR Mkl bogie. The 'Tie rods' - between the axlebox guides on each wheelset,
also changed. These bogies may well be compatible with the earlier style though,
and frames apart, most other components appear identical.
Sleeping cars had different bogies, again, including the 6 wheel bogies fitted to the
first class sleepers, and dining cars, some of the principles above were common to
these, however we don't have any, so I've not looked at them closely!

Alan Taylor
Harvey had managed to pick a bogie and put it on the track outside the front of the
shed. It was quite green... Sorry am I losing you there? I mean an LMS carriage
bogie. (I don't know what you were thinking of!) Anyway the bogie (one of a pair)
had been acquired from the Northampton and Lamport Railway, who were scrapping an old LMS carriage (Period 1) of which only the underframe and bogies remained.
The reason for getting the bogies is to have an overhauled pair ready to use under
any future acquisitions. It is far better to do this work now, as once they are under a
carriage there probably wouldn't be a chance to tackle them for some time. Both
bogies were almost completely devoid of paint and what paint was present had
turned ... green (no wonder they're called bogies!).
The first bogie was wheeled into the shed to enable a start to be made on its dismantling. It basically took a Saturday to take all the rusted split pins out to enable
the brake rigging to be removed.
So the next Saturday an extra early start was made, having had three Shredded
Wheat, to do some heavy lifting. The first bit to be taken out was the heavy lump of
metal in the middle that the carriage sits on. In order to do this use was made of
Derek's hydraulic 1 tonne folding engine crane and having tied a rope round it
(trying to remember the knots I had learnt in sea scouts) it was gingerly lifted and
positioned on wooden blocks. Next the springs came off and then the metal 'plank'
that they sat on. This was a bit more tricky as it had to come out at a funny angle as
it was too wide to get past the swing links. Eventually it came out and then the
swing links were removed.
The last bits of metal work to be removed prior to the wheel sets were the tiebars
that fit to the bogie frame under the axle boxes. As these came off the leaf springs
pushed the axleboxes down even further ...hmmm...that's going to make putting the
tiebars back interesting I thought. So with all the 'gubbins' off it was down to lifting
the frame to remove the wheels sets.
The bogie was wheeled outside the front of the shed, making sure the doors could
be closed behind it with the wheels removed. Otherwise I would have a wee bit on
egg on face! The next thing was to position the four screw jacks inboard of the
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wheels and get them aligned and level. With suitable packing installed the slow
process of screwing each jack was undertaken until the bogie frame had lifted sufficiently to undertake the next stage of the lift!

I

You see in order to get the wheels sets out you don't just have to clear the axleboxes, but also the wheels. As a result Derek's hydraulic crane was positioned to
lift one end of the frame to relieve to wheel set. Steadily the frame was lifted and
once clear the wheel set was rolled out and then the frame lowered back onto the
two jacks.
It was at this point that a `Johnny Know-all' turned up. "How'd ya do!" Oh no that's
the last thing I need right now, I thought. "What's going off here then?" Resisting
the urge to say 'flower arranging' I replied "Overhauling a bogie". "I suppose you'll
be taking the axlebox covers off to lift the bearings out then" he expertly suggested. "Oh is that the time, I haven't had dinner yet..." was my get-out line. So off
I went!
When I came back he had gone so off I went again to remove the other wheel
set. This was accomplished in the same manner and with both wheels sets removed
the bogie frame was lowered onto an additional four sets of packing to make sure it
couldn't 'fall over'. With an hour left before home time I just managed to get in a bit
of needle gunning.
So over the moon was I that I came the following day to start cleaning the frame up
with the help of Harv and Derek, who managed to remove the springs. By the end
of the weekend I was thoroughly shattered, but boy was I chuffed at what had been
done. Of course it wasn't finished there. With some days holiday left from work I
had the following Friday off to get stuck in.
I order not to annoy anyone I thought I would try and get all the dirty stuff done all
in one go - namely cleaning up the metal work by needle gun and wire brush. When
I had arrived I found the bogie frame had already been cleaned and painted red oxide, which just left the remaining bits to do. So wearing some paper coveralls, goggles, ear defenders and dust mask I really was looking like a bogie man and got
stuck in.
By the end of the day the vast majority of the dirty work was done and I was left
with just enough time to clean my mess up before spraying some of the components
red oxide. You'd be surprised how much goo there is on a bogie, but then it is near
the toilet discharge pipe ...errrr!
The following day was Saturday, which became a paint spraying day as the bogie
frame and components which Derek and Harvey had helped with were sprayed
blue..! Well, at least you'll see where you miss when it comes to painting it
black! And that is as far as we have got at the time of writing. The jobs left to do
are painting the wheel sets, cleaning the axle boxes, final paint into black before
greasing, oiling and reassembly. By the time you read this we may well be onto the
second green bogie....
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The first bogie stripped down and with both wheelsets rolled out.

Alan Taylor

Stylish in blue - the refurbished frame with brake components and bolster.

Alan Taylor

OUR FIRST BOG]
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Harvey applies the `hot spanner' while Derek looks on.

Nearly there - the second wheelset is carefully rolled back in.

GIE OVERHAUL
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Alan Taylor

Alan Taylor

LMS CARRIAGE LEGACY
The BR Mkl design drew on features from all of the Big Four's last designs of
coaching stock, although it's apparent that the LMS had more than its fair share of
input. This could have been because the last LMS coaches were judged to show the
best practice compared with their competitors, although the fact that former LMS
officers and Derby works were well represented in the new Carriage Standards Committee may also have had something to do with it.
Other factors affected the Mkl design besides the designs of the Big Four. Just post
war materials such as quality timber were difficult to obtain, whereas Aluminium
production had been stepped up over the war for the aircraft industry, and was now
cheaply available. Many parts were also available from outside manufacturers, such
as Beclawat or Bardic, for windows, or Gresham and Cravens for brake parts, or
were standardised by the Railway Clearing house, such as brake blocks, or through
train lighting control leads.
The Mkl was an all steel design, with a heavy underframe, and fabricated body
built on this, and enjoyed much higher possible end loading than any of the other
current designs. The LMS had, however, just made experiments with all steel bodies,
and experience with these undoubtedly played a part in the Mkl design. Bulleid's
last designs on the Southern whilst using some advanced techniques such as pressed
steel doors, still had wooden side framing and the roofs on these were still wooden
boarded and canvassed. The LNER still had wooden framed bodies with steel panels
on the last Thompson stock, as did the GWR, although there had been experiments
with other methods of construction.
The Buckeye coupling and Pullman gangway system used on the Mkl had been
developed some years previously, and used by the GCR as far back as the turn of the
century. The proven safety improvements of this, in being better at preventing over
riding and overturning in derailments, and easier and safer use when uncoupling
were perhaps slightly offset by increased cost. The system saw extensive use by the
SR and the LNER, though not exclusively, and it's surprising that it didn't find use
by the GWR and LMS.
The initial BR bogie design with twin bolsters and leaf springs, and plain bearings
was based on GWR practice, although the LMS type axlebox design was used unaltered. A single bolster variant was used on GUVs and similar stock. The LMS had
used some twin bolster bogies on longer vehicles, including our 62' BCK.
Most of the UK's railways used vacuum brakes, though there were air braked exceptions, so BR initially adopted vacuum, only changing to air some years later. BR
Mk l s initially employed 'sliding band' brake cylinders, although they later used the
rolling ring method, both to a larger, 21" diameter than the LMS 18" rolling ring
cylinders. Parts such as these were available from external manufacturers though,
and hence were standardised to some extent..
The LMS had employed four different designs of roof top ventilators, or
14

'torpedoes', although they weren't all torpedo shaped. The earliest did indeed resemble a torpedo shaped casting, these were made slightly rounder for period 2 and early
period 3 stock. Later period 3 stock was given a fabricated design, which were possibly cheaper to produce. These were not very robust, and coaches initially fitted with
these were later fitted with other older designs during repair. For the Porthole era
stock a newer 'ball and hoop' design emerged, and this was perpetuated for most
Mkl stock, although a new design - the 'Clamshell', and the fabricated design also
featured. The fabricated vent saw extensive use on Aluminium bodied DMUs, no
doubt because of its lower weight.
Door locks tended to follow standard designs to some extent, and were commonly
supplied from external manufacturers. That adopted for the Mkl used basically the
same innards as the LMS, with slight differences to the casing. The same principle
and some components is still in use on Mk3 stock today.
The 'Wolverton' electrical system as used by the LMS was adopted more or less
unchanged by BR for the Mkl, although there were some detail differences, with
one set of batteries, and a voltage regulator to turn the supply from the dynamo on
and off as required.
The LNER employed two separate sets of batteries, and a smaller dynamo, which
would switch between the two sets, charging that not in use, the switching would
then occur when it reached a fully charged voltage. Though the equipment was simpler and the dynamo could be smaller, it must have been expensive and heavy on
batteries. Other LMS electrical fittings were adopted also, the final design of cream
plastic compartment bulkhead light fittings were employed unchanged, and the earlier brown bakelite type found use in some toilets.
Internal fittings in a Mkl were aluminium, and unlike anything seen previously,
where brass was generally employed, although the Southern had used some stainless
parts. The last design of LMS windows had moved on to Aluminium from brass for
the fixed and sliding vents, and this design was more or less identical to that used in
the Mkl. The method and parts used for mounting the larger panes below this was
identical to the LMS also, although the windows were slightly deeper in the Mkl.
Mkls moved on to a standard Beclawat design using ball bearings for sliding door
mechanisms, away from the LMS brass wheel assemblies. Strangely, though, when
the Mk2s came along, for the guards doors and cage doors in brake vehicles, they
reverted to this seemingly cruder design. Perhaps there were large stocks still left at
Derby works from LMS days?
Of course there is one LMS design feature that is evident in almost all current rolling stock, namely the `open' or vestibule layout with a centre aisle, seating on either
side of the aisle and end entrance doors - perhaps the LMS made a better job of it
than some of the more recent offerings.
Harvey Coppock
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THE L.M.S.R. AIR RAID PRECAUTION UNIT
A lot has been said and written recently about WW2 re-enactment events on preserved railways. Whatever the rights and wrongs, there is no doubt the war had a
huge effect on our railways. This article appeared in the Railway Gazette of 14
January1938 and shows that the LMS was preparing for conflict well in advance.
By kind permission of Railway Gazette International. (Ed.)
A two-coach train equipped for training purposes, but of a type suitable for
actual decontamination work in case of need
A mobile unit consisting of two specially-equipped coaches, one a lecture coach and
the other a decontamination coach, has been built by the L.M.S.R. at Wolverton
works, as briefly recorded in our issue of November 26 last. The unit is to be sent to
outlying districts to enable lectures and practical demonstrations to be given to
members of the staff who have been selected for training in air raid precautions.
The lecture coach has accommodation for a class of 30, and is equipped for demonstration purposes with gas masks, protective clothing, &c. The decontamination
coach, which is provided with air-locks, is fitted with a hot-water boiler and is divided into three compartments, an undressing room, bathroom with shower baths,
and a dressing room, covering the three successive phases of cleansing any individual who has been exposed to the effects of poison gas.
In addition to the tour of the unit, lectures are being given at centres in large towns,
and approximately 23,000 members of the L.M.S.R. staff will be trained in methods
approved by the Home Office for dealing with the consequences of an air mid, including the effects of poison gas and incendiary bombs.

L.M.S.R. staff being fitted with gas masks during air raid precautions training in the mobile inRailway Gazette (both)
struction unit - the vehicles appear to be ex-LNWR.
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The guard of the L.M.S.R. mobile air raid precautions unit, wearing the civilian type of gas mask

Although the unit illustrated is to a certain extent experimental, it is envisaged that,
in the event of war, units of this type would be used in conjunction with breakdown
trains. A unit could then be sent with the train to any point unprovided with facilities
for decontamination work which might be damaged by aerial bombing.
Before beginning its extensive demonstration tour, this mobile instructional unit was
shown at Euston station on Wednesday, November 24, last, when it was seen that the
train is finished in a distinctive bright yellow livery.
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LMS RESTAURANT CAR SERVICES IN WW2
When war was declared on 3 September 1939, Britain's railways came under the
control of the National Railway Executive Committee, and all restaurant car services
were withdrawn from 11 September. This situation did not last long however, since
by 16 October that year the LMS had restored dining facilities to 58 weekday trains
and about half that number to Sunday services.
Railway Gazette reported that London was served by 40 restaurant car trains, comprising 12 each way between Euston and Glasgow or Liverpool, Manchester, Blackpool, Morecambe, Birmingham, and Wolverhampton; four each way between
St.Pancras and Manchester; one each way between St.Pancras and Sheffield, and
between St.Pancras and Glasgow; and two each way between St.Pancras; and two
each way between St.Pancras and Bradford. Cross-country restaurant car services
were provided between Liverpool and Newcastle, and Bradford to Bristol. In Scotland two trains each way between Glasgow and Aberdeen, between Perth and
Aviemore, and one each way between Inverness and Helmsdale, were provided with
dining facilities.
For the re-introduced services the LMS decided to standardise the wartime charge
for standard breakfast, luncheon or dinner at 2s 6d, with standard tea being Is. The
charges were a reduction to reflect the fact that wartime menus would of necessity
contain less variety.

LMS poster with details of the 16th October 1939 services.
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Railway Gazette

Although this was very creditable, it was not to last, for by May 1942 there were
only 65 services running in the whole of the `Big Four', and this was down to nil by
April 1944. The reasons were lack of staff, control of food supplies, and the added
weight of catering vehicles which could be replaced by much needed extra passenger
accommodation. With hardly any on-train catering, it fell to the railway refreshment
rooms to revive the weary traveller, they were as a result crowded, short of supplies,
and rather grim, as depicted in the classic David Lean film version of Noel Coward's
Brief Encounter, although strictly speaking the latter was set in 1939 before the outbreak of war.
A correspondent wrote to the Railway Gazette in 1943:
In days so different to these
They called you to the eating car
With `Take your seats for luncheon, please!'
But now you line up at the bar
For snacks and kickshaws in variety,
And drinks that don't effect sobriety.
You pick and choose, and stand and eat,
Or take your portion to the train,
And hope you'll find a corner seat,
And hope some day to hear again
The luncheon call, and reach your table
And eat as much as you are able.
A kickshaw was something unsubstantial or trifling, and the author of this piece
was obviously looking forward to the day when the old order would be restored.
This would take some time however, as the post-war period was characterised by
shortages and rationing.
Sources: Railway Gazette and Dinner in the Diner by Neil Wooler, D&C 1987.

r

Return to normality - Conductors Frost and Tylor, and Cook Badcock prepare the initial reRailway Gazette
stored LMS restaurant cars in September 1945.
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SEASONING TIMBER BY ELECTRICITY
Ever since the dawn of railways, ingenious people have been inventing devices or
systems in the hope of persuading the companies to take them up. In reality, many of
them were found wanting in the rough and tumble of railway operating, or were too
expensive - the railways never wanted to pay licence fees if possible. Even in BR
days there was the example of the Crosti boiler fitted to some 9Fs. The following
process was described in the March 1899 edition of The Railway Engineer and it
has to be assumed it was not ultimately successful - quite a shame really. (Ed.)
We recently had an opportunity of inspecting the working of the Nodon-Bretonneau
process of seasoning timber, and by which it is claimed, green timber may be rendered fit for the most delicate joinery work in from 2 to 4 weeks, instead of at present in about the same number of years, and that such a wood as poplar can be, we
were informed, by this remarkable process be rendered fit for the manufacture of
doors and such like articles.
The process has been working for upwards of two years in France, and woods
treated by it are now being exclusively used by the largest makers of pianofortes and
violins in Paris. We mention this fact because the woods used in the instruction of
such musical instruments must be thoroughly seasoned.
No very clear explanation appears to be forthcoming as to why the process should
perform the results claimed for it, but the inventors point to the fact that it does do
so.
The process is a simple one and the plant required inexpensive, the timber to be
treated is laid flat in an insulated wooden tank at the bottom of which is a copper
steam-coil. The tank is filled with a solution consisting of borax 10%, resin 5 %,
carbonate of soda 3/4%, water 841/2 %, up to within 2 or 3 inches of the top of the
timber under treatment. The solution is by means of the steam-coil kept at a temperature of about 97° F. The timber rests upon a lead plate to which is attached the +
pole of the dynamo. A shallow tray (the size of the wood under treatment) having
canvas and felt bottom rests on the top of the timber: it contains about 11/2 inches of
pure water, and a sheet of lead to which the other pole of the dynamo is connected.
A current of about 110 volts is passed through the timber.
When the pointer of the ammeter - registers 5 amperes, some of the solution is
pumped out until the ammeter goes back to zero; the ammeter will gradually go up
to 5 when more of the solution is pumped out, and after this has been done 2 or 3
times in about 5 to 8 hours the treatment is complete, and the wood is taken out, and,
in summer (in France)) is dried slowly in the open air, or in winter in a drying-room
kept at a temperature of 60° to 70o F., and from which damp air is constantly drawn
off by extractor.
In 10 to 14 days the wood is ready for use. The solution which is pumped out is like
the oil of the widow's cruse for it faileth not, and is used over again, the wood takes
nothing out of it. The duration of the electrical part of the process varies according to
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the kind of wood under treatment, but more particularly its state, the "greener" the
wood the quicker is the process.
The weight of the wood appears to be somewhat increased. The wood is also
"filled," and can be stained right through. The idea is that the electrolysis changes
the sap into a solid substance resembling resin, which is insoluble and antiseptic and
thereby the wood is rendered impervious to water and imputrescible. After treatment
the wood is said to work much sweeter under tools of all kinds. The amount of current consumed is about 600 volts per cubic metre of wood.
The experimental plant which we saw, and which will take wood up to 6 ft. 6 in. in
length, is in operation at the works of Messrs. Johnson & Phillips, at Charlton, and is
well worth the careful examination of railway companies, carriage builders and others who have at present to lock up annually hundreds of thousands of pounds in
large stocks of valuable timbers, mainly because they must be certain that it is well
seasoned before it is used.
Applications to view the process at work and for all further particulars should be
made to the Electric Timber Seasoning Company, 159, Victoria Street, Westminster,
S. W.

DONKEY TROUBLE
Bad behaviour on trains is nothing new, as this report from the Oldham Chronicle
of December 1929 shows. The Delph branch train was known locally as the 'Delph
Donkey'.
A sporting argument in a railway carriage, in which a man's head went through a
window and a woman fainted, was described to the Oldham magistrates this morning. John William Taylor and Thomas Forsyth were summoned for doing damage to
a railway carriage and for disorderly behaviour in a railway carriage.
Mr G R Clark, who presented for the London, Midland and Scottish Company, said
that the defendants were on the 6.42pm train from Delph, where they had been attending a bowling match.
There was an argument and Forsyth struck Taylor. Taylor's head went through the
window and the other man cut his hand. The damage to the window was estimated at
£1 6s 4d (£1.32). A lady in the compartment fainted and everyone was upset.
"The company want this stopping," said Mr Clark. "On this same section of line,
three windows have been broken by this kind of conduct in the last six months. They
want the magistrates to help them to stamp it out."
A man who was in the compartment stated that the conversation turned on bowls,
billiards and marbles.
Each man was fined 10 shillings (50p) plus costs and payment for repairs to the
window.
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THE IRISH ARE COMING
After bombing had destroyed rolling stock in Belfast during the war, the LMS sent
six late MR corridor coaches to the Northern Counties Committee as replacements.
They were fitted with re-gauged bogies, and altered headstocks to cater for the different buffer centres. Eventually the three remaining coaches, TKs 238 and 241, and
CK 68 were acquired by the Railway Preservation Society of Ireland and used for
railtours. With the withdrawal of wooden framed vehicles from the main line the
RPSI had less use for them, and 238 and 241 were destined for the Yorkshire Dales
Railway at Embsay. At the time of writing 238 has arrived and is awaiting new bogies.

238 at Embsay on temporary track, awaiting new bogies.
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Derek Mason

The headstock of 238 showing the plate fitted behind the repositioned buffer casting. Derek Mason

JESTORATION!
As a tribute to the terrible jokes that have appeared since Droplight No.2, the editor
has decided to reprise some of the more excruciating ones:

"I was run over by the Thames-Clyde Express yesterday."
"But you're not injured, how did you escape?"
"The bridge I was standing under kept it off me!"
Crewe Works Man: "We work to the nearest thousandth of an inch now."
Derby Works Man: "We like to be spot on here!"
*
*
*
*
Passenger: "Does this train stop at Euston?"
Porter:
"Right old crash if it don't, sir."
*
*
*
*
On a dining car travelling to Crewe,
Tillie found a large mouse in her stew,
Said the waiter: "Don't shout
And wave it about,
Or the rest will be wanting one too."
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