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VIEW FROM  
THE VESTIBULE 

I hope you will find this issue interesting 
with articles by long-time working mem-
ber Trevor Riley, Ian White whose book 
LB&SCR Carriages Vol.1 published by 
Kestrel has just gone on sale, and John 
Macnab who caused consternation by 
turning up for his first day at work in the 
Glasgow North Coaching Stock Section 
clutching the 1958 edition of the Ian Allan 
abc of British Railways Coaches!  
  You will also read that we are planning 
to hold an exhibition in the old station 
building at Rowsley, now part of the Peak 
Shopping Village, at the end of Septem-
ber. Organising this sort of thing is new to 
the association but we have some very 
able people on board, and if successful we 
may be able to make it an annual event, 
helping to raise our profile and perhaps 
attract new members. 
  Work continues apace at Wirksworth and 
Rowsley even though it’s very cold this 
winter compared to last year. Some tasks 
such as exterior painting just have to be 
deferred, even in a shed, where condensa-
tion can be a problem when the tempera-
ture goes up for a while. There's always 
something to do though, even if it’s a ma-
jor tidying up exercise - it’s surprising 
what turns up when you do. 
  It is dangerous to predict completion 
dates but we hope NRM Third Open 7828 
will be finished this year - it’s 90th, and if 
it happens we will make sure all of you 
are invited along for a ride - LMS style! 

David Winter (Editor) 
 
Opinions expressed by contributors are 
not necessarily those of the LMSCA . The 
Droplight is published and printed by the 
LMSCA.                           © LMSCA 2015 
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We have only had two members who haven't rejoined this year  -  I am delighted 
that so many of you have decided to stay with us.  In addition we have had another  
new member this year, Nick Smith from Derby, welcome to you.  I would like to 
wish you all a very happy New Year and hope that you all enjoyed Christmas. I hope 
that you will all feel able to renew your membership this time around. 

Alison Leather 

Welcome to my first Chairman's Ventilator. My first job is to thank John Leather for 
all the time he has given up as chairman and leaving me with big shoes to fill. So 
John thank you for the time you have devoted to the LMSCA as chairman, I and the 
membership appreciate all the work you have done ensuring to smooth running of 
the LMSCA and I hope I can do the same. 
  When Dave Winter contacted me asking for a contribution for this issue I pulled 
out my past issues to remind myself what John had contributed, but every issue was 
different, things progress year on year, so here goes. 
  So far since 27162 the Third Open came out of the shed work has continued to 
complete the interior. The insulation has been replaced and most of the tongue and 
groove panelling has been replaced and my thoughts have turned to producing the 
steam heating for this and 27001, which can be progressed together. John had insu-
lated the under floor pipework on 27001 before the floor was fitted. Which I have 
found is the easiest way having started to insulate the pipework on 27162 with the 
floor in place. I am no longer built to work in confined spaces around the bogies, 
however it is almost complete now having taken several weeks, with just small piec-
es to finish off when the weather gets warmer. By then the castings will have been 
machined and work can proceed on the heaters. 
  Due to an upturn in workload and study commitments Michael Fearn has reluctant-
ly decided to resign as Treasurer, fortunately working member David Tillett has 
agreed to take over this very important task and the handover will take place soon. 
Michael has done a great job setting up robust systems and we are very grateful for 
his efforts. 
  We enjoyed an interesting day at the Etches Park open day courtesy of Derek 
Payne’s amazing Ivatt 10000 display stand, his large scale model of the latter attract-
ed a lot of attention, and luckily some of it rubbed off onto us. 
  In Issue 27 I wrote an article pleading for assistance. At Wirksworth we have a lot 
of donated items for sale, and we still need help in manning stalls at event days. The 
last event day was at a bus rally and much needed funds were raised. We need to 
repeat this and I appeal to you to come and help us out at sales, for one day occa-
sionally. Even I do this although I would rather be wielding Stilsons and chain dogs. 
  One last thing, if you need to contact me to offer your help please use email: 
mike.denton@lmsca.org.uk and not at chairman@lmsca.org.uk  

Mike Denton 

Third Open 27162 emerged from the maintenance shed at the end of May following 
the complete rebuild of the fire damaged end. It had been made watertight and paint-
ed in a sparkling maroon.  
  Much work remained to be done and as a matter of urgency in summer sunshine 
new insulation was fitted which helped to make internal activities bearable.  A start 
was made on the internal woodwork including the first layer of tongue &groove 
wall panelling, and a start was also made on the woodwork at cantrail level which 
allows ceiling panels to be fitted and the emergency cord to be run. 
  All was not well with the water resistance which was noticed after some heavy 
rain.  Additional work will be required on the gutters but this has been postponed 
until after the winter.  The leakage is now very slight but we will wait until after the 
worst of the wet weather has passed and we are better able to apply a cure. 
  In the meantime the 3mm plywood ceiling panels have been prepared by applying 
a coat of brushing filler followed by sanding down and a coat of sealing primer. This 
preparation process ensures that the finish painting will give a perfectly smooth 
glossy finish.  
  A new gangway bellows was made for the damaged end. The steel hoops were 
made and the bellows material which is a polyester fabric impregnated with water-
proof coating was sown around the hoops.  The picture shows the work in progress. 
A replacement bellows has also been completed for 27001. 
  In order to take full advantage of the good summer weather our attention turned to 
No 27001, the Porthole Brake Open, to make certain that it would be protected from  

Alison Leather and Derick Glynn at work on the new bellows.                   John Leather 
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The Wirksworth gang proudly show off the new end panels.                                  Martin Miller 

the weather before the winter. 
  The south end was dismantled and it was found that some of the wooden frame-
work needed to be replaced, including the corner posts which had badly deteriorat-
ed. New steel panelling has replaced the aluminium panels fitted in an earlier resto-
ration which had not lasted well.  The picture shows the team with this work in pro-
gress. 
  Some of the side panels had been subjected to damage and it was decided that the 
lower section of these panels should be replaced.  This required a considerable 
amount of welding  but the finish obtained has justified the effort and expense.  The 
picture shows the new panelling being applied. 
  The roof vent openings have been sealed to prevent leaks and draughts.  The vents 
were refurbished and bolted on although only for the sake of appearance. 
  The gutters had caused some water in-leakage problems in the past so they were 
completely removed and the corroding steel panelling behind was largely replaced. 
The gutters were repaired and replaced and secured with Arboseal sealant strip and 
stainless steel nuts and bolts. 
  In the course of restoration of these 2 vehicles extensive use has been made of 
stainless steel fixings. Much of the damage to the wooden members had been caused 
by corrosion.  Expansion of corroding steel screws and bolts is liable to split the 
wood and allow the ingress of water.  

Whilst stainless fixings are more expensive they have become relatively cheaper and 
there is now a wide range of products readily available.  
  Whist all this work has been going on the fittings for the steam heaters have been 
progressing. Stuart has been machining the bronze castings,  fitting them in between 
the many calls on his time.  When these have been completed assembly of the new 
heaters can commence. There are many stages in the machining sequence and only 
when the last operation has been completed can heater assembly commence.  

John Leather    

27001’s new side panelling receives attention from Daniel Smith.                           Derek Mason 

DID YOU KNOW? 

That at the Inquiry into the Charfield collision in 1928, E.J.H.Lemon , C&W Su-
perintendent of the LMS, testified that since 1923 all new stock on the LMS had 
been equipped with electric lighting? He went on to say that the LMS was break-
ing up 1,000 gas-lit vehicles a year, that in the period 1923-28, 3,528 vehicles had 
been constructed, 99per cent of which were electrically lighted, the exception were 
kitchen cars. The LMS now had 11,874 gas-lit vehicles and 11,633 electrically lit. 
Steel-framed vehicles were being experimented with, but they were 10 per cent 
heavier, and were hotter in summer and colder in winter, they also cost 50 per cent 
more. 
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Working member Ian White noticed that the old 1849 Rowsley station at Peak Vil-
lage (designed by Paxton) was available for community use and came up with the 
idea of the LMSCA staging an exhibition there. To cut a long story short, the man-
agement there are keen for it to go ahead and we have set the dates as 26th and 27th 
September this year, with the working title being above. Although this gives us plen-
ty of time we do need to firm up what will be attending.  
  We have provisionally booked two freelance layouts in 0-gauge (courtesy Bob 
Matkin and subject to confirmation by the Sheffield 0-gauge Group), and one LMS 
layout in N-gauge (Michael Fearn). They each have LMS related stock but our avail-
able 00 layout needs additional locos, carriages and wagons. The owner does have a 
Jenny Lind single (1840s), MR and private owner wagons representing some of our 
local collieries, and 1890s LNWR carriages. The layout belongs to Ian and he would 
be pleased to hear from anyone who can help with additional stock which is suited to 
running on a small end to end layout (there are both through and 
terminus tracks). We are also open to suggestions as to an alternative high quality 
layout (probably 4mm scale) if anyone knows of one which depicts an actual Derby-
shire or LMS scene and fits within a 12ft x 2ft space, please get in touch, bearing in 
mind that we would prefer not to pay travelling expenses!  
Details of the layout available from Ian can be seen at the  website address below 
http://www.early-lbscr.co.uk/grinsted/grinsted.htm 
  Entry will be free and we are treating the weekend as an awareness raising exercise 
for the association. We are negotiating for a vintage bus shuttle to Rowsley South to 
add to the fun, and the Peak Village management hope to provide a ‘Road Train’ to 
run around the site and deliver folk to the station. In addition the Rowsley Associa-
tion (a group of people who worked on the railway at Rowsley) will provide a dis-
play, the Peak Railway Association will attend, and we will have our own display 
and will show videos, plus we hope to ‘dress’ the station with appropriate signs, a 
barrow, bench etc. 
 Please make a note in your diary. 

Dave Winter

Our agm took place at Wirksworth in October with 20 attendees, and 12 apologies. 
John Leather opened the meeting and explained that he had handed over the chair-
man’s post to Mike Denton, after 11 years. Treasurer Michael Fearn explained that 
three-quarters of our expenditure was spent on our restoration projects, the rest on 
day to day running costs and insurance. Trustees Harvey Coppock and Peter Stanley 
stood for re-election and were both re-appointed. Dale Accounting Services was re-
appointed as our accountants and given a vote of thanks for their help over the 
years. In AOB Derek Mason was thanked for his work as treasurer for many years; 
the Bluebell Railway was thanked for the donation of an industrial sewing machine; 
Mike Denton thanked John Leather for his tireless work as chairman; and it was 
stated that a review of our Health and Safety policy would be carried out.         (Ed.) 

I have a real affinity for Period 2 TK 1501 for this is the carriage that the LMSCA 
team were working on when I joined. When my shift pattern changed at work this 
gave me a day off in the week (a Tuesday), the LMSCA working day, so I said I’d 
come and see if an extra body would help. Alison and John invited me in and gave 
me a guided tour of the shed they then asked what skills I had, not a lot but my first 
job after leaving school involved working with wood and wood working machinery 
in my early teens (no health and safety in those days straight in at the deep end) and 
the task I was asked to do was to rub down prepare and varnish 1501’s new interior 
wood, which with only a day a week that I was available was an arduous task, but 
after a couple of months and lots of lying on my back it all came together.   
  Unfortunately 1501 never found a use and remained under canvas coming out on 
high day and holidays, it was on one of these, the Forties weekend, that I found it 
being used as NAFFI coach for re-enactors. The interior was still pristine even after 
the boots of many soldiers had tramped over it but the exterior had suffered and 
there was cracking and peeling paint everywhere. When the covers didn’t go back 
on there was a job to be done so paint was scraped and undercoat applied. The first 
side that was worked on was the side with the windows in, and a couple of panels 
needed attention. It was only when we checked the side with blank windows did we 
see the full extent where the whole top half from below the windows plus the blanks 
all needed a full repaint.  
  Harvey made a replacement panel for one that had expired and Dave and Bob 
joined the effort before winter set in. As much paint as is possible was applied to 
give it a chance to overcome yet another Derbyshire Dales weather cycle. On re-
checking I found that the gutters were devoid of paint on both sides and to clean it 
up from the top of a ladder and at 57 feet long is tiring but I am hopeful that if the 
weather relents paint of some description will be applied.  

  I hope 1501 and 7828 will 
come together to at least look 
like the start of an LMS train 
and maybe even a small trip if 
only in the yard. After all this 
time some role must be found 
that can showcase our former 
star carriage to let people know 
what we are all about, until the 
time and cash can be found to 
bring this really useful corridor 
carriage back into the fold.  

Trevor Riley 

 

Trevor’s 
efforts have  
gone a good 

way to 
protecting 

1501 
against the 
worst the 

Derbyshire 
weather can 

do. 
 

Dave Winter 
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ETCHES PARK OPEN DAY 

We were invited to attend the open day at East Midlands Train’s Etches Park Depot 
held to celebrate Derby175 and to raise money  for the Help for Heroes charity. Nor-
mally this would involve transporting a sales stand but this time thanks to the gener-
osity of member Derek Payne we were able to share a large stand with the Ivatt 
10000 Diesel Recreation Society, complete with Derek’s superb large-scale model 
of 10000, and with the Peak Railway Association.  
  There had been the possibility that NRM Third Open 7828 might be invited, even 
though unfinished, and the organiser came to have a look at it, but the budget would 
not cover the transport costs in the end. However, Class 44 D8 Penygent from Peak 
Rail and Derby Lightweight Railcar Iris from the Ecclesbourne Valley Railway did 
attend and both looked splendid. Derek’s model attracted a lot of attention, some of 
which rubbed onto us, and we had a lot of interested visitors, including Trevor Eng-
land, chairman of the VCT. It’s a shame that no steam locos were present, but you 
can’t have everything, and most people seemed well pleased with their day out.  
  Thanks are due to Derek for use of the stand, and to Mike Denton, Alan Taylor, 
and Mike Fearn for manning our section. 

Dave Winter 

Alan Taylor and Michael Fearn do the Hokey-Cokey at Etches Park!                             Dave Winter 

After the dash to get the bodywork watertight in November, we have entered what 
should be the final phase of the process to get 7828 back into passenger service for 
the first time in over 50 years.  

Seating 

In December a dummy run was made by assembling a retrimmed seat back and base 
with one of the ends. We haven’t seen these seat units in place since the coach was 
viewed at York in 2002, so it has been a reminder of just how big they are in rela-
tion to the space they occupy. Leg room isn’t generous, but there is plenty of space 
for one’s ‘seat’. The seat ends are the next task to sort out, and need stripping and a 
few repairs. 

Lavatories 

A thus far neglected bit of space, the two lavatories are now almost overhauled, 
with floor, ceiling, panelling and lavatory sink/heater cabinets. The toilet pans are 
awaiting some rubber fittings before being fitted, but we have new teak bases for 
them to replace the plywood they had come with. The cabinets are reassembled, but 
await the sinks and mirrors. We have been working on a method of filling the roof 
tanks without sending anyone on the roof to do it, Dave W may do a blog on the 
technique. The doors are hung at present but need to come off for varnishing, and 
the new locks are progressing well. 

The trial seat fitting as above looks great - but Ian White our upholsterer wasn’t happy with the 
back and has re-done it!                                                                                                       Bob Matkin 
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Saloons 

The large saloon is temporarily in use as Ian’s trimming shop, the small saloon is 
full of seats! The flip down heater covers are now in place, as are the brass fittings 
for the droplight strap retainers and blind hooks. The remaining timber work com-
prises of the blind boxes over the droplights and the moulded sections that hold the 
droplights in - these have all been stripped, and are due to go in when he droplights 
themselves are completed. 

Vestibules 

Door architraves fitted, cornice rails up, saloon doors adjusted for slide. There are 
four strips of timber to fit (one either side each door) which secure the leather 
draught excluders, and then that’s it for the vestibules. The vestibule luggage 
shelves are all varnished and fitted. 

Underframe 

Not yet completed, but around half the underframe has been needle gunned and wire 
brushed for painting. The solebars and headstocks have been carefully painted, and 
the step boards repaired or replaced ready to refit - with a non-slip surface. A new 
set of battery cell cases have been made as the BR ones we had didn’t quite fit into 
the battery boxes on the coach. This is another step towards completing the lighting 
system, and to this end the main control switch has also been installed in the No.1 
vestibule. 

Ben Riley 

Bob Matthews making the new cell boxes.                                                                        Dave Winter 

Not an instruction of the computer age, but an aspect of work with loco-hauled 
coaching stock that I first encountered on having to deal with the same as part of my 
duties in an Operating Department controlling the distribution of and allocation of 
such stock to passenger services. 
  In these days of the early 1960s in the Scottish Region we still had relatively large 
numbers of former LMS and LNE passenger carrying stock on hand and, along with 
the gradual influx of BR Standard stock, created mixed formations on the longer 
distance services with the Region. 
  As is known, LNE and SR stock differed from their LMS and GW counterparts in 
the types of gangways in corridor coaches, the first two former companies having 
what was termed the ‘Pullman Gangway’ (PG) type and the latter two having 
‘British Standard’ (BS) fittings. There were also differences in buffing gear, but 
more notably that the LNE and SR had buck-eye drop-head couplers and the LMS 
and GW had screw couplings, BR Standard stock, to become known as Mk1 in lat-
ter years, were PG and buck-eye coupled as built.  
  These differences were brought home to me with certain internal Scottish work-
ings, e.g. Glasgow Buchanan Street – Inverness services combining with, and de-
taching as necessary, with portions from Edinburgh Waverley – Inverness at Perth, 
LMS stock still being used in the former and LNE stock in the latter. In general it 
meant that with this practice we had to ensure that ‘Adaptor’ fitted gangways were 
on the LMS stock used to join correctly with LNE PG type coaches. 
  And what exactly were these ‘Adaptors’ fitted to only a proportion of LMS coach-
es? Without going into technical terms, simply a device of fastenings on the other-
wise BS fittings that when joined to a PG gangwayed coach, made it possible to 
adjoin the two types of vehicles safely. 
  All this had to be watched on Anglo-Scottish services as well especially as there 
was still a high number of through carriage and portion workings still extant. The 
various Passenger Train Marshalling Books of the time issued by the Regions 
showed what specific coaches were required to be Adaptor fitted to work these ser-
vices. (This also applied to the internal Scottish Region services requiring such 
stock on the workings already mentioned.) 
  Having stated that gangways of differing types connected together were “safe”, it 
is equally safe to say that coaches thus adjoined very often presented a rather haz-
ardous step for those passengers of a nervous disposition, as the ‘bellows’ type 
gangways on LMS coaches had often suffered over the years, notably often bent, 
shall we say, at the top, causing gaps to appear between the supposedly safe means 
of connection as well as tears and holes in the material of the gangways themselves 
giving the unwary passengers a view of the passing scenery they were not inclined 
to see! Added to this was often a jet of steam coming into all this from badly fitted 
steam heating pipes, a feature of these days, when this type of heating was largely 
dissipated into the air throughout the train from leaks, holes etc. Just to top all this, it 
was a regular occurrence to have trouble in opening individual gangway connecting 
doors in the carriages themselves with those of the ‘slide to open’ variety becoming  
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sticky or jammed with dirt 
in the runners. It did not 
do to lurch against the 
insides of the gangway 
when passing through 
either – clothing could 
suffer! 
  The 1953 list of Scottish 
allocated stock that was 
my “bible” reveals that, of 
LMS origin type, there 
were 3 Composite Opens, 
2 Second Opens, 2 Brake 
Second Opens, 35 Corri-
dor Composites, 8 Brake 
Corridor Composites, 30 
or so Second Corridors 
and around 50 Brake Sec-
ond Corridors shown to 
have ‘Adaptor’ gangways. 
It would appear they had 
been pen altered to show 

this by my predecessors in office. Whether this means they were altered to this con-
figuration I really know not. The majority of the LMS type dining cars, including 3 
of the Pullman Car Company stock that became LMS owned, were shown as “A”. 
The LMS sleeping cars of the 7XX numbered series that were still in use were simi-
larly fitted. 
  These were the coaches we had to ensure worked the internal Scottish services 
requiring such stock. The Anglo-Scottish services mentioned should, of course, 
have been worked with suitable LMR allocated former LMS type coaches. I have no 
knowledge of just how many the LMR did have of this type of stock, i.e. “A” fitted, 
as we only had our own Scottish Region listings. 
  The 1953 allocation showed the rather intriguing feature that 5 Corridor Compo-
sites, 3 Corridor Seconds, 4 Corridor Brake Seconds (built 1939), and 3 Corridor 
Composite Brakes (built 1941) by the LNER are shown as ‘Adaptor’ fitted contrary 
to the normal PG fitments of that company. The book, ‘LNER Carriages’ by Mi-
chael Harris indicates that these particular vehicles “were built for use with LMS 
stock on Edinburgh – Inverness workings.” Whether their use as such was strictly 
adhered to in the days of WW2 that followed their introduction I know not (or in 
post-war years for that matter). Most of these coaches lasted until 1964, the final 
one being Corridor Composite 18407 to LNER Diagram 296. 
  As a final aside to all this, ‘Adaptor’ stock also appears against certain North Brit-
ish and Great North of Scotland coaches in the 1953 listings, e.g. a GNoS Corridor 
Composite of 1900! No doubt, as with the few NBR examples, this was compatible 
with the East Coast Joint Stock / Great Northern stock on services of that time. 

John Macnab 

 

Two 
 varieties of 

British Stand-
ard gangway  
were fitted to 
LMS coaches,  
on the left the 

‘Scissors’ 
type with 

‘Suspended’ 
type on the 

right. 
 

John Leather 

Where would restorers be without the kind of research typified by Ian’s article? (Ed.) 

It was a common feature of the early railway companies that famous staff would 
move from company to company during their careers, and for the same surnames to 
appear repeatedly between different companies. Names such as Gray and Kirtley 
may be as well known to Midland historians as they are to Brighton ones. The title 
of this article comes from the career moves of Robert Billinton (1845 – 1904) who 
was appointed head draughtsman at Brighton Works in 1872, having joined the 
LB&SCR as William Stroudley’s assistant a year or so earlier. Two years later 
Billinton moved to a similar position under Samuel Johnson at Derby, only to return 
to Brighton in 1890 as Superintendent in “charge of the Locomotive Carriage and 
Wagons Departments, and of the Company’s steam vessels”. In a very much smaller 
way I recently took a single from Brighton to Derby by moving from the Bluebell 
Railway, to volunteering for the LMSCA at Rowsley. At the time of my move I was 
also in the process of helping to write a book on the 4- and 6-wheeled carriage stock 
of the LB&SCR, and I was therefore very interested to consider links, similarities 
and differences between the Brighton an LMS products, in particular those from 
Derby. 
  Unlike the Midland, the Brighton only had two predecessor companies. The Lon-
don & Croydon opened in 1839, branching off the London & Greenwich, and 
providing a service between London Bridge and Croydon. The following year the 
London & Brighton opened its line between Brighton and the then important port of 
Shoreham, and in 1841 completed its main line north to join the LCR just north of 
Croydon. 
  John Gray joined the LBR in 1845 having previously been locomotive Superinten-
dent at the Hull & Selby Railway, and he continued as Superintendent when the 
LBR and the LCR amalgamated to form the LB&SCR in 1846. Later in 1846 Gray 
noted the need for more engines and orders were placed with two companies, in-
cluding Fenton, soon to become the well-known company of E.B. Wilson. The de-
sign was much  modified by  David Joy  and James  Fenton, and t he  resulting class  

1. A Jenny Lind class 
heads a train of early 
carriages; an 1858 
brake composite; 
1840s coupé First; two 
(very) open Thirds; a 
late 1850s luggage 
brake. On the left an 
1855 saddle tank. 
Models by 5 and 9 
Models and scratch 
builds. 
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took their name from one of the locos, Jenny Lind. Although the Brighton initiated 
the design they only purchased ten but the Midland bought seventy! 
  Gray was dismissed from his job with the Brighton in 1847 and succeeded by 
Thomas Kirtley, who previously worked for the North Midland. Thomas was the 
brother of Matthew, the loco superintendent of the Birmingham and Derby Junction 
and later the Midland, but sadly Thomas died within months of his appointment. His 
replacement was a man from Leeds, John Chester Craven, who had previously 
worked for Fenton. Craven lasted until 1869, overseeing the production of some 70 
locomotive designs and an even greater number of carriage designs. Although often 
mocked for his proliferation of designs, a loco class typically being of two mem-
bers, he expanded the stock of carriages until it had more per route mile than any 
other railway (see Table). Unlike Craven, his successor William Stroudley was a 
master of standardisation. He came to Brighton from the Highland, but had previ-
ously worked for Samuel Johnson at the Edinburgh and Glasgow Railway. 
Although the above table is selective, no companies fell in the obvious gap between 

the Lancashire and Yorkshire and the London South Western, indicating the consid-
erable importance of the London and Manchester commuter traffic to otherwise 
small companies. A later constituent of the LYR was the West Lancashire Railway, 
and LMS predecessor to which the LB&SCR sold 60 old carriages in 1883, along 
with two Brighton built 2-4-0s. They were part of a group of 30 locos, which were 
sufficiently similar as to constitute the only “standard” class produced by Craven 
(Photo 2). 
hnson at the Edinburgh and Glasgow Railway. 

Table. Numbers of carriages on the LB&SCR, pre-LMS and se-
lected other railways in 1863 

  Route miles Carriages Carriages/mile 

LB&SCR 261 1004 3.85 

SER 306 1015 3.32 

LYR 362 1171 3.23 

LSWR 556 962 1.73 

LNWR 1221 2105 1.72 

Scott.Cent. 96 158 1.65 

MR 712 936 1.31 

GNR 502 655 1.30 

GWR 1005 1249 1.24 

Caledonian 234 162 0.69 

N.Staffs 254 175 0.69 

Data from The Railway News 23.vii.1864; non-LMS companies 
omitted. 

2. A Stroudley saloon of c.1880 with domed roof and scalloped gutter edge, with a Craven 2-4-0 
after  modification by Stroudley (he enclosed the splashers and over-hung the springs). Carriage 
built using Smokey Loco Models kit; loco scratch built using custom etches; tender by 5 and 9 
Models                                                                                                                                        

When Stroudley arrived at Brighton in 1870 carriage construction methods still tend-
ed to vary between classes as well as company, and while he largely worked to a 
standard design, his method of construction was quirky in the extreme. Those of us 
familiar with the sight of a wooden bodied carriage stripped to its the frame will be 
used to idea of panels being fixed to that framework, and then mouldings being used 
to cover the joins, providing in one instant both weatherproofing and decorative 
adornment. On a Stroudley carriage most of the visible woodwork around the panels 
was actually part of the framework! Panels had to be slid into rebates in the frame 
before each quarter section was lowered into the mortises and rebates in the bottom 
side (= bottom rail). In addition the quarter light glass was fitted from the inside of 
the carriage (see cross-section Drawing). 
  One important feature in common between the LB&SCR and the Midland was the 
early introduction of the Pullman car. The Midland introduced their first Pullman 
sleeping car in 1874 and day coaches soon followed. The first report of a Pullman on 
the Brighton appears to have been a sleeping car lent by the Midland, but they ac-
quired their first day car in 1875. It was called Jupiter and these early Pullmans were 
used in ones and twos amongst ordinary carriages. An accident in 1893 gives an ex-
ample train make-up: 
  Brake van (4-wheel) – 3 x First (bogie) – Maud – Jupiter – 2 x First (bogie) – an 
1893 Third (6-wheel) – 2 x First (6-wheel) – brake van (4-wheel) 
  As per the Midland, the Brighton Pullmans were built in Detroit and then shipped 
over as a flat-pack to be reassembled in Brighton works, the exception being two 
special 6-wheeled luggage-brake vans, each designed to carry a huge dynamo for the 
lighting of three car Pullman sets introduced in 1888 and 1895 (Photo 3). Pullman 
car Jupiter was  also the  first true  bogie  carriage on  the  Brighton. Non-Pullman 8- 
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Cross sections of selected examples of Bluebell carriages. No.221 was a 1859 luggage-brake 
Third, sadly destroyed by fire; note the lack of a turn-under and the use of cast iron brackets to 
support the sides. No.949 is a luggage-brake Third of 1881 built under contract by the Midland 
C&W Co.; note the single piece of mahogany used for the rails above and below the fixed light. 
No.328 is a Third of 1890; note the use of a bolection moulding (in black) to secure the fixed 
light. No.270 is a luggage van of 1908; LB&SCR luggage vans built after 1896 had louvred doors 
and resembled the milk vans of other railways, and they could be used for anything from passen-
ger luggage to the transport of perishable goods. An extract from Fig.3.2 in LB&SCR Carriages, 
volume 1, by Ian White, Simon Turner and Sheina Foulkes; published December 2014 by Kes-
trel Railway Books. 

wheeled carriages dated from 1880 but it appears they were all on radial trucks, one 
batch actually being built by Cleminson. They were later converted to bogie carriag-
es and that fogged their early history. A batch of six bogie Firsts were finally built 
in 1889, and as noted above five were involved in an accident just four years later, 
luckily without serious consequences as they all lasted until 1919. The brand new 
Third also survived, having been included perhaps for servants, who in earlier years 
would have travelled in Second, perhaps because until 1890 Thirds had lacked up-
holstery. After 1890 the distinction between Second and Third started to blur but it 
was 1912 before Second was largely abolished. However, the Brighton Board had 
discussed  abolition in  1876, no  doubt in  response to the  Midland having done ex- 

3. A Stroudley D1 tank with one of his luggage-brake Thirds. A carriage of this diagram is 
presently being restored at the Bluebell Railway. Unlike the Midland, guard’s side lookouts 
(duckets) were a common feature from the late 1860s and were also used on some bogie car-
riages. Carriage kit by Roxey Mouldings; loco kit by South Eastern Finecast.                                                              

exactly that in 1875. Amazingly, the earliest record of abolition of Second appears 
to be the Sheffield and Rotherham in 1842! As to the use of bogies, the Midland 
also had those from 1876. 
  In addition to lacking upholstery, and having the fixed glazing fitted from the in-
side, Stroudley carriages built before 1889 used a crude system of hanging the leaf 
springs without any apparent damper or height adjuster, and the roof radius was very 
low (11ft radius) giving limited headroom. They were a marked improvement on the 
carriages of the 1860s but they looked old fashioned when compared to those of 
Clayton on the Midland. He used a more sophisticated system of hanging the springs 
which did allow for damping and adjustment, the roofline was higher (10ft radius), 
upholstery was provided in Third and the fixed glazing was fitted from the outside 
using bolection mouldings. 
  We know from a drawing that Stroudley had considered using “modern” spring 
hangers and providing some upholstery for main line Thirds as early as 1879, yet 
there is no evidence of either until 1889. That year the bogie Firsts were built using 
a sharp 7ft roof radius, giving a much higher roof line. Stroudley died later that year 
and Robert Billinton returned from Derby to become his successor. Not surprisingly 
Billinton has sometimes been erroneously credited with the changes. Billinton’s first 
carriages were to the old Stroudley design and our only knowledge of those is from 
a rare survivor from the second batch of 1890 presently being restored at the Blue-
bell Railway. It has one major difference from the Stroudley produced examples, 
namely in the use of bolection mouldings to fix the glazing from the outside. Bolec-
tions were standard on the  Midland from the time of Clayton’s arrival there in 1873, 
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and he had previously worked for the Great Western and apparently they were al-
ready using them before that (T. Overton, personal communication). The implica-
tion is that Clayton introduced a GWR idea to the Midland, and Billinton in turn had 
introduced it to the LB&SCR. However, given other changes initiated by Stroudley 
in 1889 it is possible they would have been introduced in 1890 anyway, and the 
matter is further complicated as the LSWR were using them as early as 1869. Sub-
sequent carriages built to Billinton’s own designs did away with most of the com-
plexities of Stroudley’s captive panel system of construction, again perhaps intro-
ducing a little Midland practice. 
  Through braking was introduced during Stroudley’s time at the Brighton. Trials 
had started in 1871 but progress was slow prior to the Newark Brake Trials of 1875, 
which took place on the Midland line between Nottingham and Lincoln. Each com-
pany taking part was allocated a braking system to try, and the shortest stopping 
distance was achieved by the Midland using the Westinghouse air brake. Ironically, 
the Brighton test train had been fitted with the Westinghouse vacuum system, which 
was subsequently chosen by several companies including the Midland, while the 
Brighton adopted the winning Westinghouse air system! For the next few decades 
railway companies had a mix of vacuum and air braking systems which necessitated 
the fit of both systems or dual piping to vehicles likely to go on “foreign” lines. 
Billinton was succeeded in 1905 by Douglas Earle Marsh who in turn was succeed-
ed in 1911 by Robert Billinton’s son Lawson, by which time carriage production 
had moved into the hands of a specialist, namely Albert Panter. He was the son of 
William Panter, the Carriage and Wagon superintendent of the LSWR. William had 
previously worked for the LNWR and Albert was born in Wolverton! Albert initial-
ly worked for the LSWR before joining the LB&SCR in 1898, although in 1901 he 
applied to Derby hoping to be Clayton’s successor (T. Overton, personal communi-
cation). His rejection by the Midland was Brighton’s gain and in 1911 his post final-
ly achieved equal rank with that of Locomotive Superintendent, when new carriage 
works were opened at Lancing. 
  The Robert Billinton carriages of the 1890s had been  superficially so similar to the 
Clayton carriages that some model makers have been known to u se the plastic sides  

4. Billinton First 
No.142, restored as 

Southern First 
No.7598, at the Blue-
bell Railway. Differ-
ences from Clayton 
carriages included 
the slightly sharper 
roof radius, the flat 
ends, grab handles, 

and the broader 
curve of the mould-

ings 

of Ratio Midland 48’ Thirds as the basis of models of Brighton 48’ Thirds (Photo 
4). In a skilful conversion the only give away, aside from the thickness of plastic, 
being that the Brighton product used a larger radius to the curves in the mouldings. 
In the early 1900s Bain introduced elliptical roofed carriages and the Brighton soon 
followed, but within a few years they had reverted to the simple arc roof. The clere-
story was another common feature of Midland carriages which was rarely used on 
the Brighton, the only non-Pullman examples being the five-car Royal train of 1897 
and a 6-wheeled saloon design introduced in 1902. Some Stroudley saloons had an 
unusual domed roof which gained internal roof height (Photo 2). 
  The author is not aware of any scheduled through workings of Midland and Bright-
on stock, but there were LNWR examples which worked through the West London 
Extension Railway. Similar links existed with the Great Eastern through the East 
London Railway and its Thames Tunnel. The best known LNWR to LB&SCR 
working was the Sunny South Special, later rebranded Sunny South Express. This 
summer service was introduced in 1904 to link the northern towns of Liverpool and 
Manchester, with the southern resorts of Brighton and Eastbourne. The train was 
typically formed of three pairs of LNWR brake carriages plus a restaurant car, and 
from 1909 they could be worked all the way from Brighton to Rugby by a LB&SCR 
I3 tank locomotive. In the early days the LNWR carriages used were mostly D216 
First-Third brake composites but from 1907 elliptical roofed carriages were used. 
  Inter-company studies are rare and I can’t pretend the above is only a very brief 
comparison of the Brighton with the Midland and other pre-LMS companies. It 
might be argued that the only people qualified to have written an accurate and de-
tailed comparisons were the men named above, particularly those where the trade 
ran in the family as they could have exchanged knowledge over the family dining 
table! The nearest I came to contemporary knowledge was being able to examine 
some of their products at first hand, as the Bluebell have LB&SCR carriages dating 
from 1856 to 1908. I was also lucky to have lived in the right places at the right 
time. Living south of London not only allowed me access to the Bluebell, but I was 
also able to pay several visits to the National Archives at Kew. After moving to 
Buxton I had easy access to the Historical Model Railway Society at Swanwick, 
which has by far the largest collection of original Brighton and Lancing drawings. I 
also had a huge advantage over those carrying out similar studies a mere ten years 
ago, given the tools we now have for rapid data acquisition and storage. Before go-
ing to Kew myself I obtained from fellow members of the Brighton Circle, the 
LB&SCR line society, copies of carriage registers and engineering minutes, which 
other members had laboriously transcribed by hand. The engineering minutes cov-
ered the last 40 years of the LB&SCR and when typed they amounted to almost 
1800 pages! I only made 12 visits to Kew, yet armed with a digital camera I photo-
graphed some 6000 pages from minute books, diagram books, carriage registers, 
traffic notices and the minutes of various committees. I was therefore able to follow 
the style of Lacy & Dow’s books on Midland Railway Carriages, by quoting origi-
nal sources. 

Text, photos and Models by Ian White 

18 19 



P1 TK No. 1295 built in 1924. Originally 1371. Departmental service number KDM395498. 
Later internal user number 024744. Constructed as a third class corridor carriage at Derby to 
D1695. Dimensions 57' 0" x 8' 10½". 

P1 TO No. 7828 built 1925.  On 10 year loan from the National Railway Museum. Original-
ly numbered 16122 - one of 555 vehicles built at Derby to D1692, the most common LMS 
Third Open. Became part of a ‘Control Train’, and was partially restored by the NRM at Der-
by. Dimensions 57’ x 9’3”  

P1 BCK No. 6720 built in 1929-30. Originally 9864. Departmental TDM395845. Originally 
built as a composite corridor brake carriage at Wolverton works to D1704. Rebuilt to P3 out-
line to D1704A. Dimensions 60' 0" x 9' 0". 

P2 TK No. 1501 built in 1930. Originally 3031. Departmental service number DM395801. 
Originally constructed as a third class corridor carriage at Derby Carriage and Wagon works 
to D1782. Dimensions 60' 0" x 9' 0". 

P3 TO No. 9125 built in 1935. Departmental service number KDM395892. Built as a third 
class open carriage at Wolverton works to D1915. Dimensions 57' 0" x 9' 0". 

P3 TOs No. 27109 & 27162 built in 1945. In departmental service 27109 carried the number 
65830, and 27162 became M38746M as an exhibition vehicle. Constructed as third class 
open carriages at Wolverton works to D1999. Dimensions 57' 0" x 9' 0". 

P3 (Porthole) BTK No. 27001 built in 1950. Sold direct out of service to the Manchester 
Ship Canal. Originally constructed as a third class corridor brake carriage after nationalisation 
at Wolverton Carriage and Wagon works to D2161. Dimensions 57' 0" x 9' 0". 

P3 BG No. 31216 built in 1941.  Eastern Region Internal User 041542. Donated to the 
LMSCA by Jarvis Rail after being stored for 20 years in Wakefield Kirkgate goods shed. 
Built at Wolverton to D2007. Dimensions 50' 0"x 9' 0".   

P1 RK No. 30005 built 1924. Originally 3286, constructed as a Full Kitchen Car (RK) at 
Derby to D1697. After withdrawal from revenue earning service, converted in 1956 to the 
London Midland Region Track Recording Coach. Renumbered to departmental stock as 
DM395223. TOPS code: QXX. Dimensions 50' x 9' 3". 

P1 CK No. 3565 built 1925. Originally 9229, constructed as a corridor composite at  
Wolverton to D1694. It became a departmental dormitory vehicle KDM 395776 in the 1960s, 
and was acquired by the Aylesbury LMR Staff Association model railway club. 

P1 TO No. 7991 built 1926. Originally 5682, ‘All-Steel’ built to D1745 by the Metropolitan 
Carriage Wagon and Finance Company. To Manchester Ship Canal in 1958, Severn Valley 
Railway in 1972 and to Midland Railway Centre 1980, appearing at Rainhill that year. To 
Rowsley 2011. Dimensions 57’ x 9’3”  

P1 TO No. 8422 built 1928. Originally 2924 built to D1692 at Derby. Converted to ambu-
lance car WW2, repatriated to National Army Museum, then Long Marston. To Rowsley 
2011. Dimensions 57’ x 9’3”  

P3 BCK No. 6815 built in 1935. Departmental service number DS70247. Built as a compo-
site corridor brake carriage at Wolverton  works to D1932. Dimensions 62' 0" x 9' 0". 

P3 TK No. 1782 built in 1934. Constructed at Wolverton, renumbered DM395911. At the 
Churnet Valley Railway until purchased in Nov 2012. 

The editor would like to apologise to GWR fans as he has adulterated the 
above cartoon produced by that railway for LMS purposes, the sentiment 

remains the same! 

 Back:  Our new chairman Mike Denton presses the flesh at the Etches Park open day. 
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