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Southampton Society of Model Engineers Ltd 
Club House and Track at Riverside Park , Southampton 

Open on Sunday 1 to 4 pm throughout the summer 

1/5 mile track: 7¼” at ground level , elevated 5” & 3½”  

Continuous runs of approximately two miles on tarmac paths 
 

Volume No 213 May 2015  

 

Let’s try a diesel on the front page this time! 
Chris and Sue’s ‘Crompton’ D6574 

named “The Burma Star” from 1980 to 1991 when she was scrapped. 

Summer Season off and running! 
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From your Chairman 

Some of you will know that John Barrett our Secretary and Newsletter editor 

has not been very well with a bad case of the shingles so he has asked me to 

finish off the newsletter he started. John is on the mend but still suffering. Our 
thoughts are with you. 

We seem to have got off with a flying start in spite of some foul weather and 

some of the ideas suggested by the membership appear to be working well. The 

‘first Saturday in the month play day’ has happened twice now, on both occa-
sions on a Bank holiday weekend so quite hard work for those who volunteer 

to open the track and run on the weekend. As well, running on a Bank Holiday 

Monday has produced good results and positive feedback from the public. 

The Hampshire & IOW Air Ambulance were very pleased with the contribution 

we made when running for them on 12 April and do not forget that we are do-
ing it again on Sunday 31 May. 

It is a bit early to comment very much on the effect of increasing the fare to £1 

as we have only run on 6 Sundays and had some very poor days due to the cold 

but it is clear that the number of tickets bought depends on the number of 
locos in operation as many people want to ride behind all them at least once! 

That said the Treasurer has a very big smile on his face with regard to the tak-

ings!! 

Ron Blizard, Mike Sanderman and I attended the Southern Federation Annual 

general meeting earlier this year and heard a report from Tony Wood, the man 
who runs Walker Midgley our insurers.  He gave a report on insurance claims 

and I will confess to using a summary of this cribbed from the Saffron Walden 

newsletter as I was taking photos for the SF newsletter. 

Glad to see our publicity pamphlet has been well received. The first 1,000 have 

gone quickly and we are expecting delivery of the second 1,000 soon. If you 
would like some to put in your local library or wherever just drop by the track 

and they are available. 

One of the interesting things I have discovered as the result of being your 

Chairman is the opportunity to swop notes with other societies. Now many of 
you will have read pleas to the membership to come and support the club’s ac-

tivities. This seems to be a common theme in almost every club in our hobby 
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and it appears almost all clubs in general! So all we can really say is that we are 

there for your enjoyment if you want to enjoy it. 

And let me end this bit by telling you I have corresponded with a chap in the 

West Riding Small Locomotive Society based near Leeds. He says he has done 
historical researched and discovered something quite remarkable, hope you 

enjoy. 

David 

Newsletter Editor 

John would like to pass the newsletter editor’s role onto the next willing mem-

ber. It is not particularly difficult if you have a passing knowledge of MS Word 

or Publisher. In fact publisher does most of the work for you. A great source of 

interesting content comes from other clubs and one can get on their mailing list 

very quickly. Permission to use their material is always given happily. Just attend 
Committee meetings to know what is going on and bully me into writing the 

first bit and let your creativity take over!! 

 
 

 

Boiler Testing – Pressure Gauges  
The following article is from the City of Oxford Society of Model Engineer’s 
magazine the ‘COSME LINK’;  

As a Boiler Inspector we are often asked, “Why test pressure gauges at the 
steam test?” In the past, we have said that the red, blue or green books require 
it to make sure that the gauge is marked accurately. But at the July boiler test-
ing session, we were witness to a frightening situation.  
On testing the pressure gauge of one locomotive, with a working pressure of 100 
psi brought for steam test, against the test gauge, the locomotive gauge rose to 
75 psi and stopped even though the test gauge rose to 120 psi. All Boiler Inspec-
tors present were mystified as to the problem. Had this problem not been dis-
covered and the locomotive remained in service there could have been a serious 
situation. The safety valves could have been screwed down to raise the reading 
to 100 psi.  
One fears to wonder what steam pressure would have been reached before it 
was realised that there was a problem. The locomotive pressure gauge was dis-
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mantled and it was found that some dirt had got into the linkage and jammed it. 
This was cleaned and the gauge reassembled. It was then retested against the 
test gauge and it read 100 psi when the test gauge read 100 psi. So it was re-
placed on the locomotive and the steam test carried out. The locomotive pres-
sure gauge functioned perfectly and the Boiler Inspector was able to issue an 
Examination Certificate.  

 
Feedback from Southern Fed AGM, Saturday 14th March 

The recent Southern Fed AGM was held this year at the Bursledon Brickworks 

Museum at Swanwick, near Southampton. It was an interesting venue with much 
of the brick making equipment preserved, including the rather nice single cylin-

der steam engine that drove some of the equipment (we were able to see the 

engine warmed through and run for our benefit). Outside the was a section of 

2ft gauge railway, complete with a Bagnall steam loco together with a 7¼" track 
for passenger rides. 

Of particular interest was Tony Wood's Insurance Report starting with a sum-

mary of insurance claims last year which followed a familiar pattern - train de-

railments resulting in passenger injuries, visitors tripping over the track, spark 

damage to clothing and break-ins to Club property. 

Tony offered the following advice to Clubs involved with running trains for the 

public: 

● If you have an incident where a visitor has been injured it is essential that all 

the facts are recorded as soon as possible including names and addresses of 
people involved. Inform Walker Midgley as soon as possible and let them deal 

with any claimant. 

● Risk assessments must be kept up to date and reviewed at least annually. 

● Keep a maintenance log of work done to the track and to Club rolling stock. 

● Responding to the question 'Should we carry a guard on our trains' - there is 
no insurance requirement to carry a guard but it is recognised that many Clubs 

require this. We were told that, if carrying a guard, the responsibilities are such 

that the minimum age that applies to a driver, i.e. at least 16 years old, must 

also apply. 

●  Regarding restrictions on driving due to physical impairment, there is no 
specific insurance requirement however, the advice is that is a person has been 

deemed by the DVLA as unfit to drive a motor vehicle they should not be driv-

ing a train for the public. 
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And commenting on some of points raised by Tony Woods, Martyn Turek and 

John Lloyd have kindly taken on the task of reviewing our risk assessment proc-

ess and conducting the risk assessment. Martyn is particularly welcome as this 

was his forte prior to retiring from the MCA. We are in safe hands. 

Also we have a culture of keeping records of the annual maintenance on the 

rolling stock and  of recording ‘incidents’ largely I believe as the result of our 

members being pretty responsible people!!! 

And I think I can say that most if not all the accidents occurred in the northern 
societies. 

David 

This is a report by Bob Lumb of the West Riding Small Locomotive 

Society. The article caught my eye as Bob is constructing an ‘A’ 
class L & Y 0-6-0 as I am trying to do. 

 

The Strategic 
Reserve, Fact 

or Fiction? 
The early 1960's were in 

retrospect dangerous times. 

The building of the Berlin -
wall in 1961 followed by the 

Cuban missile crisis of 1962 

are well documented exam-

ples of how dose we came to 
becoming embroiled in an-

other world war. Not so well 

known however is the inten-

tion by the Soviet Union in late 1962 to destabilise the UK by its attempt to paralyse our 

transport system. At that time prior to the extensive motorway network of today most 
goods were still being carried by the railways. Dieselisation of motive power on the railway 

is in full swing and the steam locomotive is rapidly becoming obsolete and consigned to the 

scrap heap. The Tory government of the day becomes alarmed by the unreliability of the 

1896 built No 1300 on loan to the East Lancashire Railway. 
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new diesels and concludes that saboteurs under Soviet influence are responsible. 

To counter this threat a security council of high ranking ministers is formed. Designated 

somewhat unkindly the Snake class their task is to introduce counter measures and safe-

guard the country. The initial group are known as "Adder", subsequent groups take the 
next name as "Boa" (For the IRA threat) and thence the name we are familiar with today 

"Cobra" (For the Islamic threat) A number of directives are issued by the "Adder" group to 

the Railway Executive one of which is to form a strategic reserve of steam locomotives as 

security for the future. These locomotives are to be selected for their useful merit on pas-
senger and freight trains and to be stored securely out of sight from the public fully ser-

viced and in good order. 

Many years after this and long after successful dieselisation of the railways, I was idling 

away time in a local Mirfield hostelry, I had chance to strike up a conversation with an 

elderly gentleman sat alone alongside me, he was a retired loco fitter from the local engine 
sheds which until closure were quite extensive. It is not important what his name is al-

though I will call him Harry although that is not his real name. This is a transcription of his 

story which he narrated with great clarity as if remembering something from only yesterday 

and not from over 50 years ago. 

"It was in December 1962 just prior to the heavy snows and icy conditions of 

that awful winter we had that year when I was on a train travelling down the 

Calder Valley towards Mirfield. I recall the train being hauled by a Class 4 tank 

in place of the usual DMU which had yet again failed. I'd been seconded to 

some repair work at Sowerby Bridge loco for a few days where there was a 
shortage of fitters and returning to my home shed. Once we got to Mirfield I 

took the usual cinder path to the shed entrance and looked for the shed mas-

ter to get my next job instructions. It wasn't long though before he found me 

and I'll never forget his words. 

He had an agitated look on his face as he approached me rather suddenly 
from behind a loco and said "Nah then Harry, now that th's back I want you to 

prepare our three "A" class ready for movement. Make sure there'll sound and 

go wi' crew to Rishworth branch tunnel at So'by. Tha's to leave them inside 

there as part o1 a new reserve. T'other "A" class from Low Moor an Sow'by 
are also gonna be put there. Am told that should give us half a dozen solid en-

gines for future/1 Well I looked at him in amazement the "A" class were con-

sidered popular albeit a bit rough riding, but what would you expect with en-

gines over 60 years old? 

"Why "A" class boss, why don't we put our Scots away instead" I replied, the 
Royal Scots had only been with us a few months after transfer from Holbeck 

but we had little suitable work for them and they were a nightmare to maintain. 
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"Don't argue with me" says the shed master, "you know that Richard Aspinall 

wants the "A" class looked after, it's him that makes the decisions" Richard 

Aspinall was in those days the District Motive Power Superintendent and a di-

rect descendant of John Aspinall the old Chief Engineer of The Lancashire and 
Yorkshire railway. "So it was, that a couple of days later I was travelling on the 

footplate of one of the three "A" class, with mates of mine on the other two, 

the loco's were not in steam, we were towed by one of our 8F's down the line 

to Sow'by. Once we arrived after some quick shunting the 8F propelled us onto 
the Rishworth branch and very soon we entered the tunnel close to the sta-

tion. Almost immediately I sensed something was wrong, the far end of the tun-

nel where you would expect to see daylight was dark. No way out. I got off the 

engine and after a short walk down you could just about make out it had re-

cently been bricked up. Well, after leaving the three "A" class there, 
mid gear, hand brake hard on as per the book, myself and my two 
mates left to get a lift on the 8F to the shed for a brew. Before we got clear of 

the station arriving behind us was a run down Austerity pulling a couple more 

"A" class, I recognised these two as the Low Moor ones." 

Harry paused at this point had a sip of his beer and looked rather distant for a 

few minutes before he continued. "I can remember leaving the shed a bit later 
and we got held by the home starter on the station platform, the So'by pilot, I 

think it was their 4F was propelling another "A" class into the tunnel. It was 

52121 the last one at their shed, always a bit of a pet. If that wasn't all a bit odd 

then the work gang around the tunnel mouth was all a bit stranger. A couple of 
blokes were unloading scaffolding poles from a open wagon in the head shunt 

and coupled to it were two trucks full of bricks. They were wasting no time in 

getting that last portal sealed." 

Harry paused again, had a look around him and finally said in a low voice "That 

night me and my mates who'd been riding the locos got a knock on the door 
from a Police Sergeant and a bloke in a suit, we were asked, no told, to sign 

some papers with some talk or other about official secrets with no uncertainty 

about what would happen if we spoke about it. None of us to my knowledge 

have ever mentioned this before, it was never spoken about on shed. The 

other's have all now passed on and I think I'm the last to know." 

Harry left soon after and I never saw him again, he lived alone by then after 

losing his wife some years earlier, tragically he was a victim of a burglary just a 

few days later and although they didn't touch his telly or for that matter his 

watch and wallet, books and papers he had of his time on the railway had gone. 
He never recovered from that and passed away quietly shortly after. This then is 
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Harry's story, I'd forgotten about it until recently, it had just layed at the back of 

my mind. Then I saw in the newspapers that under the 50 years rule govern-

ment records relating to that time were being made available online. It didn't 

take all that long to discover the facts behind the "Adder" meetings with min-
utes of their meetings recorded clearly. It was then I began to think more and 

more about Harry and his story. Further digging around in official records re-

vealed that in the mass withdrawal of steam locomotives in December '62 

there were many Scottish Black 5's, Clans, and Jubilee's condemned, most of 
them to the surprise of local shed staff as they were left short of motive 

power. What happened to most of these? I could not find photographic evi-

dence of the loco's being cut up. Nor for that matter any pictures of those six 

"A" class being cut. Records are sketchy and often missing for a lot of these '62 

withdrawals. There is, however, no shortage of closed tunnels in Scotland, 
most of these when you talk to the locals being sealed in early '63. So, are 

there six "A" class locos entombed in the tunnel at Sowerby Bridge? Will we 

ever know? 

Bob Lumb 

No 1069 passes Mirfield shed with a westbound coal train c 1900 
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2015 programme of Events  

Worth noting are, 

31 May H & IOW AA Charity running Sunday. 

3 July Portsmouth invitation evening 17:00 to 20:00. This invitation arose due 

to an email from Portsmouth telling us that their Chairman had died and 

their cancelling their frostbite meet so we invited them to join us,. Two 

chaps did and enjoyed themselves. Portsmouth are having a hard time 

but have invited us to join them on this Friday evening. I think we 

should support them. 

11 July Summer Fest for the family. Last year we had a great time and the chil-

dren in particular had great fun so here we go again. This replaces the 

December dinner on cold ships!! 

1 August 3 1/2” Day. This was hailed a success last year and we are repeating it. 

22 August Singles Day. The seeds for this were sown at Malden last year when a 

chap showed up with a lovely little Stroudley single called ’Fairlight’ and 

it ran superbly. The owner lamented that there was no opportunity for 

Singles to run and since David Corbett and Jerry have Stirling singles the 

event was born. I know of at least six other engines coming, one from 

Northampton. Should be a fun day and a bit different. 

19 September Southern Federation Autumn Rally and Australia Cup. Got talked into 

proposing this and the Committee agreed. Great Kudos for our club 

actually. Will need lots of hands to the pump for this one and will start 

the planning in July. Dave Clothier will bring his steam organ machine!  

Eddie Carter’s ‘Fairlight’ - smashing loco (LB&SCR) built 1881 
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This is an article that John found in a 6 AUGUST 1976 MODEL ENGI-

NEER  that he thought be of interest to us. 

 
How do you 'Light your Fire?' 

An extract from BG Markham’s notes on ELLA, a Heywood Locomotive in 3 ½” 

Gauge. 

Lighting the Fire I always use charcoal for kindling and I have never tried wood in Ella. I 

have used charcoal soaked in methylated spirits followed by charcoal soaked in paraffin 

but I now use only methylated spirits as it is argued that to start off by depositing oily 

soot on the tubes is undesirable. Whether there is much in this argument I do not know. 

Next to the bridge I put steam coal or steam coal with only a small amount of charcoal. 
The rest I fill up with pieces of charcoal varying in size from the largest which will go 

through the door down to the size of a large broad bean. I take particular care to get 

fuel immediately to the right and left of the door and at the back of the fire nearly up to 

the roof. If using a car battery I usually start the blower at 8 or 10 volts and apply a 

match. One can light up equally well either just before or just after starting the blower 

but I don't shut the door until the blower is started.  

After about half a minute I take a look at the fire and place the baffle in the ash pan 

about a third of the way along and leave it there until the back of the fire (that is the 

backhead end) is brighter than the rest. By now it is time to put on more charcoal and 

switch the blower on to 12 volts. When adding more charcoal it is very easy to light any 

loose meths on the shovel and set fire to the fuel tin as the flame is almost invisible in 

sunlight. However, if this happens it is not a serious matter and I just feed in burning 

charcoal. As soon as the charcoal fire is going well and has burnt down enough to get the 

coal on, one can put on about four shovels full. Usually the baffle will be needed again to 

get an even fire. It must be remembered that fire will not spread up wind and unless one 

takes care to keep the fire even one will get all the combustion at the front end and un-

burnt coal at the back. Usually if one starts with a good even fire one can keep it so, but 

if not the baffle can be tried with moderate use of the blower. I have never used the baf-

fle while moving.  

Cold water to blowing off takes consistently l7 minutes. Usually the engine blower is on 

after l2 to 15 minutes. This is very slow and it can be done quicker but at the expense of 

an uneven fire. The engine's blower is very powerful and must be turned down as the 

pressure rises otherwise a great deal of ash will be taken over the bridge or in an ex-

treme case the whole of the front of the fire will be lifted. The state of the fire can be 

judged by looking up from the ash pan. It is necessary to rake out between the fire bars 

and to shovel out the ash from time to time. When adding coal one has to be careful not 

to push any over the bridge and I have painted a band on the handle of the shovel to 

show when it reaches the bridge.  
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I have not experimented with different coals. I have used Welsh steam coal. Most of the 

large pieces have a maximum dimension of ¾” but a few are up to 1”. There are about 

150 pieces to the ounce. If, as in my case, the first run is made on the bench with the 

wheels up it may be found that occasional use of the blower may be necessary to keep 

the fire alight and even with the minimum stable fire the engine will be blowing off, ex-

cept when the injector is on. The fact of the matter is that if you try to keep the fire 

low enough to avoid blowing off, you stand a good chance of letting it out altogether. 

Running on an up and down track I find that with a little experience the pressure can 

be kept well up but without an excessive amount of blowing off. Normally I run with 

the blast nozzle full open. Wheel slip should be avoided as far as possible as it pulls the 

fire to pieces and causes a rapid build-up of ash between the tube plate and the bridge. 

One problem with up and down running is that if the stops are too long the water in 

the tank gets too hot for the injectors to cope, One solution is to leave the water cock 

on the whole time but it looks as though one is being careless and one gets fed up with 

people telling you the water's leaking. The alternative is to siphon off the hot water and 

fill up with cold.  

When one takes Ella to a 

continuous track the 

problem changes dramati-

cally from trying not to 

make too much steam to 

trying to make enough. At 

high powers one must 

use a large blast orifice to 

avoid lifting the fire and 

therefore one cannot 

hope for the automatic 

response of a well 

matched steamer in 

meeting the demand for 

increased steam. In the-

ory, however, by control of the blast nozzle one could operate at a constant smokebox 

depression and a constant steaming rate and store up energy in the big boiler during 

periods of low demand. In practice without an indicator of smoke- box vacuum one is a 

good deal short of being able to keep constant steaming rate but nevertheless one can 

make steam by keeping the speed down. The general principle to keep in mind is that to 

make a circuit of the track will require a given quantity of steam which is very roughly 

speaking independent of the time taken. The amount of steam you can generate during 

a circuit on the other hand is a function of the time taken.  

Probably the best way to drive is to try to maintain a constant boiler pressure and wa-

ter level which means nearly a constant steaming rate. This may mean for example that 

with boiler pressure of 90 the maximum steam chest pressure up the banks may be no 
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more than 35 and less than 20 on the downgrades. Driven like this it is possible to take a 

load of five plus driver round the Bristol track and finish blowing off. However, jump on 

behind and come for an imaginary ride. I will not promise that everything will be done as 

it should be. The engine has just done a circuit and the fire bars are being raked out and 

ash shovelled out of the ash pan; pressure is rising and the injector is put on until the 

level is nearly up to the top nut and coal is added. The water tanks are filled up. She's 

blowing off now and the fire has burnt through and should be good when we get to the 

bank, so we put her in full gear and open the regulator a little and nothing happens. We 

open the drain cocks and we go off gently. Close cocks a little more and we pull back to 

50% cut-off ease the throttle a bit, we don’t too much pull on a fire made up rather high 

Then we are on the bank and coming to the curve and as the speed drops we give her 

more regulator and 60% cut off. She is going well over the top of the bank, we wonder 

why, this is the time to ease up and recover some of the pressure we have lost but the 

blood has gone to our heads and we rush down the bank and rattle over the bridge: its 

fun while it lasts. Now we are round the bend and meet the half gale which blew us up 

the bank. We have a long straight fairly easy climb where we ought to put on a bit of 

coal and put in a drop of water before the awkward bank and bend by the station, but 

the priority is to recover the pressure we lost rattling over the bridge.  

Driving slowly we make steam up the straight slope but the water level is getting low; 

when we get to the bend we need more regulator and the pressure starts to drop and 

over the top we are at full regulator and 70% cut off and hoping! We have made it and 

are on the run down to the steaming bay where we started - some- thing must be done 

about that water level and quick. Is there enough pressure for the injector? Better use 

the hand pump; anyway it won't knock what's left of the pressure back. A quick pump, a 

couple of shovels of coal, close the blast nozzle a little and another pump and we are 

back where we started. I did mean to drive more sensibly but I am sorry I had to use 

the hand pump but it was rather fun rattling over the bridge and exciting wondering if 

we would make it round the bend by the station.  

So much for our imaginary drive and I must say something about the use of the con-

trollable blast nozzle-somewhat reluctantly as I have as yet not really mastered the art. 

The principle is easy enough, one opens the nozzle at high speeds and steam chest pres-

sures and closes it at low powers, but how does one know when the setting is right? If 

the nozzle is closed to the point where a loss of power is felt, this is certainly too much 

lf there is a shower of sparks from the funnel this again is far too much. I do not find the 

sound of the exhaust an adequate guide. After a bit one learns by examination of the 

amount of ash deposited between the tube plate and the firebox bridge after a run 

whether or not the blast has been too fierce but only a few seconds with the wheels 

slipping can lift the fire and upset one's assessment. It may also be that the fire has been 

built up too high and has been pushed over the bridge with the shovel. One thing about 

writing these notes is that it gives one a fresh angle on the problems and in this instance 

it makes me think that perhaps it will help me to put some graduations on the reverser 

stand to show the position of the nozzle control lever.  


