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THE TIMETAZLE

FFriday 11 December
Programme of cine films and photographs by Ix.J.H.Blake.
‘19,00 for 19,15 in the Tudor Room, Caxton Hall.

P Monday 14 December ,

Library Evening, 13.30. The Society's Library open for
inspection at 94 Dunrobin Court, 389 Finchley Road, London,
N3 6HE,

1982

Fricday. 8 January
Tallz, '"The District Line @ Stock'!, by Ixr.P.R.Connor. 19,00
for 15,15 in the Tudor Room, Caxton Hall,

Saturday 16 January

Late-morning visit to Oxford Circus station and Station
Operations Room. Anplications, with S5AE, to I#.G.A.Finch,
161 Valetta Road, London, W3 7TA. lMinimum age 15 years.
Lssociate members, please state age when applying.

WTednesday 3 February

LURS members are invited to this rmnoeting of the Electric
Railway Society, which is a talk by I .B.R.Hardy, !The Paris
Hetro Today'. 19,00 at Fred Tallant Zall, 153 Drummond
Street, London, Il. llearest stations: Buston, Zuston Square
or Tarren Street.

Friday 12 February
Tallz, 'London Underground Closed Stations', by Alan A,Jackson.
19,00 for 19,15 in the Tudor Room, Caxton Hall,

Friday 12 liarch
Programme of cine films with sound, to be presented by
Mr.J.Laker. 19,00 for 16,15 in the Tudor Room, Caxton Hall.

UNDERGROUND NEWS IS PUBLISHED & PRINTED BY THE LONDON UNDERGROUND RAILWAY SOCIETY.

CORRESPONDENCE SHOULD BE ADDRESSED TO THE EDITOR WHOSE ADDRESS APPEARS INSIDE.

MEMBERS ARE ASKED TO ENCLOSE A STAMPED ADDRESSED ENVELOPE IF A REPLY IS REQUIRED.

OPINIONS EXPRESSED ARE THOSE OF CONTRIBUTORS AND NOT NECESSARILY ENDORSED BY TLURS.,
© THE CONTENTS ARE COPYRIGHT.
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The cor ] bought a gravel pit at Denham, and had the gravel trans-
ported by barge to Frays Taarf on the 3rand Union Canal. Here, a fioating
crane unloaded it inte standard gauge contractors' wagons which used a
temporary light railway to Hiliingdon, with two back-shunts to gain
height (and crossing Harefield Road and Park Road on the level but
guarded by gatemen}). This line also carried Slough briclks and other
materials; it was largely on land owned by Col, Cox, a director of the
Harrow and Uxbridge Railway and owner of Harefield Place. Some bricks

2
came direct by rail fyom 3rill Brickworks.

A sub-contractor for carpentry and joinery made such a good job of the
voof at Ruiglip station that it is now a Grade III listed duilding.
Finally, the substation at Iclkepvham was built, and the track laid com-
plete with conductor rails., Walter Atlkinson attended tiie opening cerenony
in 1904, when the Chairman forecast that all the land round the railway
would be occupied Dy houses,

After the Harrow and Uxbridge, the compmany built Ealing Common car sheds
for the District {where their engineer, Chapman, said that their electric
cars would go round the edge of a cent, but had to lay easier curves
after a month), Barons Court tunnel approach cutting, and some worlk at
Neasden Power Station., After that Talter Atkinson moved to Shropshire.

2 later became a director of another contracting firm, Caffin and Co.
I,td, Contracts connected with the Underground included the District Line
car sheds at Upmingter from 1931-3, restoring the railway tunnels
bencath Smithfield Market in 1937-8, rebuilding and renovating stations
on the High Barnet line, and 2% miles of widening the formation to take
two new Central Line tracks between Horthcelt and Ruislip Gardens. Here

agaia, railway chalk was used for embanlment filling, from High Tycombe
this time. The worlt included the longest bridge that Atkinson had

tacliled, the skew bridge at Ruislip Gardens station over West End Road.
7 brolze out before the contract was finished, and although mysterious
dispensation was given to use arc lamps in the blaclkout for the skew

bridge imstallation, the growing sheortage of men and materials compelled
the contract to be suspended in 1941, Atlkinson retired in 1943,

Dennis concluded his tallk by showing some fascinating slides of con-
tracting worlk in hand, and rural scenes on the Uxbridge branch. After
question time, the meeting concluded with a vote of thanlks to our
President for presenting such an interesting facet of Underground
history.,

@)
=
O

AU REVOIR, BLAIGL HALL

Lt a little after 21.15 on Saturday evening 31 October 1981, some 50 or
so entiwusiasts had congregated at Blake Hall to say farewell to this
station - literally in the middle of !'nowhere! - which boasted just
seventeen passengers a day.

This event marled a stage in a long battle to shut the Epping-Ongar line
completely, and may not stop here. As far back as 1970, moves were nade
to cloze the line, firstly on Sundays, and then on a permanent basis.
Fortunately this did not happen, but a few years ago, a further attempt
was made by London Transport to close the line, as the local councils
would not financially subsidise the line, which is far away from the
G.L.C. boundary. The threat of closure brought about the formation of
the Epping-Ongar Railway Society (later renamed the Zpning Forest Rail-
way) with the aim of it talring over the line if closure was granted.
Following a public endquiry held on 15 October 1¢80, it was announced by
ithe Minister of Transport on 31 liarch 1981 that the line should not close
but to operate at peak periods only, and to permanently close 3Blake Hall
station - this wounld consicerably reduce LTs costs. Thus is was duly
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anpouncad by Londcon Transport in August 1981 that Blake IIall would close
srmanently after traffic cn Saturday 31 Cctober, and peak-hour-only
ervices would commence on Monrday 2 NHovember 1681, The service to be

oo g

rovided would have been as follows:
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05.k0 07.25 07.59 03.35 09.09
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07.09 o07.k2 08,16 08,52 09.31
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Epping ceeseese @ 15,32 16,12 16,47 17,20 17,54 18,31 16,06
North Teald ... 4 15.37 16,17 16,52 17.25 17.59 18,36 19,11
ONGATr +secesces a 15.45 16,25 17,00 17,33 13.07 18,kk 19,19
Ongar 15,55 16.3%1 17.03 17.37 13.14k 18.48 1¢.31
Horth Weald 16,03 16.39 17,11 17.45 18,22 18,56 129,39
Epping 16,00 16,45 17.17 17.51 18.28 19.02 19,45

Fortunately for users of the Epping-Ongar line, the Epping Forest District
Council offered £20,000 as a temporary means of covering a proportion of
LTs costs, and ccnsegquently on 28 October, it was announced that the line
would continue to operate its normal daily service for a further year,
although Blake Hall station would still be closed. Tith only a few days
left, posters were displayed almost immediately telling passengers of the
revised plans ~ a wmaritial reprieve.

Dr.Tony Ridley, lfanaging Director of the Underground, stated: ‘'Althiough
this offer by Epping Forest District Council falls far short of the costs
of running this service, London Transport is prepared to go along with the
arrangement for a yvear to give Esgsex County Council time to think again
about a proper grant for the line which would resolve its future once and
for all,’

So it was on Saturday 31 Gectober that Blake Hall probably saw its busiest
day ever, with many enthusiasts of all ages turning up throughout the day
to have a last look at the station, and buying tickets as souvenirs from
the booking office = often with a guene of half a dozen or more people !
Some were still under the impression that the service omn the line would be
pealt hours only from Monday. Numerous. camneras recorded the station on its
last day =~ the station seat with its 'GER' monograms had gone, and only
one of the bullseye station name plates remained in position., The festiv-
ities came to an abrupt halt, however, as the last train able to be
photogranhed in daylight was the 13,58 from Blake Hall to Ongar: a sus-
picious package on a Test Ruislip train at Epping (train 42, the 13,52
departure) caused the shuttle train (1586-7556-9537-1587) to be held at
Ongar while police attended train 42 at Epping. Traction current in the
Epping area was switched off at about 14,30 to avoid vibrating the pack-
age with the operation of the train's compressors. The bomb squad were
eventually summoned (who had to come from Colchester) and your reporter
was fascinated seeing a robot moving along Epping platform - from a safe
distance, of. course ! In the end, it was decided to explode the package
(known as a 'controlled explosion') which turned out to be a ladies rain-
coat (a similar ‘controlled explosion' the previous wesk at Greenford
exploded a box of cakes !). Services were restored at about 17.20, and
during the meantime, all eastbound trains reversed east to west via the
sidings at Debden., The shuttle train eventually departed Ongar at 17.16 -~
right time, or three hours late, missing out the 14,16, 15,01, 15.46 and
16,31 trips !
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yorter and friends arrived in the forecourt of
a .
s

3 full car park, and joined another 50 or so

ias » the last passenger departure eastbound to Ongar at

(the last westbound to Epping was at 21,05%), under the watchful
eye of an Issex Comnstabulary P.C. By 21.25 the train could be detected
leaving North Teald, as the station lights at 3Blake Hall dimmed consid-
erably as the train drew power, At this time the pcolice constable
spotted an unattended brown holdall outside the boolking office and
imuediately called for its owner, ready to close the station if need be !
The train arrived on time and was formed of cars: 16256-2626-9527-1627 -~
the previous train had been changed over at Epping because of flatted
wheels, and thus the last westbound passenger trip at 21,05% was formed
of unit 15856,

About another 50 or so enthusiasts were already on the train when it
arrived - some got off, but most went on to Ongar, to return on the
21,46, which 'calls at Blake Hall for staff! - and enthusiasts - tonly!
wvhere a dozen or so alighted. By this time, the remaining bullseye name
nlate had gone, as had the station nameplate over the station entrance.

-

Thus ends the story of 3Blake FHall - where is the 'Hall! ?

It will De interesting to see wniat happens to it in the months to come.
Till the station house remain, and if it does, will the platform be
allowed to fall derelict - we shall wait and see.

It is also ironic that 3Blake Hall station, dependent for so many years
on a G.P.0. telephone kiosk in the booking hall for its communications,
was incliuded on the LT automatic telephone system (lNo,2119) just a few
months ago !

Au reveir, mon ami |

Recent references to Epping-Ongar line in Underground News:

IN 218 p7L
Ul 220 pili
UN 223 p236, p255
UN 224 pr68
UN 225 296, p298
UN 226 p327
UN 228 p391
Ull 232 piid
Ul 235k pl52
UN 236 pig2
UN 237 p22k

HATNAULT-/YCODFCORD SERVICE RIDUCTIONS

At the same time as the cuts in the Epping-Ongar service were due to
take place, services were also reduced between Hainault and Joodford,

in the peak periods, when one train was withdrawn, making the all-day
service worked by two trains, and the service interval heing reduced
from 10-1% minutes to 16-20 minutes. The midday off peak interval stays
at 24 minutes, and the late evening interval at 3C minutes. It is inter-
esting to reflect that the service used to be worked by four trains,
every O-10 minutes.

Tith the non-availability of the A,T.0. stock operating the Hainault~
Toodford shuttle service, it was not uncormmon for a crew-operated four-
car unit of 1962 tube stock to operate at peak periods ~ usually on
train 98, and this has been a regular happening for the last couple of
years. With the reduction, this working has now been eliminated, the
three units of 1960 tube stock (one three~car and two four~cars) and one
unit of 1967 tube stock should be enough to provide two serviceable
trains.




HATINAULT~TJCODFORD SERVICE COIRPARISCHE

Peal~hour Departures

1663 Until 30.10,81 From 2,11.81

From From From From From From
Tfoodford Jainault WVoodfoxrd Hainault Toodford Hainault
07.81. 07.04 ' 07.02 07,09 07.02 07,02
07,11 07.12 07.13 07,21 07.21 07.21
07,23 07.20 07.28 07,79 07.41 Q737
07,28 07.28 07.41 C7.45 07.57 07.55
07.36 07.36 07.4ko 07.55 08,17 03,13
07.44 07.454 03.03 08,09 08.34 08,31
07.52 G7.52 08.17 08.21 08.51 08.51
03.02 03.02 08.°¢ 08,31 09,11 09.09
08.10 08,12 08.39 08.43 09.26 09,29
08.22 08,22 08.51 08,55 09.50 09.51
08.3%0 08.30 02.07 02,09
08.38 08.38 09.15 GH 09.28
08.48 08,47 0%.26 09.51
08,55 GH 038.58 09.50
09.06 09,17
09, ok 09.38
09,48
16,12 ' 16.01 16,17 16,09 16,12 16,08
16,29 16,28 16,33 16,22 16,28 16,27
16,46 16,45 16,48 16.37 16,47 16,46
16,56 16,55 15.58 156,50 17,06 17,04
17.04 17.05 17.11 17.04 17.25 17.23
17.15 17,12 17.21 17.1L 17.51 17.39
17,23 17.23 1751 17.24 18,01 17.58
17.31 17,29 17.41 17.35 18,19 18,15
17,40 17.38 17.51 17.Lk6 18,41 18,35
1745 17.4 18.05 17.58 18,56 18.55
17.53 17.53 15,15 18,09
18,02 18.07 18,27 18,20
18,10 18,18 18,45 13.35
18,156 18,27 18,53
18.726 cH 13,40
18,34 18.58
13,49

Note: GH - to Grange Hill only.

S

NEY WORKING TIMITABLES

From HMonday 2 Iovember, new orking Timetables were introduced on the
Jubilea and Bakerloo 1lines, each being llo,2, replacing No,1 timetables
for each line, having Deen in operation since the segregation of the
Bakerloo Line and opening of the Jubilee on 1 liay 1979.

Jubilee Line

Jubilee Line timetable ITo,2 might become a collector'!s item, for each
copy has been printed without the LT roundel on the front cover ! The
most significant alteration is that the Monday to Friday peak service
has been reduced by two trains, with 26 now. scheduled, The reduction of
two trains has been made from Neasden depot's allocation (18 trains
reduced to 16), Stanmore sidings still providing ten trains,

Previocusly, four trains were scheduled to reverse short at Test Hampstead
in the morning peak between 03.30 and 09,15, This has Deen reduced to

300



one train at 07.59. The provision for two trains (morning pealk) and omne
rain {evening peak) to be cancelled as required by the Trafiic Con-
rollier has been withdrawa. The net effect of the reduction is felt in
the number of trains departing from Stanmore in the morning peak between
nd 09,00 (15, reduced to 13), and a similar reduction of arrivals

n the evening peak between 17.30 and 18.30 (15 reduced tc 13). This
lters the peak service intervals as follows:
Timetable Ho,2 Timetable lNo.1
B X

Stammore~Tembley Park 4% 2%-5
Tembley Park-Yillesden Green F-bs 2@«5
7Tillesden Green-Charing Cross 3 P ]
Trains stabling and starting from the south end of lNeasden depot have

also been reduced: five after the morning peak reduced to three, and
three before the evening peak reduced to two. The period of !'stepping
back! of crews at Charing Cross is unaltered, however, being between
68,24 and 09,42, and 16,46 and 18,11, The first reversing train at
fillesden Green is now earlier at 07.3L4 (previously 07.43) and the last
one later at 18,01 (17.46).

lionday to Friday off peak service patterns, and Saturday an
services are unchanged,

Sunday

The distance between stations seems to have altered between the +two
timetables, The digstance between Stammore and Canons Park is now 0.79
miles, instead of 0,85, while the collective distance betiween Finchley
Road and Baker Street is misprinted as 2.33 (should be 2,23), but the
revised tctal at the bottom is correct at 13,74 !

Bakerloo Line

For the first time since the severe staff shortage of 1973-4, the
!Stepping back' cf crews on the Bakerloco Line at Elephant & Castle has
been abandoned, with this new timetable No,2, This has been achieved by
increasing the reversing time +to the minimum allowed for the same crew
to talte the incoming train out -~ 44 minutes. This means that the most
frequent service that can be operated into Elephant & Castle, and of
course through the central area, is every three minutes, which is a
reduction from the previous 2%~3 minute interval. The total number of
trains in service has been reduced from 27 to 24. The unreliability of
the 1938 tube stock is blamed for the service reductions. Trains required
for the peak service now comprise: Elephant & Castle: 2 (previously 3),
London Road: 7 (8), Queens Park: 6 (6), Stonebridge Park: 5 (6), Croxley
Green: & (4). The new timetable also incorporates the daily siding alter-
ations for stabling trains at Queens Park, where one train now stables

on No,”4 road (southbound line from 7atford) instead of No,21 road (nortk-

bound line to atfeord). This alteration was first made in July 1981 and:
requires further explanation: Under the previous arrangement, trains
starting in the morning from No,21 road reguired the route to be secured
and the train handsignalled, having stabled the previous night under
normal signals (BBAA ~ see diagram on page 187 of UN 236). Converse
arrangements ncw anply for No,24 road: at night, the route is secured and
the train handsignalled. The train enters service the following morning
under mnormal signals - RBB26,

The service tc and from Stonebridge Park has also been slightly reduced,
from every 7-8 minutes to about every 9 minutes. The periods of operation
to and from Stonebridge are also revised, as follows:

Nerthbound from Queens Park

Timetable No,1 - 08,06 to 09.43 (13 trains)
15,19 to 19,11 (25 traimns), and at 19.53 (1 train).

Timetable No,2 =~ 07.52 to 09,59 (14 trains)
15.56 to 19,09 (16 trains)




Southbhound from Stonedbridge Pari

Timetable No.1 - 07.3%4 to 09.3%4 (13 trains)
15,09 to 19,01 (26 trains)
Timetable No,2 - 07.17 to 09.49 (14 trains)
15.48 teo 18,06 (16 trains)

The above figures exclude the four journeys from and to Watford Junction,
which continue *to operate at the same times.

The lMonday to Friday midday off peak and evening service is as previously,
as are the Saturday and Sunday services, but weekend rolling stock allo-
cations have been revised, with consequential different numbering of
trains:

Saturdays : Sundays
Y. T. T No,1 W.T.,T.No,2 T TeTaNog1l W, T,T.No,2
Elephant & Castle 3 2 3 2
London Road 4 5 - 1
Queens Park 6 6 6 6
Stonebridge Park - - L L+
Total 13 13 13% 13%

Note * Four trains provided for stock changeover purposes, running empty
between Queens Park and Stonebridge Parli.

Also incorporated in the new timetable, in addition to the normal passen-
ger service of LIMR d.c, trains, are empty and parcels workings between
Watford and Queens Park. These can be summarised thus:

Monday to Friday:

Up; 05.56 (empty) Tatford Junction to Tillesden, then North London
Line,
11,54 (empty, RR) Watford Junction to Willesden a.,c, depot.
12,58 (parcels) atford Junction to Harrow & Jealdstone, arrive
13,10, Then shunt via sidings to down platform, then:
13,55 {(parcels) Harrow & ealdstone sidings to Euston.
20.20 (parcels) Watford Junction to Euston.

DOYN: 13,40 (empty, RR) fillesden a.c, denot to Watford Junction.
15,00 (parcels) Euston to 'Tatford Junction.
21,21 (parcels) Euston to Tatford Junction.
2%.50 (empty) Tillesden Junction (ex~lNorth London Line) to
Tatford Junction.

Saturday:

UPs 05.56 (empty) Vatford Junction to Willesden, then North London
Line,

Sunday:

DOUN; 23,04 (empty) illesden Junction (ex-North London Line) to

WTatford Junction.

THE GREAT CENTRAL REVISITZE
1
The Preservation of CP Stock Car 54233

Saturday 10 Cctober 1981 will be a day remembered by many enthusiasts of
the London Underground, for it was the day when CP stock motor car 54233
was moved from Neasden depot to Quainton Road, for preservation. The move
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finalily toolk place after rmonths of negotiations between the Quainton
Railway Society, London Transport and 3ritish Rail. In addition to car
54233, the QRS also acqguired 1935 Hurst Nelson brake van 3557. The two
vehicles, counled together by a temmorary bar arrangement, were hauled
throughout by battery locomotives Li8 and L28 ~ the pair with buckeye
couplers ~ in the following formation: north L38+L13+B557+54233 south.

The timings were:

Neasden depPote ccecsssssnsccasessescs dep 08.10

Tembley ParK.eeeescseccessceccsscse. Pass 08,15 )

Harrow~-on~-the-iill (platform 1)..... pass 08.25 ) Via Fast/Main lines
RICKEANSWOrthesseeesossasssccssscces Pass 08,44 )
Amershar..eecosscescesesooccosssssesee AL 0%9.03

dep 09.08 Pick up BR Pilot crew

AylesbUry.ecsscoceccescscsasescoscsns Pass 09,54

Quainton Ro2deeccscsccssoccsccssseeces arr i6.10

Car 54233 is the one which was bomb-damaged at Neasden during the war, and
returned to service in September 1941 using parts of Q38 trailer 013167,
also damaged during the war (see !The 'COP! Stock Story' by Piers Connor,
published by TLURS, nages 9-11),

Departure from Neasden was just a few minutes late, but the time was soon
regained because of the generous timings. At Amersham, a 3R pilot crew
were picked up, and the battery locomotives changed over to battery power
for its journey on to Quainton Road. A 5 mph speed limit was imposed on
the train passing stations north of Amersham. An unscheduled 20-minute
stop was made at Aylesbury to allow a BR freight train in front to clear
the section. This gave a grand opportunity for all enthusiasts following
thhe move to photograph this odd collection of vehicles stationary - many
were lined up on the public footbridge at the north end of Ayleshury
station, much to the amusement of the Aylesbury townfolk ! The crew and
engineers with the special train were able to enjoy an unexpected re-
freshment break in the station bHuffet.

Horth of Aylesbury (which saw iis last Metropolitan passenger train to
Verney Junction on 4 July 1936 ~ the Met. continued to run to Quainton
Road until 1¢47, and BR continued to serve some stations until 1266),
the train proceeded onto the single line, although there was still a
siding on the 'up'! side, where a DMU was stabled for the weekend. The line
beyond Aylesbury was at one time double tracked, but was reduced to a
single line in 1967 after remaining passenger services were withdrawn in
September 19606, In recent years, however, the single line has been up-
graded to cater for the additional goods traffic, more recently with the
opening of the GLC waste disposal centre at South Ruislip (these trains
run mainly at night and are normally double-headed by class 25 diesels)
from where the containers are taken to disused brick pits ncear Claydon,
North 3Suckinghamshire.

The first point of interest beyond Aylesbury is Jaddesdon (5 miles),
where the railvay pasces under the rocad - here, a little can still be
seen of the now overgrown plaitforms which last saw stopping trains on

L July 1936 -~ also the last day of lietropolitan services beyond Quainton
Road to Verney Junction., The final leg of the northbound journey was up
into Quainton Road where the irain berthed in the station platform, the
single track being on the 'up' side. The station itself is owned by the
Quainton Railway Society ~ only the track passing threough it ctill helongs
to British Rail, The station was clesed in 1963 to passengers, and in
July 1966 to goods traffic. No connection exists between the BR single
line and either of the QRS yards, so for 54233 and B557 to be put on QRS
metals, the track south of the station had to be slewed. This was done by
a gang of BR permanent way men already on site, and the operation was
performed with precision and sliclkness. L18 and L38 then pushed 54233 and
B557 into the east-side sidings, uncoupled and returned to the station.
lieanwhile, a QRS diesel ghunter took over in the yard, uncoupling B557
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. On the main line, the track was being slewed back to its
ition. L18 and L38 departed Quainton Road at 11,50, an hour
r than scheduled, and returned to Neasden, The BR pilot crew were
¢ off at Amersham and the locomotives changed from battery to

a
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This interesting move prompts one to wonder if thiis was the firs
a hattery locomotive has ventured north of Amersham, and was thi
first time an LT train ran north of Amersham since DR toolk over
tember 1961 {apart for the Centenary Special in May 1963) 2

That does the future hold in store for 54233 - will it be restored to
LPTB livery, or kept in its present form ? One hopes that it will not

be allowed to deteriorate like steam locomotive L&L - still in pieces
and nowhere near completicn.

The movement of these vehicles caused much interest to enthusiasts - for
with the generous timings, it was possible to »nhiotograph it in many
different locations, with the aid of a car. The day'!s operation went
without a hiteh, and congratulations must be given to all those involved.

2
Verney Junction to Quainton Road ..... The Hard Vay

by Niclk IMitchell

is summer, accompanied by sone friends, I walked the trackbed of the
disused Metropolitan Line from Verney Junction to Quainton Road. This is
what we found:

The Verney Arms at Verney Junction is still open for business, and was
doing a good trade while we were there, although it is in a very small
remote hamlet. The location is still shown on nearby road signs as Verney
Junction, despite the fact that it has ceased to De a junction for many
yvears now, and the station buildings have been deitolished. The platforms
are overgrown with weeds, and the Metropolitan bay has almost entirely
vanished from sight; however, the station house is still standing and
inhabited., The twin tracks of the former Oxford-Cambridge BR line are
still in use, but not by passenger trains.

Tinslow Road station has gone to the dogs - literally, for the station
has been turned into boarding kennels. Granborough Road station has been
demolished except for the platforms, which have become almost entirely
overgrown with weeds and brambles up to ten feet high. The platform
brickwork has collapsed in places.

Between stations, the trackbed was easy to trace, but not so easy to
follow, as underbridges have been demolished and overdridges filled in.
Although part of the trackbed has become an easily walked pathway, in
other parts there are brambles and nettles up to six feet high which are
so thick in places as to form an impenetrable jungle.

South of inslow Road the trackbed is covered by a plantation of young
trees, and the cutting south of Granborocugh Road has been largely filled
in. Just to add to the discomfort of the walker, a local farmer has
talen it into his head to dump large piles of horse manure, of varying
ages, on the trackbed.

In short, if you are thinking of walking this line, my advice is to go
after a spell of dry weather, wear stout old clothing to protect your-
self from the nettles, bring a machete for the brambles, and some beads
to give the natives - in the unlikely event of you seeing anybody !
Note: After closure to passenger traffic in July 1036, the line was
singled by 1940, closed altogether in 1c47, and the track lifted in
1957.



THE HARRGCY DERATELLINT

i

by Nick Mitchell

Agz reported in the October issue of Underground llews, on the evening of
Monday 7 Sentember 1981, northbound letropolitan Line train No,%0,
runni rom Baker Street to atford, was derailed omn N00217 moveable
angle crossing at Harrow North Junction, 0,5 miles north of Harrow-~on-

il station. Fortumnately, nobody was injured., However, it appeared
e

! 2.1,
£ the

crossing having moved as the train was appiroachiing or passing over them,
This gave rise to sufficient concern for an official public enquiryv to
be held, in addition to LTs own internal encuiry. The public hearing
tool place at 55 Broadway on & October, under the chairmanship of Iiajor
C.B.Holden, an Assistant Imnspecting Officer of Railways with the Depart-
ment of Transpcrt.

Major Holden opened the encuiry Ly stating that it was not a court to
determine Jegal responsibility; then lr.li.Fish, Divisional lanager of
Thne lletropolitan and Jubilee lines, made an introductory statement. Out-
lining the course of events, he said that the evening of the accident
had been fine, dry and mild, and train 40 had left Baker Street at
20,35%. The run had been normal as far as Harrow-on-the-ilill, where the
tirrain called at platform 3, It departed on time at 20,55, and ran on the
nortiwound local line, observing the 30 mph speed limit, and passing
signals JB19 apd J221 at green ( see diagramn 1),

It was derailed on the moveable angles of 0,217 crossover. Only the
leading Dogie was derailed; the following bogies went onto the south-
bound main line, The leading car {5034) of the 8-car train came to rest
clear of the crossover, almost straddling the southbound main and north-
bound local roads. The current on these roads was discharged on overload
at 20,57, A local resident summoned the emergency services, which arrived
at 21,10, Current was discharged from the other +two roads at 71,15, and
police and fire officers helped 45 adult passengers off by 21,57. lir.Fish
expressed LTs apologies to the passengers and thanked the resident who
dialled ©99.

A total of 31 pascengers were evacuated from two LT passenger trains
which became stalled betwecen stations due to the loss of current; they
were out by 22.27. A BR parcels train was also held at A857 on the south-
bound main at Pinner. The leading car of train 40 was tripped, and rolling
stock damage was confined to the underframe area, The permanent way was
also damaged: conductor rails were displaced for a length of abocut 500
feet, the track aligmment was distorted, and there was damage to the
moveable angles and fittings.

Technical Bacl:ground

The witnesses were then called to give ovidence, but as much of this was
of a technical nature, it will probably be helpful at this point to des-
cribe some features of the LT signalling installation at Harrow. To under-
stand some of the evidence, it will be necessary to go into the nuts and
bolts of the signalling.

Conventional LT signals practice is for the signalman to operate the sig-
nals and points directly by operating levers in his signalbox, and, gen-
erally spealiing, each lever corresponds to =~ and controls - one signal.
set of points, or crossover. However, at Harrow, the signalling is so
spread out that it is controlled from three separate signal boxes lnown
Harroew South Junction, Harvrow Station, and Harrow North Junction. The
cwo junction signal boxes are classified as subsidiary signal boxes in
that they are remotely-~controlled by the regulator (as he is termed) at
Harrow Station signal box., In each of these two subsidiary signal boxes

s installed a remotely-~controlled power-cperated interloclzing frame,
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known as a 'slave! frame, which contains full-stroke type levers to oper-
ate the local points and signals on a conventional lever-for-lever basis.
Dach lesver is moved baclk and forth by a 'motor! comprising two electro-
pneunatic cylinders; one for the normal-to-reverse stroke and the other
for the reverse-to-normal stroke. These levers are mechanically intexr-
locked with each other in the usual way and are also provided with elec-
tric lever locks. Pach lever bears a single number corresponding to that
of the points or signal which it operates. As mentioned above the whole
frame is normally remotely controlled from Harrow Station signal box (the
'master! signal box) but in emergency it can be operated manually simply
by turuning off the air supply.

The master signal box contains a combined master frame (which controls

the whole area) and a slave frame which is remotely controlled by the
master frame to operate the area in the immediate vicinity of the statiomn:
this slave frame works in exactly the same way as those in the North and
South subsidiary signal boxes. The master frame contains 3-position
miniature levers (known as 'route levers') which contreol the levers in
the appronriate slave frames., (A 'route' in this context means the stretch
of line from one signal to another, and includes setting up any points
which may be present in that stretch). The route lever stands normal in
its mid-stroke pesition and by pushing or pulling the lever away from that
position, one or other of two routes can be set up. These two routes are
always complementary; for instance by pushing the lever, a.facing junction
may be set for the left-hand turnout, and by pulling the same lever, the
right-hand turnout of the same Jjunction may be selected, The same nrin-
ciple applies to two converging routes or for two opposing movements onto
one section of traclt.

The master frame operates the slave frame through electric commands sent
down control wires and the apparatus in the slave frame relay room sorts
out the instructions and moves the point and signal levers in the correct
crder to set up the route. The master frame levers are mechanically
interleclked with one another; this is, however, not part of the safety
function - this is achieved at the slave frame - Dut mnerely serves as a
reminder to the regulator., No electric locking is provided on the master
frame levers: the electric loclizing on the slave frame is deemed suffic-
ient.

The advantage of this method of signalling is that under ncrmal circum-
stances the regulator only mneeds to operate one lever (and that through
only half a stroke) to set up a complete route and to restore that lever
to mid-position after the route has been talien by a train. In this context
ttaken! means that the train has passed the signal and has occupied the
next track circuit (known as the replacing track circuit). The circuiting,
including the mechanical and electric locking in the slave frame, will
safeguard the signalling whilst the train is passing through the remain-
der of the route. This means of course, that one man can loolk after a much
wider area which partially explains why the operator is referred to as a
regulator and not a signalman., A special feature of this type of control
is that the regulator is able to pre~select a second conflicting route
before the first one has been fully traversed by a train.

The crossover on which the train derailed was what 4is lItnown as a 'move-
able angle' crossing, a type which is comparatively uncommon on LT.
Instead of the normal type of fixed crossing, this is in effect a pair of
trailing points, immediately followed by a pair of facing points (see
diagram 2). The two pairs of points operate together so that the crossover
can only be set for straight-ahead running on one or other of the two
roads., It is not designed to allow a train to be switched from one route
to another (although in this case, several bogies were in fact switched
cnto the southbound main). The advantage of the moveable angle arrange-
ment ig that it enables two tracks to cross at a shallower angle than
would be possible with a fixed crossing, thus permitting higher speed
running.
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Loeking and Interloclking

In crder to enable the technical evidence to be properly uncerstood, it is
as well here to include a couple of paragraphs on locking and interlocking
which are a necessary safety feature of signalling practice.

Signal and point levers are mechanically interlocked with one another by
a networlk of locking bars at the front of the frame to prevent the signal-
man moving a potentially dangerous combination of levers. The system also
prevents a signal lever from being pulled - and the signal clearing -

unless all points (and their controlling levers) governed by that signal,
are in their correct position.

Signal and point levers are equipped with electric lever locks, which are
senerally controlled by the occupation or otherwise of cortain track
circuits by a train to prevent or permit the movement of that lever. The
electric lock on a signal lever is known as a backlock and, when that
lever is reversed to clear a signal, it is designed to prevent its full
restoration to the mnormal position until the train has accepted the sig-
nal and proceeded throuzh the route (although the signalman can if necess-
'ary restore the signal to danger by moving the lever away from the full

. reverse vosition). By keeping the lever away from the full normal position
‘ the mechanical interlocking prevents the signalman from Deing able to
*operate any point lever in the route; were he able to do this the train,
if moving, could be derailed on the moved points., Incidentally, it should
be noted here that the bhacklock also incorporates the approach track
circuit to the signal and this prevents the signalman from fully normal-
ising the signal lever in the face of a driver approaching that signal.
The electric lock on a points lever is known as a tracklock in which the
lever is held locked at either its fully normal or fully reverse position
whenever the track circuit(s) in which the points are situated are occu-
pied by a train,

A further precaution against facing points moving under a train is pro-
vided by a ground traclklock in whiclhh the point mechanism itself is main-
tained inoperable electricaliy whenever there is a train on the track
circuit(s) in which the points are situated.

An electric lever lock comprises two principal components which interact
with each other -~ see diagram 3. Attached to the lever is a long sliding
bar, known as a flockslide' running to the bacli of the frame to operate
the electric switching contacts in the signal circuitry. This bar moves
(in relation to the signalman) backwards and forwards and its top surface
is notched to receive the 'latchpiece! which is a square hook-shaped
component at the top of a vertical rod known as a lifting tappet. By means
of suitable linkage the lifting tappet is raised and lowered by the ener-
gisation and de-energisation of an electromagnet which is mounted immed-
iately below the lockslide. Then the electromagnet is energised the latch-
piece is raised and the bar is free to slide back or forth, but when it is
de-energised the latchpiece rests by gravity on the top of the lockslide
and engages with the notch as the lockslide passes it. The notch is
suitably positioned according to the function of the lever, that is to
say in the case of a points lever, there are itwo notches which engage

at the full normal or full reverse position of the lever sheould a train be
on the traclklocking traclz circuit. In the case of a signal lever the notch
is at the 'B! position (see diagram 3) and the lever lock circuiting is
arvanged so that the lock is energised whilst the lever is stroked from
normal to reverse (to provide an uninterrupted lever strolke) but with a
train on the approach and/or backlocking tracl: circuits the lock is de-
energised to interrupt the passage of the lever in a reverse-to-normal
direction at the !B! position.

The lifting tappet is threaded at the bottom and secured by a diablo nut
to the linkage with the lifting lever of the electromagnet; this provides
a means of adjusting the relative height of the lifting tappet (and hence
the latchpiece) to the lockslide, In this position the diablo nut is
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secured by a locknut and washer. Now read On ....
Evidence

The firgt witness called to give evidence to the encuiry was the motor-
man of train 40, He confirmed that the run had been normal until Harrow,
and that there had been nothing wrong with his train. Leaving Harrow, he
cpened his master controller to the series position, because he knew he
would have to observe the 30 mph speed limit at Roxburgh Road bridge. He
built up his speed to 25-30 mph, then shut off power when he reached
signal JB21 in order to coast over the points until he reached the 60 mph
speed limit beyond them. His cab rolled over 215 turnout then he was
thrown off his seat and onto the floor by a violent lurch. The deadman!s
handle operated to apply the brakes. He piclked himself up but was again
thrown down, then he got up again but saw a signal post coming at the
cab, so ducked down again. Then the train stopped, he cut out the Motor
Generator and tripped the overloads, He went to a signal telephone, rang
the Regulator and requested him to put all signals in the area to danger
and take off the traction current as soon as possible. He told the enquiry
that he couldn!'t really understand what the Regulator was saying, because
the telephone wasn't very audible, and also he was rather shaken up, so
he didn't know for certain if the current was off.

The first two cars, which contained three passengers, were in darlkness -
the emergency lights had failed. The guard came forward to see if they
were all right, and he said yes., The guard walked the passengers back
through the train, but his own concern was to ensure that current was
off. The emergency services arrived, and he put down his short-circuiting
device. He had to go about 30 feebt or more ahead of his cab in order to
do this, as the conductor rail was leaning over. Apart from this, there
was not a lot he could do to help; during the detrainment he answered
questions from the police.

The next witness was the guard, who corroborated the driver's story. The
first he knew of the derailment was a sway on the rear car, the main car
lighting {(apart from the emergency lights) went out, and the train line
air gauge went down. Looliing out, he saw arcing at the front of the train.
After checking his tail lights, he went forward, checked that his motor-
man was alltiright, reassured the passengers and escorted them to the baclk
of the train, applied the handbrake, and put a red handlamp in his rear
cab. It was getting pretty darizt by that time. The firemen arrived by
climbing over the fence on the west side of the traclk.

The next witness was the regulator who had been on duty in Harrow Station
signalbox., He said that the train arrived at 20,54. He pushed the levers
to clear signals JB19 and JB21 between the station and Harrow North
Junction, then lowered the starter (JB17) for the train to leave. In
accordance with standard practice when he saw from his illuminated dia-
gram that the front of the train had reached A0 track circuit, he centered
:is route levers. This enabled him to preselect the route for the next
train. Had he centered the levers any earlier, it would have resulted

in the signal (J321) going back to red in the driver's face.

Looking at the illuminated diagram, he then saw that there was amother
train to the north of the station, This was train 6, the 20,35 fast train
from Amersham to Zazker Street, which was on the southbound main waiting
for JBA7 and JBL5 signals to clear for it to cross *o the southbound
local, so he pushed 45 and 47 levers to preselect the route for that
train, He saw signal 47 on his diagram clear momentarily, then heard a
bang. He thought that train 40 had passed through the route and that
train 6 had hit an obstruction and been derailed. The current was going
on and off, and the warning bell was Ipinging! to show something was
wrong. He informed the Line Controller. He also heard from the motorman
of train 40 on the signal telephone., He sent his lineman (Automatic
Equipnment Technician) down to the junction to find out what had happened
before he let any more trains go. The current was off when the energency
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services arrived, he said, but the train crew didn!t know this.

He told the enquiry that lever 21 in the slave frame in the north cabin
had recently been 'sticky'!, and on a few occasions he had had to restroke
the corresnonding lever in the master frame to get the signal to come
off. He had told the lineman to deal with it.

The next witness was lir . Hurford, LTs Signal Engineer (Design). He des~
cribed the signalling installation at Harrow, which had been comunissioned

in 1c48, although it had subsequently been altered when the four-tracking
was carried out in 1961, and again when the goods yard was removed in
1071, He told the enquiry that the route levers in the master frame are
interlocked to prevent the regulator from setting up a conflicting route,
but this is only done as a reminder to nrevent a possible delay to
traffic, not as part of the !safety' signalling system. The levers in

the slave frames are operated electropneumatically by remote control -
this remote control circuitry is not part of the safety signalling
either., However, the mechanical and electrical locking in the slave
frames does form part of the safety signalling system. The equipment is
standard LT ecuipment. He added that LT have some 5-06000 locks in service.

The backlock on lever 21 in the north frame includes track circuits AO
and AR, so that even though lever 21 in the master frame was centered,
the back lock in the north frame should have held lever 21 until the
tail of train 40 cleared track circuit AR, However, it would appear that
this electrical lock failed and 21 lever went fully back to the normal
positicn before it shiculd have done. (This in turn would have freed the
mechanical locking on the lever controlling 217 crossover).

This crossover is locked by the occupation of traclk circuit AR, Dut not
by AQO. It would not be LTs practice to include AO in the locking of 217
crossover, as the signal baclzlock is relied on to hold the route. Indeed,
as the Inspecting Officer pointed out, there were good reascns why AO
should not have been included in the locking.

The next witness was the Automatic Fouipment Technician on duty that
evening at Harrow., He said that his job, which has a very wide scope,
mainly involved emergency call work, such as failures, quick repairs, and
lamp renewals. He is permitted to change pneumatic motors and valves, but
is not qualified to work further down the lever frame, e.g. on the inter-
locking. On the evening of 7 September, un to the time of the derailment,
he had had no calls, Noy?1l lever had not failed that evening, but in the
logbook he saw a report that it was still sticky: this had first been
reported during the late turn on the 5th, two nights previously, and a
locliing fitter had worked on the lever that night. However, the lever was
still in need of further attention,

He was in the station signalbox when he heard the circuit breakers in the
substation (about 150 feet away) come ocut with a loud bang. He looked at
the illuminated diagram and saw that tracks AR and PA were occupied, and
the reverse indication of 217 crossover was lit; however, this fliclzered
and went out. Nos,., 45 and 47 levers were pushed, but he could not remen-
ber looking at 19 and 21 levers. After getting in touch with the Report
Centre at Acton, he went to the North box to check the levers there. He
found that signal levers 45 and 47, and points lever 217, were reversed;
all other levers were normal, No,?15 points lever was locked in the
normal position by the presence of a train on track AC; levers 19 and 21
were also locked normal, mechanically.

Questioned about the 'sticky' lever 21, he said that it had been working,
but the regulator sometimes had to restroke his lever to get it to clear -
this had only happened a couple of times or so per shift, He said that the
valves and air motors used for the remote operation of the levers in the
slave frame deo sometimes stick and require changing, but that it is not
possible to work on the lever during traffic hours.
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The mnext witness was the locking fitter who had worked on 21 lever in

the slave frame +wo nights before the accident. He said that he had been
called out from Rickmansworth late on the Saturday evening and had ridden
down to Harrow on the staff train. After arriving at the North box, he
rang the AET at Harrow Station box and was told that the lever was
sticky. He obtained possession of the frame from the regulator, turned
of f the air, and tried the lever by. hand. He told the enquiry that it

was tight in operation between the 'D! and 'E! positions, going from
Normal to Reverse. He tool: off the segement plates and the panels of the
frame, and checked that nothing had dropped down to jam the mechanismn.

He then got his mate to work the lever while he checked the locking bars -
the screws that hold the 'dogs' can work loose - and he wiped the grease
off the dogs but could see no signs of scraping. He regreased the dogs,
and found that the lever was still sticky.

Going round to the back of the frame, he could see that there was a bit
of shine on the side of the lockslide, and he realised that it was
rubbing in its guides, Thile his mate worked on the lever, he rubbed the
lockslide down a bit at a time with emery buff, until the stiffness in
the lever had been ®remendously improved., He also checked the ball catch
of the lever (this is the joint in the lever which is designed to break
should the lever be roughly handled).

Trying out the lever, he found that it was working a great deal better
than before, and reported what he had done to his inspector, He turned

on the air and worlked the lever from the pneumatic valves. He also got
the AET to test the lever out remotely from the master signal box, and
later tried it himself from there - on all these tests the lever operated
correctly without sticking.

He thought that the stiffness in the lever might have been caused by the
lockslide not running true. He checked the contacts on the electric lock,
and when his mate was operating the levers he could see the lock ener-
gising and de-energising. He did not examine to see if the sticky lever
had been caused by the electric lock, because when he operated the lever
he could tell that the lock was not 'clipping! the notch in the lockslide.
He said that he could have checked the locking and the latch if he had
thought that there had been a fault in it.

The final witness was Mr.,Bletcher, LTs Signal Maintenance Engineer, He
described the recent maintenance history of the North box: its last full
overhaul had been in August 1978. In August 1981 a fitter had started the
regular 'annual! check on the frame, which takes place every 12-18 months.
The fitter had already carried out four shifts of programmed maintenancey
hut was on annual leave when the derailment occurred. He had not yet got
as far as checking the electric locks, but when he had done so, the mal-
adjustment in the lecck would have been detected,

He said that the remote operation of the slave frame should mean that the
electric locks do not wear once they have been set up adjusted and locked,
since they are never strained. They should not require adjustment for
many years (if ever). The item that failed was one that had a very
reliabie record.

He stated that the previous witness had been a fitter for about two years,
carrying out regular maintenance on locking frames, but not answering
many fault calls. He would not have come across a lock failure such as
this. The fitter had followed a methodical approach to lcok for mechan-
ical binding; however, the shine on the lockslide was due to binding
elsewhere which had pushed the lockslide over., The filing only allev-
iated the problem temporarily until the underlying fault got worse. He
would not have eipescted the fitter to have examined the underside of the
lock, as he thought it was working properly - the lock is tactive! when
the lever is in the mid posgition, but the lever was binding in the reverse
position. To sum up, the fitter was fooled by something outside his

normal experience.
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He told the enquiry that this type of failure was entirely outside his
erperiente on L%, meither had he heard of DR experiencing this problem,
The piece that failed was a latch locking lever -a tappet lever of a
very well tried design. The locking nut is an approved method of securing
the adjustment of the lever, but the thread had been under tension for
mnany years and had stretched, the locknut had eventually come loose, and
had escaped from the clutches of the tab washer which was supposed to
prevent it from turning. The nut and washer were in fact found on the
floor of the pit under the frame. After the incident, LT had checked
several thousand similar devices, but all the locknuts had been found in
position, therefore he could not believe that this was a suspect type of
ecuipment., However, LT were now considering other ways of securing the
adjuster nut,

Summing up, the Inspecting Officer said that he wanted to go into all
the technical details before closing his engquiry fully. He was satisfied
that he had found the cause of the accident, and would loolk into ways of
preventing a recurrence, However, the equipment that failed was well
tried and tested, and it might be best to make no changes. No blame
attached to any person in this matter, he said: it might appear that the
fitter missed the cause of the failure, but then he could not have been
expected to find it, His report to the Secretary of State would be
published by HISO in due course. With these remarks, the public hearing
was closed.

Comments

To gum up the technical evidence given at the enquiry, it would appear
that the derailment was brought about by a complex chain of events, This
started with the locking nut on the lifting tappet working loose (and
eventually dropping off altogether). The adjuster nut was then able to
work down the thread of the tappet. This effectivelt lengthened the
tappet; which pushed the lockslide out of true and eventually meant that
the latch did not engage at all in the notch on the lockslide. Thus when
train 40 reached track AO, and the regulator had reset his route levers,
there was nothing to hold lever 21 in the slave frame fron returning to
the normal position. This in turn would have freed the mechanical lock-
ing on 217 points lever, so that when the regulator pushed levers 45 and
L7 to set the route for the southbound train, crossover 217 would have
reversed and signals 45 and 47 cleared., All this would have happened
during the 15 seconds or so that the front of train 40 took to pass
through traclk circuit AO, although if the lock had been worliing correctly
it would not have happened until the back of train 40 cleared track AR,

Thus, when train L0 reached 217 crossover, the moveable angles would have
been set for the crossing route. The wheels of the train would have
smashed past the trailing switches of the moveable angles which were set
against it, but when they reached the facing switches they would have
been presented with a sharp corner which was never intended for a train
to try and go round. In these circumstances it is hardly surprising that
the leading bogie was derailed -~ indeed it is somewhat remarkable that
the following bogies did not derail, but managed to take the corner.
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LETTEORS TO THE EDITOR

Sir,

Referring to the Underground Detective by Jerenmy Buck, the author scems
a little churlish in not once acknowledging that the author of the Sher-
lock Holmes stories was Sir Arthur Conan Doyle, and surely the name in
the 6th line of the penultimate paragraph of Mr.Buck!s interesting
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article should read 'Conan Doyle! instead of !'Jatson! ? 'Jatson, as a
fictional character, could not sell to the public. Paul Garbutt wrote a
similar article on the same story in the late L.T. Staff liagazine.

Yours sincerely,
D.F.Croome.

Perivale, liiddlesex.
15 October 1981,

Jerenmy Buck writes:

'Desriond Croome is correct in saying I should have mentioned Conan Doyle.
The reason I did not is that most 'Sherlockians! (and there are quite a
few) refuse to admit that Holmes and Jatson were fictional characters.
-They claim that Jatson wrote the stories, and that Conan Doyle was only
his literary agent. I followed this opinion in my article, but reluct-
antly I have to admit that these two likeable characters probably did
not . exist. Apologies to Paul Garbutt whose previous work I was unaware
of.! :

The article about closed stations (UN 238, pages 227-2%31) has prompted
comments, corrections, and further informetion, as follows:

H.V.Bprley writes:

'I have Itnown South Acton almost since the day the District station was
opened and can assure you that there was never more than one platform.
The line was doubled just before eclectrification when the nassenger
service began., At South Acton station there wWas a facing crossover from
the eastbound Iine to a long platform, much of which was overgrown with-
grass and weeds. ‘ Y

There was a small ticket office on ground floor level; this was closed
about 1912 and a notice told passengers to obtain tickets from the
signalman on the platform. There wWere no other staff on duty. On ik Feb-
ruary 1932 the branch was reduced to a single track with automatic sig-
nalling. The signalbox was closed and removed, and a small ticket office
erected on the platform. The clerk also collected ticlkets. There were
always runaway sidings into a field to prevent runaway vehicles getting
on to the 'main line!'. : :

Then first opened, the branch was single. Doth L & NJ and liidland goods
trains worked through usually to Baling Common; a District Railway pilot-
man joined the train at the junction. The 'goods!' consisted of stores

and material for the District Railway and except when the South Harrow
line was under construction the trains ran only about once a week. So far
as is Inown they. always worked in the very early hours when there were no
passenger trains. The date of the last goods train is mnot ltnown, probably
in 1914. The points at .the junction were clipped out of use early in 1915
but retained for energency use bDeing finally wremoved together with the
junction signalbox in 1930.'

J.C.Gillham writes:

'T feel it is misleading to include South Harrow in +the list of stations
'which closed only to be resited nearby'. In fact the original platforms
and location are still in use today, and all that happened in 1935 was
that a new booking office building and access stairs fronting onto the
main road were added at the western end of the platforms, in replacement
of the original building (which still survives today for staff purposes)
at the eastern end of the same platforms and up a side turning.

Also included is Hounslow fest in the same list, Dut here in fact the
original booking office building and part of the access nassageway are
still in use today, and the 1975 alterations involved the construction
of mnew platforms on a new aligmment at a different angle and lower level.
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Really, you can't have it Doth ways ! I must adm

i ; e 1
recify whether resiting was intended %o refer to the Zoolzing office or to
re platforms, bhut ncverthalegs at most of the ot s in the.list of 15
th the buildings and the nlatforms were re-located with entirely new
nstruction, in a few cases up to several huncred yards away. The inclu-
sion of both Tower of London and Tower Fill is of course correct, Hut it
ﬁWould be noted that the latter (with entirely new constructiion) has
returned to the same location as the former, after an interval of 83 years
with a different station 200 yards to the west and a differen:t nane.
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I feel I must especially challenge the inclusion of Harmersmith (Picca-
<illy) in the 1list of resited stations, for surely Zere both the nlaitforms
and the boolking office are still in exactly the same location today as
they were from 1006”onmards, and the 1932 rebuilding, although drastic,
was still on the same site. There were previous ly two terminal traclis and
ﬂ1atforns on the nortl side for Piccadilly trains re eversing, and two
through roads (also one extra loop) on the south side for District trains
to and from places further west. From 32 omvards, after the construction
of an exmtra double tracl: tunnel uncerneath Jdammersnith 3roadway to the
north of the older District tunnel, the enstbound District trains were
re-located onto the north side of the station, with eastbound (notr ]
through) Piccacdilly trains on almost the same alignment as one of the
nrevious P1c0ac1l;y terminal rozads, and westbound Piccadilly trains just
about where castbound District previously were, and restbound District
almost vnaltered. hamlbtedly all four tracks were nuuLedvjust a few feet
sideways to allow for four wicder platforms instead of five slightly
narrower, dut I don't thinkz this a fies as 'resiting! the station.
This same change of function for e:is ng tracks on the same site applied
also to Ravenscourt Parlz, Stamford Irook and Turnham Green, except th
in each case the two on the north side until 1932 were LSIR (disused
since 191G) instead of Picecadilly.

T

"

Swrprisinwly, the list cdoes not mention Horthfields at all, and yet.
iTortihhfields station really was completely resited in 1932 on the opposite
side of the main road. The old two-platform station and all its buildings,
to the west of Northfield Avenue, were totally demolished a vear or so
previously so as to malke space for the approaches to the new rolling stocl:
depot, and an entirely new four-platform station was built, well back
yeyond the east side of IHorthfield Avenﬂen The tracl: ;aadrdﬁllnm betireen
fHcton Town and llorthfields was onened on 18 December 1552 foxr District
trains, and Piccadilly trains started using it on © January 1933, "ut I
arr not sure on which date the massive new booking office Duilding opened.
sefore this, there was for a year or so a temporary building on the east
side of the ' road and to the south of the new nermnanent one, since the
cld one had already had to be demolished. At this time the Horthfields
schieme envisaged the nermanent closure of South faling station, which
would have increased the o“her list from 12 to 20. Additional stairs were
provided at the opnosite end to Ilorthfields station, with a footpath
leading through to a new exit in Ieymout- Avenue, which was only 250 yards
from the entrance to South Taling station booliing office. South Baling
buildings were cdemolished when the road brldme was rebuilt for the railway
quadrupling, and a temnorary wooden nut was erected similer to the Ilorth-
Cields one. Due to a change of policy, caused by passengers' protests,
the South Zaling: temporary booking office is still in use as such vtoday,
almost fifty years later, and the Teymouth Avenue exit from Northfields
was closed and aBQnA01ed after only a very few years. South Faling plat-
form alterations involved only the laying of an extra track Dehind th
outer edge of the two existing side DlJtLorms, converting both of them
into islands, dut ail the Northfields station cuadrupling and widening
was to the south of the olu alignment. T*e Horthfields temporary booking
office building also still exists, but under other owneV°113, and for
well: over forty years it hags been Lhe local headguarters of Toc H.

ey

nnotner onission from the list of res

ited stations, at any rate at street
level, is Zaling Broadway District Line. IThe 2

Croadiwtay Creat Tes-

516



tern and Central Liune station buildings were suddenly closed on 3 Decem-
bee 1960 and totally demolished the following week (somebody had discov-
dred the supporting girders were very badly corroded), alternative
access to the platforms was provided through the District Railway
booking office further along the street, with a new temporary passageway
built behind the intervening three or four retail shops. Nothing more
was domne for about five or six years, but when eventually a new perman-
ent bDuilding for the Testern and Central booking office was erected on
the same site as the old one, this new building also now functioned as
the Disgtrict Line booking office, access being through the passageway
behind the shops but in the opposite direction, and the old District-
Railway. booliing office and hall was permanently closed. This is just as
much a fresiting! as is the South Harrow example, but both of them ought
really to come into the third category of !'top station closures which
did not affect platform locations.'

I would also query the inclusion of Osterly in the list of 19 'perman-
ently closed! stations. Surely the circumstances of its removal 300 yards,
which is correctly described, qualifies it as an addition to the list of
15 fresited' stations, just the same as Kings Cross letropeolitam, or
Uxbridge, Finally, not mentioned is Finsbhury Park, Northern City Line.
Perhaps it cannot be decided which of the three categories to put it
into, and I'm sure I can't either ! So far as concerns its own railway,
it has been totally abandoned, as also have the traclks leading up to it.
But both the platforms are still in use, unaltered, save that they have
been taken over by two other railways {(Piccadilly and Victoria), with the
tracks beyond both ends of the station re-aligned and conming from and
going to quite different destinations,!

BOCK REVIEWS

TUINELS UNDER LOIDCN -~ Second Zdition; by Nigel Pennick; published by
Femris—iJolf Publications, 142 Pheasant Rise, Bar Hill, Cambridge,
C53 850, 24 pages; 297mm x 210rmm (A4). Price: 85p, plus postage.

This typewritten monograph, illustrated with numerous maps and diagrams
( some drawn specially, others reproduced from original technical papers)
examines in detail all deep level tunnels that are known to have been
built beneath London, and many proposals that were not carried out. Tube
railways naturally claim a major share of the author's attention, and
the lines as built are described in mocderate cdetail. Great attention is
paid to the unusual sections of the tubes, such as the Aldwych branch,
the disused tunnel at South Kensington, Bull and 3Sush, and the abandoned
section of the C & SLR between Borough and King William Street. Other
tunnels described include the Post Cffice Railway and its compressed air
predecessors, Yorld Jar II deep shelters, and Post Office cable tunnels,
Full details of sources are given, and a bibliography. There are some
interesting conjectures on why and how certain tunnels twrere built, and
what has actually been built, after the manner of Peter Laurie in
'Beneath the City Streets!, but there is a rather naive attitude to the
economics of tube railway construction in some hypotheses about possible
unused tunnels., The contemporary plans and sections of original C & SLR
construction and gradient profiles of the Central London are valuable.

Rather uneven in coverage, but well worth buying for its examination of
the lesser-kinown bits of subterranean London. Obtainable from the
Society!s Assistant Sales lanager at 21 Chestnut Grove, South Ealing,
London, W5 4JT, for 85p, plus 20p postage.

DFC
GUIDE TO THE URBAN TRANSPORT MUSEUM -~ PARIS, ST.MANDE. 8th edition, 1980.
19 photographs (7 in colour), size 81" x 51", 24 pages.

This guide includes a plan of the museum at Saint lMande, Paris, a short
introduction, and short descriptions of the 126 vehicles under control of




the musewun, socme of which are in reserve or at the associated working

6C em line at Pithiviers (80 km from Paris). Vehicles have been drawn
from all parts of France, but the bus collection has a strong Paris bias
(17 out of 29}. Compared with the 26 horse-drawn road vehicles, 37 trams
and 16 light railway vehicles, the three Paris Metro cars are heavily
outnumbered. These comprise one type 300 motor car (metal cab and
equipment compartment, the rest in wood), one type 500 motor car (all-
metal) and one Nord-Sud motor car of 1¢25, The suide is believed to cost
5 francs. The museum itself is near Port Doree Metro station on line 8,
and is open each Saturday and Sunday between 14,30 and 18,00 from

18 April to 31 October.

DFC

Editor's note: Since the guide was produced, another rail vehicle has
joined the other three lietro cars. This is the prototype single car
1MP51! that was built for experiments with rubber tyred train operation
on the Paris lietro.

HISTORICAL BOCK REVIEWS

by Peter Bancroft

Number 8: CITY AND SCUTH LONDON RAILWAY., DESCRIPTION OF THE WORKS,
INAUGURATED BY HIS ROYAL IIIGINESS THE PRINCE OF WALES, On Tuesday
4 lovember 1890. Brochure printed for the opening ceremony by Waterlow

& Sons Limited, Printers, London Tall, 1890.

A l1list of Directors and Officers of the City & South London Railway
Company, whose address is given as 46 Hing William Street, E.C., preceeds
the description of the railway, which actually commences with a map of
the route. Station names are not shown on the map, but many main roads
are named and the routes of several main line railways and a small part
of the letropolitan District Railway are shown.

At the start of the text, those attending the ceremony found the area

now traversed by the railway described as ',.. some of the most densely
populcted localities of the lietropolis.' The tramways terminating about
half a mile from the London Zridge, and the omnibuses ov-.r London Bridge
were subjected to increasing congestion and the railway was conceived

as an effective means of relieving this congestion. The Company was
incorporated by Act of Parliament in 1884, with powers for further exten-
sions being granted in 1887 and 1890, to Stockwell and Clapham Cormon
respectively. :

At more than three miles in length, the railway, as then constructed, was
placed in separate 'up' and 'down' tunnels, deep under the streets.
Stations had been comstructed at !'... the lionument, King William Street;
Great Dover Street (Borough); the !'Elephant and Castle'!; New Street,
Kennington; the Oval; and Stockwell.' Hydraulic lifts and stairways pro-
vided access from street to platform levels. The !'up' and !down! tunnels
were deliberately placed at different levels at the stations, so that a
surface establishment was required on only one side of the road, passen-
gers being able to walk directly to either platform from the foot of the
lifts or stairs,

An electrical generating station at Stocltwell supplied current for the
locomotives, which had three collectors or shoes sliding along the con-
ductor rail, The amount of current being regulated by the driver control-
ling a lever. The locomotives weighed about 10 tons and nroduced up to
100~horse power,

For the permanent way, the sleepers had no ballast susnporting them, rest-
ing instead on the iron tunnel lining.




uyd;aallc power for the lifts was supp nlied throughout the length of the
line;, awaln from tne veneratlnﬂ station at Stockwell. ’

The veorrapnr of the tunnels throughout the line is Qeccrlbed Figure 1
in conjrnction with a detailed map of the area around the King Tilliam
Street terminus, and the lines under: the Thames, olve the route and level
of the separate tunnels at various points. Figu ? shows the tunnel
lining. The under river tunnels were effectively drﬁlnbd by the use of a
cross-heading joining the two tunnels at the lowest- point under the

river., Lhe water then drained into the sump below the cowa*ructlop shaft
and.coulcd -he discharged L51ng an injector hydrant. :

Tlé>00nstruﬂo1ov of a mempovary shaft in the river at 0ld 5wan Pier is
lescribed and also that of the running tunnels togetler with the shield
nd tunnel driving methed. The maximum rate of pregress of tunnelling was
.feet in one day. A diagram and descriptieon of the grouting apparatus
fulﬂo given, and. the use of compresged air for some sections of the

Dz
nnelling worl. is noted
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lNemes of tbe'Engineers,‘Contractdrss the Architect for the station build-
ings, and suppliers of electrical and mochanical equipment are given,

together with some technical details of various items of machinery.

-~ FPen and ink drawings interrupt the text at various points and are cap-
tioned as follows:

The Stockwell station (outside view).
Island plat for“, Stockwell station.
The Elephant and Castle station.

The Oval station. - . :

inside view of 1lift chamboer.

The carriage .shed at. Stockirell.
Interior view of .carriage.

Fay gates.:

This is a very well presented boolklet, written in a simplified style,
nresumably so as not to Dlind the general public with too many techni-
calities. The drawings are a150'a credit to their creator, and give an
excellent impression of the work described by the text. '

A photostat copy of the Dbroclwure ig
which is open to members on a number
See 1The Timetable' for cetails.

nteined in the Society's Library,
ccapions throughout the year,.

SCCIETY SECTION

llodelling

Till nmembers please note the change of acdreuu for the Society!s liodell-
ing Secretary:

Top Flat, 47 Buclzingham Place, Brighton, Sussex.

A manufacturer has tten to the Society, asking for assistance with
-+

research on the Lonco” Transport livery as applied to the ex-GTR 5700
class 0-6-0PT locomctives. The m“nffacturer is having problems regarding

the exact layout of the black areas on top of the loco&otlve.'The ‘cab
roof, front face and safcty-valve cover, dome, chimney and-smolze box door

S

(and top) were all painted this colour, but what was the ‘exact area that
was painted blaciz {if at all) on the top surface of the tanks/boiler
area ? ;
Possibly the water filler funnels were painted in the maroon colour -
hence the blacli area would have a 'ghaped! edge to it, possibly following
tirat of the metal cladding on tov of the locomotive. If any member has

n

any informailon or photographs that can answer this problem, would they
please contact the Ilodelling Secretary at the new address, above.
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I;nberﬁ,are advised . that the Hamblings litho sheets for modelling c/P
toclk are still availahle at -30p per sheet., However, the window vtrlps
and and wooden roof /Llareg skirt mouldings are not now avallable0

“anollnus 1u locaued in Cecil Court; Loadon, W.C.1l., and the neﬂrest
s Leicester Square. : -

gnderground-News, Undergrounl, and Society Subgcriptions

This issue of Underground llews is the last of the Society!'s periodica ls

to be published this year. As you 1will have read in UN 23%9A last month,
tlze periodicals have vairied over *he'years, in format, production methods,
si‘e,and content. In general we have always. itried to improve the publi-
cations members receive, and in recent years especially, seem to have
achieved a great deal.

('
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Some mermbers have, however, commented that there have been fewer pages,
diagrams and ﬁnotOSJa nhs in Underground llews than there were last year.
This is true, but it has been compensated for by having three issues of
UndergrounD in 1681, whereas from 1375 to 1930. an average of only one
UndergrounD was published each year. Overall, taking into account the
different page and type sizes, this vear has ceen the greatest output from
the production and distribution team -a most saulufacﬁory result in this
our twentietl: anniversary year. In both 1980 and 1981 the combined econtent
of UndergrounD and Undersround lews was more than four times what it was

on average, in each of the first 15 years of the Society!s existence. Put

ad

another way, the total content of the periodicals of the first 15 years
Deen equalied in the last five years,

Tt would apnear that members are reasonably satisfied with what the Society

srovides, and this is shown by the substantial level of membership, which

as more than doubled in the last four years. Te try to ensure that all

members get their money's worth, by reepim¢ the amount spent on producing
znd distributing the ﬁerlodWﬂaLs roughly equal to the total income from
subscriptions, all other expenses being met from Sales profits and donat-
ions. Inevitably, subscriptions have had to increase, but in 1981 the
increase was only about 8% ~ much less than the inflation rate, and for
1682 it is nearex 7%.. ”“e Cormittee and precduction team are all dedicated
to maintaining or improving standards, while keeping ocub scriptions to an
acceptable level. Te hope we will have your ccentinued support in 1082, and
that many more Ull’ continue to join us, forxr wit 1 sreater numbers, the
benefits of scale become apparent in the production of the periodicals.

The Productions team wish all mcmbers a happy Christmas and a prosperous
lew Year. The Editor wishes to thank all those who have contributed to
Underground News, for without tlheir efforts, the journals would have been
much thinner !

=
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SJumper Bundle ~ MNovember 1981

liembers should have reccived the following items at the beginning of
HNovember: o

1. Uncerground News Ho,23%..

2, Underground News llo.23%A.

3. UndergrounD [Ho,9.

L, Reprint of Preliminary issue of Jnaer"rounD.

5. Reprint of issue llo,1 of Undexrgrounbd.

6, Renewal notice for 1582 (not Cverseas or Honorary members).

Tf any member did not receive any of these items, please let the Despatch
Officexr Imow -~ adcress on back page of each issue of Underground MNews.

Pl baclz: page of UN 239A was deliberately left blank.

ease note that the



Socigty Balas

The folliowing items are available from the Society Sales stand, or by
post from the Assistant Sales lanager:

Map of Bridges and Structures on London Transport Railways. This 594 mm
x O41 mm (A1l sizej Dyeline print shows over 1,000 structures on London!s
Underground system and gives details of structure number, road/service
carried, and type of structure. It includes many now on disused lines
and also shows the uncompleted Alexandra Palace, Mill Hill and Bushey
Heath extensions with their proposed structures.

This is available to LURS MEMBERS ONLY, from the Assistant Sales Manager,
please quote your membership number with order. Price: £1,00, plus 10p
pcstage.

The London Bus Magazine — No,38, Autumn 1981, Price: 85p.

London!s Underground -~ new edition by H.F.Howson. Price: £6,.95.

Tunnels Under London - by Nigel Pennick: reviewed on page 317 of this
issue. Price: 85p.

Subscriptions for 1982

Subscriptions for 1981 expire on 31 December 1981, and we should be
grateful if members would renew their subscriptions by that date, either
by posting their remittances to the Registrar, 67 WWeltmore Road, Luton,
Bedfordshire, LU3 2TN with the completed renewal form, or by remitting
them to National Girobank account number 501 5952 by following the
procedure shown on the renewal notice.

The rates for 1982 are £7.50 for full members and £4,50 for associates
(aged 12~15 years inclusive on 1 January 1982) with a supplement of £2.50
for overseas members to cover overseas postage costs. Renewal notices
were sent with the October issue of Underground Hews for overseas members
and with the November issue for home members.

End of Financial Year

All officers and members holding funds belonging to the Society, or being
owvad money by the Society, are asked to send their remittances and claims
respectively, made up to 31 December 1981, to the Treasurer, 6 Launceston
Gardens, Perivale, Greenford, Middlesex, UB6 7ET, to reach him NOT LATZR
than 7 January 1982, Membership subscriptions should NOT be sent to the
Treasurer, btut to the Registrar -~ see above.

DFC

Underground Roving

September 1981 saw the start of the 'silly' season of roving record
attempts after the summer recess,

The first group to malke an appearance were Jon Brown, Robert Anderson

and Alex Chin-A-Fat, who, on 16 September, were making yet another and
perhaps final attempt to break the record. As usual, they left Ongar at
05.48 and succeeded to get to Aldwych at 08,14 on time. However, from
there they began to loose time due to a train failure on the Piccadilly
Line, and waiting 20 minutes on a Jubilee Line train outside Baker Street.

But as dusl approached, their luck began to change and things began to go
in their favour, the main one being a Piccadilly Line train running via
the District Line betiween Harmmersmith and Acton Town, which stopped at
Turnham Green to pick them up and then stopped at Chiswiclk Park. This
train in fact replaced a cancelled District Line train. They finally
arrived at Upminster at 23,36, in 17 hours 48 minutes, nine mimites in-
side tie record.

On 24 September, it was the turn.of’Nick Mitchell (the Society!s Librar-
ian) and Ian Robins (the Society'!'s Modelling Secretary) to have a go.
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ned at Cngar station by Simon Calder, a Radio One reporter
3 5', a Sunday afternoon programme, During the day the
reporter interviewed the Attempters, Jon 3rown - a checker, lfike Sherman
= the dayulﬂe controller, and some passengers. A seven-minute feature
went out on !'Studio B15' the next Sunday. Things did not go well for
thenm during the Jday, Deginning with a signal failure at Ruislip which
left them standing in the rain for half an hour at Ickenham, missing the
connection at Chesham just as the pubs were shutting at 14,30, and
finally missing the last Aldwych shuttle of the day. In all they did 200
stations, but Jon 3Brown'!s record still stood.

More attempts were due to take place in October, prior to the closure of
Blake Hall station and the proposed reduction to peak hours only of the
Epping~Ongar service.

My thanlks to all the helpers and congratulations to the new record
holders,
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POINTS OF INTEREST

Nigel IIvde writes:

Turned Stock

Then 1938 tube stock worked on the Ficcadilly Line, these trains were also
'wrong way round' during the time that uncoupling was practiced. This was
to conform to the formation of the pre-1938 stock with the three-car unit
at the east end. COverhauls of the Piccadilly Line 1938 stock then invol-
ved journeys between Northfields depot and Acton Torks being via High
Street Kensington and Mansion House.

At its maximum, there were 184 trains of 1938 tube stock, allocated as
follows:

Allocation Required for service
Northern 115 (46U 100 (45U
| (69 (55
Bakerloo 54 (31U L7 (30U
(23 (17
Plccadllly 15U 13U

'U' with UMDM - shown in ITs as 7U (and 4U when uncoupled).

It will be noted that more 'U! trains were scheduled for service than
could reasonably be provided on the lNorthern and Bakerloo lines. This is
explained by the need to divide standard formation trains on the Northern
Line into 4-car and 3-car parts - the 3-car units for the City service.
On the 2akerloo Line, only standard formations uncoupled at Tatford
Junction.

Station Lights Dimming

Further to page 223 of UN 237, until the modernisation scheme of the
early 1660s, stations north of Harrow-on-the-fill had their lights fed
from the conductor rails, resulting in the dimming of lights as trains
passed. On 'T! stock trains, lights also dimmed during motoring. As a
deterrent to theft, the bulbs in the compartments were screw rather than
bayonet fitted, At the stations north of Harrow when fare changes re-
quired booking office staff working through Saturday nights, it was
necessary to provide emergency lamps during the time that traction
current was off.

From the Newspapers & Radio

Daily Telegranh

15,9, 81 ~ A poll by Cpinion Research Centre for Thames TV showed that
76& of the 1 4000 people aslied were in favour of a referendum on the issue
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increasing rates-and reducing LT fares. Three to one were in favour
of higher fares and the same level of rates.
20,9,8% ~ Copies of famous pictures from the National Gallery and the
Hational Portrait Gallery are to be displayed on plastic panels on the
Balzerloo Line platforms at Charing Cross, as part of a £3-million fare-
1ift for the Bakerloo part of the station.

28,10,81 -~ Cheap public transport in London, introduced by the GLC three
weeks ago, is expected to cost ratepayers an average of £12,96 a month
from April, a rise of £7.76. These figures, based on the ‘average! rate-
payer with a house whose rateable value if £7278 were described last night
by the London Boroughs Association as an 'intolerable burden'. Yesterday,
the Westminster Chamber of Commerce was given leave to apply to the
Queens Bench Divisional Court for an order quashing the GLC resolution

of 21 July, which sanctioned the overall 25% reduction in fares. Earlier
this month, Conservative-controlled Bromley was granted leave to apply to
the Divisional Court.

39.10.§1 — Yesterday, in the Queens Bench Division Court, Counsel for
Bromley Council accused the GLC of using ratepayers as a milch cow to pay
money unlawfully to provide cheaper fares for bus and underground travell-
ers. 'An average ratepayer who previously paid £7.20 of his rates for
public transport was being asked to find £40,50 in the current yvear and
£60 the following year, with the cost rising over the next four years,

§O°191§1 - In the Bromley v GLC case yesterday, counsel for the GLC
denied that the Council had !'ploughed on with blinkered eyes! in cutting
bus and tube fares by 25%.

é;il&gl = Yesterday, Lord Justice Dunn and Mr.Justice Phillips, sitting in

the Queens 3ench Division, ¥uled that the GLC was legally entitled to
pass on the cost of cutting fares by 25% to its ratepayers.

6011931 —~ In presenting Bromley Council's appeal against the Queens Bench
Division Court!s finding for the GLC, counsel for Bromley said that this
court fell into serious error.

7.11.81 - At the Court of Appeal yYesterday, counsel for the GLC said that
the GLC, in reducing fares, had made 'all the relevant considerations!',

11.111§1.— Yesterday the Appeal Court allowed an appeal by Bromley Borough
Council against the refusal of two judges in the High Court to quash the
order from the GLC to levy a supplementary rate to pay for the fares
reduction. The Appeal Court ruled that the GLC had acted unlawfully in
levying a supplementary rate to pay for a 25% reduction in bus and tube
fares. Lord Denning, Master of the Rollis, told the QC for London Treansport
that LT could continue for a week or two with the present fare pattern,
pending an appeal to the House of Lords, but advised it to plan for
changes in its fare structure while making its appeal. In the meantime,
the GLC may not ask the borough councils for a supplementary rate, nor
may the councils ask their ratepayers to pay it.

Sunday Jourmnal

25.10.81 = There are very few scorpions left at one end of the platforms
at Ongar station, as people have taken them as pets. They are 14-2 inches
long and are quite harmless, An LT spokesman said that people must take
them as pets because they are more interesting than a cat or dog !

BBC Radijio 4 -~ News Bulletin

11,11,81 -~ This programme included an interview with Nadine Jolie, who
has been put in charge of the police anti-crime squad on the Paris lMetro.
There were 30 reported crimes a day, and of the 425 Metro and RER stations
only 25 had escaped having a criminal incident in 1980. She has been put
in charge of the Metro police squad, which is regarded by the public as
textra tough!. The Metro was alleged to be a dangerous place, but no more
so than crossing a road. The top job of the police was largely one of
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humen relations. A woman would give the force a human image. She would
travel on the trains themselves, having had training in self-defence, and
would carry a gun. She could take on any man. The 11,000 crimes reported
each year were only the tip of the iceberg of all crime on the Metro.
WTomen passengers suffered from pickpockets taking their handbags or their
contents, and men passengers from money being taken from back pockets,
She would introduce increased manning in areas where there was most
crime and did not anticipate any difficulties in controlling her male
colleagues - she anticipated an intelligent reaction. (The worst areas for
crime on the lMetro are reported as being near the Pompidou Centre, and on
the Left Banlk).

ROLLING STOCK ALTERATIONS
October, 1980

1959 Tube Stock
Neorthfields to Golders Green
1052~2052~9053~1055+1054-2054-1055 26th
CO/CP Stock

From Ealing Common to Ruislip (Condemned cars)

53003~-54003 2nd (ex-pilot motors)
53218-014260-54214 8+th

From Neasden to Quainton Road for Preservation
54233 10th (official ‘scrapping! date)

R _Stock
From Ealing Common to Ruislip (Condemned cars)

21125-2%228~2333%32~23432 1st
21148~ 93040-0 348~034LL8 7th

Ruislip te Booths, Rctherhsm, for scrap
25538 23209 292620 23406 23306 21106 21123 23216 23326 23425 6th
CO/CP & R Stocks

Ruislip to Booths, Rotherham, for scrap

22611 23562 22643 23539 22678 23578 22625 23516 50003 54003 20th
D Stock

From Metro-Cammell, Birmingham, delivered to Ruislip

7080~17080-83080+8081~-17081~-7081 1%3th

7082-17082--8082+8083-17083~7083 2Lth

Ruislip to Ealing Common for cormissioning

8081-17081--7081 14th

7080~17080-~8080 15th

8077-17077-7077 27th

7076-17076-8076 29th

Entered Service, District Line

7068-17068-8068+8069~17069~7069 Lth

7072-17072-8072+8073-17073~-7073 27th

7074~17074~8074+8075~-17075~7075 27th

Miscellaneous Movements

L184L.38+E557+54233 Neasden to Quainton Road for preservation 10th

L192~3910+%9‘1—L153 Hainault to Ruislip for scrap 25th

0h35-1u35 Hainault to Acton (derailment damage) 26th - pilot unit 1578

L21 Baling Common to Acton (collision and overhaul) 26th
1204-2294-1295 Golders Green to Acton (collision) 30th
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Service Yehicles

J

3557

€

Neasden to Quaintcn Road for preservation

10th (official !'scrap!

date)

New Hopper Wagons delivered to Ruislip from V. H.Davis:
H'7208 HiT212 HW213 HY21L HT215

Units to Acton for Overhaul:

Metropoiitan 5543-6543 1st
Northern 1234-2234~1235 2nd
Central 1710-2710~9711-1711 2nd
Metropelitan 5078~6078-6079-5079 7th
Jubilee 3441-4541-2541 12th
Bakerloo 10193-012282-12054~11163 1lkth
Northern 1308-2308~9309~1309R 16th
Victoria 3069~L069-4160~316¢ 20th
Central 1590~2560~9501-1501 22nd
Northern 1298-2008-1299 23rd
Northern 3227=L227-4327~-3327 26th
Central 1558~2558~9559~1559 29th
Metropolitan 5080-6080-6081-5081 30th
Units from Acton after Overhaul:
Metropolitan 5511-6511 1st
Northern 1290~2290-~1291 2nd
Central 1646-20646-96L7-16L7 ond
Bakerloo 10036~012188~12098-11036 1L4th
Central 1660-7620~-0691~1691 15th
Northern 1288~2288-9289-1280 16th
Victoria 3078-L078-4178-3178 20th
Central 1562~2562-9563-1653 22nd
Northern 1286~2286-1287 23rd
Northern 3220-4222--4322-3322 926th
Central 1610~2610-9611~1611+1650~2682-9651-1651 29th
Metropolitan 5064-6064-6065-5065 30th
Reformations

From - To

1962 Tube Stock

1650~2650~-9651-1651

1650~2682-9651-1651

1973 Tube Stock

208-688~889
888-608~408

NF 199/81

NF 200/81

NF 201/81

208~-608-408
888-~-688-3889

NEWSFLASHES

It is estimated that the reduced fares have created an extra
4~6% increase of the number of passengers travelling on the
Underground and buses, although at weekends this figure shoots
up to about 10%.

A62 stock unit 5160 that was transferred to Northfields in
September, was used for traction current tests. It is inter-
esting to note that A stock is banned west of Northfields
(excent that trains may leave the depot at the Boston Manor
end and reverse on the eastbound line), between Turnham Green
and Richmond, Putney Zridge and Wimbledon, Earls Court and
Olympia, Mansion House and Aldgate East, and between Praed
Street Junction and Hammersmith Metropolitan.

The new ticket office at Uest Ham station was opened from
18 January 1981, although modernisation of the station has
continued throughout the year.
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The northbound starting signal at Kensal Green - KG1 ~ has
been modified. The single lens searchlight top aspect (red-
green) has been replaced by a two-aspect red~green signal
head from 16 Auzust 1681. The southbound station starter was
similarly altered earlier in the year.

Tith the reduction in Southern Region services into Cannon
Street after the evening peak, involving complete closure from
19,30, the Disgtrict and Circle lines station similarly

closes at 19,30 with effect from lMonday 5 October 1981,

Further to NF 185/81, the following corrections and additional
information has been reported: The derailed train at Joodford
was formed (east) 1435-9435-2434-14344+1403~9493~2400-1400
(west). Of cars 1435,9435 and 2434 that were derailed, 1435
and 9435 finished up sitting on ballast, and the former was
the one that was almost at right-angles to the signal box.
Only the east end bogie of 2434 was derailed and this was
rerailed soon after the breakdown gang had arrived, the semi-
permanent bar coupling to 9435 having been cut. The battery
locomotives then moved 2434-143L441403~9403~0L00~1492 wrong
line back towards South Woodford, thence to Toodford home
signals, and at about 05.45 to Joodford eastbound platform.
The battery locomotives then uncoupled and 1493-9493~2490-
1492 then pushed 2434-1434 to Hainault depot. The two cars
that were left at Woodford were thus 1435-9435,

The October issue of liodern Tramway contains the second
article about the Berlin U-Bahn, by C.J.Monks. Illustrated
is an LT-type bullseye at WTITTENBIRGPLATZ station, which was
presented by LT to the 3VG in 1652, to commemmorate the BVGs
50th anniversary. Does anybody know if this is still in
position today 2

Resignalling is expected to commence in 1982 of the Jubilee
Line between Baker Street and Stanmore, and the Metropolitan
Line between Swiss Cottage and Tembley Park. The work is sched-
uled for completion in 1985, This will follow the completion
in early 1982 of the resignalling of the Piccadilly Line
between Barons Court and Cockfosters, with computer controlled
signalling at Wood Gree, Armnos Grove, Oakwood and Cockfosters
being supervisecd from ITarls Court Regulating room. ’

The 1lifts at Queensway (Central Line) and Caledonian Road
(Piccadilly Line) are to be replaced by new lifts at a cost

of £1,19 million and £1,5 million respectively. Those at
Queensway were originally high-speed lifts operating at 500 ft
per minute, but have been slowed down to 300 ft per minute

for some years to improve reliability. The two 1lifts at Cale-
donian Road date back to when the Piccadilly Line was first
opened, and still have hand-operated doors where the 1lift
operatcr stands.

For many years, when seven trains were stabled overnight at
Queens Park, No,21 road was used (mnorthbound Tatford line) for
one of these trains, with that train entering service the
following morning via the northbound platform (with No.14
points secured and the train handsignalled into the platform -
see diagram of Queens Park on page 187 of UN 236). No.24 road
was normally left empty., However, from an unknown date in
July 1981, this situation was reversed, so that No.21 road

is now left clear, and trains have to be handsignalled back
to stable on No,?24 road (No,15 points having to be secured
reversed). Entry into service the following morning is by
normal signals (BB26). Six trains are now stabled at Queens
Park - one each on 22/23/24k roads, and three in the south
sheds.



NF 210/81

NF 211/81

NF 212/81

NF 213/81

NF 21L4/81

NF 215/81

D stock DM 7049 has been fitted with Storno train radio equip-
ment since August., The aerial is located on the opposite side
to C stoclk; i.e. driver'!s side.,

1972 MkI stock DIMs 3224 and 3521 have been fitted with Storno
train radio equipment. Unit 3222, freshly overhauled, was
transferred to Ruislip from Ruislip on Jednesday 11 November,
so that DM 3322 could be exhibited in the Lord Mayor's Show,
the theme for 1981 being Transport. DM 3322 was loaded onto

a lorry Friday evening 13,11.81, and appeared in the process-
ion on Saturday. It returned to Ruislip on Saturday evening
and was unloaded on Sunday morning. lMessrs. Sunters provided
the road transport (they also did most of the moves to the
Covent Garden Museum). The unit returned to Golders Green on
Tednesday 18 November.

The subway connecting Kings Cross Midland station and the
Underground platforms at Ilings Cross has been completed and
was shown to the press in early October. It will not be opened
to the public, however, until the BR line from Bedford is
diverted into Hoorgate in May 1982. The total cost of the new
subway is £12,7 million, of which £5,4 million will be paid by
BR and £7.3 million by LT. Overhead wiring for the Midland
Suburban Electrification commenced on Monday 26 October 1981,
and at the time of typing this item, all the cable had been
run through to Moorgate, although much of it remained to be
put in position. Views of Hings Cross lMidland station have now
all but disappeared, following the building of a high wall
between the LT and BR lines. The former City Widened Line:

to Moorgate is.to be known as !'The Midland City Line', and
from 6 December 1981, will be in use for empty stock trains,

An Underground !'beer mat! has been discovered at a Courage

pub in the Hampshire village of Greywell, more famous for being
the site of the Basingstoke Canal tunnel (still intact, but
blocked at one end by a fall), than for any connection with
railways, or indeed the Underground. The beer mat is one of a
set covering preserved steam locomotives (numbering at least
nine, probably ten), and No.6 depicts L4-4-0T steam locomotive
No.23; mnow preserved in the LT Museum, Covent Garden, Other
locomotives in the set include: !'Mallard!, GV 1hxx, LMS 45110,
GR 'King'!, !'Tinston Churchill' 34051, a Somerset & Dorset
2-8-0, and others. Our correspondent asks if this is the first
time that an Underground subject has been included on a beer
mat ?

Her Majesty The Queen opened the Tyne & ear lietro on 6 Novem-
ber 1981, when the section from Haymarket to Heworth was

added to the system. Public services cormenced on 15 November
providing a through service over the new bridge over the River
Tyne, named Queen Llizabeth Bridge on 6 lovember. Between
South Gosforth and Heworth, three trains every 10 minutes
operate, except during the evenings, when two trains operate.
The next section to open will be from Tynemouth to St,James

in 1982, and from Heworth to South Shields in 1983,

The !Approaching! and 'In Platform! indications on the con-
course train describers at Camden Town {see UndergrounD No.7,
pages 18 and 22) were out of use during September and the
first two weeks of October. This caused initial confusion to
regular travellers, who would wait in vain for this indication
to appear. The indicators were back in full use from 14 Oct-
ober 1981,

The removal of foam seating from 1972 MKIT tube stock cars
has now been completed.
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Further to NF 178/81, the indicator at Yimbledon is far from
new, having been installed some two years ago, although not
commissioned until recently. The display panels have gained
sun~shades ~ hardly necessary in its present location.

Further to NF 191/81, reports have been received that destin- .
ations on the westbound dot matrix train describer at St,James!s
Park were shown on some days during the weel: commencing 17 Aug-
ust, but during the next week, it was completely blank. This
started a daily display of destinations from 2 September. A
typical display is:

1 RICHMOND 3 MINS

2 WIMBIEDCN 5 IIINS

The first line is steady. If three trains are on the old des-
criber, the second and third trains alternate continuously on
the new one. Both disappear by appearing to move upwards into
the bottom of the top line. Sometimes the bottom line is re-
placed by:

NEXT TRAIN IN 30 SECS
or, »
NEXT TRAIN IN 3 MENS

Other features of interest are: (i) Maximum time seen is 7 min-
utes, (ii) !CIRCLE' only, (iii) just after a train has left

the platform, it has been seen to show destination of second
train as both 1st and 2nd train for a few seconds, (iv) is
brighter than eastbound describer, and generally more pleasant
to look at, (v) sometimes all the 'minutes away' are not shown
at all.

Vhile on dot matrix train indicators, it is reported that this
type is to be installed on the Northern Line in the next 12~18
months, initially on Charing Cross branch platforms. The new
indicators consist of a matrix of light emitting diodes which
can be illuminated in any combination to show letters, figures
and diagrams. They will be linked to the computer at the Cobourg
Street control centre and will be able to display a variety of
other messages, as well as the first three trains.

It has been announced that £60 million is to be spent on modern-
ising 140 stations on the Underground system. Station platforms
will be identified with the relevant line colour -~ as has been
done on the Jubilee Line (silver friezes) and Balkerloo Line
platforms at Baker Street (brown friezes). Station walls will
also have their own identifications. For example, it is planned
that Oxford Circus will have a !'Snakes and Ladders' theme,
Tottenham Court Road will have an abstract design suggesting
electronics, computers and record companies.

It is reported that LT has decided to copyright the tube map,
which appears in hundreds of thousands of diaries each year.
One of the leading lights in the diary business has said that
they will still inciude Underground maps, even if it means that
they have to draw their own !

7ith reference to NF 171/81, according to notices at both 3R
and LT stations, the new arrangements at Kentish Town operated
from Sunday 7 June 1981. Special single tickets and cheap day
returns headed 'London Transport! naming destinations are
issued as far as 3edford.

The advertisement boards at both Test Harrow and Preston Road
stations were renewed on 18 September 1981.



SEECIAL LTVENTS AT THE LONDCN TRANSPORT IIUSEUM

children will he shown how to malze a three-dimensional wall-plaque,
depicting a double~decl: London bus, at the LT luseum during the Christ-
mas and New Year holidays. The sessions will talke place twice a day from
January & to January 8 and will last about two hours. A fee of £2 will
cover admission to the Luseum, all materials, instruction and refresh-
ments. Other items of interest during the holidays include daily film
shows from 28 December until 3 January, free to all luseum visitors.

An exhibition entitled 'Building a Reputation' opened at the Iluseum on
ok llovember, and continues until 31 lMay 1982, It is about London Trans-
portfs architecture and its development and includes some original draw-
ings by Charles iiolden, models, video and slide shows, and many photo-
sraphs,

The Museum will be open each day between 10,00 and 18,00, except for
25 and 26 December. Admission charges are: £1,60 adults, 60p child not
talzing part in the making of wall-plaques.

Corrections to Underground News:

UN 238, page 248, NF 164/81 -~ in 14th line, third word should read
! short! and not 'long!.

UN 239, ond paragraph, Oth line, amend tnlatform! to read !'tracks' =~
Chorley 'Tood was to have had four tracks with two outside platforms.
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NEUISFLASHES (Continued)

NI 222/81 Observed for the first time on 14.9.81 that the new fluores-
cent lighting over the escalators from the Metropolitan Line
to the Jubilee/Bakerloo lines was in use for the first tine.
The new lighting, which is in strips over each escalator,
replaces the single strip positioned above and between the two
escalators.

NF 223/81 Although the new multi-storey car park at Harrow-on-the-Hill
station was opened on 3 August 1981, it has been observed that
very few cars yet use it, and none have been seen above ground
floor level.

NF 224/81 ‘fork started on demiolishing the concrete lamp standards and
signs at Harrow-on-the-iill on 3.9.81, on platforms 1/2. Those
on platform 3/4 were started on 22,10,81. Temporary signs have
been erected fitted to temporary poles., Similar replacement
of the signs at Iilburn was started on 23.10.81.

NF 225/81 The first unit of A stock to be given a 'half-life' overhaul
left Acton 'JTorks on 30 Cctober 1981,

NF 2026/81 It is reported that the GLC has asked London Transport +a in-
vestigate t'Ladies Only! travelling in one car of eanch 7 r-
ground train, to malle travelling safer for women aftcy .00

at night. It is suggested that the guard's car be set aside
for the purpose. This disappeared with the end of the compart-
ment stock on the lletropolitan Line in 1962.

NF 227/81 A bomb exploded at the Paris station of Gare de Lyon during
the evening of 5 November. One person was injured and over 120
left luggage loclkers were destroyed.,

NF 228/81 BIRTHDAY HONOURS: Piccadilly Line 75 years old on 15 Dencnher.
Central Line Stratford extension 35 years old on 4 December.
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SHUTTLE - "TOTAL SUCCESS!

As the American space shuttle has been in the news in the last week or
s0, We bring, with the spirit of Christmas you understand, an off-beat
look at another sort of shuttle. A.GRICER reports for Underground News
from Chalfont & Latimer station:

Crowds estimated to number at least 15 assenbled at Chalfont and Latimer
station last Tuesday to witness the historic arrival of the Chesham
shuttle.

Described as 'the greatest technological advance since Metadyne equip-
ment!, the shuttle, code-named A60, made a perfect arrival at Chalfont,
following its launch ten minutes earlier from Chesham. :

The crew of two Rickmonauts had the traditional breakfast of steak, eggs
and orange Jjuice at Tembley Park canteen before their adventure. They
were then whisked away by a specially-adapted DMS bus to Chesham station
where their work really began.

The booking office was converted into a temporary Mission Control
Communications Centre, with the Station Foreman being llission Controller,
The booking clerk had overall responsibility of the Refreshment Unit,
assisted by twe Relief Clerks, an Area lManager and a Traffic Manager.

At T-20 minutes the Rickmonauts carried out extensive checks on all
control and birake equipment.

At T-10 minutes the countdown was almost suspended when a tail light
failed. The twelve Carriage Examiners (now known as !Carriage and Jagon
Doctors') on hand were, however, able to overcome this difficulty.

At T-3 minutes, the ignition sequence started with carriage heaters,
motor generators, lights, compressors and pilot lights cutting in.

At T-0, precisely 19.11 hours local time, an historic 1800 turn of the
Master Controller launched mankind into another era. At Mission Control
the air was tense as closed circuit TV from a helicopter-mounted camera
kept the Shuttle in sight as it threaded its way to Chalfont. Ten minutes
later, at 192,21 local time, the arrival at Chalfont came, Mission Control
erupted in euphoria as shots of the Rickmonauts descending from the
Shuttle came across the screen. An Area lManager was seen to hand round
cigarettes, and all momentarily lost control after the tense build-up.

A similar scene was in evidence at Chalfont as the crew were mobbed by

the crowd. They had witnessed a truly memorable moment in the develop-

ment of mankind, as it is intended that the Shuttle could enter passen-
ger service within months !}

Railway Society. Correspondence for this jourmal should be addivassel
to the Editor Umderground News, !Heidit!, 13 Castleton Road, Eastcote,
Ruislip, Middlesex, HAL 9QQ. Members requiring a reply to their
correspondence are asked to enclose a stamped addressed envelope. Whon
writing to any Scciety Officer, please quote your membersiiip number

on all communications, including applications for visits.

The last full list of Society Officers' addresses was published cn nagze
168 of UN 235, amended on page 222 of UN 237, and page 519 this issuc.

For non-receipt of journals and changes of address, correspondence
should be sent to the Registrar and Despatch Officer, 67 Weltnore Road,
Luton, Bedfordshire, LU3 2TN.
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