

[image: Image]





To Christine for her patience





[image: Image]





First published in Great Britain in 2016 by
Pen & Sword Transport
an imprint of
Pen & Sword Books Ltd
47 Church Street
Barnsley
South Yorkshire
S70 2AS

Copyright © Roger Senior 2016

ISBN: 978 1 47383 803 1

PDF ISBN: 978 1 47387 045 1

EPUB ISBN: 978 1 47387 044 4

PRC ISBN: 978 1 47387 043 7


The right of Roger Senior to be identified as the Author of this Work has been asserted by him in accordance with the Copyright, Designs and Patents Act 1988.

A CIP catalogue record for this book is available from the British Library

All rights reserved. No part of this book may be reproduced or transmitted in any form or by any means, electronic or mechanical including photocopying, recording or by any information storage and retrieval system, without permission from the Publisher in writing.

Typeset in Ehrhardt by
Mac Style Ltd, Bridlington, East Yorkshire
Printed and bound in China by Imago Publishing Limited

Pen & Sword Books Ltd incorporates the imprints of Pen & Sword Archaeology, Atlas, Aviation, Battleground, Discovery, Family History, History, Maritime, Military, Naval, Politics, Railways, Select, Transport, True Crime, and Fiction, Frontline Books, Leo Cooper, Praetorian Press, Seaforth Publishing and Wharncliffe.

For a complete list of Pen & Sword titles please contact
PEN & SWORD BOOKS LIMITED
47 Church Street, Barnsley, South Yorkshire, S70 2AS, England
E-mail: enquiries@pen-and-sword.co.uk
Website: www.pen-and-sword.co.uk





Contents








	Introduction




	Chapter 1

	Holbeck




	Chapter 2

	Neville Hill




	Chapter 3

	Introduction of the Class 91-MkIV




	Chapter 4

	Technical Riding Inspectors




	Chapter 5

	Faults and Failures




	Chapter 6

	Class 89




	Chapter 7

	York Regional Control




	Chapter 8

	Rescue Engines




	Chapter 9

	Royal Duty, VIPs and Specials




	Chapter 10

	Privatisation




	Chapter 11

	Vandalism, Passengers and Animals




	Chapter 12

	Heavy General Repair




	Chapter 13

	MkIV Refurbishment (Mallard Project)




	Chapter 14

	Route Knowledge






Appendix I: HST Power Car Yearly Riding Charts 1990 to 2004

Appendix II: Class 91 Yearly Riding Chart 1990 to 2004

Appendix III: Class 90 Yearly Riding Chart 1990 to 1996

Appendix IV: Class 89, 90, 91 Yearly Riding chart 1997 to 2004

Appendix V: DVTs Yearly Riding Charts 1990 to 2004

Appendix VI: Yearly Chart 1990 to 2004





Introduction

Somewhere on the East Coast Main Line (ECML) a train comes to a silent halt in the middle of the country. The driver has already been in touch with his route control to advise them that he has lost all power and advises them of his location. The reply from his Control states technical assistance is on its way on a train heading towards you and should be there in about 10 minutes. The technician is dropped off alongside the stricken train, and within a few minutes he gives the thumbs up to the driver and the train is back on the move. Once again one of the mobile technical staff employed by British Rail (BR) on the East Coast route has saved what could have been several hours delay, not only to the passengers, but to other services which would have been trapped behind and also to later services which would have incurred late starts on their next journeys.

There are hundreds of books written about the railways, from the first steam locomotives to the present day recording how the rail network grew and then declined, but nearly always about the history of how that particular line evolved, the building problems, the motive power and stock used, and the financial problems and rivalry between companies. Even after 1923, when the grouping of the railways took place, there were still differences between the five regions recorded in many books. Other publications have concentrated on individual types and classes of locomotives and vehicles, and even today’s modern trains are covered by different publications.

This autobiography concentrates mainly on my sixteen years as a technical riding inspector (TRI) which involved riding and fixing trains in service, and the influence that I and the other members of the team had on the day to day running of the railway system; what affect the weather had in keeping the trains running; some of the technical problems that caused trains to fail; and also how the railway operates when things go wrong. It’s about the other side of the railway system, which is rarely seen by the travelling public; but the consequences are, and this book is intended to be informative for the traveller who at some time just may have been on one of the trains that feature in this book. Rather than a technical volume full of jargon that not many people would understand, I have included only a limited amount of technical detail to highlight some of the problems.

What follows starts from British Rail in 1968 at Holbeck Diesel depot, with a short spell at Cambridge and a year’s break from the railway before returning to Holbeck in 1974, moving to Neville Hill with the arrival of the HSTs in 1978; then as a trial in 1988, finishing up with a team of 6, through to privatisation and the short lived Intercity East Coast to the final operator of the East Coast Main Line, Sea Containers, running under the name of Great North Eastern Railway (GNER), and finally as the Resident Engineer in 2004 for the overhaul of the MkIV fleet before taking early retirement in October 2005. I will detail failures, journeys and extracts from my daily logs as well as some of the more strange faults that occurred in my sixteen years as a technical riding inspector covering both the East Coast Main Line from Kings Cross (KX) to Leeds, Newcastle, Edinburgh, Glasgow and the Midland Main Line (MML) from Sheffield to St Pancras until privatisation.

Attached in the appendix is a chart for each year showing how many times each loco was ridden and how many defects were reported, if any, as eventually failures and delays became less and less. Faults with the MkIV air conditioning (air con) system, which was proving very unreliable in hot weather in the early years, are also listed; it shows how the number of air conditioning faults rise in the early years of operation before the problem is resolved. Listed as well is the number of vehicles reported with other defects which would affect the running of the service. The initial teething problems with the new electric locomotives show how more and more defects were being recorded before their problems were also resolved.

Below is the senior management’s view of the reasoning behind the decision for the introduction of technical riding inspectors, based on the poor performance of the HSTs.

Riding Inspectors on the ECML: a Strategic Overview

Why were Riding Inspectors needed?

We have become used in the last ten years to new fleets that produced excellent reliability ‘straight out of the box’ or at least over a very short timescale. Examples are Bombardier’s 700 vehicle Class 377 fleet operating on Southern, now achieving 45,000 miles between technical failure, and several Siemens fleets with even better figures. Most notably, Bombardier’s 125 mph Class 220 Voyager diesel trains achieve 44,000 miles between failures whilst operating on Cross Country services.

The result is that, even if it were possible to fix an electrical multiple unit whilst riding in the train (which basically it isn’t), none of the train companies operating these units could even remotely justify employing riding inspectors. Southern’s Cl377 fleet run just over one million unit miles each month, and experiences less than one delay caused by a technical incident per day; a genuinely outstanding performance.

In contrast, the HST trainsets operating on the East Coast Main Line (ECML) and on Great Western, Cross Country, and the Midland Main Line experienced, during the period covered in this book, a delay from a technical cause every 5,000 miles. This equates on the ECML to seven delays from a technical cause each day (since the fleet covered a million miles per month). With incidents at this level, introduction of riding inspectors becomes justifiable.

For many years BR’s Commercial managers had produced a Passenger Demand Forecasting Handbook (PDFH) which calculated the changes in revenue produced by increases in service frequency, reduced journey times, etc. More relevant to fleet engineers was the effect on long term revenue of train delays. Once a cost per minute of delay was available it was only necessary to calculate how many minutes a riding inspector could save and balance this against the total employment cost. Their value was however dependent not only on the ability of the inspector, of which I never had any doubt, but also on the willingness of operations staff to allow trains to be delayed, to enable repairs to be completed.

Once I had reached agreement with the Regional General Manager to introduce inspectors, it took many months to convince regional operations control, in particular, of the great value of the new team. Eventually they became our greatest supporters: occasionally expecting superhuman efforts beyond the ability of even our inspectors! From then on all reviews of the cost versus benefit of riding inspectors demonstrated that they were cost effective, and justified further inspectors based at Newcastle and Edinburgh.

So why did BR introduce such apparently unreliable trains when, post-privatisation, Train Operating Companies (TOCs) are able to procure fleets that are so much better?

The answer lies in BR’s procurement practices. Today no TOC would consider buying a new train type of uncertain reliability.

Fleets currently being procured for Crossrail and Thameslink will achieve high levels of reliability because they are based on previously successful multiple unit types. Good performance on time delivery and good build quality are key features of new build contracts. Manufacturers have much to lose if they fail to produce a high quality trainset, on time, that works out of the box.

Contrast this with trains procured before 1994. The HST design was produced by BR engineers when it became clear that the APT would never be the 125 mph train BR needed. The design wasn’t based on any previous design. Responsibility for technical issues was carried by BR, since we had designed it. Responsibility for build problems was carried by BR, since we built it! Critical components were dual sourced to protect against a single poor supplier, since the reliability of many components used for the first time in a traction environment could not be known. Eventually one of the two variations (Cl91 gearboxes for instance) was shown to be more reliable and fleet fitment of this component followed, but only after we had suffered the less adequate component for a considerable period.

How was performance measured?

It’s easy to forget that data was much less readily available and usable in the 1980s than it is today. Overall Government targets were:


1.  90% of trains to arrive within 10 minutes of booked time.

2.  70% to arrive on time or early.

3.  No more than 0.5% of trains to be cancelled.



We recognised that achievement of these targets required individual targets for each department, but managing performance data wasn’t easy and this stopped many in BR from using it.

For instance, when deciding whether to introduce riding inspectors, I remember re-sorting the rows of a spreadsheet using 3 months of data and waiting many minutes for the process to complete. Fortunately the Eastern Region management team were in the forefront of data driven performance management, being the first to use the impact monitoring techniques in 1988/9.

Modern Railway magazine’s Roger Ford produced an article in the May 1991 edition explaining the advances in performance monitoring that the ECML fleet team had made. The graph I supplied for the article shows the targets required by the region’s general manager and the extent of our achievement of them. It should be noted that although the graph axis title shows ‘inc reaction’ it includes only the delays to other ECML InterCity trains. The figures cannot be compared with current results which show delays to all trains (i.e. of all companies).

What were the defects that caused the worst reliability and delays?

By far the worst HST issue had been the failure of engine exhaust manifolds, following a change in coolant specification by the BRB. The service was saved by:


a)  The provision of extra coolant top up points at stations, used by riding inspectors and fitters once it was noticed that coolant levels were falling;

b)  The presence of a second power car which was able to propel the train albeit with significant time lost;

c)  Extra coolant capacity (a 45 gallon oil barrel) in each power car.



However, analysis of HST failures in 1988, by which time the fleet was 15 years old, showed a large number of failure causes, with no single component category impacting more than 4%. All significant HST problems had by then been either solved, or at least mitigated, by carrying out appropriate modifications.

The data showed, however, that many remaining failure modes could be anticipated by a Riding Inspector and remedial action taken later on at a depot before delays were incurred. Many potential failures could never be spotted by a depot fitter whilst the train was stationary. It was indeed fortunate that HSTs had become relatively reliable by this time, since the electrification of the ECML was to produce the greatest ever test for route engineers.

During the introduction of Class 91 locomotives from March 1988 and subsequently of MkIV coaches, a small number of failure modes caused initial performance to be extremely poor:


1.  Fracture of the pipework associated with the pantograph auto dropping equipment (that drops the pantograph if the carbon contact strip is lost, thus preventing overhead line damage)

2.  Traction motor mounting problems.

3.  Repeated microprocessor problems, causing loss of power. Multiple software changes over more than two years eventually solved the problem.

4.  Interference to control power supplies from the long HT cable. Solved by providing an additional inductor on the locomotive roof.

5.  Water intake to the traction motors. This stopped us washing the locomotives for several months until the air flow arrangements were changed.



Many of these failure modes, in particular the last three, required a riding inspector if speedy fault finding was to be achieved. A depot-based fitter has, for instance, no chance of solving a loss of power report on a stationary locomotive.

The 31 Class 91 locomotives forming the contract with GEC were to be built in two batches. An initial 10 were diagrammed to run high mileage so that any problems experienced could be rectified before the last 21 were built.

However, the initial performance was so poor (see graph) that the first 10 had only covered 100,000 miles in total by March 1989 when construction of the last 21 began.

[image: ]

Worse still, delivery of MkIV coaches was delayed, and it was therefore necessary to operate one Class 91 locomotive as a replacement for one of the two power cars of a standard HST set. Due to incompatibility of the train heating supplies (800v AC on the Cl91 and 415v 3-phase on the HST coaches) the remaining HST engine was kept running, effectively idling, to provide a train auxiliary supply for heating, air conditioning, etc. The use of power cars producing little power for long periods led to problems of oil carry over into the exhaust: this led to three silencer fires. This was overcome by restoring full power to the HST power car; the train then had a total 8,550hp: 6,300 from the Cl91 and 2,250 from the power car.

Control problems were also frequently experienced due to the use of the HST 110v control cables for low voltage Time Division Multiplex signals produced by the Cl91.

The thirty-one rakes of MkIV coaches were introduced late in 1989, but our problems continued. The driver of an IC225 train cannot take power unless all doors are securely closed, and multiple door faults frequently led to loss of power reports. Static convertors, used to transform the 800V AC from the locomotive to the voltages necessary for coach air conditioning, control systems, etc, were extremely unreliable. Once again our riding inspectors were in the forefront of fault identification, reporting and repair.

Conclusion

Our decision to take the most competent of our engineering staff and use them to both predict failures and repair trains whilst in traffic has proved to be amply justified. The ECML is a two track railway for most of its length and is therefore much more susceptible to trains with loss of power or running slowly. We owe a lot to the individuals who have used their expertise to maintain a punctual service on this premium route.

David Sawyer
ECML Fleet Engineer





Chapter 1

Holbeck

My interest in the railways started at a very early age. My mother worked in a model shop in Leeds; and it was further fuelled by a teacher at infant school who was always talking about the railway especially the Stanier design locomotives, and it’s funny how some things stay in your mind all your life. Neither of my parents ever learned to drive so any holidays were always by train, again keeping the enthusiasm alive; also, I was taken on many walks in my early childhood to see trains passing at various vantage points around the local area. As I grew older my friends and I used to go train spotting at Leeds City & Central as well as trying to get into the many local steam sheds. Living in the south part of Leeds Holbeck and Farnley it was fairly easy; Neville Hill was on the other side of town and was occasionally visited, but I never visited Stourton. Copley Hill was virtually impossible to get into, but there was a footbridge at the south end of the shed which afforded some view, but not ideal.

Having left Leeds in 1956, because of my father’s work, we moved to a small village ten miles from Doncaster. My involvement with trains was limited but was never lost; the nearest railway was a local freight line to a local colliery.

On leaving school I applied to Doncaster works on their apprenticeship scheme, but was unsuccessful as they had already reached their allotted numbers for that year, 1961.

My railway career began on 3 September 1968. Having been given six weeks redundancy notice from my previous employer, I was looking for employment in the trade I had served my apprenticeship in. I was a qualified electrical engineer in the field of overhaul, repair and rewinds of all types of electric motors & transformers. I also had experience in domestic and commercial rewiring and fault finding in buildings.

I was given an interview card from the job centre, as they were known then, for an electrician at Neville Hill, Leeds. On arrival at Neville Hill I was advised that they had already interviewed someone for the vacant post and were waiting for him to pass his railway medical. I was told that there might be a vacancy at Holbeck depot as it had recently been rebuilt from a steam shed to a diesel maintenance depot to accommodate the class 24, 25 and 45 locomotive allocations. On arrival at Holbeck I was told they had not yet advertised for any staff but they had a vacancy to fill for an electrician to make up the complement of staff for the introduction of a three shift system. I had previously been to Holbeck depot many years previously with one of my uncles, who was a driver there, one Sunday for a look round. I think I was about 9 years old. I remember the large imposing stone wall round the depot with a large gate in the middle. You couldn’t see much from the gate, but once inside a whole panorama opened up to show steam engines everywhere. The view hadn’t changed over the years except it was now diesels that appeared everywhere.

Three days later a letter arrived for a formal interview with the depot master at Holbeck, Mr Edward Geeson. On my arrival I was taken to a room overlooking the main yard. Inside there were four people seated at several desks with a large gentleman in a corner sitting on a stool up against a desk top waving his walking stick about: this was Mr Geeson. He only asked me about six questions about my previous experience and he said I could start tomorrow. I had to tell him that, although I was made redundant, I was still actually employed for another two weeks with my previous employer, but if they would let me finish earlier without losing my redundancy I should be able to start the following Monday.

I was sent an official letter stating I had been taken on as an electrician, subject to passing a medical, and to report to the railway medical centre in Leeds for my fitness ability and colour-blind test prior to taking up my position. I passed the test and was told to report to the chief mechanical foreman at 9am the following day. I was introduced to Mr Fred Butts who showed me round the depot, where the lockers, toilets, signing on points etc were, and then taken up into the general office to be given my personnel pay number and other matters like my P45. Eventually I was taken to the main repair shed and introduced to the shift supervisor. After a short talk I was shown round the shed and then put with another member of staff, Norman Warburton, who would be my mentor for the first six weeks before I was allowed to work on my own. My first job was to rebrush a traction motor in-situ; this was on loco D60 Lytham St Annes (later 45022).

All my previous experience with electric motors had been on a bench or floor basis. I soon picked up what was required, which was just as well as, after having been shown how to do one, I was left to do the other five without help. I came out from under that loco as black as the ace of spades; it certainly was a dirty job but I enjoyed it. This also introduced me to the three shift system, and never having worked nights before, it took some getting used to, including weekend working as well. It is said that if you can get through the first six months working on the railway you will never leave. I was travelling over fifty miles each day to Leeds and back, and I considered this would not last and I would soon be looking for employment nearer home. After thirty-six years I finally decided it was time to move on.

Built in 1868 for the expanding Midland Railway, Holbeck remained a Midland depot until 1953 when it became part of the North Eastern Region of British Railways. Holbeck was one year short of its centenary. Its association with steam locomotives ended with it closing to steam in 1967, although the final steam engine didn’t leave Holbeck until August 1968. It had been partly remodelled during 1962 with the building of the Diesel Maintenance Depot using the original engine repair workshop, but there were still the remains of most of the steam depot in the form of the large coaling tower and the two round houses containing the turntables which were still usable. The coaling tower, built in 1935, was demolished in 1969 to be replaced by a two-road fuelling, servicing and inspection building along with a washing plant.
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No 14 on the road in Holbeck depot on 25 March 1987, with 45134. This is the location of my first job where I rebrushed D60. (Paul Corrie)

[image: ]

The last week of steam at Holbeck, taken on 30 September 1967. This view of the shed yard was taken from the top of the coaling tower and shows that diesels already outnumbered steam. (Gavin Morrison)

In 1970 the two roundhouses containing the turntables were demolished. These roundhouses were used to store the smaller class 24/25 locos and the numerous diesel shunters that Holbeck had acquired due to the closure of many of the other depots in Leeds and the surrounding area. This was a cold and draughty place, especially in winter. Where the lines inside came up against the outside wall there were two neat holes above each rail just at buffer height where, as you can guess, the engines hadn’t stopped quickly enough. These were remnants of the steam days and as the roundhouses were due for demolition there was no point in repairing them. Inside you might have up to half a dozen diesels stored overnight and it was the electrician’s job to try and get these locos started. The first thing to do was find the engine that appeared to be the warmest. This one would probably have enough life in the batteries to allow it to start before they went flat. Once you got one going it was then pot luck how many more would start without having to drag around heavy duty cables and, using the old phrase, to ‘jump start’ it. Once you got them all going it was time to get out as the atmosphere would then be thick with diesel fumes.

The other coldest place in winter was in what was called the ‘scratching shed’. This was where the locomotives would be lifted off their bogies to allow for underframe and bogie cleaning and any traction motors that required changing. This was the first job on a morning and required a five to six man operation, ensuring that each jack on each corner lifted equally and that all the cables and pipes had been disconnected the previous day in the main shed. It probably took no more than an hour to have the loco in the air, but by then you were starting to freeze solid. Having no doors didn’t help and the way the wind always seemed to manage to find its way down to that part of the depot every time we were in there beat me. You were ready for a good warm cup of tea. After the underframe had been cleaned, usually by mid-afternoon, the afternoon shift would then have to lower the loco back onto its bogies before it would be dragged back into the depot for reconnecting everything back.

[image: ]

This plan of Holbeck was the final stage after the construction of the washing plant, fuelling and servicing shed and the demolition of the roundhouses. (Roger Senior)

I learnt quickly about how diesel locomotives worked and along with the many introductory courses I was sent on, I was soon involved in fault finding on my own. One of the more lucrative jobs was rewiring locomotives that had suffered a small underframe fire which usually damaged much of the wiring in that location. These small fires were the result of a build-up of dirt, oil, brake dust etc and were usually ignited by sparks from the brake blocks, hence the regular underframe cleaning. These rewiring jobs were a 12-hour shift, usually days, and were sometimes left for the person carrying out the rewire to complete on their own, as the night shift was mostly spent on the next day’s service. There was no time limit on how long they took to rewire as there was always a spare locomotive, not like today’s privatised railway where there are limited resources.

Occasionally I would be sent out to other locations within the Leeds area to attend to our diesel shunter allocation with minor problems, but one day I was asked to go to Crewe works to collect a part required for a locomotive. Normally any locomotive waiting parts that were not in stock would have what was known as a UVS (Urgent Vehicle Standing) order made out and sent to whichever works stores supplied them. Sometimes they would be collected by the depot lorry which visited various works each week or, if they were small enough, they would be dispatched by rail. This was more urgent, and being Crewe it must have been for a class 47. I was given a duty ticket, train time from Leeds, where to change for Crewe and even the bus number to catch outside the station and at which gate to get off (no taxis in those days). I was also given several train times for the return depending on how long it would take to collect the part from the stores. I was taken by the depot van to the station and waited with the other passengers for the train to arrive. I don’t remember much about the journey – only the bus ride from the station. The size of Crewe works seemed enormous as there was one long continuous wall that seemed to go on for ages before my gate number appeared. Inside was even larger, but the stores section was near the gate entrance; no one stopped me going in, unlike today’s works and depot premises. Producing the UVS document, the spare part eventually arrived at the counter and, collecting the spare, I set off back towards the bus stop studying the train times hoping I would make the first one. I eventually arrived back at Leeds and, contacting the depot, waited for the van to collect me and my urgently required spare part.

In late 1971 I was told that if I wanted to get on the promotion ladder I had to apply for vacancies to let management know I was keen to look for promotion. I was then advised to apply for my first interview as nobody ever gets picked at their first attempt, so I was told, and I applied for a post at the Coldham Lane Diesel Multiple Unit (DMU) Depot, Cambridge, as a ‘B’ relief supervisor. After the interview I was told the job was mine and I would be starting the following week! This came as a shock as I had only been married twelve months and the prospect of moving down to Cambridge seemed a long way off. I was told I couldn’t refuse the posting so reluctantly I started work at the depot on 22 November of that year. Accommodation was found for me but, because most lodgings were designed for students and mine was different, meals became a bit of a problem with having to work shifts. On my days off I was out house hunting, and I soon found a house approximately twenty miles outside Cambridge on a brand new estate. But things didn’t go well: the builders wanted me to sign up straight away and, even though I had already found a buyer for our property in Yorkshire, the delay in getting to solicitors to sign up the builders withdrew me from the sale. It was also the time when the word gazzumping appeared and because house prices were rising faster in the Cambridge area I could no longer find a property I could afford. The north–south divide had taken over, so having no success at finding somewhere to live I put my notice in at Cambridge in the December of 1972.

I found employment with Leeds City Council as a shift manager at their Knostrop water treatment works. I didn’t like it much but there was nothing else suitable. I had kept in touch with Holbeck and, if any vacancies came up, would they be prepared to set me on again even as a fresh starter? In February 1974 I received a letter from the Depot Manager at Holbeck asking if I was still interested in coming back to the railway. It didn’t take me long to work out the advantages, as petrol rationing was being introduced and the prospect of free travel to and from work appealed.

My second railway career began on 24 April 1974 as an electrician on the same shift as when I left. One senior manager didn’t want me to return as they thought I had let them down by not staying at Cambridge, but they were persuaded that it wasn’t my entire fault and let it drop. I soon got back into the routine of working on diesel locos again, but it’s surprising just how much you can forget. As the months passed and I became competent again I was sent out on test runs to find faults which the depot could not recreate. There were three main runs: the best was going over the Pennines on the Settle and Carlisle (S & C) route as far as Carlisle on a class 45 that required further investigation and return with another class 45. Normally you had about an hour at Carlisle which was enough time to have your lunch and make out the defect sheet, allowing time for a short walk before returning to the station. If a class 24 or class 25 required riding, this was usually diagrammed onto a coal train taking empty wagons to one of the many local collieries returning with full ones to a marshalling yard, then light engine back to the depot. One of the perks of going to the pits was a chance to buy towels from the pit stores at very cheap prices; they were good quality too; sometimes we would have to buy several as staff back at the depot wanted some. You could also buy soap but it was not really suitable for home use. There was also a night turn test run with a parcels train from Bradford (Forster Square) to Guide Bridge/Bolton and return when we would get free issue newspapers.

Holbeck was the main depot for the Leeds to Kings Cross services with an allocation of class 47 locos. The mainstay of the East Coast fleet was the class 55 ‘Deltics’. Although none were allocated to Holbeck we did have them for servicing and minor repairs. These locomotives were my least favourite to work on; we didn’t have much experience with them, and whenever I went into the engine room and round the boiler I never managed to come back out of the same door or even the same cab!

One of the most daunting jobs that I had while at Holbeck was on one Saturday when I was on the afternoon shift. As I drove into the yard I was met by the shift supervisor with the depot Land Rover keys in his hand stating that would I go to Kirkstall viaduct to one of our locos reported on fire. I said ‘ok’ not knowing what I had let myself in for. I knew where Kirkstall Viaduct was and how high, but I thought being given the Land Rover keys I would have road access. No chance. As I drove down the road I could see the viaduct in the distance with the loco standing in the middle; but at least no signs of any fire. As I drew nearer the police had stopped all the traffic on a side road to allow the fire brigade access with one of their extending ladders. This was one of those ladders with the large wheels and it was set up against the viaduct wall. After enquiring which the best way was by road I was told there wasn’t one and I would have to climb up the ladder the same as the firemen. Looking up at this huge viaduct and the ladder propped up against it I thought ‘this is going to be good’ as I had also to carry a couple of fire extinguishers to be put on the loco. Luckily the fire extinguishers were carried up by firemen following on behind me. After examining the loco and agreeing with the fire officer that the loco was safe to be dragged away back to the depot, I had to go back the way I had arrived as there was nobody to drive the Land Rover back to the depot. I didn’t have a problem going up and climbing over the parapet wall but coming down was no fun. Looking over the parapet and seeing just how far down it was I had then to climb over onto the ladder; the ladder was at its full height and there were only a couple of rungs above the parapet, which didn’t give a lot of room for holding on. Not only that but it seemed to move a lot as well; but I didn’t have much choice. After climbing onto the parapet I was held by two firemen while I clung on tight until I had managed to get my feet in the right place. Then they let go and I was on my own. Going down seemed a lot worse than going up and all the time the ladder was moving as I stepped down rung by rung. Heights don’t bother me but I had visions of these large wheels moving backwards and in true cartoon style the whole thing sliding down. As I got to the bottom one of the fireman said ‘you did well, most times we have to talk people down from that height.’ I thought that was good of him, as my backside began to relax!

Eventually I plucked up the courage to apply for promotion again, but this time at Holbeck itself. I wasn’t successful that time, but shortly afterwards the opportunity arose again and I was made a relief ‘B’ supervisor in March 1975.

To improve reliability several initiatives were tried; one was to improve the service from Kings Cross and was known as the Kings Cross certificate. The diagrammed locos were both class 47 and class 55 Deltics, and it was deemed that there should be no defects on these locos for their return diagram back north. All the locomotives diagrammed to work to Kings Cross the following morning were checked by the night shift ‘B’ supervisor which specifically covered what would be the trailing cab to Kings Cross and included windscreen washers/wipers, horns, lights, braking system and finally the brake blocks. The brake blocks had to be of sufficient thickness to last both directions. Any loco not fit would be swapped for another. Once passed a certificate would be stamped, with the supervisor’s name, and given to the shed running foreman, who would then diagram the loco onto whichever service it was required. Deltic window wipers were always a cause for concern being a twin operation, similar to a car, but more troublesome. The only other check on a non-Kings Cross service I believe was the service to Edinburgh, known as the North Briton.

Another reliability trial was to allocate Holbeck’s class 45s to the ‘B’ supervisor’s personal responsibility. This was designed so that every time your allocated loco was on the depot you ensured that there were no outstanding defects and that the loco was fit for traffic. They even provided your name in the cab to say who was responsible for its maintenance. This proved to be not very effective: it could be weeks, even months, before you would see one of your allocation as these locos would spend weeks away from the depot if put onto a West Country diagram. These locos would eventually return back to Holbeck under the term known as For Home Depot attention (FHD), with your name in the repair book as well. This FHD was used to get locos back to their own depots for the repairs that other depots were not prepared to do or could not carry out.
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Taken at Holbeck shortly after my promotion in 1975. (Unknown)

Holbeck also had a breakdown facility with a 45-ton steam crane, later updated to one of the new diesel-electric 75-ton cranes, and occasionally I would be sent out with the breakdown crew to assist. This was mostly placing packing and lifting jacks into position as required, or sometimes use of the crane. This was all covered by a dedicated breakdown supervisor, or on the occasions that he was not available, usually due to holidays, his position would be covered by one of the workshop supervisors who would be on call. Only once was I called out when covering and this was to a local yard where a 350hp shunter had become derailed. Luckily the derailment had split the rails which meant that the shunter could be driven straight back onto good track after packing under the wheels – these shunters were difficult to re-rail at times.

My time at Holbeck was now coming to a close with the introduction of the High Speed Train. Because of the fixed set formation trains Holbeck was not suitable to handle these, so Neville Hill was modified to accommodate the new trains. Most staff had been given redundancy notices, with some given the option of staying on to look after what diesels would be left after the introduction of the HSTs. Those supervisors which had been made redundant and who would not be staying at Holbeck were sent on a 9-week HST course at the Railway Engineering School, Derby. This was broken up into three weeks at Derby and three weeks back at the depot before the next three weeks at Derby; it was the longest of the entire courses I ever attended. Other members of staff from Bounds Green and Craigentinny, as well as York Control, were on the same course, all there to learn about this new form of traction. The school was a self-contained unit with bedrooms, full meal facilities and a bar. The ‘students’ as we were known attended the evening meal, which was a formal affair with jackets and ties to be worn, with a top table seating members of staff, and the student president for that week and his assistants. Each week a new president was not so much elected but appointed by the head of the school and you had no idea it would be your turn until you arrived to register on the Monday. My turn came in the middle week of the final three weeks course. Our responsibilities included selecting other students, usually people from your own course or group, to act as a deputy, fire wardens for each corridor, and somebody with first aid training. There was a daily log to fill in of any events that took place especially during the evening and night. As well as the engineering side of the school more and more people were coming from the Signal and Telegraph (S&T) departments, and gradually they began to dominate the activities of the school.

Holbeck was the major diesel depot in the Leeds area, but with the introduction of the new High Speed Train in 1979 Holbeck was reduced to a fuelling and stabling depot, finally closing to all locomotives in 1993, being taken over by the Permanent Way Department for their on-track machine servicing.





Chapter 2

Neville Hill

Because Neville Hill was being expanded new posts had been created, and for those of us who were redundant at Holbeck we were given first choice of applying for these new positions, initially in the grade we were still at. During my first three weeks at Derby, and before I returned back to Holbeck, I was advised I had been promoted to a ‘C’ grade relief supervisor at Neville Hill and was told to report to the depot manager at Neville Hill the Monday after my return from Derby; this was just after Easter 1978.

My first post at Neville Hill was in the Diesel Multiple Unit (DMU) shed; this was because of my year at Cambridge. Neville Hill, unlike Holbeck which was small and compact, was a huge open area – but considering it was a coaching stock depot it needed to be. Like Holbeck, Neville Hill started life as a steam locomotive depot when a small depot was first established there at around 1899, which replaced another depot nearer the station. In 1904 the depot was enlarged to accommodate larger and more steam locomotives. In 1958 new maintenance and servicing sheds were built for the introduction of the new DMUs, becoming the major depot for DMUs in the Leeds and York areas. At the same time two of the four turntables were removed and a new roof put over the remaining steam shed. In 1969, after the end of steam, a new servicing shed was built for the maintenance and cleaning of Loco Hauled Coaching Stock (LHCS) within the Leeds, Bradford and Harrogate areas, which was now to be concentrated in one location at Neville Hill, taking over the down goods yard. The original coaching stock depot was on the other side of the main line north of Neville Hill, where DMUs requiring cleaning had to be sent prior to 1969. An article in a railway magazine published in August 1960 stated that after the end of steam at Neville Hill, in 1966, there would be room for carriage washing and cleaning facilities, diesel locomotives replacing steam, and eventually electric locomotives. Diesel locomotives were allocated to Neville Hill on a short basis but only until Holbeck had been converted: that would be twelve years for diesels in the form of HSTs and thirty years before class 91s arrived.
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Neville Hill depot layout as it is today. (Roger Senior)

Introduction of the High Speed Train

In 1979, to accommodate the new HSTs, the original steam depot was demolished to be replaced by a two-road shed capable of taking a full length set plus room for a single power car, all with underneath pit facilities. There was also a two-road area for single vehicle repairs, each road having pit access, and a flat area for vehicles not requiring any underframe exam. There were also facilities for power unit removal as well as lifting jacks in an adjacent building. Two roads of the carriage servicing shed were modified to accommodate the overnight servicing of the new trains. In October most of the fitting staff and the other supervisors moved up from Holbeck to Neville Hill in the HST section, leaving just a small group of staff and a supervisor at Holbeck to carry out basic servicing of what few diesels were still around. After completing the HST course at Derby I was promoted to the post of a shift depot inspector ‘C’ grade on 18 September 1978, based in the HST part of the depot. This was my post right up to volunteering for the trial riding job in May 1988.
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Taken at Neville Hill in 1979. I am stood at the back wearing the tie. Seated is Gordon Lightowler, HST Supervisor, and behind is David Cochrane, Servicing Shed Supervisor. (Unknown)

There were five Depot Inspectors, covering days, afternoons, nights, and a week on rest days, and a relief inspector who would cover any leave, courses, etc. Our duties involved the pre- and final inspection of both power cars and trailer cars stopped for exams as well as any fault finding, any special checks of vehicles whether as individual or fleet checks, and inspection of vehicles involved in fatalities, collisions or vandalism. We also attended any failures within a thirty mile radius of Leeds usually accompanied by a fitter. Another post was created, making six, due to an extra night turn carrying out reception inspection checks of the sets arriving on the depot. We shared the office with the HST supervisor which was located in the main HST maintenance shed in an elevated position overlooking both the power car bays and the main shed. Each supervisory team, including the shift production manager, was always on the same turn of duty, except when covering for holidays, etc. In 1985 this office was demolished to make way for more pit space at the end of the power car bays.
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Back fitting shop at Neville Hill, where 43082 is having a new power unit fitted. I am holding the crane control and stood behind Dave Potter, Fitter’s Assistant, who is the person wearing the jacket with the orange shoulder pads. In the engine room is Eric Saddler, Fitter, on the roof is Ivan Stephenson, Fitter, and watching (left to right) are Roy Cooper, Production Manager, Jim Walkden, Depot Manager, and Christopher Kinchen-Smith, Chief Mechanical Foreman. The lorry behind the power car is waiting for the old power unit, which is just visible behind the cab roof, to be loaded for return to Derby Works for repair. (Courtesy, Philip Ashwin Photography)
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This view of Neville Hill was taken from the top of one of the yard lighting towers on Christmas day, 1982, hence the number of trains in the depot. The brick wall to the far left of the picture is all that remains of the original steam coaling stage. Another remnant of the steam era is the water tower and the three-road building with the white round circle in the apex of the roof – this is the back fitting shop. The building with the two yellow doors to the left of the water tower is the HST train maintenance shed. The DMU servicing shed is to the front left, with the maintenance shed in the distance. A rake of DMUs, two sets of loco-hauled coaching stock and an HST set occupy the arrival and fuelling roads. To the right are the four roads of the servicing and cleaning shed for LHCS and HSTs. (Paul Corrie)
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Outside the train maintenance shed at Neville Hill (from left to right) are Ray Rix, Operations Supervisor, Roy Cooper, Production Manager, myself, Mick Coddling, Maintenance Supervisor (HSTs), and Depot Drivers Jack Stafford and Trevor Baron. (Unknown)

[image: ]

In the back fitting shop at Neville Hill, power car 43112 is about to have a traction motor renewed. Clockwise left to right, David Hall, Fitter’s Assistant, David Tinnion, Fitter, Roy Cooper, Production Manager, myself, Phil Thickett, Production Manager, and Harry Goldthorpe, Fitter’s Assistant. (British Rail Eastern Region Photographic Unit)

When the new breed of DMUs arrived starting with the short lived class 141 in 1983, class 142 in 1984 and then the class 150 in 1986, we were also involved in looking after these units in their early days. We spent most of our time with the class 141s, even riding out with them on local services. The depot staff called them bendi-buses, as the vehicle body was a single deck Leyland bus mounted on a long wheel base rigid chassis, running round in pairs. There was a hole in the floor where the steering column should have been fitted with a blank plug. Drivers called them Torvil and Dean as they used to skate by stations due to a problem with braking at low speeds. This was eventually rectified by fitting a different brake system. After the initial teething problems with the new DMUs most of our time was spent looking after the High Speed Train fleet again.

Inter City Swallow Brand & Cuisine 2000

In 1985 a new catering system was being introduced called modular catering using the brand name ‘Cuisine 2000’, which was to be introduced on the West Coast Main Line (WCML). After trials on the WCML it was decided to convert a High Speed Train catering vehicle to ‘Cuisine 2000’. The Midland Main Line was chosen to introduce this new catering system and also the new InterCity ‘Swallow’ brand. In early 1987, to launch this special train there was to be a promotional trial from London Euston to Milton Keynes and return providing a full meal service using the new modular catering system. The set ran empty from Neville Hill to Euston, leaving Neville Hill at approximately 2300hrs; also on the train were Mick Hardaker the Assistant Coaching Stock Engineer and Phil Amson from the Fleet Engineering Department. Derek Raynor the Coaching Stock Engineer joined us at Euston.
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Another view showing the new front end with the Swallow brand. (Roger Senior)

On departing Euston both Phil and I thought the rear power car was about to pack up – there was this awful thumping noise coming from the engine room and we could hear it as we sat in the adjacent coach. It turned out to be bridge support pillars which were causing the engine noise from the exhaust to distort as it went past each pillar – panic over. The journey from Euston to Milton Keynes and back was supposed to be long enough for the full meal to be served before arriving back at London’ unfortunately this didn’t quite go as planned, and the final meals were still being served on arrival back at Euston and we had to occupy a platform whilst the meal was finished; but I don’t think the diners worried about that. We didn’t get back to Neville Hill until late evening that day.
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43051 showing the new Swallow brand shortly after its arrival to Neville Hill. (Roger Senior)

The Midland Main Line was introducing the Master Cutler Pullman service in May 1987 using the new Swallow brand and had the new Cuisine 2000 menus. A special service was run from Sheffield to St Pancras with invited guests and media on board, and I was there to ensure no technical problems would cause any embarrassment. The MML actually started its full HST service in 1983 when all the sets were allocated to Neville Hill, which meant that not only did we cover the ECML but we were also responsible for the MML. All problems with these sets were directed to the maintenance controller based in York (York M/C).

When first introduced all HST power cars had to return to Derby Works for a major overhaul. In the mid-1980s, after it was found that the power cars didn’t require the yearly works visits, and to keep costs down, a new depot grade of level 5 was introduced. For Neville Hill this meant they now had extra work, and were responsible for major component changes and repaint of the ECML power cars. Component changes were nothing new but the painting was.
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Photo taken prior to departure from Euston with the ‘Cuisine 2000’ special. From left to right, Derek Raynor, Coaching Stock Engineer, myself, Phil Amson (orange overalls), Assistant HST Engineer, and Mick Hardaker, Assistant Coaching Stock Engineer. (Courtesy of Phil Amson)

As depot inspectors we would be given all sorts of jobs to do, one of which for me was to take the depot van to Manchester and collect what were known as cleaning cloths. For some reason our usual supply of new and cleaned ones had not arrived as normal, and it appeared that there was to be some delay in supplying the depot with them. The stores section had contacted a company at Manchester who could supply some, but they had no means of delivery for another week by which time the depot would have run out. Given directions I set off. My first call would be for fuel for the van – it was never full when you needed it. Arriving at the garage I pressed the ignition key release button under the steering column and pulled on the key, and then thinking I hadn’t pressed it in far enough I tried again – no luck. It wouldn’t come out, I filled the tank with petrol – now what! We were not to leave any keys in vehicles unattended but I had to pay for the fuel. Taking a risk I presented the fuel card keeping an eye on anyone near the van who might want to steal a battered old railway van. Hoping that the ignition hadn’t failed altogether I kept my fingers crossed that it would turn to start the engine – yes, that still works. I’ll try to remove the key again – but still no luck. Rather than travel all the way to Manchester, I had first better report the fault to the railway road vehicle repair shop which wasn’t too far from where I was now. They couldn’t do anything immediately and didn’t have any spare vehicles so I was left with a van I couldn’t lock up. Not knowing where I would have to leave it at Manchester, I set off down the motorway. The directions given were spot on and, parking the van at the side of the delivery door, I collected the cleaning cloths and set off back, leaving the van in a secure place on my return to the depot.
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43038 in the paint shop at Neville Hill in the early 1990s. Note the cab colour changes. (Paul Corrie)

With the electrification of the East Coast route to Leeds now well under way, and completion expected to be on time, all the supervisors at Neville Hill were sent on a week’s course for a basic introduction to electric traction from September 1987 onwards. At this time Neville Hill depot was not part of the electrification programme as the new electric locomotives were never intended to be on the depot, but eventually Neville Hill was connected to the Overhead Line (OHL) system.

The ten years spent at Neville Hill on the HSTs taught me practically everything there was to know about this train, although there was always something that would crop up occasionally that we hadn’t seen before. There wasn’t much that we couldn’t solve on the depot, although some problems could only be sorted out once the engine was under load, and as part of our duties we were sent out on a service train to try and identify any problems that the depot couldn’t resolve overnight. This was a day shift turn and would be at the request of the Production Manager. This is where the riding out first came in. It wasn’t just the day shift that went riding out: providing we could arrange drivers, etc, we would take them on a high speed run to Darlington and back during the night and, so long as there was no problem, the train would go straight into service; if there was a problem the set would go back onto the depot for rectification.
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In preparation for the electrification of the ECML, the south end of York station is in the process of being remodelled. Note the high visibility clothing, or lack of it, compared to the level of visibility often worn by today’s staff. Taken from the back cab of a HST in 1988. (Roger Senior)

The drivers knew when a set was not performing to its best. They should have achieved a set speed at certain locations, and they would let me know that at passing a certain point the train reached that speed. An HST starting from York and travelling north should reach 125 mph between the 12 & 13 mile posts subject to no speed restrictions or signal checks. For comparison a class 91 & Mk1V set would achieve 125 mph between the 8 & 9 mile posts with all 4 traction motors; with 1 motor isolated then it would be on HST timings.

Of all the many courses I attended both from Holbeck and Neville Hill the most interesting and beneficial was the engine governor course. This course taught us to strip, re-assemble and set up a governor, which helped when diagnosing power output problems when riding sets, the depot being supplied with a governor test rig; previously any governors that were changed were all sent away.





Chapter 3

Introduction of the Class 91-MkIV

In January 1988 we were all sent on a oneday basic electrical safety course, which we had to have before we could be sent on the electric traction courses which were due to start in February. The electric traction courses were for a week at Derby, but this course was on the new class 90 electric locos which were to enter service on the WCML with the ECML getting the more powerful class 91 locomotives. As the basic systems were the same and the class 90 locos were the more advanced in the build programme it would be a useful insight into electric traction. Needless to say, on our visit to Crewe works, to look over a class 90, those of us who could took the opportunity to have a look at the first class 91 to be released. It was expected that as a depot inspector we would have to attend to the new class 91 locos if they required attention in Leeds station. On 9 May I was sent on a week’s course to Bounds Green on what was called a ‘Line of Route’ for the new class 91 loco; it was just a basic introduction to the loco and not as comprehensive as the High Speed Train courses.
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89001 arrives at Doncaster station on 3 July 1988, to mark the fiftieth anniversary of 4468 Mallard’s world speed record for a steam locomotive, and also to introduce the new class 91 ELECTRA locomotive (91003). (Roger Senior)
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The new order on the ECML celebrating Mallard’s achievement; both 89001 and 91003 ran daily at 125mph. (Roger Senior)

In February 1988 the first of the class 91 ‘Electra’ locomotives was being delivered to Bounds Green, which would be the depot responsible for the maintenance. As the trailer cars for the new trains were not going to be available until the summer of 1989, ten HST power cars and MkIII Trailer Guards Second (TGS), known as surrogate HSTs, were converted to be able to couple up and control the class 91 loco. This meant fitting buffers and a Time Division Multiplex (TDM) system to be able to drive the electric loco.

The next time I saw a class 91 loco was at Doncaster, after I was asked to ride sets in traffic on a trial basis (see chapter 4), to celebrate the fiftieth anniversary of the 4468 Mallard world speed record for a steam locomotive on 3 July 1938. This was also my first chance to see class 89 loco 89001 (see chapter 6) close up. For this special event 91003 had been hauled dead to Doncaster. 89001 had brought the special from Kings Cross to Doncaster where Mallard would take over for the journey to Scarborough and return when 89001 would again take over for the journey to KX. Although not directly involved I was asked to be on duty just to ensure no other trains failed in the Doncaster area which would affect the celebrations.
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A publicity exercise to introduce the new traction for the ECML and to celebrate the restoration of 4468 Mallard back to working condition in 1988. Sixteen years later (in 2004) GNER refurbished their MK1V vehicles in what became known as ‘Project Mallard’. (Roger Senior)
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Another view showing how well Mallard had turned out. It was difficult to get a decent photograph due to the large number of people who came to watch. (Roger Senior)

[image: ]

The small plaque reads, ‘Restoration sponsored by Scarborough Borough Council.’ (Roger Senior)
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4468 Mallard ready to depart Doncaster for the next leg of its journey to Scarborough, where 89001 would take over again for the return to King’s Cross. (Roger Senior)
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89001 was used to shunt the class 91 into the middle road after the charter left Doncaster. (Roger Senior)

In October 1988 the first electric service to Leeds ran using the class 91-MkIII power car formation with the HST power car at the southend and the class 91 north. Initially the HST power car engine was only supplying the 3-phase Electric Train Supply, but it was soon discovered that oil was being carried over into the exhaust system which caused a couple of silencer fires. With the HST now supplying traction power as well as the class 91 this was a powerful train with around 8,000 combined horse power. In fact it was so powerful that, from coasting at 100 mph, if the driver then applied full power to accelerate up to 125 mph by the time the HST power car had actually loaded itself up to maximum, the train had reached 125 mph and the driver would be easing back the power. Steve Draper, being based at KX and ex-Bounds Green, was the first one to have any working knowledge of the class 91. As was usual with any new traction unit there was always a steep learning curve.

On 11 March 1989 the new timetable introduced a dedicated Kings Cross to Leeds service with the class 91, MkIII trailer cars and surrogate HST power car formation. August 1989 saw the first full MkIV service from Kings Cross to Leeds run, but it would be a couple of months later in October 1989 before the full MkIV electric service to Leeds started.
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One of the class 91-HST sets passing through South Elmsall, heading towards Leeds in October 1989. (Roger Senior)
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91008 is examined inside Bounds Green Depot in March 1990. (Paul Corrie)

The new class 91 & MkIV trains were still being monitored by other technical staff from Crewe and Derby, but at every opportunity I would ride one just to get to know their characteristics. Little did we know that we would learn the hard way by physically examining each bit of the train as we went along; every time there was a problem we would have to try and understand exactly how and what had gone wrong so that next time we hopefully would have the answer. There weren’t the same type of courses for the class 91 & MkIV fleet as there was for the HST; only the basic introduction. The class 91 was the only means of power, not like the HSTs which had two; understanding the loco became a priority. Steve Draper did a lot of work on the traction side understanding the thyristor sequence for the traction motors, etc. I spent a lot of time on the automatic brake and its relation with the rheostatic brake. The brake system was the same 3-wire binary code as used on the HST, but instead of wires it was done through the TDM system. The difference was the relation with the locos’ on-board computer and the brake system. The designer of the original concept, which had been introduced for the HST and which was updated to accommodate the new rheostatic brake system, was no longer employed by Davies and Metcalfe, and a lot of the information had gone missing for one reason or another. I had already received several schematics for the braking system and on one of my afternoon shifts there was a class 91 at Doncaster being used for driver training, which they no longer required, and, all quiet, I set about checking each wire number in relation to the electronic cards and soon found that a simple code had been used. I then made several notes regarding some of the terminology on the schematics that didn’t seem to relate to the loco’s wiring. In conjunction with Keith Nicholson, the brakes engineer from Derby, a visit was arranged to meet with Davies and Metcalfe staff to discuss these and other issues. There were parts that we didn’t understand with the brake electronic schematics that we had been given. After that meeting things became clearer: apparently the set of schematics we originally received had circuits that no longer applied to the production class 91 locos, and a new set of schematics were produced to reflect the loco as it now was and not as when it was first designed.

Simply explained, the brake demand made by the driver was still by means of electrical switches which were then converted into a pneumatic one for applying the brakes, which were held off for three seconds. The electronics on the brake system converted this back into an electrical signal which was then passed onto the loco’s main traction computer, which by means of contactors made the traction motors into generators using resistors as load, fan cooled by the voltage generated by the motors, whose output would then be equal to the pneumatic equivalent the driver had set by his brake controller. If the rheostatic brake was achieved within the three seconds then the automatic air brakes remained held off; if not, the system reverted to the air system only. As the train slowed down, at about 20mph (depending on the brake demand by the driver) there was not enough power generated by the traction motors to achieve the correct rheostatic output so the brake electronics would slowly blend in the loco’s automatic air brakes without causing the vehicle to snatch.

Another milestone in the history of the East Coast Main Line took place on Monday, 10 June 1991. Today was the first passenger service north of York using the new class 91-MkIV train. Services to York had already started some months earlier. I was on the day shift and my first job was on the 0600 Kings Cross–Edinburgh service checking out a High Water Temperature (HWT) and wheel slip report from yesterday, joining the train at Doncaster and travelling up to Newcastle. My return job was on the 0730 Glasgow–Kings Cross service on one power car due to the fire bells constantly ringing. Time for a break before the train arrived, now expected to be over thirty minutes late. Being in the trailing power car I advised the driver I would be in the rear and set off to await its arrival. 43102 glides silently to a stop and I climb in, first checking the fire bottle to see if it has been discharged. In this case it is still full so, before de-isolating the fire system to see if the fault is still present, I need to remove the electrical plug from the fire bottle to prevent it being automatically discharged – not a good idea when inside an engine room. De-isolating the fire isolation switch the fire bells start to ring immediately. At least with the fault still on I have a chance of finding out why. Once I had carried out the repair, and replaced the plug, I would be able to restart the engine with full fire system protection. The fault was traced to a broken crimp on one of the relays and by Darlington we were back on two power cars.
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Taken shortly after arrival from Crewe, 91011 with an unidentified 91 behind, followed by 89001, on 21 March 1990. (Paul Corrie)

It had been intended that the first electric service north of York should have been in the morning, but due to some technical problems with the overhead line in the Newcastle area it was cancelled, using an HST set to replace the booked electric. By midday the problem had been resolved and Control decided that they would run a MkIV set on the 1430 Kings Cross to Newcastle service using 91009 and 82215. To ensure there were no problems I was asked to travel through to KX to accompany the drivers for this diagram, who were both Newcastle-based. They were expecting an HST and I could see that they were not too happy. It had been a few weeks since they had both been passed out to drive the new electric trains. On leaving KX the driver had white knuckles as he gripped the controls to take us out of the station. Newcastle crews swapped over driving positions at the halfway point but today, just to get a feel for the loco again while I was with them, they changed over at Peterborough. I assumed they would swap again later. I was asked numerous questions by both of them and afterwards they both seemed to relax as they started to remember what they had been shown during their instruction period, although neutral sections did catch them out a couple of times. We had an uneventful journey and by the time we arrived at Doncaster they were both now confident that they would reach Newcastle.
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Two unidentified class 91s on driver training. The one closest to the sleeper coach appears to have just returned from a run to Newcastle and back, the other is for static training duties. (Roger Senior)

In 1991 it was suggested that information for drivers on the new class 91/MkIV trains could be improved in a much better way than was done at present. Any updates and modifications would normally be circulated through what was known as the Engineman’s Digest, but a more co-ordinated and faster method was recognised as being the way forward. This new idea produced what became known as the ‘Class 91 Club’. This was basically a newsletter produced to give each driver an update on performance, technical issues and modifications and to pass on useful tips and suggestions when things went wrong. There were reports on train failures and the causes so other drivers who had a similar fault would benefit. Although named the Class 91 Club it also included the DVT. Initially the Class 91 Club was limited to drivers only, but it had been decided that as technical riding inspectors, as we become known (see chapter 3), we were also to be included, as we were involved in assisting drivers when in trouble, and this was also a way of keeping us informed of technical issues and how modifications were being progressed. This was championed by the then operations manager Mr William (Bill) Robinson who saw this as a means of improving performance and reliability.

Issue 1 came out on 5 August 1991 highlighting what was to follow, along with a questionnaire on what we thought we would like to see in the newsletter. The first proper newsletter came out on 30 October (issue 2) showing the top ten list of performance issues and the total delay minutes attributed to each one. It then went on to highlight some of the faults, explain the causes, and supply the relevant instructions that were applicable to the problems and how to overcome them. Not all problems can be solved this way and only the assistance of technical staff can rectify some problems, but at least it was a step in the right direction. The current level of modifications, and how many locos were completed, was included. There was no set pattern to when the newsletter was produced with the next one coming out a month later, being the last for 1991. Issue 4 came out on 12 February 1992, again on the same format as issue 2 but with more information on the top ten failures. The last issue came out in August 1993 and with management reorganisations taking place in the run up to privatisation the Class 91 Club newsletter was subsequently withdrawn – a pity really as it gave drivers up-to-date information; although all the useful hints and tips were in their fault finding guides, it provided extra useful information on the more common ones.

When the new electric service was introduced a handbook was produced mainly for the MkIV trailer cars on how to operate the vehicles, some of the faults that might occur and what action to take. In the light of eight years experience, and all the information that had been gathered as to how the class 91 loco worked, the drivers’ managers wanted to produce what was known as the ‘user guide’ for the benefit of every driver. Problems still occurred with information from drivers to York Control on terminology when things failed. These user guides were intended to be used by both the driver and the maintenance controller, allowing them to be looking at the same page and talking through the problem that had occurred. But first it had to be put together and the Drivers Managers involved wanted our technical expertise in ensuring that the right information was put into the right place. After several meetings, amendments and updates it would be a good twelve months later that the user guide was eventually produced, in 1998. It contained useful colour pictures of what the fault lights on the cab desk would show for certain faults and the process to rectify problems in the correct sequence. Certain faults required certain procedures in the correct order, otherwise the on-board computer would not carry out the required task. It also contained all the relevant information that drivers had to know regarding speed restrictions under certain faults as well as all the necessary information when assisting and being assisted by the rescue engine, known as T-Bird (see chapter 8), and other trains. Previously a lot of this information was contained in several operating manuals and this new book took the opportunity of bringing together all the relevant information into one place. Unfortunately the information in the user guide was made obsolete a couple of years later as the class 91 locos underwent a major overhaul known as a Heavy General Repair (HGR) (see chapter 12) which completely altered the cab layout and fault finding procedures.
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A full InterCity MK1V set, with 91003 passing Burn on the Selby diversion, working the 15.00 Kings Cross–Glasgow service on 19 May 1995. (Gavin Morrison)





Chapter 4

Technical Riding Inspectors

In May 1988 I was asked by my shift production manager, Roy Cooper, if I was interested in volunteering to ride our HST fleet on a permanent basis for the next few weeks to try and improve their reliability. As depot inspectors at Neville Hill we had been rostered to ride out one week in six on vehicles that Neville Hill required further investigation on. I readily volunteered as I could see this as a means of getting off the night shift for a few weeks; I still haven’t done a full night shift sixteen years later, but I was involved in a night time special trial, as I shall mention later.

I was told to report to the depot engineer; Ray Prydderch, the following day for more information. After speaking to Ray I was to go to the Main Headquarters at York on the following Monday morning and report to the fleet engineer, a Mr David Sawyer. I had never been in the main headquarters before and it looked a very impressive building. Arriving at the reception desk I was directed up the stairs to the Fleet Engineering Department. David was expecting me and, after introducing me to his assistant Geoff Hudson, I was briefed on what I was required to do for the next eight weeks, working Monday to Friday only; I didn’t know then it would last for sixteen years. Geoff then took me round for a few more introductions to other people involved in the daily running of the railway including the main control office. I was to concentrate on the 0600 Kings Cross to Edinburgh service which arrived in Doncaster at 0815. This train was locally known as the railway special as most people from the south of York who worked in the main HQ office would have to catch this train. It was not a very good time keeper for numerous reasons; David wanted me to try and make sure the delays were not down to the train itself.

Due to annual leave, and covering for other depot inspectors on courses, I didn’t start until Monday, 20 June. I arrived at Doncaster station at 0730hrs on the Monday morning. My actual start time was 0800hrs and finish at 1530hrs, but being my first day and not knowing anybody at Doncaster I thought it better to be early. I introduced myself to the station supervisor and explained that I would be working from here for the next few weeks, and could I use his office and telephone to contact the maintenance controller at York to advise him I had arrived? I already knew some of the people in Control as I had spoken to them on numerous occasions before so contacting Control would not be a problem. However, just how to contact them would be a different matter: mobile phones had yet to arrive and although all our power cars had National Radio Network (NRN) cab phones, they were not the most reliable at this time. There was also another slight problem to overcome very quickly which would be getting to know drivers and guards. I already knew many of the Leeds crews, but not any at other depots and the 0600 from KX was a London diagram. In the early days I always started with the leading power car even if the problem was the rear one. This was so I could introduce myself and explain to the drivers why I was travelling with them. In most cases there was always some problem, but drivers were used to station fitters coming along and trying to rectify problems while in the station, causing the train to be delayed. My role was to diagnose the fault while the train was still moving, even on one power car, and rectifying the fault. The drivers soon got used to me popping up at all locations and as the railway grapevine swung into action I was soon getting welcomed into every cab as most drivers were glad I was there, especially when things went wrong.

I had to return to cover a shift at Neville Hill the following Sunday, 26 June; that was my last shift at Neville Hill. My first weeks were spent getting to know people at other locations. I didn’t know anybody at any of our major stations and spent most of my time in the local station buffet waiting for my next train to arrive; this was usually after finding the nearest telephone to advise control where I was. We always agreed as to which train I would catch next before making my way to the station buffet. Because Control had no means of contacting me they often telephoned the station I was at to get in touch with them ASAP or to contact the station supervisor. This was always done via the station announcer as nobody knew who I was or where I was. It soon became known what I was doing and the first thing I was generally asked was: which train is in trouble now? Once I got to know the station supervisors they would then let me stay in their office, which was usually the first place that any train in trouble would be advised. Several stations along the route had their own fitters and I would always go and see them to advise them which train I would be travelling on next; but if it required attention prior to departure I would ensure that they were involved as well. This had the benefit of the fitters being involved in fault finding and also of acting as protection whilst working on the train as they all had a radio system which would be used to advise everybody else where they were working. If there were no fitters present I would advise the station supervisor who would then pass on it to all the other station staff. Once the fitters got to know me we had a good working relationship; but platform staffs at other stations were still getting used to me asking for delays to a train while I examined something. One day while at York, working on an HST that had lost its Electric Train Supply (ETS) and with their fitters helping to locate the problem, the duty station manager came up and told us to leave it as the train was about to leave. I knew that the train wouldn’t move as I had already advised the driver not to depart until I had personally been in touch. Having told him the train wasn’t going anywhere until I had fixed the problem, he wanted to know who I was and why wasn’t I following his instructions. Apparently at York, if the station supervisor requested a train to leave, providing it was safe and could actually move, the fitters had to stand back. In this case I overruled him and once again insisted this train would leave when I had fixed it. I continued to try and find the problem which I knew would be one of the electrical jumpers between the vehicles. The fitters just stood there in disbelief that I had ignored him.

After rectifying the problem and watching the train depart I decided that I had better go over to the main headquarters and tell David what had occurred with the station supervisor. On entering his office I found that the supervisor had got there before me and on seeing me enter he said, ‘that’s the person who I was telling you about.’ After it was explained who I was, and the reason for what I was attempting to achieve with trains in trouble, the supervisor changed his attitude completely and ever since then he has always supported what I was doing when at York.

Another of these incidents with a station supervisor occurred at Grantham. After getting off a train I only had enough time to dash over the bridge and jump in the rear cab; the station supervisor saw me get in and as he had never seen me before he rightly asked me to get out as passengers were not allowed in cabs. I explained who I was and why I had to be in the rear cab, showed him my duty pass, and told him that the driver was expecting me to get in touch with him after leaving the station. Unfortunately he didn’t believe me that I was allowed in the cab; he insisted I leave and told me the train wouldn’t depart until I got off. I had to tell him I wouldn’t leave as I wanted to investigate a problem with the power car, because if I did I would not be able to see what the problem was on leaving the station. At this point he reluctantly let me stay, and, after informing him again I would only contact the driver after we had cleared the station, as per the normal procedure, he walked off and we eventually left. After this I think a letter went out to all the stations advising them who I was and my requirements to travel in cabs of power cars, and I never had any more trouble with staff at other stations after introducing myself.

At the end of each day I had to write a report on everything I had done and send one copy to David at York and another to Ray at Neville Hill. David’s copy was used as a guide as to whether I was actually achieving any success. The report was also given to the general manager Mr John Nelson as he was responsible for the whole of the Eastern Region’s performance.

Technical riding inspectors had not been invented when the High Speed Train fleet was introduced; instead there were technical people employed by the local area engineers who used to ride locomotives that were persistently in trouble that depots couldn’t sort out, especially the class 55 Deltics and class 47, which the HST was replacing, as well as other classes of locos. These people would probably, but not always, stay on one loco only; my intention would be to fix and look for the next problem. With the introduction of the HST service the area engineers departments were closed down with total responsibility transferred to the Fleet Engineering Department at York. There was no technical staff now on the route who knew much about the HST; everybody was on a learning curve when things went wrong. The Western Region had the initial in-service problems, especially the turbo chargers, but a particular problem was that the power units would not keep coolant in the engines. The Paxman Valenta engine was a proven marine engine, but was not designed for the rigours of a railway environment. It took ten years to finally resolve the coolant leaks, and all its other problems. I will not go into the problems of the Valenta engine as most people who have worked on or read about the coolant problems will be aware of the outcome, and it was resolved by the time I started riding out. There were still problems with coolant leaks, but we had a system in place that allowed most trains to reach their destinations without running out of coolant, although some did.

It wasn’t only coolant leaks that were giving the HST a bad name: many power units suffered with con rod and piston failures or, as was usually termed a ‘leg out of bed’, a con rod through the crank case side. I think it was in 1986 that Neville Hill alone changed over fifty power units in the one year, one a week on average. Again this problem has been resolved and it is now very rare to find a power car that has failed due to a piston fault. High water temperature problems also accounted for late running in the summer months; again this was eventually resolved.

Electrically, the HST power cars were being fitted with traction motors and electrical equipment, supplied by Brush Traction of Loughborough. A few power cars on the Western Region were fitted with General Electric Company (GEC) traction motors as a comparison, but due to technical problems they were never fitted to other power cars. Another first for the railway was the 3-phase Electric Train Supply (ETS) down the train. I had already worked on the 3-phase system during my apprenticeship so I fully understood how it worked. This 3-phase system was known as Electric Train Supply rather than Electric Train Heating (ETH) which was attributed to diesel locomotives. ETH was introduced to replace steam heating on coaches and initially was just that: purely heating elements in each coach or compartment supplied at a nominal 800/1000volt direct current (d/c) or later alternating current (a/c), as improved air conditioning was introduced. The 3-phase supply down the train was 276 to 415 volts with each trailer car converting that voltage to supply the necessary voltages for air conditioning, battery charge and lighting, etc. The difference in voltages was due to the engine speed: at 1000rpm it was 276v and at 1500rpm it was 415v. Only the catering equipment remained at 276 volts, no matter what the engine speed, controlled by voltage regulators.

As requested by David my first priority was the 0600 from London, but as time passed I would be directed by York Control to other early morning services in trouble if the 0600 from Kings Cross had not reported any problems. As the safe running of the whole train was my responsibility I adopted a procedure that I would attend to anything that could affect the running of the train or the service to passengers and keep any delays down to a minimum. It was no good walking through a train if one of the power cars was suffering from loss of power every few minutes. It was no good either sitting on a good power car if the buffet car boiler was not working – passengers wanted their cups of tea (so did I). This was where the two power car train came into its own. With one engine either shut down or no power the other would keep the train moving, even though it lost time, while I would diagnose the problem and fix it. Depending on the problem, and providing that the NRN system worked, I would telephone either York Control or the station fitters direct to meet me with any spare part that I required. Once I had the spare we would set off again while I changed the bit, restart the engine, and get back to line speed. Of course I couldn’t fix everything, but if the problem could be identified then Control would make the necessary arrangements to get the train to the right location. This was usually the case if there was a HWT problem, or maybe the turbo charger had seized and the engine was low on power: by isolating a few engine speeds it would be possible to keep at least a quarter of the traction power available rather than drag it round dead. It was amazing that if one power car failed the other one invariably got its train to the depot; very rarely did both power cars pack up together, although it did happen.

Achieving good results on repairing trains in service, it was decided that there was a need for more technical riding inspectors and in August 1988 two more TRIs were sent on; one based at Kings Cross, Steve Draper, the other at Newcastle, Gordon Campbell. This allowed more flexibility in covering failed trains, with Gordon covering both the north route to Edinburgh as well as south of Newcastle, Steve and myself covering the route between Leeds/Newcastle and London. At the same time we were issued with message pagers allowing Control to contact us direct, to either ring them or, as in some cases, to get off at the next station. This was a better way of contacting us as it eliminated the old-fashioned way of using the station announcements, etc. By the end of September we were being asked to work the Saturday day turn due to several major delays on previous Saturdays and it was agreed we would cover a Saturday turn on a rota. From November we were also now doing a Sunday morning turn on the basis that one man cover both weekend turns allowing the others to be off. We agreed that we would also cover as required if someone was off.

From November 1988 my start time was now at 0730hrs to enable me to catch one of the early services from either Leeds or Newcastle providing that the 0600 from KX didn’t require any attention. This was due to York Control frequently calling me the previous night to come in earlier. From July 1989 it moved to 0700hrs. This allowed me to travel south and meet the 0600 from KX prior to arrival at Doncaster if required; otherwise I would travel through to London knowing that Steve would be travelling north. Starting at 0700 my day shift finish time was 1436, but there weren’t many days when I finished at 1436 – it was usually around 1700–1800hrs, and even later on a bad day. In the early days I just had a small briefcase containing a few essential tools made up as follows: assorted screwdrivers, a small pair of stilsons, a couple of adjustable spanners, a hammer, a temperature meter for measuring the coolant in and out of the cooler group, a multimeter, several test lamps and various lengths of wire along with a set of schematics, and torch and ear defenders, all of which I took home every day as I had nowhere to leave them on the station.

In any place where people work, when things either go wrong or something out of the ordinary takes place, the person involved is usually given a nickname to match the incident. We were no exception and someone somewhere decided that we should be given the title of ‘Train Doctors’. This name spread throughout the network and it soon became a common thing for train crews when asking for assistance: is there a ‘doctor’ about? Even up to my retirement some people still referred to me as the ‘Doctor’.

In December 1988 I was told by Ray Prydderch that a film crew from the British Broadcasting Corporation (BBC) would be following me round all day sometime in the near future; I would be given more details nearer the time. As the weeks passed I thought they might have changed their minds as I really wasn’t too excited about being filmed. But not so: I was to attend a meeting at Neville Hill on 19 January 1989 to meet the film crew who would be joining me for a program called Railwatch which would be screened live all week commencing Monday, 13 February. My part was to be a prerecorded section.

On the day I was to be recorded, we all met at Leeds station to join a train as far as Doncaster. Ideally they were hoping that some major failure would occur, but every time I have had somebody travel with me to assess what we did nothing ever happened. This was no different and, after travelling from Doncaster up to Newcastle and returning back south without so much as a sniff of any problems, the film crew decided to get off at York. I stayed on travelling down to Peterborough before returning back to Doncaster. If only they had stayed on, as we were travelling at 125 mph the leading power car began to vibrate quite badly. At first I thought we were about to put a con rod through, but the engine sounded in good order with no loss of power. It quickly came to light that the compressor was beginning to seize up as the main air was down to 6.5 bars. On tripping the compressor circuit breaker the vibrations immediately stopped. At our next station stop I examined the compressor to find a hole in the side of the crankcase.
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A letter of appreciation for my small part in the Railwatch programme. (Own collection)

The actual program, I was filmed on was based around a problem we had been trying to solve for the last three weeks, where one of our power cars was intermittently losing the electrical feed to the electronic brake control system. The fault had been found two days earlier and was down to a poorly soldered connection on one of the electronic boards. When the programme went out I received several phone calls asking whether the fault had reappeared. I assured them it was for the benefit of the TV programme only, to highlight one of the many problems we encountered.

In January 1999 I was told to travel to Newcastle to meet the 0700 ex-Edinburgh service where a film crew from Blue Peter would be joining. All I had to do was ensure that the MkIV didn’t fail. The filming was to be done in stages with the film crew returning back to Newcastle on the same train. A good day with no problems; I kept well out of the way, but no Blue Peter badge!

I was involved in another filming special in November 1999, this time for a BBC news item. Filming was done on the depot at Bounds Green with their staff; my part was done in Kings Cross prior to departure on an empty set. The film crew then joined a service to Glasgow, leaving at York, filming other members of GNER staff.

After I received a pager message to ring Control ASAP, and trying numerous times to make contact using the cab NRN with no success, a member of the British Railways Board (BRB) in the cab of the train I was on, who was attending a meeting at York, seeing that I was struggling, passed a comment that something would have to be done to improve communications. I didn’t take too much notice of this but two weeks later, in July 1989, Ray Prydderch presented me with a mobile phone. Compared with today’s small compact mobiles it was the size of a brick. Even so it was a great asset as now Control could contact me directly and advise of any problems without going through a third party. This improvement in communication also helped in advising the signalling power boxes of any problem and they soon began to appreciate our expertise in getting trains on the move again.
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Nice to receive a letter expressing people’s thanks for just doing your job. (Own collection)
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This letter shows that sometimes everything runs as designed. This went out to the entire depot maintenance staff and other members of the M & EE Department, in recognition of the tremendous work involved in keeping the trains running trouble free. (Own collection)

Role and Responsibility

Due to our success in reducing the number of train failures it was decided to make our positions permanent and, in August 1989, a post was created of team leader at workshop grade ‘E’, with the other posts being grade ‘D’. I applied and was promoted to the team leader’s post on 18 September 1989, Steve and Gordon being identified with the grade ‘D’ positions. At the same time we introduced a two-shift system with two of us on days and a 1200hrs start for an afternoon shift, the roster being based on our previous weekend arrangements. So the three of us began to fix and mend in any manner which was safe to keep the HST fleet running. We would rob bits off one dead power car to put on another to keep it going; swap over starter motors from an engine that was running to the other end if that one had failed and restart it once fitted; traction motor contactors would be changed en route and even engine governors if we could get a spare. There was nothing we wouldn’t try to keep the train moving. We used to say we always kept rubber bands or bits of string as you never knew just when they might come in useful. My motto to drivers was: ‘If you don’t break it I won’t mend it.’

Our roles were:


1.  To repair any train or equipment that would impact on the running of the service, and to ensure any disruption to our passengers is kept to a minimum.

2.  To ensure that any train with a technical problem was repaired in a safe manner to allow the train to continue in service or if not repairable to ensure that it could be moved to a depot in a fit and safe manner. To report any defects and repairs carried out to the maintenance controller.

3.  To work to Control’s instructions in attending to failed trains and to follow up on any previously reported problems.

4.  To advise Control on any safety-related equipment that impairs on the safe running of the railway.

5.  Other duties would be to travel with VIPs to ensure the train ran trouble free, to ride sets on special occasions, to assist as required when trains were diverted off their booked route and to liaise with other departments.

6.  To carry out pre- and post-inspections of vehicles as required to ensure they meet the required standards.



We always tried to keep apart from each other to give the best possible cover over the route. Initially this was only the ECML at first, but eventually Steve and myself also started to travel on the Midland Main Line as they were still our allocation; under privatisation we would only be responsible for the ECML. I would travel from Doncaster to Sheffield and up to St Pancras or up to Kings Cross and across to St Pancras, going down to Leicester and back, or through to Nottingham, Derby or Sheffield depending on the problem and time of day. I also travelled across from Peterborough to Leicester and from Grantham to Nottingham. We were all putting in nearly twelve hours a day to try and keep the services running. Not all trains were in trouble and we started to be proactive in the area of ‘prevention was better than the cure’, and started to advise depots and station fitters of problems that were coming in their direction. We also started to do a pre-examination of power cars and trailer cars in service, recording defects that required attention at major exams but would not affect the running of the train. On trailer cars we would be listening for tread damage and any rough riding or air suspension problems; also air conditioning problems. Eventually we were also required to carry out post-exams and repairs carried out at a depot. This was done usually within the first two days of a set being returned back into service. Not every set had this check carried out as it depended on when a TRI was available. You can always find something wrong when you look hard enough, but this is balanced against what the exam is and how critical the defect is.

Of course sometimes some problems required the assistance of another TRI and, although this was rare, we also assisted each other to resolve some of the more technical issues which we might not be able to solve single-handed; also your colleague might have another solution. In the days of diesels and coaches, only the locomotive was given the technical attention as mentioned earlier. Any defects on coaches would be noted, and if they couldn’t be repaired the coach would be taken out of the train, formation and replaced by another until repaired. The HST concept was slightly different as each set was intended to stay as a permanent formation: you could not just add vehicles on the rear as you pleased or even take one out without major problems to the service; this also applied to the new MkIV trains being introduced.

In early April 1990 all three of us received a letter and an invitation along with our partners to what was called a night at the Oscars. This was an event called ‘Quality through People’ organised by Mr John Nelson, the Eastern Region’s general manager, in conjunction with an insurance company – a scheme to provide awards to members of staff who have provided a significant effort to further British Rail’s quality drive. It was to be held at York race course on Friday, 11 May. The three of us had been nominated in the Train Operations category. We were given the day off and accommodation provided overnight in York.

We were the winners in our group and received a cheque for £1,000 to be shared equally, along with an Oscar trophy. Each winning team in each group had a short video preview showing the work they did; in our case it was Steve Draper who had been videoed (he had been told it was for a training session back at the depot – he took some ribbing over that). After the Oscar ceremonies I was advised that a journalist from Railnews wanted to do an article on our role as technical riding inspectors and, in early July, Stephen Chapman joined me at York for the rest of my shift, and once again nothing untoward happened as was usual when I had people travelling with me.

As team leader it was my responsibility to ensure the new roster was available for York M/C each week and to show who was on which shift. Having the mobile phone ensured both Steve and Gordon could keep me informed of any changes, such as leave or meetings, etc. In the early weeks the temporary post didn’t require a fixed base, but now it was a permanent position. The next step was to find somewhere on Doncaster station that I could use as an office. Space at Doncaster was at a premium; using the station supervisor’s office was not now an option, but at least having our own mobiles did not require us to look for land lines all the time. With three of us working both weekdays and weekends there was now the need to keep paperwork for rosters and reports, so eventually a small room on platform 3 adjacent to the lift was allocated for my use. It had previously been a store room for old records which were now deemed to be obsolete. It was just a usual room out of the way but was in a terrible state: the plaster was falling off the walls, never mind the paint. But it had the two most important fixtures: a fire that worked (winter was approaching again) and several sockets for charging up the mobile. It also had an S&T main junction box which required ready access, but this soon would be replaced to the outside as the S&T had been reviewing all their systems at Doncaster for overhaul or renewal. The room was redecorated and I eventually moved in early 1990. Two years later I would be evicted to make way for further station improvements and moved into an office next to the station fitters on platform 8. Eventually, after a few years, I moved into the fitters’ office when I became their team leader.
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At York station a few weeks after receiving our team ‘Oscar’. (Stephen Chapman)
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Taken at York using new mobile technology – how times have changed. (Stephen Chapman)
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Coolant temperature check on a pre-exam. (Stephen Chapman)
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A close-up of the coolant temperature check. (Stephen Chapman)
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Monitoring the power for correct output. (Stephen Chapman)
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Passing through Durham, while sat in the back cab, I hear another problem from Control. (Stephen Chapman)

Station Fitters

The term ‘send for the fitters’ to denote requiring attention was an old established one from the days of steam when only fitters were employed to maintain the steam locomotives. Only when diesels began to appear in the late 1950s did electricians become considered and, as steam gave way to both diesels and electrics, an electrician became part of any depot’s maintenance staff. As well as the London terminal stations other major stations on the ECML had fitters. When I started as a TRI, fitters were located at Peterborough, Doncaster, York, Newcastle and Edinburgh. York lost their fitters in the early 1990s and, when privatisation was introduced, apart from Kings Cross only Doncaster and Edinburgh fitters became part of GNER. Peterborough and Newcastle came under other franchise companies, although Newcastle fitters would attend to any GNER train; Peterborough fitters less and less as they were not actually based on the station. The term ‘fitter’ though remained when drivers required some attention to the train. Even up to the present day everybody knows what you mean when someone asks for the fitters, but today’s maintenance staff have to be versatile in everything from basic fitting such as fuel, oil, coolant and air systems as well as electrical and electronic systems, and even plumbing as most service vehicles, or catering cars as they are sometimes referred to, are mobile fitted kitchens with everything a modern-day kitchen has. Nowadays station fitters have very little time to carry out repairs in mid-journey as time lost is money lost and Doncaster fitters are now more likely to travel on a train to fix a problem rather than delay it. Of course some problems have to be rectified before a train can continue its journey.

I have mentioned briefly that we all carried tools and equipment, and I said at the beginning that I started with only a small briefcase. This soon became life expired and eventually, after scrounging several old bags that the drivers had used, we were issued with brand new large brief cases and a stronger bag for the tools, etc. As time went by we found ourselves carrying more and more tools and equipment. As well as the ones mentioned earlier I now had numerous spanners, including a 24mm ring spanner for removing axle end covers, a varied selection of screwdrivers, sets of small sockets and Allen keys, and a temperature monitor for the cooler group. I also had a made-up gauge for checking the charge air pressure on the HST power unit. All these were carried in the tool bag as well as having room for the torch, ear defenders and paper overalls. The electrical and mechanical schematic drawings I used consisted of only nine sheets of A3 size paper for the power cars and, depending on the trailer cars, around ten sheets of the same size. All the other schematics that I had were in my office at Doncaster. Eventually as more room was made I carried more drawings. With the introduction of the class 91/MkIV vehicles the schematic numbers increased dramatically. Just for the loco alone there were at least fifty A4 size sheets to carry. The trailer cars and driving van trailer drawings were all A3 size, and at least forty of these were required to help us find our way around the complicated new circuitry. All this extra equipment was eventually pushed and shoved into the brief case after some juggling around with the other equipment. Most of the HST knowledge I carried in my head, but it was always safer just to check to make absolutely sure.

Central Door Locking

There had been several incidents recently where it was alleged that the doors of what were known as slam door stock had opened while the train was moving, resulting in persons falling out and being killed. There was always the possibility that they may have been opened deliberately, but to do this the door could only be opened from the outside. Of course there is the outside chance that a door handle could have stuck in the opened position and, if someone leaned or was thrown off balance against the door, it would open. There was already in place a procedure to follow if a door lock or handle was found to be defective in traffic. Any member of staff who saw a door handle not in the correct horizontal position when the door was closed would ensure that the door was locked out of use, and inform the guard of which vehicle and door position. The guard would then put a label on the door window advising door out of use, and also advise York Control. To ensure that the door could not be opened at other stations a plug was to be fitted into the hole where the key to unlock the door would be inserted. As an added measure the door handle would be covered in yellow tape as a reminder to other staff this door was locked out of use. Depot staff would also have been informed of which door was locked out of use, and the yellow tape would ensure that the correct door was being checked and repaired to the correct settings.

To check how many doors could be at risk of the handle sticking, and so that staff knew the correct procedure to follow, TRIs from the ECML, Cross Country and now from the Western Region, along with other staff from various depots, were all called to a meeting at Derby to meet the Regional Traction and Rolling Stock Engineer, and the Coaching Stock engineer. They were responsible for all the locos and coaching stock that ran under the ‘InterCity’ brand. This meeting was arranged to discuss this issue of opening doors in traffic, and we were each given several locations to visit and interview staff on their knowledge and procedures for faulty door locks, and to check as many coaches as possible to see how many failed the close and lock test. These checks were to be carried out on the MkI, MkII and MkIII LHCS & HST vehicles, but did not include the Southern Region commuter stock. I was given Kings Cross, Liverpool Street and Aberdeen, but I arranged a swap with one of the Edinburgh staff who had been given Norwich. He would now take in Aberdeen while I did Norwich. This check took preference over our other duties and we only had three days in which to complete our tasks. I decided that it would be easy to do Liverpool Street station first then travel from there to Norwich, leaving Kings Cross for the next day. There was only one fitter on duty at Liverpool Street and he answered all my questions correctly without any hesitation. Having made an early start in the morning from Doncaster this allowed me enough time to catch the mid-morning service to Norwich, sitting back now for the two-hour journey and watching the scenery change from the east end sprawl of London to the open countryside of Essex and Norfolk. I hadn’t been to Norwich since my interview back in 1971 for the post at Cambridge. Staff I knew at Cambridge had been promoted and some had now moved to the depot at Norwich. A short taxi ride brought me to the depot and, after introducing myself to the depot engineer, I was shown to the supervisor’s office and found that it was one of my colleagues from Cambridge, Brian King. All the depots had been advised previously of the checks we were carrying out so I didn’t have to explain in great detail what I had to achieve. After asking the relevant staff who dealt with the doors and locks I proceeded to walk round the depot checking as many doors as possible. I only found a few door locks defective on vehicles stabled out of use, and they all had labels attached indicating ‘defective vehicle’ and the reasons.

Having carried out the checks at the other locations I expected that Kings Cross would be a quick exercise. Not so: the supervisor on duty would not let me interview his staff as he stated I had no right to question their ability. This was a strange scenario as I knew everybody at Kings Cross and they all knew me, but no matter what I said he wouldn’t change his mind. I didn’t want to get into a full blown argument so, stepping outside the office, I made one phone call to Derby, as we had been instructed to do in the event of any non-cooperation. After fifteen minutes a manager from Bounds Green arrived and within two minutes I was allowed to continue with the process, checking the staff’s knowledge on slam door locks and the procedures. I don’t know why I wasn’t allowed to ask these questions, as knowing and working with the staff, I knew they had all the answers.

Eventually a system had been produced known as Central Door Locking (CDL) and was to be fitted to all MkII and MkIII Loco Hauled Coaching Stock & HSTs, and to Victoria/Gatwick Express vehicles, being fitted to all our HST fleet by 1995. Unlike the MkIV vehicles this was an add-on to vehicles already in service and as such was a simplified version based on the one for the MkIV fleet. There was no interlock light for the whole train; instead each vehicle had its own individual orange light on the side of the vehicle and, provided they all went out, then the doors were locked. This was achieved by a plunger locating into a socket mounted on the inside of each door along with a visual indicator to say that the door was locked or released. There was one panel at each end on opposite sides, all with a key switch to operate the doors on that side of the train only, but each panel had relays to operate the opposite side door when that was energised. All the doors could be locked from any panel. There was a unique disadvantage to this system as the lock system could be activated but still have the doors open. On shutting the door the plunger would be pushed up by means of a chamfered edge on the plunger locating socket, allowing the plunger to drop back in once the door had closed. A new UIC jumper (L’Union Internatinale des Chemin de fer – the International Union of Railways) had to be fitted for through-control of all the vehicles, and these also now allowed guards to give the signal buzzer to the driver from any position on the train of an HST instead of only the TGS or the van compartment of the power cars. Every vehicle has an emergency handle which, when operated, also applies the brakes at the same time. There is also a handle on the outside to unlock the door and allow access in an emergency.

Additional technical riding inspectors

With the introduction of the new electric services to Edinburgh and Glasgow due to start in mid-1991 a position for a technical riding inspector to be based at Edinburgh was evident. As well as covering the new MkIV service, the HST fleet was going through a bad patch and there was no one readily available from the depot to cover the Aberdeen/Inverness sections. In early January the post was advertised and in February Keith Mack joined our team. Keith had been involved with the initial introduction of the MkIV service at Craigentinny. After his introduction to the rest of the team and the maintenance controllers, Keith was given training by Gordon as the nearest TRI to Edinburgh and eventually felt competent enough to work as a team member from early March. With this additional post we could now cover both shifts with two people on a rotating basis. There were two on days starting at 0600 with an afternoon turn starting at 12 o’clock and a middle turn starting at 10 o’clock. The 10 o’clock start gave us the option of covering a day turn without the need of breaking the rules regarding time between shifts. This shift was also different in only being rostered Monday to Thursday with Friday and the weekend as rest days, but working slightly longer to achieve a 37-hour week. The country was split into two halves with Keith and me on together followed by Gordon and Steve together. The Saturday and Sunday day turns were always worked by the day shift team with starting times to suit the first services, usually 0800. Any cover at weekends due to holidays was covered by the team on rest days as well as any additional weekend engineering requirements.

In late February 1993 it had been decided that another technical riding inspector was required, based at Edinburgh. The post was advertised as usual and as team leader I was to be part of the panel interviewing the prospective candidates. I was asked to look at the applications received and make a short-list to be interviewed. I never liked the interview process when applying for promotion; I was always very nervous and wasn’t looking forward to being on the other side of the desk so to speak. I was given the task of asking the technical questions relating to our role as TRIs, and the interviewing on my part went well, I thought, as all the candidates gave the answers I was looking for without too much prompting. After the interviews the candidate chosen to be our fifth TRI was Alistair Macdonald. Alistair was already a technical riding inspector for the Cross Country route and had plenty of experience on HSTs and working alone on the main line. On 12 April he joined our team and after the usual introductions he joined Keith on his roster to learn the systems and problems on our class 91/MkIV fleet. With our fifth team member a new roster was introduced with an additional afternoon shift start time of 1400hrs. We still retained the 10 and 12 o’clock start times, but now the 10 o’clock shift went to five days with the 12 o’clock to four days Monday to Thursday with an additional weekend off; as yet we had not been asked to work any weekend afternoon turns. Unfortunately this five-turn roster sometimes put both Keith and Alistair on the early 0600 start together, but with agreement amongst the other team members shift swaps were agreed.

With the new electric locomotives in service there was the need to interrogate the on-board computer to determine the faults that were occurring. Initially only the depots and Kings Cross fitters had the facilities to download this information, but in early 1991 all the technical riding inspectors were given what was known as a ‘Husky’, allowing us to download locos at the earliest opportunity. This would be when the train had finished a journey or in the event of a failure. It was not the most user-friendly piece of kit, but at least it gave us an indication of what faults had been recorded. We now had something positive we could use to determine what fault had occurred instead of waiting for it to happen again. This was something else to squeeze into my briefcase, and again a lot of reshuffling of tools and drawings.

In 1997 we received our first laptop computer. It was a ‘Panasonic’ heavy duty type. That was just as well, as it had to stand up to some throwing about: climbing into a vehicle from ground level required our equipment bags to be virtually thrown in. This new technology incorporated the software program that the Husky had for downloading the MPU as well as all the attributes that a laptop computer had. This programme was called the Portable Maintenance Aid (PMA). As with the Husky, the laptop allowed us to monitor the loco’s performance under running conditions, and the screen display was easier to read as it showed actual voltage and current readings as well as other information relative to its performance every time the MPU updated the loco’s readings, which was once every thirty seconds. The fault downloads were in a better format and made diagnosing the faults recorded easier to understand. In the early days I had no idea how to use it to my advantage – I couldn’t even switch it off properly. We were expected to use them straight away but I had never used a computer before – there had never been a need to. I have to thank Alistair Macdonald for his time and patience in helping me to understand how this box of tricks worked, but it took a long time before I felt confident enough to really explore the laptop’s use. Having this laptop with me all the time allowed me to make out rosters, fill in time sheets, and write reports, as well as being able to store all the locos’ information that I had downloaded instead of waiting until I arrived back in the office. All I had to do then was email whatever required sending.

Everybody who travels on a train must have a valid ticket for the journey, including staff, either first or second class. We were no exception, and although we were issued with second class duty only passes we were required at times to ride in the first class vehicles. This was OK if we knew the guard but travelling out of our own area, say to Glasgow, we had difficulty persuading the guard that we needed to be in the first class. We asked that we be given first class duty passes to avoid any embarrassment to both ourselves and the guard in front of passengers. This was agreed and we now had no more problems.

During April 1994 there had been several failures on a Sunday afternoon after the day shift TRIs had finished duty, which caused some considerable delay. As a result of these incidents we were asked to cover the Sunday afternoon turn and to produce a roster accordingly. This additional shift was put into the 12 o’clock week. It was still an overtime shift and again eight hours, the same as all the other weekend shifts, which commenced the last week in April after consulting the other TRIs.

Another change for us was the requirement for us to wear a suit. It had been noticed that some of us were wearing jeans and T-Shirts, even shorts in summer, and, as we were also in the passengers’ eye, we should be seen as wearing something a bit more suitable. Our job was not to be involved with passengers, but sometimes we would have to sit in a trailer car to monitor ride quality etc and this was the reason given for the wearing of suitable attire! Cleaning tokens were also supplied, allowing us to keep our suits in decent condition. I wasn’t impressed too much: climbing into an HST cooler group wouldn’t do the suit trousers any good even if I was wearing overalls. The oil that was in those cooler groups stained everything; even worse was diesel fuel if you were unlucky enough to have to fix a fuel problem. Nevertheless, suits were measured for and issued. Having made reservations about wearing a suit the quality was very good and stood up to the rigors of working in a hot oily HST engine room as well as crawling under a train when the need arose. Shirts were not much of a problem as we could always get new ones if the one you had on was beyond it, although we were told we had a limit as to how many we should have. With GNER successful in winning the East Coast franchise new suits had been designed but were for on-train staff and managers only. We were not classed as train staff or managers, but because we were walking through trains and in view of the passengers it was deemed unacceptable to be wearing British Rail clothing. These new uniforms also included new-style shirts, but there was one big difference to normal clothing: the jackets had no pockets, only a false flap to represent a pocket, and the shirts, although having been made with pockets, had them stitched over. This was supposed to prevent people from having bulging pockets which looked unsightly. Due to the nature of working on trains these shirts were useless; you had to have somewhere to carry pens, etc. Many of us unstitched these shirts and complained about the stitched over pockets, but when we were issued with new ones they still came stitched up.

On Thursday, 13 October 1994, I was presented with a certificate in recognition of twenty-five years of service. I wasn’t expecting this as I had a break of service in 1973. I was given tokens to spend at a number of stores of our choosing and, along with my wife Christine, was treated to lunch at a local hostelry.

In 1995 management changes saw David Sawyer leave to go to the Southern Region, with Robin Lumb replacing David as head of engineering. We now had a new line manager and one of his instructions was to check to ensure that at the end of our shift we should go home. In the early days Control would occasionally ask us to stop back if we were back at our home station at what would have been our normal finishing time and he stated that unless a train was in trouble then we should not hang around waiting for something to happen. Finishing on time or as near as possible was fine by me, as doing twelve or fourteen hour shifts was all bed and work; although at times trains failed not long after I had set off for home and Control would ring me to return if possible.
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Photo taken in the supervisor’s office at Peterborough, in March 1993, before new corporate suits were issued. (Courtesy of Malcolm Stephens)

Another change that took place in April 1995 was the introduction of the Personal Track Safety (PTS) certificate for everyone who was required to work on or near the line, except under certain conditions. For us this meant sitting an exam based on safety-related questions when working on the track or trains, and emergency procedures. It also required us to learn the phonetic alphabet. Initially it was a two-day course with an exam at the end and required a 90% pass with certain questions that had to be answered correctly or you failed. Once passed, each certificate was valid for two years with a re-test only taking one day.

Our expertise at fixing trains had now been recognised for some time and it was now being evaluated against revenue lost. If a train was delayed for more than ten minutes it was then tabled against the number of passengers who would become dissatisfied and a price would be fixed at so many pounds per minute late; in 1995 it was around £60 per minute in lost revenue with a maximum of sixty minutes down to a terminated or cancelled service. Of course not all late-running trains are down to the train itself – there are many other reasons for trains to be delayed: the classic ones are always points or signal failures.
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Certificate for twenty-five years of service. (Own collection)
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A letter from John Nelson, the InterCity Director, who sanctioned the role of Riding Inspector, written initially to David Sawyer, the Fleet Engineer, to pass on his thanks for the tremendous work we were all doing in keeping the new electric service running. This letter was sent to four of us, and also to the temporary TRIs still involved in keeping the trains running. (Own collection)

In November 1995 it was proposed that another technical riding inspector be set on, based at Kings Cross. This would be our sixth and final team member, and was seen as a positive step in filling a gap at the southern end of the route as all our services finished at Kings Cross. Steve Draper was the only TRI based there, and myself the nearest at Doncaster which left a shortage of technical cover if either Steve or myself were on leave.

As there was no suitable applicant from the London area, the post was re-advertised again in early March 1996; this time several people applied from around the Doncaster area. One of these applicants was Neil Jackson, who was being made redundant from the Tinsley depot at Sheffield. Again I was on the interview panel and just as nervous as the first time. Neil had not worked on electric locomotives previously, but had been involved with the HST fleet on the Midland route. Neil was chosen to become our sixth TRI, but because the post had been advertised as based at London, our manager insisted that Neil would have to travel to London before starting his shift. This seemed unacceptable to me and a compromise was reached in agreement with Neil that he would start at 0530 at Doncaster on his morning turn, whereas I started at 0600, and travelled up to London on the first service. This situation for Neil starting earlier than myself continued until we were restructured as managers in September 2000.

Neil started on 24 April 1996, just a week before Great North Eastern Railway officially started running the ECML franchise, which for Neil was good news as all his previous railway service would be shown as continuous. Under the franchise agreements anybody transferring from one company to another would lose certain conditions. As Neil lived in Sheffield he was assigned to me to show him what the post of a technical riding inspector involved and to introduce him to as many people on the route as possible, along with giving him technical training on both our HST and the class 91/MkIV fleets. Technical courses were organised at Bounds Green for the MkIV and class 91 loco, giving Neil a chance to examine and understand these vehicles without the pressure of being on a service train.
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A letter from Brian Burdsall, East Coast Director, thanking all staff on the route for their effort and commitment in helping to maintain and run a first-class service. (Roger Senior)

With the introduction of our sixth technical riding inspector, a new roster had been drawn up and agreed amongst the others before being submitted to our manager for approval, and this would be introduced when Neil felt confident that he would be able to manage on his own. Of course there would always be someone at the end of a telephone for help and advice, and even today I still don’t know all the answers. We now had two people based at Edinburgh, one at Newcastle, one at Kings Cross, and two at Doncaster, but on paper shown as one with two shown at Kings Cross. Each one of us went round the roster with Steve Draper (Kings Cross), Alistair Macdonald (Edinburgh), and me (Doncaster) on one shift and Keith Mack (Edinburgh), Gordon Campbell (Newcastle), and Neil Jackson (Doncaster/Kings Cross) on the other shift. It worked out that neither Keith nor Alistair would be on the same shift, and the same for Neil and me. Weekend cover was part of the roster and we now included the Saturday afternoon turn as well, with both the weekend day shifts having two TRIs on duty and one on duty on the afternoon shift. This meant that on a weekend afternoon shift with only the one TRI it wasn’t possible to cover the whole route, but it was surprising how we managed to be in the right place at the right time! Weekend starting and finishing times varied according to the location and train times. Weekend cover for holidays, etc, was done by working a rest day and to make it as fair as possible I would ask the TRI at the same location first, e.g. if Keith was on leave I would ask Alistair first but if not available I would ask anybody else if they could cover. If Steve was off I would ask Gordon first and vice versa. Due to Neil requiring training on both types of traction, finding courses for the HSTs was posing a bit of a problem as HST courses were few and far between. Our new roster wasn’t implemented until W/C Monday, 5 August when a new start time of 1300hrs for the weekend afternoon shifts was introduced instead of the previous 1400hrs. We now also had two shifts of only four days but rostered 9¼ hours. These were an 0600 start Tuesday to Friday and a 1200 start Monday to Thursday which gave us an additional rest day. The middle shift of 1000–1730 was no longer required but would be reintroduced with our new management posts. As workshop supervisors we still had overtime and weekend payments which under restructuring would lose some of those payments.

Back in February 1996 I was asked if, when attending a failed train that required loco assistance, I would we be prepared to couple it up if there was no shunter available. I knew that at certain times at Doncaster the shunters had other duties involving mail and parcel trains that required vehicles either detaching or attaching and that they might not be available to go out with the rescue engine. This also applied at other locations such as Newcastle and Kings Cross. We didn’t have any objections to this. The necessary training and certification would be issued before we would be allowed to carry out this new task. This also included the Doncaster fitters to be trained as well. Unbeknown to any of us the post of shunter was being withdrawn at Doncaster due to the postal and parcel service’s no longer requiring these vehicles to be shunted at Doncaster station. By the time we had found out, it was too late and most of us had been passed out as competent. There was a slight twist to this: although we were passed out to couple and uncouple, we were not qualified to assist in any vehicle movements, advise drivers of signals or move hand-operated points. Our training was limited to a vehicle movement of six feet. This was OK when coupling an engine to a failed train but had problems when vehicles required detaching and attaching from another location. This was done to limit the time of our training as a full shunters course was around two months. The shunters at Doncaster were made redundant on the 12 April 1996, but the shunters at Kings Cross and Newcastle were retained; Kings Cross shunters were needed for the class 91 engine swaps that took place there. The Newcastle shunters lost all their traditional work but as there were no dedicated ECML fitters on the station, they were retained and accompanied the T-Bird on every call-out for assistance. These shunters were also used to cover weekend engineering when loco hauling, and would lodge at places like Newark, York and even Doncaster, as the fitters and TRIs couldn’t be relied upon as they could be called away to failures.

As technical rider inspectors we had no defined area of cover beyond which we were not allowed, unlike drivers and guards who had strict rules on where they could drive and be responsible for train safety. This was known as signing for the route in which they had to have knowledge of where they were at all times. In my case all I had to do was always ensure that I could get home every night.

When GNER won the right to operate the East Coast Main Line franchise in 1997 major changes to our working conditions were about to take place. The existing situation was that most people, to earn a decent wage, relied on rostered overtime and also shift allowances. GNER wished to renew everybody’s term of employment with a better basic wage based on a yearly salary and less working hours without the need for overtime or shift payments; under a restructuring programme, these new working conditions would reflect this. Some overtime would still be paid depending on the contract agreed. The first group of staff to be ‘restructured’ would be the train crews, drivers, guards and the catering crews. For the drivers this would be another milestone in the running of the railway. When the HSTs were first introduced there was some industrial action by the train drivers’ union that it was unsafe for only one driver to run at 125 mph. An agreement was reached with the unions that where a train was booked to run over 110 mph two drivers would be required. This helped when problems occurred as the second driver would be able to investigate the problem especially if the fault was on the rear power car. As part of their restructuring, an agreement with the train drivers’ union introduced what was known as ‘single manning’ for all services running at 125 mph. Sunday services which had previously been limited to 110 mph timings could now be improved with faster journeys. The down side to this meant that drivers would be more likely to stand for a longer time if their locos failed as they would have to carry out all the necessary protection and fault finding on their own. Restructuring was a new word and eventually everybody on GNER would be restructured including us, although our restructuring would be left to the last.

Another new feature introduced by GNER was monthly team meetings. Team meetings had been held previously but not on a regular basis and only included a limited number of staff. These team meetings were to be held locally and included everybody employed by the company. After the initial senior management’s monthly meeting known as the Service Delivery Group (SDG), minutes were produced showing how the company was doing regarding passenger numbers, ticket sales, catering sales and a performance review. This performance review looked at train running issues, any failures and minutes lost. The agenda would be sent out to all the lower managers who would then brief their staff accordingly. We were no exception and I now had to show on the roster everybody at the team meeting each month, which left the route uncovered for the day except for the station fitters. Our meetings at first were always held in a room in the headquarters at York. Of course trains still failed while we were at our meetings and, when problems occurred, one of us would either leave or if still en route to York would attend to the failure first. A buffet was always provided based on us all turning up so if someone was missing, more for us, but invariably there was always some left which was usually sent down to the Control office. This would be the only time that all six of us would be together and gave us the opportunity to have discussions about various subjects without having to update everybody individually.

Eventually our meetings moved to Doncaster, which now included the station fitters, but finding a room was sometimes a problem, and the fitters’ cabin at Doncaster was not really suitable at times especially if we had to be shown a safety video, which was occasionally required. Another location at Doncaster was the driver manager’s meeting room, again quite small, and if we were all attending, including the Doncaster fitters, we all struggled to get in. With the building of the new signalling power box at York, the old building which was situated inside the station had been converted into what became known as ‘the studios’. These rooms could be booked and used for whatever purpose i.e. courses or meetings. Our team meetings now moved to the new studios with enough room for everybody to be comfortable. Occasionally, due to demand, there wasn’t a room available, but because of the class 91 Heavy General Repair refurbishment taking place at Doncaster works, which was now part of Bombardier Transportation, they agreed that we could use one of their meeting rooms. This gave the team members who would not normally be able to visit the works due to their location a chance to see the locos in a stripped down condition, allowing them to see parts of the vehicle not normally accessible.

GNER as a company was achieving great things in passenger numbers and, after a few years, trains were becoming overcrowded. Information at meetings was now concentrating more on the revenue side rather than our role in the train operation side and eventually these meetings started to be held every two months as one a month proved to be non-productive. Sometimes during the holiday period there might be only two or three of us turn up especially if trains were in trouble. One of the many changes that GNER introduced was a profit sharing scheme. This bonus payment was something that we had never had before when under British Rail. Our first payment to all full time staff was £100, taxable of course!

What goes around comes around is a term usually associated to someone who deserves it by getting into some sort of trouble after causing trouble themselves; in my case it was the opposite. Back in the late 1980s I put together a few notes on fault finding on HSTs. Depending on the nature of the fault, and the indications on the driver’s desk, certain parts of the system could be eliminated straight away. When I started out as a TRI and we had established ourselves as a team I passed these notes onto my colleagues on the East Coast route to use as they pleased. Several years later I met one of the original station fitters at Doncaster, who had moved on to the Cross Country route based at Birmingham, who gave me a piece of paper with my writing on it with the original HST fault finding notes I had written years earlier. He had been given it from a TRI on the Western Region and recognised it as the same as he had been given, and thought I might be interested to see how far that knowledge had been passed round.

Any additional rostering required an amended roster, usually to cover weekend engineering when the main line was blocked. A typical one being the one made out for the weekend of 23 & 24 August 1997. This was due to the main line being closed between Darlington and Newcastle with services diverted and the MkIV electric trains being diesel hauled between these two stations. The line was closed from 1800hrs on Saturday, 23rd until the early hours of Monday morning, the 25th. This roster would be sent to our line manager as a courtesy rather than for approval as I was never asked to amend any of the additional rosters. Cover for these engineering weekends was more important than restricting staff on duty. More often than not extra hours were rostered above the normal, but as can be seen not every train can be covered. The use of station fitters was also required sometimes to give more cover.

Technical cover arrangements for loco hauling on the 23 & 24 Aug 1997 between Darlington and Newcastle.









	Sat 23rd

	 




	G. Campbell 13.00–21.00

	To be at Darlington station for 19.00hrs to oversee the departures of 1E17, 1E18 & 1S32. Travel back to Newcastle on 1S34, dep Darlington 20.40 and wait until dep ex-Newcastle at 22.08. To cover 1E20 ex-Darlington–Doncaster fitter to travel out on 1N10 dep Doncaster 20.38, 1E20 dep Darlington 22.21 arr Doncaster 23.15




	 

	The only train not covered is 1S32 20.25 from Newcastle.




	 

	Newcastle fitters only available until 19.00




	K. Mack, N. Jackson

	As booked day shift.




	Sun 24th

	To provide adequate TRI cover south of Darlington I recommend the following roster:




	K. Mack 08.30–16.30

	Cover as reqd.




	N. Jackson 08.30–16.30

	Travel to Darlington on 1S14 0945 ex-Doncaster and stay at Darlington until G. Campbell arrives at 12.00, then to travel south to cover as reqd.




	G. Campbell 13.00–21.00

	Book on at 10.30, travel on 1E04 10.50 ex-Newcastle to Darlington. Stay until the arrival of 1S31 at 17.40. Travel back to Newcastle on 1S31 and stay at Newcastle until last loco hauled dep of 1S34 at 22.20.




	R. Senior additional TRI

	Book on at 16.00hrs: travel to Darlington on 1S31 to relieve G. Campbell; stay until last dep of 1E22 ex-Darlington at 23.58 back to York arr 0030. Newcastle fitters only available until 19.00








The main reason for our presence at these times was to ensure that when the electric train was isolated for hauling and then livened up afterwards that there were no problems, but in the event of a train failure we could be called away. The timetable allowed for the locos to be coupled and uncoupled, with the driver being responsible for the necessary isolation and re-energising of his train. There would also be a traction inspector (the driver’s instructor) at both locations to assist as well. To make things easier for everybody the booked driver would stay at the end to be driven from and either the traction inspector or the TRI would be at the other end to either isolate or re-instate to save time; this helped greatly if for whatever reason services started to run late. Any delay had a knock-on effect especially for the diesel hauling as trains could be standing waiting for the diesel loco. The main loco used for hauling was the class 47, but as these were gradually withdrawn from service there was no other loco available with ETS except for the new class 67, but these were not always available in the number required, and eventually diesel hauling around engineering work was no longer an option and electric trains would now terminate with passengers being transferred between stations using a fleet of buses. This did not reduce the need for TRIs and fitters to be available for main line blockages due to engineering work as they were required just in case of problems at whatever location trains were terminating. For example, if there was engineering work between Peterborough and Stevenage with trains from the north terminating at Peterborough, then it was sensible to utilise the fitters who lived in that area to be at Peterborough rather than travel to London where there were few trains arriving due to a limited shuttle service between Kings Cross and Stevenage, leaving the TRIs to work as normal. If there was an engineering blockage between Doncaster and either Newark or York, with fitters already based at Doncaster, then only the other end of the blockage would require technical cover, which would be either Newark or York when TRIs would cover as required.

After the incident at Clapham in December 1988, when three trains were involved in a collision caused by a faulty signal indication and the subsequent inquiry by Anthony Hidden QC, new guidelines were introduced for the number of hours staff should be on duty and also the finish and start times between shifts. These guidelines were eventually introduced to all staff on GNER and although this didn’t have any impact on our daily roster as it already covered these requirements, if we were involved in failures that required us to exceed the maximum hours on duty, which was thirteen, we had to advise our manager. If for whatever reason we couldn’t start our next shift within the thirteen-hour rest period we could only start after having thirteen hours rest. The only time this now affected us was attending meetings, etc, when I had to amend start times to fit in with the new guidelines.

Problems during the second week of January 1999 caused our team meeting to be cancelled due to most of the TRIs being required for failed trains; out of the six of us only I and Alistair were available, which was no good for a meeting. Although it was the only time all of us could get together and discuss things, one of us invariably was missing due to service problems.

The next major group of people to be restructured were the depot workshop staff from the workshop supervisor downwards. The post of workshop maintenance supervisory grade was to be abolished and replaced by what were known as team leaders. As technical riding inspectors we were also workshop supervisory grade, but we were not involved in this restructuring. After months of meetings with unions, agreement was reached and new teams of staff were set up with a fixed basic salary based on working a fixed number of hours per year. Overtime in theory would not be required, but could be requested if the work required it to maintain the service. Weekends were now part of the normal roster with no extra payment as the new salary reflected weekend working. This left just the six of us in the grade of workshop supervisor; our turn was next but at the moment we would carry on as normal.

On 7 October 1999 another milestone in the changes made by the privatisation of the railways was a letter sent out to all six of us that the last posts of the grade of workshop supervisor were being withdrawn. The letter outlined that our roles as TRIs had been re-evaluated and identified as management responsibility jobs, but stated that there was no automatic right of identification for a non-management grade employee into a management job. It went on to say that it would be appropriate in this instance to transfer our posts into the management grade and with the letter came two copies of the GNER management contract for us to consider.

We were in a unique situation. As stated we had no right being promoted into the management grade, but because of our technical expertise there would be no one in the management grade already who could replace us. Another anomaly was the word ‘restructuring’ : all the other supervisory grades who had been restructured received a one-off lump sum payment of £2,500, but this letter then went on to state that whilst this was not a restructuring offer it was relevant to make this payment once the contract had been signed. Nevertheless I certainly wasn’t going to sign straight away and there were numerous phone calls between us all in the first few days to try and understand these new contracts and how everybody felt about them. There was no pressure to sign immediately, and the contracts would only be implemented once everybody had signed. It was recommended that at our next team meeting we should discuss any issues we had with our line manager. In the meantime the job carried on as usual.
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91026 is seen at Adwick, heading towards Leeds on the 15.40 ex-King’s Cross, on 12 September 1999. The cooling towers in the distance are from the now-closed Thorpe Marsh power station. (Paul Corrie)

Our next team meeting on Tuesday, 9 November ensured that everybody was present (with detriment to the service this time). We were required to understand the new management contracts and to raise numerous issues over them. It was agreed that nothing would get resolved on that day and we would submit a letter to management highlighting our points to be raised. Alistair took on the role of preparing our letter and, on 16 November 1999, it was sent to Mr Jim Harrison, who as head of depots was our senior manager in these negotiations. To help in responding to our questions, and rather than have another meeting at short notice, we agreed that subject to no serious issues being raised we would accept written replies. It would be the middle of January next year before we received any reply.

A few weeks after returning to normal following the New Year break, we received a reply from Mr Harrison regarding the points raised about our new management contracts, but unfortunately these raised more questions than answering them. Again telephone calls between us all were frequent and again it was Alistair who put together another letter highlighting several issues that still required clarifying. The salary and leave entitlement issues had not been resolved along with the number of hours we should work per week as the weekend turns were now going to be a part of the contracted hours, whereas before it was always additional overtime. Our reply was sent to Mr Harrison on 10 February. Apart from the issues raised regarding the contract we had to sign, GNER’s policy on management staff was that all managers had to negotiate as individuals and each year each manager would be assessed on his or her previous performance by their senior manager which would then form part of the pay rise for the following year. Even staff performing the same job, eg controllers and office staff, all had individual performance reviews and not as a group. It had come to my notice that this ruling should apply to us and that we should all be dealt with separately. My response was we should all start as equals; it wasn’t us that were applying for management posts – rather they were being forced upon us. We had no objections to the proposal to become management grade staff, but felt we should all be treated the same to start with. After the first year we would then be assessed as individuals. This was accepted without any problems as it was clear we were being restructured into a grade we hadn’t applied for.

At our team meeting back in March we had arranged for a meeting with Mr Harrison to discuss several outstanding issues regarding our salaries, hours worked and rosters. It would be far more advantageous to both parties to have a face to face meeting than writing letters each time, and as we had hoped a final agreement was reached on all the outstanding issues. Because we worked two shifts and weekends we were given a 12.5% allowance to cover for these turns and any additional overtime. Our manager insisted that as we were working the same roster as previously, which averaged out at forty hours, receiving this allowance we should still work the same hours. As managers their hours were based on the 37-hour week, the same as all other staff, but we had been treated honestly and fairly by Mr Harrison and, although we lost the argument over the forty hours, we knew that we had been given a good package. One of these was to retain our British Rail conditions of service for redundancy, etc, until we were promoted, to the disgust of our manager, who thought we had been given far too much in the way of concessions. Now that weekends were included in the salary a new roster was agreed giving us an extra three rest days, which gave us two long weekends off. A 1000hrs start time for the short weeks allowed flexibility to cover any other shift if required. All our turns of duty would now be 7¾ hours including weekends, making it a forty-hour week, and the contract was signed on 8 August. The Office of Passenger Rail Franchising (OPRAF) had now been replaced by the Strategic Rail Authority (SRA), but under the terms of GNER’s franchise the company would have to seek permission from the SRA when implementing any restructuring that had an impact on the railway industry pension scheme. Until this approval had been agreed an actual implementation date had not yet been set. Final agreement with the SRA was reached and our new contracts and roster started on Sunday, 10 September 2000. We were now known as Technical Riding Managers (TRMs).

A long planned engineering blockage over the August bank holiday, starting at midnight on Friday 25th until 0600 on Tuesday 29th 2000, between Newark and Doncaster to replace a bridge over the River Trent, resulted in electric services being diesel hauled via Gainsborough and added at least an hour to the journey time. I have included the roster drawn up to show the technical cover provided by the TRIs at Newark, Doncaster being covered by the station fitters.

A new bridge had been constructed across the River Trent north of Newark beside the old one which was now life expired and which was to be slid into place over the bank holiday period after removing the old one. With only four of us available (Steve was on leave and Neil on rest days this weekend and starting a week’s leave), to ensure maximum cover Keith had volunteered to stay overnight at Newark, which gave me more flexibility to the planning of cover.

August bank holiday TRI cover
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From the above roster there is no TRI cover south of Newark, this being covered by the TRI at Newark or staff from either Bounds Green or Kings Cross fitters. As well as the planned diversion there was also disruption with the closure of the ECML north of Berwick-upon-Tweed on the Monday as a result of heavy rain which caused a landslide and flooding. Consequently no services were running between Newcastle and Edinburgh, being replaced by a considerable number of buses. This also impacted on the diesel hauling between Doncaster and Newark.

The next day the flooding had subsided, but only one line was available for use and it wasn’t until late afternoon that both lines became operational. Further south more heavy rain had caused flooding in the Northallerton area with both areas subject to speed restrictions for the rest of the week until Railtrack had repaired the damage. With the flooding between Newcastle and Edinburgh, Alistair could only look after the Glasgow, Aberdeen and Inverness service and amended his shift time to suit the service. Gordon also stayed later to cover from Newcastle. From 21 August to 2 September, apart from one failure of 91013, no other GNER train failed over this whole period.

When I first started riding out, train delays were only accounted as minutes lost, but as privatisation took over the minutes lost was also measured in money lost. It was estimated that as trains failed and ran late a train over ten minutes late had a knock on effect to revenue as passengers sought other means of transport. The first figures produced back in 1995 estimated the delays at £60 per minute; now, in year 2000, this figure had gone up to £125 per minute lost.

August 2001 saw us with a new line manager and one of his first tasks was to reduce our hours to the recognised 37 as per the management grade. This reduction meant our roster was now reduced to 7 hours 10 minutes per shift. This actually equated to 37 hours 10 minutes per week. The 1000hrs start shift was now shown as a spare turn, allowing each TRI the option of what they wished to do, providing of course they were not booked to cover a rostered turn.

Towards the end of 2000 we had been advised that we would have to be assessed for our competency. Like everything else things have to change; we have to move with the times and adapt to new ways of working, and the railways are no different. Safety had always been first in this industry with improvements made when things went wrong. The Health and Safety (H&S) laws affected everyone from individuals to groups of people; standards were set to ensure that the people carrying out work were qualified to do such work. For the railways and the depots involved in maintaining the trains this could be achieved without too much trouble, but for us, the TRIs, this wasn’t an easy solution. Under the electrical Health and Safety instructions, working on live vehicles was only the last resort and had to be done in such a way that virtually nobody could gain access to the part of the vehicle you were working on. On a live train in service this was proving a near-impossible task, but to carry out our duties as TRIs we had to have this access to carry out fault finding. This problem had yet to be resolved, but in the meantime as part of this testing and working on vehicles we had to be assessed and proven as competent. After spending the last fourteen years as a TRI I think everybody knew we were competent, but how we could show this on paper was not easy. The person responsible for assessing us would accompany us at times on a train and also see us perform our duties at other locations which for me would be mostly KX on a train in the station. They would travel to other parts of the route to assess the other TRIs. Proving it on paper was a problem as we only kept our individual note books and filled in the relevant defect book on the vehicle as and when required. Our assessor wanted written proof that we had carried out whatever repair on various parts of the train such as batteries, control systems, lighting, catering equipment, brakes, fuel and coolant systems, etc. This was fine but sometimes it could be months before we had a problem with some of these items and it had also to be verified by somebody else that the work was carried out to the required standard. As we mostly worked on our own this was not achievable. But finally, after agreeing that sometimes the paperwork required was not always available, we would be observed carrying out checks, etc, on the parts of the systems that we required completing to show our competency at them.

At the end of 2002 we had been told that we would be given new laptop computers updated to the latest specification with Windows XP. Alistair had already been given one to trial the previous October and said they were a vast improvement on the Panasonic laptop. At the end of January it was my turn to have all the information on my old laptop transferred to the new one – another electronic gadget for me to fathom out how to use?

The start of the new financial year in 2003 saw another reduction in working hours which reduced our rostered time to 35 hours a week, but due to our shift patterns it was agreed that to retain the same cover, rather than reduce the shift hours even more, we would leave it at seven hours then every sixth week one shift of seven hours would be banked to be taken at the first opportunity using the spare cover. As team leader, and responsible for rostering, I now had the added duty of ensuring that for any hours banked a record was kept and that for any lieu day applications banked days were taken first. I also kept annual leave/lieu day records and at the start of each year produced a new annual leave form for each TRI showing bank holiday dates and how many lieu days they had outstanding, sending each TRI their own copy for reference.

We had now been issued with what were known as pilot airline bags with a small set of wheels. This was fine when on smooth platforms, but in depots and on track side ballast they still had to be carried. I was now having difficulty trying to get everything in to either the brief case or the bag and another bit of rearranging was required. My tool kit now consisted of the usual ear defenders, torch, hammer, spanners, screwdrivers, bits of wire, test lamps, assorted screws and bolts, etc, but our additional equipment, as well as the multi meter, was now a frequency meter for checking the new type WSP probes for the DVTs, a hand-held infra-red temperature gun initially issued for axle box temperature checks, but ideal for checking the air con coach temperature, a pressure gauge for checking the HST power car fire bottle pressures, my original charge air gauge, a cooler group fan speed anemometer, a digital camera used for taking photos of any incident (which had to be sent back to the fleet engineer by email rather than waiting for the vehicle to arrive at a depot), as well as the laptop and the technical schematics. Each TRI decided which schematics to carry and we would always ask if we hadn’t got the one we required – someone else usually had one.

This was one of my better winter periods. Reliability of both the HSTs and the class 91 – MkIV vehicles had greatly improved, and failures were becoming less. There was still plenty to keep us busy: mainly follow-up reports and exam checks. In February 2004 Keith Mack was promoted to the position of HST Trains Engineer. He had been a technical riding inspector for nearly ten years. His post was filled by Robert (Bob) Doidge from Craigentinny depot. After the usual training, shadowing Alistair for a number of weeks, Bob said he was confident to work on his own, but as always there was always someone at the end of a phone. Bob settled in well and managed to find and fix problems without asking for help too much, although, as I stated above, the number of failures had significantly reduced.

This reduction in failures was good news for GNER and the travelling public, but had a strange twist. Over the past few years many drivers had retired and had been replaced by a younger generation who had not had the experience of the introduction of the class 91 and its teething problems, and more so the HST fleet. Since privatisation drivers were now on their own and wouldn’t benefit from having another driver who had more experience when problems occurred, and with problems becoming less when things did go wrong they sometimes, understandably, made simple errors. Even so when drivers were in trouble their first point of contact was always York Control, who most times could assist in getting them out of trouble, although occasionally we would be asked to help, contacting them directly on their mobiles. Of course in some instances there was nothing they could do until technical assistance arrived from either a TRI or other technical staff.

Extracts from daily logs (1)

I do not have any weeks recorded during my first eighteen months as these were all sent to York and Neville Hill; this is typical of the first few years that we were riding sets covering both the ECML and the MML. Even though the MML was only a 2½ hour journey from St Pancras to Sheffield any delays would have a knock-on effect and every effort was made to assist when possible.


Monday 3/9/90

1M24 1123 Sheffield–St Pancras,

1E95 1500 St Pancras–Leeds, ridden Sheffield–St Pancras–Doncaster

43091 Leading (South)

43114 Trailing

Reported loss of power to whichever power car is trailing.

En route from St Pancras to Sheffield, due to losing power, the arrival would be approx 1100 hrs. Using a local service to Sheffield I waited for the train to arrive after advising the station fitters what I required from them. The driver stated the rear engine had not been supplying power at all as the General Fault light had been lit all the way from London. After a quick check of the rear engine it appeared that this was a jumper cable problem. After changing a few jumpers I ran out of time as it was time to depart again. Departing Sheffield in the rear power car, and with the general fault light lit, checked the relevant relays. I could see that the main power control relay had not picked up, and knowing it was a steep climb out of Sheffield, pushed the relay in manually to enable the engine to power up. At the summit I let go of the relay which dropped out again and checking the circuits found that train wire 5 was not live, but just where I hadn’t a clue. As well as the circuits in each power car, there are 8 jumper cables down the train with a connection box situated in each vestibule end. I picked the one in the middle of the train to start with as I would only have to check out one half of the train depending on the results at this location. There are three covers to remove before you can gain access to these connections and, as there are passengers moving up and down the train, you have to be careful where you put things. Eventually the fault was traced between the jumper connection box in the leading power car van end and the first vehicle. This pointed to the jumper cable being at fault, but I remembered we had changed this one at Sheffield. Arranging for the fitters at St Pancras to meet us with another jumper cable, just in case we had fitted a defective one, there was still no power to the rear engine. Due to the late arrival I didn’t have time to strip down the connection boxes. Using a length of wire I hardwired between the two boxes, allowing us to depart on both engines. On the overnight servicing at Neville Hill, the train wire fault was found to be a corroded connection behind the jumper cable socket of the trailer car. This was repaired with no more problems.




Tuesday 4/9/90

1A05 0615 Cleethorpes–Kings Cross, ridden Newark–Kings Cross

43195 Leading

43088 Trailing

Reported both power cars bogie brakes not working correctly? Both power car brakes checked and working correctly, suspect mis-management by train crew.




1N02 0930 Kings Cross–Newcastle ridden Kings Cross–Doncaster

43076 Leading

43059 Trailing

43059 The engine would not start prior to departure from KX.

Kings Cross fitters had already renewed the starter motor prior to me arriving, but the starter motor still wouldn’t turn the engine, it just spun freely as though the teeth would not engage the starter ring. As it was now five minutes to departure time I was advised by York M/C to investigate the problem en route. As soon as I removed the protective cover over the starter motor and starter ring it was obvious what the problem was: three teeth were missing right where the starter motor would engage. Barring the engine over to clear the gap I hoped that by the time the gap had gone full circle the engine would fire. This worked and, after replacing the cover, advised the driver he was back on both engines. This was an unusual fault and as far as I can recollect had never happened either before or since.




Wednesday 5/9/90

1A11 0640 Morpeth–Kings Cross, ridden Doncaster–Peterborough

43064 Leading

43079 Trailing

Tread damage check on the trailer cars.

Several vehicles had flats on the wheels, but not serious enough to limit the speed. All would be entered on the list for further checks to see if they got any worse. I was asked to get off at Peterborough and make my way to Leicester.




1M24 1123 Sheffield–St Pancras, ridden Leicester–St Pancras

43068 Leading

43040 Trailing

Leading engine 43068 no power.

The traction motor reverser had not thrown over on departure from Sheffield. After manually turning it to the forward position, power was regained. On arrival at St Pancras I tested it several times in both directions and, although I managed to get power every time, it was sluggish going from reverse to forward.




Thursday 6/9/90

1S16 0800 Kings Cross–Edinburgh, ridden York–Newcastle (train terminated)

43079 Leading

43064 Trailing

Rear power car 43064 having wheel slip indications and loss of power.

On examining the indications in the cubicle of 43064, the Power Earth Fault Relay (PEFR) has tripped; this, along with the wheel slip light flashing, indicated a traction motor problem. To keep the delay down to a minimum we depart York and wait for the problem to appear. As soon as we reach 10 mph the power is lost with a wheel slip indication followed by the PEFR tripping. After isolating a pair of motors in turn the fault is down to either No 1 or 2 motor. There are no means of isolating motors by just throwing a switch; it has to be done by other means and, when done correctly and accompanied by a TRI, a power car can run on 2 motors. After consulting York M/C on the problem they made the decision to terminate the train at Newcastle and transfer the passengers onto the next service, which was now only 15 minutes behind. The set was sent out to the depot for further attention and repairs.




Friday 7/9/90

1D38 1210 Kings Cross–Leeds,

1A23 1510 Leeds–Kings Cross,

1D46 1825 Kings Cross–Bradford (Forster Square), ridden Kings Cross–Leeds–Kings Cross–Doncaster

82205 Leading (South)

91015 Trailing

Loss of Brake on 82205

This set failed at Stevenage earlier with a loss of brake on Driving Van Trailer 82205 and was terminated, the class 91 having to run round its train to continue its journey into Kings Cross. On arrival at Kings Cross the DVT brake was checked and no fault could be found. After checking out all the relevant circuits it was agreed that I would ride it for the rest of the day to see if the fault reoccurred. The fault never reappeared and it was never discovered just what had gone wrong at Stevenage.







Chapter 5

Faults and Failures

It was difficult to decide what to include in this section as there were so many examples to choose from, but the ones detailed below are not of the everyday variety and show how long some services are delayed waiting for technical staff to attend, and others just occasionally when they are in the right place at the right time. All the incidents below are taken from my journals as a technical riding inspector, and I found it easier to concentrate on groups of faults and failures rather than in time order.

HST problems

There are many reasons for a train to fail and, from the very early days, wheel slip indications were one of the most common. When first introduced there were two systems controlling wheel slip under power (when the wheel spins too fast). There was the original voltage difference system, as used by all diesel locomotives, which was a series of resistors across a pair of traction motors and if one motor started to spin the imbalance in the voltages across the resistors would by means of relays reduce the traction power, known as the Brush system, and also light up the wheel slip/slide fault light. Prior to HSTs the driver had to reduce the power when the fault light came on. The other method was controlled electronically by means of the BR wheel slip/slide protection (WSP) rack. A probe mounted on each traction motor transmitted pulses to the WSP rack which constantly monitored each of the four probes under power, coasting and braking. Under power it would reduce the traction power and when braking would momentarily blow down the brake cylinder pressure to whichever wheel had started to slide. This slide protection was required to prevent serious damage to the wheel treads, especially at high speeds; again it would light up the WSP fault light in the cabs. Because both the Brush and the BR systems operated together under power the BR system was more sensitive, but initial teething problems with the BR wheel slip/slide protection system giving false indications trains would be allowed to continue, resulting on one occasion in a derailment in the early days at Northallerton. After that incident at Northallerton the systems were modified to disable the BR system when under traction power, only allowing the Brush system to control excessive wheel spin. When coasting, braking or being hauled dead, then the BR WSP system was used. On an HST, if at any time a driver was experiencing wheel slip under power, he was to shut power off. Providing the wheel slip light did not come back on when coasting, the driver would have to stop at a suitable location to isolate the power from the defective engine and proceed on one power car. If the wheel slip light came on again when coasting, he was to stop immediately and inform the signalman and control; then he would have to carry out what was known as a wheel rotation test. This was done by marking each wheel at the point of contact with the rail and then move a few yards. If all the marks were still equal then they could proceed at slow speed to the nearest station, subject to certain conditions. If they thought that a wheel was not turning freely they had to wait for technical assistance. If the wheel slip light only came on when coasting or braking, but went out when power was applied, then no action by the driver was required except to report it. Below are a few problems, all with wheel slip indications, but only one that could have resulted in a serious incident.

On a northbound train from Kings Cross to Edinburgh, the driver was experiencing what he thought was a dragging brake as the train just wouldn’t accelerate as normal. Eventually the train did start to roll freely, but was now getting the wheel slip under power/coasting indications. The train was now standing at Newark station and on preliminary checks I proved that all the wheels, etc, were rotating freely, so we set off. As soon as we got above 6 mph the wheel slip under power light came on and I asked the driver to ignore it for the time being whilst I investigated. Asking the driver to shut off power, I waited for the wheel slip coasting light to come on. Checking the indications on the WSP rack told me that No 3 wheel set was the possible cause. Talking to the driver about his previous symptoms I wanted to have a better look underneath at No 3 traction motor & gear box. We were not booked to stop at Retford, our next passing place, but I asked the driver to stop on the main line opposite the station and advised Doncaster power box why we would be stopping and that I would contact them again when ready to proceed. I wasn’t expecting what I saw once I had crawled underneath: No 3 gear box had dropped onto the axle due to the axle bearings collapsing. The dragging brake the driver experienced was the bearings seizing up then finally dropping out and allowing the gear wheel to disengage from the traction motor, hence the wheel slip in both conditions. After a few moments thought I decided that as we had come all the way from Newark at 70 mph it would be sensible to proceed to Doncaster at 40 mph and terminate rather than de-train the passengers at Retford, which would block the only platform available. Advising both York Control and Doncaster power box, the train set off at a nice steady pace of 40 mph max. On arrival at Doncaster, once all the passengers had got off, the set was put into the sidings awaiting the specialist equipment to be put under the defective power car before being allowed to proceed to Neville Hill. This was known as a ‘wheel skate’. It was a piece of kit which can be assembled around a defective wheel set. It is made up of two axles and a sub- frame which can be adapted to fit any size of wheel. Once the vehicle’s wheel set has been jacked up high enough the wheel skate is assembled around it then lowered down. The wheel skate then acts as the vehicle wheel with a maximum speed of 25 mph.

Because we covered both the MML and the ECML, drivers from the MML would contact York Control when in trouble. One such occurrence was a train which the driver had brought to a stop because of the PEFR tripping, accompanied by a wheel slip under power problem. The train was the 0630 Nottingham to St Pancras, standing north of Loughborough. By the time I arrived the train had already been standing two hours. The fault was discovered to be No 1 traction motor cables in the junction box burnt out and shorted to earth. After a check of the traction motor and gear box to ensure no other problems, the train departed on one power car, with the original power car with the problem supplying the 3-phase train supply. This set then ran the rest of the day on one power car, returning to Neville Hill that night for repair. This was not as serious as the example above and was more of a misunderstanding regarding the wheel slip indications; even so the set arrived in St Pancras three hours late.

Another more unusual one was on the ECML. A train had been terminated at Peterborough; due to it being very sluggish, it could only reach 60 mph. The rear power car had already been isolated due to an engine problem, but even on one power car at least 100 mph could be achieved without too much trouble. In this case the driver was reporting that the leading power car had plenty of amps, but was getting persistent wheel slip and could feel the wheels slipping underneath him. The train had already put off the passengers and had been moved to the sidings out of the way. On my arrival the driver was waiting for me and told me his tale of woe. On testing the loco for power it was clear that the amps were far too high for the power demanded and I knew straight away what the problem was. Provided that all four traction motors are in circuit the ammeter reads approx 600 amps for notch one; in this case it was up to 900 amps. This was telling me the traction current was only going through two motors: Nos 1 & 2. The ammeter is only across these two motors; with 3 & 4 motors there is no ammeter reading. The fault was quickly found to be a cable burnt off in No 3 traction motor junction box. Unlike the one at Loughborough this did not give a PEFR problem or a wheel slip indication problem as this cable had not flashed across to earth, nor was it across the wheel slip protection system as it was the main cable directly from the contactor. What the driver had been experiencing was that this loco had been trying to move a train on two traction motors; consequently the low speed and constant slipping of the wheels. On examining the traction motors, both 1 & 2 were very hot with 3 & 4 stone cold. Unfortunately I couldn’t fix this one and it was hauled back to Neville Hill for repairs to both power cars.

Waiting at York for the early morning Leeds to Aberdeen HST service for wheel slip problems reported the previous day, I was given the thumbs down from the driver as the train rolled into the platform, indicating he was in trouble. Power cars 43095 (leading) and 43039 (trailing) had both failed with loss of power, and he had coasted the last few miles into York. I started by investigating 43095. Standing still we could get power, but the driver told me that the wheel slip light was lit under power and told me that one of the traction motor blower circuit breakers was found tripped prior to leaving Leeds, which he reset OK. In consultation with Control it was decided to allow the train to leave York and allow me to investigate the problems. As soon as we set off it was clear the rear power car was not working and after a few minutes the red wheel slip light came on under power, but as the leading engine didn’t lose power the problem was on the rear one. Having guessed that it was not as serious as initially thought, I made my way to the rear power car to find that the wheel slide rack was indicating a probe problem in No 3 position. If I could get the power restored the problem would be a coasting one only, but due to the engine not having traction power the system reverted to the BR wheel slide protection, giving the false impression of a more serious problem. Having checked out the power side, I found that the electronic power modules had failed and that traction power was never going to be restored until they could be renewed. Before I had a chance to inform Control we would be on one engine, the driver rang to inform me he had now lost power on the leading engine with the ammeter fluctuating prior to losing power. This didn’t look good. We were only halfway between York and Darlington and only doing about 85 mph – there was no way we would be able to coast even to Northallerton. Going back to the leading engine to find out what had gone wrong, everything that normally causes these problems was OK. Having been advised of the blower c/b tripping I started to check each blower and found that No 2 blower wasn’t running. I knew that this problem could cause an imbalance in the current in the motors, due to the heat not being dissipated, causing the wheel spin resistor circuit to pick this up and cause the fluctuating amps, and finally the loss of power. If the rear power car had not had a red wheel slip light already red, this would have indicated in the leading power car at the same time as the ammeter was fluctuating. I only had one choice and this was to make one good power car out of two. The train was brought to a controlled stop, the driver informing the controlling signalman that we had failed but a TRI was on board attempting to repair the train, and at the same time I advised our Control of my intentions. It meant me robbing the power modules from 43095 and fitting them into 43039, allowing the train still to continue on one engine but eliminating all the wrong side wheel spin indications. The three modules are not the easiest to carry through a train but I made it and, after removing the old ones and refitting the ones from 43095, I asked the driver to try for power – success. So I left it for the driver to advise that we could proceed while I stayed at the rear to monitor 43039, initially leaving 43095 supplying the ETS, but then isolating No 1 & 2 traction motors to give a bit more power and speed. I stayed with the train all the way to Edinburgh where it was replaced by another set, the original set being sent to Craigentinny for repairs.

I didn’t have much luck on my return to Doncaster. The leading power car on an Aberdeen to Kings Cross service, 43114, had been reported as losing power en route from Aberdeen. Normally I would have had at least 25 minutes at Edinburgh to wait for this service, but as we were running late from the south the London train was held at Edinburgh until I arrived. It was usual to agree a short wait to investigate this sort of problem rather than to allow a train to depart on one engine and lose considerably more time. The problem was diagnosed as a defective engine governor which was giving a false signal to the electronics, not allowing power to be obtained every time. This was a known problem and could be overcome by manually operating the power on relay, departing Edinburgh twenty minutes late.

Having identified the problem, provided that the driver didn’t actually shut off power completely I had time to walk through the train and check out the rear engine. The rear engine, 43116, was in good order and as I sat in the rear cab making out my notes for the day, the cab to cab buzzer sounded. As I looked up I noticed the red engine stop light lit. On answering the call from the driver he stated that there had been a loud bang from the engine room just before the engine shut down. I told him if he was happy to keep the train moving I would be there to have a look. On returning to the front engine and opening the door from the cooler group into the engine compartment, I was met with the sight of the engine room covered in oil and half an engine con rod through the crankcase side. There was nothing more I could do for this power unit; after advising Control of the problem we continued at a steady pace. I left the train at Doncaster, with it eventually arriving at London over an hour late and then working a service to Leeds where 43114 would eventually have a new power unit fitted at Neville Hill. There was no indication that the engine was in any way likely to throw a con rod out and I suppose I was lucky not to be in the engine room when it happened. I have been told that normally just prior to this type of failure the engine starts to shake and knock violently and depending where you are in the engine room, you have to move to fast to get out of the way. In all my sixteen years of riding trains I have never been in an engine room to verify that statement, but I have seen plenty of evidence of what damage can be done when it does happen.

As part of the engine management system regular oil samples are taken and analysed for any signs of unusual readings above the normal. These samples measure for elements of copper, lead, aluminium, iron and chrome and depending on the reading above the normal standard, a request is sent to York Control to have an engine shut down immediately before any serious damage occurs and to request another oil sample. This oil sample taken straight away can provide evidence that the original sample could have been contaminated. Until this second sample is analysed the engine has to remain isolated but can be used in an emergency if the other power unit fails. Of course, sometimes an engine suffers serious damage without being detected by adverse oil samples as previously mentioned re 43114.

This was the case on 4 January 1996. Control had received a request to have the engine on 43110 shut down ASAP due to a high aluminium reading. This was done when the train arrived at Stevenage having advised the station staff to inform the driver to isolate the power unit. Having done this the driver was now reporting both a wheel slip problem under power and coasting and, under the guidelines for this problem, the train should be terminated. But the driver had been experiencing a wheel slip problem only when coasting all the way from Hull and providing it was not lit when under power he could proceed without causing any delay. Having now shut the engine down there was no power and this fault was the same as described earlier. Under control’s instructions the train was allowed to proceed to London but was then sent out to the sidings at Ferme Park to await my arrival. Arriving at Ferme Park and after the usual introduction of who I was and my reason for being on site, I made my way across the yard to the HST, which was stabled on the fuel road. The driver had been told to stay with the set and to assist in any moves I might require. This was just as well as it is virtually impossible to carry out fault finding with this type of problem standing still. After enquiring just what moves we would be allowed to make, I advised the driver that 10 mph should be enough to establish which probe was causing the problem. Setting off towards the wash plant but having told them not to set the washers off as we would not be going all the way through, I found that No 4 probe was giving an open circuit reading which was the cause of the wheel slip light going red. Just to be sure, I always swapped over the electronic card for that probe for one that was good to make sure it wasn’t a fault on the electronics card. In this case the fault was still showing No 4 probe as faulty. Returning to Ferme Park I now had to rob a good probe off the other power car, 43104, and fit it to 43110 so as to eliminate the wheel slip problem on the power car with no power, 43110, leaving 43104 with a wheel slip when coasting problem. Unlike a class 91, which can have individual traction motors and wheel slide probes isolated without causing any problems, an HST requires all four probes to be working at all times otherwise the red wheel slip light is lit. Having refitted a good probe to 43110 it was time for another quick trip to prove there was no other problem, only this time we would go all the way through the wash plant and back to KX for an evening service to Leeds. There was no other problem with the wheel slip system other than what I expected on 43104 and the train was booked onto the 1620 KX–Leeds service, with me travelling through to Doncaster as insurance. By the time I arrived back at Doncaster I had been on duty thirteen hours. The following day I was on the same HST to check out that the wheel slip repairs had been carried out. The oil and filters had been changed overnight on 43110 and would be monitored with daily oil samples for the next week to see if the aluminium readings started to rise again.

It was very rare for both HST power cars to fail together but occasionally, as mentioned earlier, it did happen. On Saturday, 16 May 1992, a Cross Country set travelling from Newcastle to Poole was in serious trouble heading towards York with the driver reporting he had lost power to both power cars and was coasting, stating that, providing he was given a clear road into the station, he would make it OK. Having arrived earlier on, there was a small problem to a catering car boiler. This may be a small problem, it is true, but if the boiler doesn’t work there are no hot drinks for the passengers and, more seriously, me. As the train rolled into the platform both power cars were still running and the driver told me he had not had power on the front one (43014) since leaving Durham, but after passing through Tollerton he felt a jolt as the rear engine (43065) lost power. Trying for power there were no fault lights so that eliminated quite a few things. Advising York power box I required at least five minutes, I started investigating the leading power car, the rear one could wait. Both power cars had been converted earlier to enable them to work with the class 91 locos, but now that a full MkIV fleet was running they were back to HST diagrams only; even so some of the relays in the TDM cupboard were still active even when in HST mode. This was the problem on the leading car; a relay had stuck in preventing the normal sequence of events when applying for power. It was soon freed, and after a few manual tests to ensure it was free, I asked the driver to try for power. Success. Control was advised we would be departing on one power car while I investigated the problem at the back. A few minutes later we were off and I made my way through the train carrying a pair of ear defenders, torch, screwdriver, insulating tape and a couple of adjustable spanners; these would resolve most problems. Anything more serious would result in a walk back to my tool bag still in the front power car. As I got nearer the rear power car I could tell the engine was on maximum revs, but from our acceleration speed it wasn’t supplying any traction power. On investigation, looking through the Perspex cover of the cubicle door which allowed access to the traction motor contactors, I could see straight away that although all four main contactors had energised, one of the interlock blocks situated on top of each contactor had not moved. The operating rod had become disconnected at the top end. This was a small ball and socket arrangement, and sometimes they were prone to becoming detached from each other, but this was usually at the bottom end where they were mounted next to the main contact tips. If these tips became overheated due to a bad contact the rubber socket would soften allowing the ball end to drop out. In this case it was the other end, so why it had become detached was not easily seen. After shutting down the engine to gain access to the contactors, I found that the socket end had split, allowing the ball to work free. Insulating tape was then used to secure both parts together. A manual test proved it was a success and I refitted the door. Restarting the engine remotely and putting on the traction power I advised the driver, who by now had guessed he was back on two engines due to the sudden acceleration, that everything was OK but I would accompany him through to Derby where he would be relieved by another driver who would take it further on. I could also explain the problems we’d had. The journey to Derby was uneventful; my two fixes were still OK. Informing Control that my temporary repairs were still good, they passed this information on to the owning depot. No doubt the passengers were oblivious as to how close they had come to being asked to get another train and the delay that would have ensued.

Fires, which are few, will stop a train immediately and any fire, no matter where, is dealt with by the fire brigade arriving at the scene of the fire; it is not often that a fire has to be taken to the fire brigade. I joined the Harrogate to Kings Cross service at Leeds and was in the rear power car, 43039, which had just come from repairs at Neville Hill after a turbo charger had been renewed and Control wanted to ensure there were no other problems regarding the power output. Shortly after leaving Leeds, and on full power near the top of Beeston bank, towards Ardsley tunnel, I noticed black smoke drifting away from the engine, but I knew that the turbo charger was OK as the power output was reading correctly. At the same time someone at the side of the railway watching our passage pointed frantically towards the top of the engine. Looking out of the window I saw flames coming out of the exhaust outlets. Hitting the stop button and the emergency brake, I informed the driver we had what I thought was a silencer on fire. We had stopped just short of the tunnel and the driver decided that after informing the signalman it would be best to set off again towards Wakefield Westgate for road access for the fire brigade, and so that the passengers could detrain and the set be put into the sidings to wait for the fire brigade. With the engine shut down there were no more flames, just plenty of smoke. By the time we reached Wakefield the fire brigade had turned up but unfortunately they could not gain access to the roof due to it being wired for electric traction. Asking for an isolation I was asked ‘is there any chance of the overheads being damaged’ to which I replied ‘no’, but quite a lot of smoke indicated that there was still some debris smouldering inside the silencer. This reply of ‘no’ resulted in the Electric Control Room Operator (ECRO) refusing an isolation and, after consulting York Control, the driver and the fire officer, it was agreed that if we could get permission from the signalman we would take the set down to Wakefield Kirkgate where the firemen could gain access to the power car roof and silencer exhaust outlets. By the time the firemen had got on top of the power car there was very little smoke, but just to make sure they filled the silencer full of water – not a good combination as no doubt some of it could find its way into the top of the cylinders. When the fire service had finished we set off back to Neville Hill for them to carry out the necessary repairs. A fire in a silencer is due to the drain pipe becoming blocked, usually by a build up of carbon from the exhaust over a period of time. Under normal conditions this does not become a problem as the engine, when under load, passes very little oil into the exhaust system. The problems start, as in the incident described, when the turbo charger fails, allowing oil from the turbo charger’s failed bearings to pass into the exhaust and finally into the silencer. Depending on the amount of oil deposited into the silencer, when the drain pipe is blocked, once the engine is then under load again the heat from the exhaust ignites the oil resulting in flames from the exhaust outlets. This same scenario also occurs if the engine is left idling for long periods. The Paxman Valenta engine is well known for passing oil from the pistons when idling, and was a cause of a couple of silencer fires when the surrogate HSTs were first used with a class 91.
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43039 is seen descending Beeston bank towards Leeds, working the 15.30 ex-Kings Cross on 5 September 1985, the same location as described in the text with the silencer fire on the same power car, 43039. (Paul Corrie)

Booking on duty on Monday, 1 April 1991, I was advised to get the next service to Grantham as it had been reported that 1S12, the 0600 from Kings Cross to Edinburgh, had a suspect fire in one of the trailer cars. I arrived just as the train was shunted into the adjacent sidings and ten minutes later, unbeknown to me, the fire brigade also arrived, and without any instructions from anybody proceeded to unroll a small bore hose pipe across both main lines and the sidings. Luckily there were no trains coming in any direction and, after contacting the controlling signalman for an emergency blockage, I managed to persuade the fire officer to return to the safety of the track side. Because someone had made a 999 call the fire brigade always assume they have the right of access, but in this case it could have been more serious than a small fire. They drove round to the goods entrance allowing easy access and they quickly established that there hadn’t really been a genuine fire but that someone had dropped a cigarette end onto the floor which had been sucked into the air conditioning return ducting and, due to the build up of fluff and dust, started to smoulder, filling the vehicle with smoke. After isolating the air con, and with the fire officer happy that there would be no more problems, the train was then booked to run empty stock to Newcastle to form another service later in the day. This gave me the opportunity to investigate a report of excessive amps on 43068 as well as keeping an eye on the vehicle which had been the cause of the termination. The high ammeter reading was due to No 3 traction motor contactor braid burnt out which put all the traction power on 1 & 2 motors. As I didn’t have a braid with me it was just a case of isolating notches 4 & 5 of the engine speeds to keep the amps low until arrival at Newcastle where a new braid would be fitted. The vehicle with the suspected fire gave no more problems the rest of the day, and on arrival at the depot overnight, the ducting was cleaned out.

Five days later 43068 was reported with intermittent loss of power and the general fault light lit working a service from Sheffield to St Pancras on the MML. The set was now diagrammed to work the 1030 to Nottingham and, being a MML service and the problem now on the rear power car, I had to walk to the front of the train to introduce myself both to the driver and the guard. Even though I had travelled on this route before we were not that well known to be able to talk to crews via the driver/guard system. Returning to 43068, I found that the PEFR had tripped. Resetting it now I waited for the signal to depart and see what happened. I didn’t have long to wait: as soon we started to roll, the general fault light came on indicating loss of power to 43068. I advised the driver to keep going while I investigated the problem; once again the PEFR had tripped. I informed the driver of the problem to keep on one engine while I tried to identify which pair of traction motors was at fault. The fault was on 1 & 2 motor circuits and, after isolating them locally in the cubicle, we continued with 43068 on half power. This enabled us to keep a decent speed up on some of the steeper parts of the route. On arrival at Nottingham I went underneath No 1 bogie to check out the motors and found that No 2 traction motor was full of copper debris. The train was taken out of service at Nottingham and would be sent empty to Neville Hill once a driver was available. The traction power on 43068 was fully isolated with the engine running to supply the ETS. Only in an emergency would power be available to move the train to clear the main line. With reference to the fault earlier in the week, with 43068 reported with excessive amps traced to the burnt out braid on No 3 traction motor contactor, it is possible that the reason for the failure of No 2 traction motor was due to the fault five days earlier. Power cars were not restricted to one route only; Neville Hill used any spare power car on both the ECML & MML as and when available. As the HST would not be leaving Nottingham for Neville Hill until the late evening I made my own way home via Derby and Sheffield on local services.

On Sunday, 7 April 1991 the 1210hrs Kings Cross to Inverness was standing at Peterborough with the driver reporting that the windscreen wiper on 43078 would not work at all. There was a torrential downpour at Peterborough at that time and he was unable to see. Control was in the dilemma of terminating the train, transferring passengers to another service and reorganising another HST for the north of Edinburgh. I was contacted by Control to ascertain exactly where I was – although Control knew which train I was on, the actual location was always a rough estimate until they had contacted me. I said: ‘just passing through Grantham and will be in Peterborough in around twenty minutes.’ The next available train to take passengers forward was still some thirty minutes away, so I had at least a good five minutes to either fix it or declare the train a failure. Peterborough had their own station fitters, but they were unable to repair the defective wiper motor. It didn’t look promising when I arrived, and the rain was still coming down in bucket loads. The design of the HST wiper motor allows access to a manual hexagon drive on the inside of the cab. This is to check the sweep and also to see if it has free movement. In consultation with the driver and Control I offered to operate the wiper manually all the way to Doncaster if required, where there was provision to turn the whole train allowing the defective wiper to be at the rear of the train. The driver was satisfied with this arrangement and, with my spanner secured to my wrist with a piece of wire just in case I dropped it (if I did it would have fallen right down inside the front of the cab and been lost), we departed Peterborough. With me giving a couple of sweeps as soon as the window became blurred to impair a good view the driver was now happy that he could see all that was required for a safe journey. Luckily as we approached Newark the rain eased considerably so I could then relax more – my arm was beginning to ache somewhat. On arrival at Doncaster the set was turned, and continued onto Inverness, arriving very late that evening. Spare parts had been supplied by Craigentinny for the fitters at Inverness to change overnight.

I have referred previously to HST sets on one power car. This means that one of the power cars is either being dragged around dead due to engine failure or at least with the engine running, and supplying the electric train supply also allows the compressor to run. On 31 July 1991, running on one power car meant just that. The 0640 Newcastle to Bristol Cross Country service had no power car at the rear, only a barrier vehicle. I don’t have any record of when the other power car was taken off the set. The reason for a barrier vehicle is that the normal coupling of an HST trailer vehicle is not compatible to any other vehicle, and, under the operating rules in the event of the train failing and any assistance being required from the rear, then a standard coupling of buffers and a screw coupling must be provided. Barrier vehicles have been fitted at one end with a compatible coupling for an HST and standard at the other end, and are usually old coaches that have been removed from public use and are normally based at any depot that has an HST allocation. Today 43127 was the power car doing all the work, but it was struggling and, after leaving Darlington, the driver was reporting that he was suffering from occasional HWT problems. I had already arrived at York waiting for the Leeds–Aberdeen service to carry out a check on one of the power cars after repairs at Neville Hill. I was contacted to cancel the power car check and wait for the Bristol service and, if possible, escort it to Derby. The driver was pleased to see me and stated that about every ten minutes after being on full power the HWT would trip out, but came back after a couple of minutes. Needless to say a loss of speed occurred and he only managed to get above 80 mph once. After departing York I monitored the coolant temperature which gradually rose to the trip point due to the radiator panels being blocked externally. By removing both the front and rear access doors, and wedging open the doors to the corridor sides of the cooler group, this helped in keeping the coolant temperature a few degrees below the trip point allowing a more sustained running and a greater speed. Taking out an engine speed solenoid was not really an option. I left 43127 at Derby as a new driver took over and told him what I had done, and that we had not had any more HWT trips since Doncaster, but as the ambient temperature was now also rising I suspected that it would trip out again.
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On 28 November 1996 the 07.50 Inverness–Kings Cross service heads south. The Drax power station cooling towers can be seen in the background. (Gavin Morrison)

Probably the most daunting time I had in my sixteen years as a TRI was on the Thursday morning of 12 November 1992. This was worse than climbing up the firemen’s ladder at Kirkstall viaduct, while still at Holbeck. I received a call from Control to say that the 0710 Hull to Kings Cross HST service had failed just before reaching Goole with a loss of brake and could not be regained. Travelling out on a local service I met up with the failure with 43113, the leading power car, halfway across the swing bridge over the River Ouse. Normally walking to a failed train is easy as you can walk facing it on the same track. In this case with the train on the bridge there was no way I could walk in the middle of the tracks. Walking down the side of the bridge the wooden planks were not what you would call a good fit, there were gaps in the planks and they were also quite greasy, and the river was in full flow. Carrying two bags and looking down at where my feet were going required a considerable amount of concentration; one slip and I would be in all sorts of trouble. Eventually I left one bag behind and carried on to the train, going back for the other once I had put that one in the cab. Even lifting my bags into the cab proved difficult as the bridge floor was a lot lower than normal ground level. I arrived just after 0900hrs. This train had already failed earlier at Brough with a similar fault and the Hull fitters had been sent out to rectify the problem. All the fitters from Hull did was to isolate the brake control unit, AWS & DSD on the rear power car. The driver explained the sequence of events approaching Brough: the AWS horn sounded for a caution signal; he cancelled the horn and the brakes applied. The same had happened again approaching the bridge. He was now saying that he couldn’t get a brake from either end. In the confusion with fault finding, the brake units at both ends were now isolated. After reinstating both power cars back to normal a brake could still not be obtained on the leading power car 43113. Only when I manually operated one of the brake relays could a brake be obtained, and it was diagnosed as an AWS problem. After isolating the system we departed Goole at 0925 for Doncaster, now over two hours late. Just to make things worse the Hull fitters had isolated the brakes on a trailer car due to an air leak, resulting in the train having to run at a reduced speed. With the train over two hours late there was no point in causing any more delay; this would be checked at KX. The AWS fault was eventually located to a loose connection in the main junction box behind the cab, but the train still didn’t make KX as we were stopped south of Knebworth with a reported HABD trip. Normally these are false readings but in this case it was genuine and, after examining the defective axle box on 42215 to confirm the report and deciding whether the train could proceed, I advised York Control that the bearings were fit for us to move. We proceeded to Welwyn Garden City to de-train our passengers and from there at 40 mph to Bounds Green Depot.
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43114 leading the 07.00 Hull–Kings Cross service, passing Hatfield and Stainforth station on 1 July 1999. The colliery in the background is Hatfield Main Colliery. This colliery, unlike many around the country, was still producing coal, but did close in August 2001. It was almost removed from the landscape but was saved by the miners themselves and restarted in 2006. Hatfield colliery finally closed in June 2015. (Paul Corrie)

The Hull passengers were not having a good time: two days later I was asked to carry out a preexam on 43105 which was the rear power car on the service to Kings Cross. Climbing into the rear cab I waited for the train to depart before starting the pre-exam. As the engine loaded up there was knocking coming from the ‘B’ side of the engine. I wasn’t too sure at this point what the knocking noise was, but didn’t think it was too serious. I started by feeling each high pressure fuel pipe, and found that No 3 was cold which meant that there was something wrong with either the pump or the injector. On closer examination of the cylinder rocker gear cover I could see that something had hit it from inside. After informing the driver I was going to shut the engine down and why, I proceeded to remove the rocker cover. Struggling with one of the screws it took a bit of time to finally remove the cover to find that the rocker gear had been damaged and the push rods bent. Before I had time to do anything else the train made an emergency stop followed immediately by the cab phone buzzer sounding. The driver wanted to know what I had done, but I reassured him I hadn’t touched anything that would apply the brakes, by which time I now noticed that the main air was down to below 4 bars on my power car. My driver then informed me that his main air on 43096 had never been above 7 bars. 43105 was the only compressor working and shutting it down causing our loss of air. I asked the driver to contact Control and the signalman to say we had failed but I needed no more than ten minutes to affect a temporary repair. Removing all the rocker gear and the push rods, I replaced the rocker cover and restarted the engine to build back up the air pressure. The knocking noise had now stopped since removing the rocker gear and I was now confident that no more problems would arise. With the engine running and waiting for the air to build up I contacted the maintenance controller of our predicament and what I had done. We were standing midway between Retford and Newark and, after a few moments while the maintenance controller informed the duty control manager, the decision was made to terminate the train at Newark and send it back to Neville Hill. Just before finishing my conversation with Control I told them that we had a brake and should be moving very shortly. I made my way through the train looking for the guard to advise him we would be terminating and also the catering crew. Control wanted the driver to take the set back to Leeds with me accompanying him. Departing Newark I occasionally went into the engine room listening for any more unusual sounds, but everything was OK.

On 9 September 1999, returning to Doncaster from Kings Cross, a message came over the pager system that there was an overhead line fault in the Stoke summit area and all trains would be stopped until further notice. We were just approaching Peterborough so I contacted York Control to find out what the problem was and were the wires down. I was told it appeared that an HST set travelling south was the only train in the section of the OHL trip and was now standing at Corby Glen, three miles south of Stoke summit, with something sticking up on the roof from the rear power car. After being advised that the HST would now wait for my arrival I contacted Peterborough power box to advise them I was required on site and which train I was on. Signalmen had now become used to us attending trains and would always assist us in getting to a failed train as quickly as possible knowing that in most cases we would get them going again, which helped them as well to keep the disruption to a minimum. I was told he would ensure our train got round all the others to allow me to detrain alongside the failure. Initial reports thought that a roof door had come open, but on arrival at the side of the train and before climbing down I could see that part of what was called the exhaust deflector plate, or as we knew it at Neville Hill the ‘sunshine roof’, was sticking up approximately 2ft above roof height but not touching the contact wire. The term ‘sunshine roof’ was a contradiction as this was a solid plate; a modification was made in the early years to fit a large metal cover surrounding the twin exhaust cowl outlets mounted on studs to create an air flow between the original roof and this plate to assist in drawing the exhaust outlet smoke away from the cab window when power cars were trailing. In the days before this was fitted drivers complained that when changing ends what had been the rear power car caused the windscreen to become covered in a film of soot and oil.

The middle of the plate had fractured around the mounting bolts at both sides of the exhaust cowling on 43117 and, due to the direction of travel and the wind speed generated, it had forced the plate upwards allowing it to come into contact with the OHL as there was a small groove in the top the same diameter as the wire. There was nothing I could do until the arrival of the OHL staff to carry out the necessary isolation procedure, allowing me to gain access to the roof. There was also no way of moving the train as it had stopped between two over-bridges which would have tripped the OHL out again, and, as there were too many bridges to travel to Peterborough or back through Stoke tunnel to Grantham, it was a case of waiting for the OHL staff to arrive. At one point it was considered leaving the power car there, but that was rejected as not really the best thing to do. With the required permits issued and ladders placed against the power car body, it is always strange that even though you know the wires are electrically dead there’s always that feeling that you might still get a shock; so it was always my policy, if I could get away with it, to allow somebody else to climb up first! After assessing the situation and realising that there was no way that we could bend it back down, and if we did there was very little we could secure it to, the only option was to remove it completely. This wasn’t going to be a problem until it came time to lower it to the floor; this was an awkward piece of plate with no real hand holds and, once I had removed the last of the securing bolts, it was a case of just sliding it off and letting it find its own way down leaving it at the side of the railway giving precise locations so it could be recovered by other means, as it was too large to fit in the van area. Once done and everything was safe we set off again. All this took time and the train had been standing just short of three hours before setting off. I travelled back to Peterborough with it just to ensure no other problems, although I knew there wouldn’t be. A fleet check was carried out to see how many more were showing fatigue fractures. This is normal when dealing with something that has never occurred before so that remedial action can be taken. As well as every incident being logged at York, we as technical riding inspectors also had to make out our own reports at times. From the incident above on 43117 I was asked to submit a report on the incident as events took place. Below is a copy of my report.









	10-45

	Message put out on pager system 1N02 & 1E03 both involved in an OHL trip out in the Stoke tunnel area.




	10-50

	In contact with York M/C who advised me that the rear power car, 43117, on 1E03 had something stuck up in the air approx 2ft above roof height suspected to be a roof door, later advised it was part of the exhaust deflector plate.




	11-00

	Advised by York M/C train would stand until I arrived, also informed that all lines are blocked at present.




	11-02

	Informed Peterborough power box I was travelling on 1S19 and required to be on site at Corby Glen to assess the situation re 1E03. Told other services would be put out of the way to allow 1S19 through. York M/C advised.




	11-45

	1S19 arrived at signal P597 approx two train lengths short of 1E03, due to operating procedures unable to get any nearer to 1E03 for another 10’ at least. Detrained 1S19 and walked towards 1E03.




	12-00

	Arrived on site at rear of 1E03 and it was immediately obvious that the train could not move until the piece of metal had been flattened back down. York M/C advised. The plate was sticking up at an angle of 75 degrees with a small groove in the middle where it had rubbed up against the OHL contact wire.




	12-05

	OHL staff arrive on site, also a Railtrack Area Inspector. In conjunction with all on site it was decided to try and pull down the plate using the insulated pole carried by the OHL staff. This proved to be useless. Consulting Peterborough power box on the possibility of leaving the rear power car behind to enable the train to continue this was declined, and the only option now was for an OHL isolation allowing access to the roof.




	12-20

	Emergency isolation requested.




	12-45

	Emergency isolation taken and permission given to gain access to the roof; as a precaution the down main was blocked to all traffic for ladder access. The metal would not bend down nor would it allow us to bend it back and forth to snap it off as it was too thick. The decision was taken to remove it completely, this being the quickest way to solve the problem.




	13-00

	Block required on the up slow to allow access to the east side roof bolts. In conjunction with the Railtrack Area Inspector it was agreed trains could pass at caution with lookout protection provided. Approx 20 minutes required to remove the remaining bolts and the complete deflector plate.




	13-20

	Plate removed to cess side of the down main adjacent to bridge 221. York M/C advised: too large to fit in p/car van.




	13-28

	OHL isolation given up, both up slow and down main protections given up.




	13-30

	1E03 departed site on two power cars at line speed. I rode in rear power car to Peterborough.








It took 2¾ hours from the time the first pager message went out to leaving the site where the train had stopped. For what appears to be a simple process of removing a plate, it took me 75 minutes to arrive on site with the remaining time taken in setting up the OHL isolation and protection of the train. It only took fifteen minutes to actually remove the plate.

HST power cars are notoriously difficult to start when the power unit is cold. On Tuesday morning, 18 February 2003, York Control received a phone call from Doncaster works stating they thought 43116, which was under test, had thrown a con rod or damaged a piston. They had examined the power unit through the crankcase inspection covers and everything appeared OK, but they reported there was an awful banging noise when they tried to start the engine and were reluctant to continue without someone to check it out. I was on the day shift and Control required me to investigate the problem as a power unit change would delay the release from works. Normally I would walk round to the works but today was bitterly cold so I drove round and, after the usual signing in at the main gate, drove round to the test house where 43116 was standing with a cab full of staff awaiting my arrival. I had a good idea what the problem might be, but first I had to be sure that the power unit was just cold. On requesting that I be able to start the engine the fitters looked at me and asked, ‘Are you sure?’ I replied, ‘Yes, no problem.’ As the engine cranked over there were a couple of loud bangs followed by dark grey smoke from the exhaust as I released the start button. At this point the supervisor asked, ‘Is a new power unit required?’ I said, ‘No, but we need to move it out of the test house otherwise it might burn down.’ I had to explain that the engine was so cold that it was only firing on a couple of cylinders at the most and that was the banging noise, but that when it did go there would be six foot flames out of the exhaust which would no doubt set fire to the roof of the building. Having dragged the power car clear of the building it was time to get the engine to run. To save on battery power I required a couple of people to do things in a certain way while I went in the engine room to keep it running as best as possible. I required one in the cab to press the start button and one at the cubicle to bypass the pre-start sequence to preserve battery power. Having explained what to do and what would happen, eventually someone decided that hand-held fire extinguishers would be useful and before I had time to say ‘you won’t need those’ he was off and back with two extinguishers. Having got everybody in place I gave the word to start it up. The engine turned over and immediately two cylinders began to fire giving the same banging noise as before. With myself in the engine room now manually holding the fuel racks open, as the start sequence time out would have shut the engine down if it hadn’t reached its idling speed within the set time, the engine continued to bang away. Eventually a few more cylinders began to fire, but all the time I knew that those that weren’t firing were pumping neat fuel into the exhaust system. Thick clouds of grey-black smoke were now covering the power car and blowing over the works offices. I let go of the fuel racks to allow the smoke to clear, but now an audience had gathered hearing the banging and seeing the smoke. After a couple of minutes we tried again. This time the engine ran better but still only on maybe six or seven cylinders. The smoke wasn’t quite as bad, but you could smell the neat fuel in the air. Eventually most of the cylinders started to fire and the engine revs now built up fast enough for it to run for a few seconds on its own. At this point there were a couple of muffled explosions and I knew that the fuel in the exhaust system had ignited. Again I let the engine stop and, after the smoke had cleared, the next start up kept the engine running; although still erratic it would settle down once it had warmed up. I think the works staffs were impressed, especially by what I called the ‘carrot’ effect as the fuel ignited inside the silencer. Having now got 43116 running, and the exhaust clearing to its more normal colour, I left the works, leaving the staff to continue with their checks, etc. I would return in a couple of days to carry out our own final pre-delivery check.
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The first attempt at starting 43116. The person in the cab doorway is one of the works’ test team. (Neil Dakin)
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The ‘carrot’ effect showing what happens when the fuel in the exhaust ignites. I was still in the engine room when this took place and from the height of the flames, I think the building would have caught fire – damage that would not have gone down well. Out of sight behind 43116, 89001 was being stored, pending a decision as to its future. (Neil Dakin)
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The second attempt to start 43116. (Neil Dakin)

Off the beaten track

These are journeys I made off my normal ECML & MML routes. While still at Neville Hill, 1986/7 was one of the worst winters for a long time with services severely disrupted especially the Cross-Pennine route from Newcastle and the east to west route from Scarborough across to Manchester and Liverpool. Out of the first five hourly services only the first had run and there were now a considerable number of passengers waiting for a service to either Manchester or Liverpool. As this was still British Rail, York Regional Control ran a special from Leeds to Liverpool and return using a spare HST set from Neville Hill. I had already been sent down to Leeds station to assist the station fitters with any HST problems that arrived. I was asked to accompany this train to Liverpool to ensure that any problems could be quickly identified and resolved. The journey itself was trouble free, but it was amazing how many people were on the line side and over bridges to watch our train go by. This was a spur of the moment decision to use an HST, but the news got round faster than we were going. On arrival at Liverpool I think everybody in the station was watching our arrival and by the time we were on our way back to Leeds there were people everywhere along the route at every possible viewing point, with most of them taking photos.

The most off route I had from my normal ECML/MML trips was on Saturday, 6 April 1991. A special HST charter from Kidderminster to Carlisle and return via Newcastle and York was booked to go via a route that required both engines running due to the steep inclines over the Pennines. The trailing power car 43119 had started to give trouble after leaving Sheffield. The booked route for the charter was now away from any depot with HST knowledge and the driver reported that the rear power car would not start at all. The train was standing opposite Healey Mills marshalling yard on the line to Manchester. I was at Doncaster when Control advised me of the problem and to make my way to Wakefield Westgate where a taxi was provided for the journey to the other station, Wakefield Kirkgate, where a train was being held a few minutes to drop me off alongside the charter. Going direct by taxi was not possible due to no road access. Dropping off alongside the rear of the charter train, I proceeded to establish the reason for the engine not running. The oil and coolant levels were checked and, although the coolant level was low and I could smell it in the engine room, this wasn’t the reason for the engine not running. The starter motor kicked in and the engine began to motor, but would not fire up. By manually opening the fuel racks the engine fired, but as soon as I let go it shut down. This pointed to the engine run valve not being energised, but on a closer look at the governor connection plug, which had the engine run valve circuit in, it was seen that the plug was not fully in but just touching. This type of plug has a positive lock and once in and locked it remains in place. In this case the positive lock didn’t seem to be as positive as normal, but after refitting it the engine started straight away. Advising everybody the engine was now running and the reason for it shutting down I now concentrated on the low coolant problem, advising York M/C of the coolant leaks which were down to several cylinder liner joints and a fractured coolant elbow. I couldn’t rely on the engine keeping running for what was still a long journey without any means of refilling the coolant system until back on ECML territory at Newcastle. York M/C decided that the best course of action would be to change power cars en route somewhere; a spare power car had already been dispatched from Neville Hill just in case 43119 was not able to run. It was agreed that the most suitable location for a power car swap would be at Blackburn rather than on the main line. The replacement power car was coupled to another back to back following us a short distance behind. I had no more problems with the governor plug, but just to make sure I used a cable tie to hold it in place. On arrival at Blackburn 43119 was uncoupled to be replaced by 43104, 43119 being re-coupled to the other spare for return to Neville Hill. This was something that both the staff at Blackburn and the majority of people on the charter hadn’t seen before so we had a good audience to watch our every move. 43104 was just off repairs at Neville Hill and required checking out on its first trip in traffic. York M/C wanted me to continue with the charter to ensure that no more problems occurred as by now the train was some two hours late. From Blackburn the train was booked to Hellifield and then up to Carlisle where on arrival we would change ends for the journey to Newcastle round the bridges, and then head south to York where I alighted. It was thirteen years since I had last travelled on the Settle and Carlisle (S & C) and I didn’t expect it to be on an HST.

On my afternoon week I received a phone call at home asking me to come in earlier – extra sandwiches required as I wouldn’t be having any lunch – and to make my way to Birmingham. The Cross Country route had already followed the East Coast in introducing technical riding inspectors, but none were available. A service from Penzance to Edinburgh was struggling with reported wheel slip problems. I made my way to Birmingham on another Cross Country service which saved me having to change trains, arriving shortly after 1pm. The train from Penzance was reported to be running sixty minutes late and arrived just after 1430hrs. Birmingham is not the most appealing station when sitting waiting for a train and I had to keep a close watch on the arrivals indicator for which platform to dash to. The driver was booked to take the train through to Derby, but due to the late running he was relieved by a spare driver who would take it forward. I was told that the leading power car lost power at around 60 mph with the PEFR tripping, but there was also a wheel slip light coming on every time the train was coasting. I ensured that the two problems were not related and he told me the wheel slip must be from the back engine as it wasn’t lit under power even though the leading engine had no power. This information was enough for me to allow the train to continue its journey while I investigated the problems. The leading unit was 43055 and, sure enough, at around 60 mph the power was lost, and it confirmed that the PEFR was tripping; I had already reset the flag prior to leaving Birmingham.

After the usual practice of isolating traction motors locally in the cubicle and restarting the engine as required, it was established that the problem was on 1 & 2 motors. After duly isolating them correctly and reducing the engine load I advised the driver that if we stopped anywhere before I returned from the rear engine he was to isolate all the traction power on this power car. Even with the two motors isolated and the engine speed reduced, from a standing start nearly 2,000 amps can be generated, until around 20 mph when the amps quickly drop off to a more normal reading, but because the ammeter in the cab is only across 1 & 2 motors the driver has no idea of the traction current. In these cases I always ensure that the power is only reset once the train has reached over 20 mph.

The rear power car, 43056, had a malfunctioning wheel slip card in the rack. This was renewed on arrival at Doncaster. I then carried on to Newcastle, but before leaving it I ensured that the traction power was fully isolated on 43055, but could be used in an emergency if the other engine failed.

Class 91/Mk1V Problems

With the new class 91 and MkIV fleet, as with all new things, everyone was learning how this new form of traction worked as technical courses were not available in the same format as when the HST was first introduced. Most of the early problems were either TDM, loss of door interlock, locking out traction motors and loss of power, which could be any number of things, and it was a case of understanding how all these problems could be solved. Below are again some of the less everyday problems which I was involved with.

With the new electric service to Edinburgh and Glasgow in 1991 a new MkIV service was introduced on Monday, 8 July from Doncaster to Glasgow, departing Doncaster at 0620hrs and arriving in Glasgow at 1030hrs. This was my dedicated train for the next few weeks. With the majority of the drivers not having driven one since passing out on them or the guards not operating the door systems since training, all four technical riding inspectors were diagrammed to ride trains to Edinburgh or Glasgow. We were also supported by other technical staff from various locations to cover as many trains as possible. In all I think there were twelve of us riding trains for the first few weeks, gradually easing off as more crews gained experience and confidence. All twelve of us had different diagrams which I had produced a few weeks earlier to ensure we didn’t all finish up on the same train, with Control also having a list so that they knew who was on which service. My day was as stated above with the same train returning from Glasgow at 1200hrs, but unfortunately it was not booked to stop at Doncaster. I had the choice of changing either at Newcastle or York for a service to Doncaster.

The first two days went without any problems. Both the drivers and guards were pleased we were travelling with them and, in the time waiting for their return south, I would show them how to get around some of the more common problems which we had experienced. Two days after the introduction of the Glasgow service we had a major failure at a place called Newton, approximately six miles outside Glasgow. As usual leaving Glasgow I would always travel in the class 91 loco which would now be at the rear of the train. Normally we would leave by the main line, but today we were routed via the slow lines and were well past the depot at Polmadie before regaining the main line. After the slow start the train started to accelerate and smoke began to drift past the cab windows. By the smell I knew that somewhere in the train we had a vehicle with a dragging brake. As we were not going too fast I could look out of the cab side window and saw that the smoke was now billowing out from under the leading vehicle. I immediately advised the driver of the problem and he made a controlled stop at the next signal. After stopping I quickly made my way to the front of the train to find the driver using a fire extinguisher underneath the leading bogie. As is usual in most of these incidents there are very few times when an actual fire breaks out as it is the heat generated by the brake pads which causes so much smoke, but there have been two incidents where the heat has been so hot that the underside of the loco has caught fire.

Once the smoke had cleared it was possible to see what the problem was: the parking brake unit on No 2 wheel set on the DVT had not released, with the brake pads hard up against the brake disc. No matter what I tried I couldn’t release them, it required a special spanner to wind them off and there wasn’t one available, the nearest being at Edinburgh. By this time, when a train is in trouble, an operations manager usually turns up to oversee the recovery and to implement any diversions that may be required. I was advised that unless we moved from where we were standing the local residents would be using our train for target practice. We were standing opposite what was a notorious housing estate for the local vandals, but as yet no one appeared to take any notice of our dilemma. He also advised me that a class 37 locomotive was on its way to move us clear of the main line; it took a bit of persuading that another loco was not required and the problem was a seized brake, and the class 91 loco was capable of moving the train without assistance. After consulting with York Control I recommended that the train should return to Glasgow at slow speed and then onto Polmadie depot for repairs.

The operations manager was insisting that we first travel to Motherwell to detrain our passengers, which was another six miles further south. I stated that this train was not going any further south as the extra miles would have done more damage and caused considerable delays to other services. Eventually I won the argument and the necessary arrangements were made for our return to Glasgow, riding in the DVT keeping an eye on the amount of smoke being generated; even travelling at 20 mph caused the defective brake cylinder to start smoking quite badly. We arrived back in Glasgow at 1330 hrs and everybody was transferred onto the next service departing at 1400hrs.

91025 had been in trouble over the weekend of 20 & 21 June 1992 and finished up at Craigentinny depot. I was to travel on the 0620 from Doncaster through to Edinburgh and then take a taxi to the depot to ride back with 91025 as far as Doncaster. The depot staff had already found a problem with 1 & 3 traction motors. With only two motors left they requested that a TRI travel with it. The empty train was booked to leave the depot at 1100hrs, but as with all these type of empty stock trains we could leave earlier. The driver, who was booked to take the empty set was from Newcastle. He joined me on the train north so we were both in the same taxi; being empty, no guard is required. We left the depot to go up to Edinburgh as there is no direct access south from Craigentinny. There we changed ends and, after getting the right of way, we left with no problems passing Dunbar at line speed. Even on two motors a good speed can eventually be achieved. On passing the neutral section at Innerwick the line light on the desk stayed red – it should have gone back to the normal line live colour of yellow. After pressing the cab reset button it returned to yellow, but on opening the power handle immediately went back to red, followed by the General Fault also going red. We were now beginning to climb one of the steepest sections of line up towards Penmanshiel and the train was losing speed fast. We came to a stop halfway up the hill; the driver was advising the signalman we were in trouble and a TRI was on board investigating the problem. The fault was due to a field overload problem to the traction motors and, even after reinstating all the motors and trying any sequence, no matter how many motors I isolated the problem would not clear. It seemed that this was more than just a field problem as isolating the defective motor on the computer should have cleared the problem. It appeared that it was one of the permanently wired-in transformers that was giving the problem and causing the electronic detection system to pick up a fault signal. It would be a few years until we fully understood how the loco worked and fathomed out how to get round this problem, but for now we were a total failure. The operations department arranged for a freight train to be put into a loop ahead of us at Grantshouse and used the engine of that train to drag us clear of the main line into an adjacent loop to await our own rescue engine which eventually arrived two hours later.
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43080 trailing on the 0955 Aberdeen–King’s Cross, passing Grantshouse on 4 September 2004, where we had a two-hour wait to be rescued. (Paul Corrie)

On 21 July 1993 the 2200hrs Kings Cross to Newcastle train failed shortly after leaving Grantham just after passing through a neutral section with partial loss of brake pipe. The drivers thought that the TDM had crashed but soon found that this was not the problem and were unable to locate the reason for the low brake pipe reading. Another MkIV had already coupled up behind the failure to assist, but still a brake could not be obtained. Eventually the on call duty officer arrived and, after isolating the DVT, a full brake was obtained and the train proceeded to Newark where it was terminated, having been standing for over four hours.

An internal inquiry was arranged and I was invited to sit in with the two drivers involved and a traction inspector to discuss what happened two days previously. My role was to assist with the technical issues raised and ask any relevant questions. Going through the events as they took place and making the necessary notes, it became clear that the drivers had no responsibility for isolating the door override systems, this being the role of the guard. The rule book and other notices regarding the isolating of the door override valve stated it was only to be used when loss of door interlock could not be rectified. At no time did the loss of door interlock take place and, even though at one point this valve was isolated, a brake could still not be created to the full 5 bar. Between the train door interlock being proved and the retention of the brake there are a number of relays and if any fail then the brake is lost even though the interlock is still lit. This was the problem two days previously, but to overcome this both the door override and the brake control unit have to be isolated. This information is not part of the training process and I pointed this out during the inquiry. Unbeknown to me the traction inspector didn’t take this comment as it was intended and I found out a few days later from one of the drivers at the inquiry that the traction inspectors were trying to get us (TRIs) removed from travelling with drivers and giving them information which they deemed was their role. I had always believed that any information which I thought would be useful to either a driver or guard in helping to prevent a failure was in the best interests of running the service. Having been given this information I made one phone call to a senior manager who already knew of what I was talking about and he said, ‘If anybody is to be removed from travelling with drivers you won’t be the first.’ That was enough for me and nothing more was ever heard of it.

A few months later I had been invited to sit in on one of the traction inspector’s team meetings being held at Doncaster, subject to not being required for any service issues. This had been requested by the traction inspectors so that for any technical issues they had I should be able to answer their questions. It had been proposed earlier that a TRI would be welcome at any of their meetings but as the service always came first we were not always available. The meeting went well and after explaining some of the technicalities of the class 91 they understood better how to isolate and reset the traction motors and solve brake problems which they would hopefully pass on to the drivers in more simple terms than had previously been done. This was to the benefit of everybody.

This is one of those incidents that got worse as the journey progressed. On 28 December 1993 the 0910 service from Kings Cross to Leeds had been experiencing problems with the TDM system and intermittent loss of power on its earlier morning journey to KX. Already in London I was asked to ride the 0910 to see what the problem was. Going north the TDM system was occasionally flickering out but not enough to cause the brakes to apply. On arrival at Leeds a fresh driver was booked to take it back south on the 1205 service. Having not had any problems from KX I would travel back as far as Peterborough to ensure all was well. Departing Leeds on time, travelling in the loco I had no problems to Doncaster. After departing Doncaster I received a call from the guard saying that the vehicle next to the loco had no lights and the doors were not working; at our next stop at Retford I would have a look. The TOE static convertor had failed with the main fuses blown. Checking the battery voltage it was down to 89 volts which was close to the fail point of 86 volts and this vehicle was more important in retaining the door interlock circuit than the other trailer cars. Suddenly the train made an emergency brake application and, after contacting the driver, he reported that the TDM had crashed. After resetting the TDM we set off again, but on braking for the next station stop the TDM crashed again, bringing the train to a halt. Eventually we got going again, but on setting off the loco lost power; luckily it was one of those faults that the on-board computer can overcome. Approaching Grantham the train now began to have difficulties with the ETS which kept knocking off, and it took several attempts to reset it. The TOE had now failed completely and at Grantham the guard had to advise passengers to move to another vehicle while we locked all the doors and isolated the vehicle as per the operational instructions. Not much more could go wrong I thought, but on approaching Peterborough the TDM started to fail again. Also we had been reported by lineside staff of smoke coming from under the DVT. I had already advised Control of our previous problems and hoped we would make KX, but this was the last straw as they say. A brake cylinder had somehow stuck on after the previous brake applications with the TDM. It released OK once the distributor had been blown down, but with all the other problems control decided to terminate the train at Peterborough, arrange for the loco to run round its train and drag it down to Bounds Green for investigation. I travelled with the set to the depot, finally arriving back at Doncaster around 1800 hrs.

Sometimes, knowing that a TRI was available, a set would be allowed to continue in service rather than cancel a service. On Saturday, 12 November 1994, I had already been up to London and was returning north. Hoping for a right time finish I was advised by the maintenance controller that 91014 had been in trouble at Glasgow with an alleged wrong side brake fault where the brake pipe didn’t drop in sequence to the brake being applied when coming from the depot into the station. This then had self-rectified and, as the train would be driven from the DVT to London, it was allowed to continue in service. I was asked if I would return back to KX where the set would wait until I arrived. Kings Cross fitters and I carried out a brake sequence check and, although there was a slight hesitancy from the running position to the first application, we couldn’t get it to repeat the problem at Glasgow, so the decision was taken to allow the train to work the 1600 service to Edinburgh. On leaving KX we were diverted on to the slow lines resulting in several brake applications before regaining the main line at Finsbury Park. From there no more brake applications were made until approaching the 105 mph speed restriction across the Fens. On applying the brake to notch 3 the brake pipe only dropped a small amount to 4.6 bars; it should have been 3.9 bars. A full service brake application made no difference to the brake pipe reading still at 4.6 bars. I asked the driver to leave the brake handle in the full service position, as it was obvious the train was slowing down, and let the train come to a stand while I investigated the problem. York M/C were advised of a wrong side brake fault, train at a stand, and, carrying out a quick check to ascertain the problem, the driver informing the controlling signal box of our problem. The driver, as per the usual procedure, contacted the guard to advise him the reason why we had stopped mid-country and stated brake at full service but only 4.6 bar on the brake gauge. The guard replied, ‘I have my gauge reading 3.9 bar.’ After approximately one minute the brake then dropped to the correct reading of 3.9 bars without touching any controls or myself interfering with any relays and before I had time to fully check out the brake systems. On recreating the brake and again making several applications we could not get it to fail again. With the brake in the DVT reading correctly it was suspected the fault was in the loco’s brake control unit as the TDM system had dropped the brake correctly in the DVT. This information was passed on to Control who stated on arrival at Peterborough the train would terminate and be sent back to Bounds Green, the passengers being transferred onto the next service which would be extended to Edinburgh. By the time I got back to Doncaster I had done a thirteen hour shift.

On 13 December 1994, 91031 had come to grief halfway up Stoke Bank, working the 0600 Kings Cross–Edinburgh service, with a transformer problem. I was already travelling south and was, as usual, dropped off alongside the failed train. The problem was due to the transformer oil pump failing causing the oil overheat detector to trip and cause loss of power. By the time I had arrived the overheat stat had reset, but I couldn’t get the oil pump to run for long before it tripped out on its circuit breaker. Due to the time of year I guessed that if the power was kept to half we should be able to make Grantham by which time a decision from Control would have been made. By now the following train, which was a Leeds service, had passed us on the slow line, and after advising Control we would probably make Grantham, set off at reduced power. Control had now made the decision to terminate the Leeds train at Grantham and swap over the passengers from both trains, allowing the Edinburgh service to continue on a good set with the failed service going to Leeds and then back to London before being sent to the depot. We arrived at Grantham with no problems of overheating oil, both sets of passengers and crews being transferred and eventually setting off again now towards Leeds where the train would be loco-hauled back to KX. As a precaution, the rescue engine had been sent from Doncaster and was en route towards us. Control arranged for it to be stopped at Retford and to follow us to Leeds. Unfortunately my luck had run out: the oil temperature had started to rise again even on reduced power and, after leaving Newark, we were getting more and more problems. The climb up the bank from Carlton was the last straw as we were down to 20mph going over the top at Askham tunnel. I had already warned Control that we were now a failure and required loco assistance from Retford.

The class 91 and MkIV sets were now beginning to give us some strange problems. 91015 was repeatedly losing power with a Gate Turn On (GTO) Power Supply Unit (PSU) fault on the microprocessor computer unit. It was first reported to me on 4 January 1995, but had already been giving trouble just before the New Year. This problem caused the loco to lose the OHL supply, but would regain it after pressing the reset button. Once again this was becoming one of those faults that would take some time to resolve. It required a TRI to ride this loco at every opportunity and I think all of us at some stage had been monitoring this loco. In these cases we would specify that the loco be on certain diagrams for a fault like this so that we could give it maximum cover, and in most cases Control would try to accommodate our request; but the service always came first and sometimes they would have to swap it to another diagram to cover. As usual we had to determine what the actual fault being detected was, but eventually found that a negative feed to one of the fault indicators was being lost; this was the same as a genuine fault being generated. Fitting a temporary negative allowed the loco to continue running, but was still protected from any genuine faults. By June the problem had been traced to a plug and socket on one of the cubicles. The depot staff found a broken crimp in the plug which when first built had been bent and had finally fractured, causing the intermittent fault.

It has been said that in the steam days faults took three minutes to find but three days to fix. In diesel days it was three days to find the fault and three minutes to fix. Looking at the above problem this took six months to find and probably only six minutes to fix. Things were not getting any better with this new technology!

One of my more unusual requests from Control was to ride MkIV vehicle 12473. Sometimes when a vehicle is stopped for repairs the necessary parts are not immediately available and the vehicle is then put to one side waiting. To keep the service running other parts are removed from these stopped vehicles resulting in more and more spares being required to allow the vehicle to return to traffic. These vehicles are commonly known as ‘Christmas trees’. In this case 12473 had not been in service since being stopped in late 1993 and today, 14 May 1995, was its first trip. Everything worked as it should which made this a routine trip.

Due to engineering work north of York a set had been stabled overnight at York, and was now in trouble with a loss of brake pipe when selecting direction. Checking out the brake system found that the class 91 parking brake interlock valve was defective. This is a device fitted to all modern locos preventing them from moving if the parking brake is still applied. In this case, even with the parking brake off, the interlock valve had failed causing the loss of the brake pipe. By blanking off the pipe to the valve a brake could then be maintained, allowing the train to move, Her Majesty’s coin of the realm in the form of a penny was just the right size for using as a blank plug. Now booked as an empty train to Bounds Green for repair I was asked to stay with the set to ensure there would be no more problems. I never did get my money back!

Occasionally we would be in the right place at the right time. I was on a day turn on the last Sunday in April with Steve Draper; consequently Control required me to travel north to cover that end of the route and it was agreed I should travel through to Edinburgh on the first train which was the 0945 Doncaster to Glasgow service. This was another routine trip and, as usual, I carried out an air con check and a service check on the vehicles and the loco. Starting with the loco I travelled as far as Darlington before going back in the train. Newcastle was always where the train crew changed over and as I always advised the present driver to inform the driver who took over that a TRI was on board. I had no need to contact him until I had finished my train check. After returning to the back of the train, which was the DVT cab, I sat down to write out my reports and contacted the driver to advise him I would be leaving at Edinburgh and would stay in the DVT till then. After the usual speed restriction through Morpeth the train accelerated away as normal when, after five minutes, the brakes went to emergency, followed by the driver contacting me on the cab phone. At the same time we passed a train on the other line with its pan down and not at a signal. The driver made the decision to stop just in case my help was needed and, before we had come to a stop, which was now some ¾ of a mile past the other train, I was in contact with control to ask was I required. They were amazed that I had already been in contact as the driver on the other train was just starting to talk to Control stating he was a failure with a transformer fault light lit. With this fault a driver has no means of resetting the system and requires technical assistance to determine why it has tripped. Having been advised to attend I told my driver to wait until I had climbed down from the train and to watch for my hand signal to allow him to proceed. I now had a long walk with two bags down the trackside to the failed train, which had stopped south of a village called Widdrington. To get to the train I had to pass a row of cottages whose back gardens bordered onto the railway and several of them had a number of large dogs that thought I was an easy target. They barked furiously at me as I walked past and I thought if one of those gets out I’m in trouble, but fortunately the fences were high enough to prevent them from jumping over. Eventually I arrived at the rear of the train to be greeted by the driver who told me his tale of woe. On investigation I found that the problem was due to a low oil level in the convertor cubicle and the protection circuit had operated causing the transformer fault light to come on which in turn disabled the loco. After checking that there was no serious leak on the system, I was able to bypass the fault relay, and, running on reduced power to ensure the thyristors would not overheat, we made our way to Newcastle. I had already phoned ahead to the fitters to arrange for oil to be supplied and, after refilling the system, the train was able to proceed at normal speed. I travelled through to Peterborough to ensure the train was not likely to fail again. The action of the driver on the Glasgow train, realizing that a train was in trouble that might need my assistance, saved a considerable amount of delay to the other train and was duly thanked by his managers for his quick thinking.

I had booked my holiday leave for the last two weeks in August, but with rest days I actually had nearly three weeks. On Wednesday 14th, my last day before my holidays, I was booked to ride a train from Newcastle to London which had a static convertor problem on the TOE. This was again a routine journey to monitor the battery voltage and if it got too low I was on hand to carry out the necessary action to ensure we arrived at Kings Cross. I could only get as far as Darlington to meet this train and duly joined it at the front end to advise the drivers where I would be on the train in the event they needed me. I normally sat in the vestibule end of vehicles with stat con problems, to keep an eye on the voltage. We had only left Darlington five minutes earlier when the train stopped again and, after a few minutes, a call was put out over the train announcement system for me to get in touch with the train crew. On contacting the driver using the train internal system, he advised me that we had set off a Hot Axle Box Detector on the service vehicle, which he had checked and confirmed it was hot. The controlling signal box advised the duty control manager of the details of this type of incident and, as Control already knew I was on board, they rang me to confirm if I had been advised. I said ‘Yes’, and could confirm that we had a hot axle box and I would examine it to determine whether we would be able to make the nearest station, Northallerton, to detrain our passengers. After removing the axle box outer cover I could see that the outer bearing was in good order and it appeared that only the inner bearing appeared to have overheated. We were having a few problems, allegedly connected with inner bearings, and investigations were still being carried out as to the cause. In this case it seemed that grease had been allowed to escape from the back of the axle box which then caused the box to generate too much heat and it tripped the detector. After ensuring that the wheel turned without any undue strange noises, I informed Control I was confident that we would make Northallerton running at a maximum speed of 50 mph; they passed this on to Railtrack. With permission to proceed we set off, the guard making the necessary announcements to advise all the passengers that this train would be terminating at Northallerton, along with the catering crew who were quickly trying to gather all their equipment together, as they had been told to travel onwards to London to pick up their next diagram.

Once everybody was off the train we shunted out of the way for me to inspect the axle box again and, providing there was no problem, we would be returning back north to the depot at Newcastle for the vehicle to receive a new wheel set. Confirming everything was OK we set off at a maximum speed of 50mph with agreed stops en route to examine the bearing, but running at 50mph on a 125mph route we were always going to be put out of the way in order for other faster services to pass. Eventually we arrived at Heaton depot around 1200hrs and the only way back to Newcastle station at this time of day is by taxi. It took 45 minutes for a taxi to arrive at Heaton. I caught the first available service that stopped at Doncaster and arrived back somewhat later than I anticipated, but I was looking forward to my holidays.

We had booked the first week in Newquay. My eldest, Graham, who had left home and moved to Sheffield as a student, was able to join us as well as our daughter, Angela, who had booked a week’s holiday so we could all be together. Angela was still living with us and it had been a long time since we had all been together as a family on holiday. Christine and I had been to Newquay on our own, but it had been a good few years since we were last there and the place had changed quite a lot. Newquay had now become a surfing hot spot and I have never seen so many VW camper vans in one place. Our hotel was near the beach where the surfing took place, known as Fistral Bay, and what we didn’t know when we booked the holiday there was a surfing competition for three days as well as the Radio 1 road show for a day and the place was heaving. The hotel had a private car park, but getting in and out proved to be a struggle – the surfing fraternity needed lessons in parking not surfing – I think I did as much weaving as they did on their boards! The last week was spent rearranging the back garden and building a patio. I was now ready for returning to work for a rest!
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View showing both detectors and the wheel counter on the inside right-hand rail. (Courtesy Network Rail)
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A Virgin HST set passing over the detector at speed. (Courtesy Network Rail)

I started back on the last Saturday in August due to other TRIs being already on holiday, but my first day back started worse than the last day 2 and a half weeks previously. I was on the day turn and given a routine run from Doncaster to Kings Cross on the 0600 ex-York. This was to give me time to catch up on events and my mail and being a Saturday, I was able to sit in the first class which was practically empty. Just north of Grantham the train made an emergency stop with the emergency announcement sounding stating the passenger communication had been operated. As I looked up I could see that the next vehicle had filled with smoke which the catering crew had spotted and brought the train to a stand. It appeared that the air conditioning unit was filling the vehicle with smoke and, after advising the driver I would investigate from outside, he would take the appropriate action necessary regarding the safety of the train. On initial checks it seemed that one of the circulation fans had failed and, because the system was in the heating mode, the filter on the outside of the unit which prevents debris from being drawn into the unit had started to smoulder causing the smoke inside the coach. After ensuring there was no actual fire I isolated the unit electrically from the vehicle supplies and advised Control we would be OK to proceed at caution to Grantham, where we would terminate and then clear the main line into the sidings allowing me time to investigate more closely. After ensuring that there was no possibility that the vehicle could catch fire due to the speed of the train we were diagrammed to set off towards Kings Cross where the train would then be sent out to the depot. Being a Newcastle crew who didn’t sign the direct route, via Hertford, to Bounds Green depot it was more practical to go to KX.

We arrived at KX just gone 0830 and the crew who I had travelled up to London with were also the crew who were diagrammed to work the 0830 ex-KX to Edinburgh back as far as Newcastle. Under normal conditions a crew must have a break after so many hours on duty and in this case they wouldn’t have a break until arriving back at Newcastle at around 1145. In these cases a London driver, if available, usually drives the train to an agreed location, which today would be Peterborough giving the Newcastle crew time to have their break. I was asked by Control to travel back on the same train carrying out a pre-exam on the loco, 91014, and to investigate reports of a whining noise from the bogies. I sat with the Newcastle crew having my break as well and as we crossed the Fens, south of Peterborough, we made our way towards the front of the train ready to climb into the loco at the front. The London driver stated that there was a whining noise coming from under the cab. I said ‘thanks’ and climbed in after the drivers. We departed from Peterborough, gathering speed all the time, hitting the bottom of the 14 mile climb up Stoke Bank at the line speed of 125mph. The previous driver was right: there was a distinct whining coming from under the cab above 115mph; it was difficult to pinpoint as to which gear box or traction motor was to blame. I asked the driver to ease off the power and the noise also eased off: on opening back to full power it came back again. In these cases and with the loco leading, it would be easy to isolate a motor and listen to see which one was causing the noise but not while climbing Stoke Bank as any reduction in power would cost us time and we were already ten minutes late. I would check it out on the flat parts of the route. As we went through the neutral section at Little Bytham, which is approximately halfway up Stoke Bank, I was concentrating on listening to the whining which would re-occur as the driver reapplied power after the neutral section, but what I got was the driver saying ‘I’ve lost the line light and the speedo’s also stopped working.’ I looked up to confirm what the driver had said and all we could hear was the noise of the wheels and the wind rushing by. I knew instinctively that we were in trouble and I told the driver to keep coasting until I had confirmed what I thought the problem was. As I entered the engine room I could see that the on-board computer was totally black, not a glimmer of life, and that the PSU was probably at fault. Before I started to check this out I went back into the cab and told the driver that we were a failure, but we should continue coasting and try to make it over the top at Stoke and coast into Grantham station. There were two reasons why we might fail before reaching the top: the first was lack of speed (but as we were doing 125 mph at the neutral section we should hopefully manage to roll the 8 miles to the top), the second and more important was maintaining the air supply before the low main air detector applied the brakes automatically. The air pressure gauge was reading a good healthy 8½ bar, but was dropping slowly. Low main air protection is set at 5 bars. We contacted Doncaster power box to advise them that our train was a failure and we were hoping to coast into Grantham where we would be unable to move once stopped and could they give us a clear run if possible. I also informed Peterborough power box who controlled the section to the top of Stoke Bank of our dilemma and if we thought we would not make it we would stop short of the top giving them the opportunity to divert any services behind us onto the slow line. After these conversations I phoned our control and told them of our problem, and the discussion with the signal boxes and that the T-Bird was required. As we rounded the last bend at Corby Glen we could see the top of the bank only three miles away and we estimated our speed around the 70–80 mph mark, with the main air now down to just less than 7 bar. The vehicle’s air suspension systems were slowly draining the main air from the loco as we rolled along. We now had to make a decision: do we stop at the top and await rescue or risk it and hope that the air pressure doesn’t drop too much? Our speed was now dropping at a faster rate as we rolled towards the top of the hill, but the driver reckoned that we would still be doing around 40 mph over the top which was enough momentum to allow us to make Grantham station five miles down hill. Decision made and fingers crossed we rolled over the top at a faster speed than we anticipated and the air pressure was still holding at 6½ bar. It was now up to the driver to use his skill and judgment to make a perfect stop as we would only have enough air left for one stop – there wouldn’t be enough air left in the system to allow him to release if he thought he was going to stop short. The stop at Grantham was perfect with just enough air left before the emergency system operated. I now went back to check the computer’s PSU and, as I thought, there was no output voltages from the unit, all I had to do now was isolate the train ready for hauling away back to Bounds Green. After the rescue engine had been attached I waited for the next service north to Doncaster and finish.

I was on the 0600 turn and having a good a day for a Saturday; it was a lovely sunny day for the middle of October 1996 and I had arranged to take the ‘Boss’ shopping. On my last train heading back from York to Doncaster for a right time finish I received a call from Control, and also the message system went off, to say that the 1000 Glasgow – Kings Cross train had failed at Northallerton. Indications were that something had hit the loco causing it to lose all its transformer oil. I made my way north again, arriving at Northallerton just after 1500hrs. The failed train had now been standing nearly ninety minutes and the rescue engine was already standing behind the loco, as Control required the failed train to be taken back to the depot at Newcastle. Due to the layout at Northallerton, trains could get round the failure without too much delay, and being a Saturday afternoon not as many trains were running. The passengers had already left on other services, just leaving the driver and guard. On investigation I found that it wasn’t something that had hit the train, but that something had become loose and fallen off. The loco, 91026, kept on giving loss of power indications and the driver, knowing that Northallerton station was not far away, made a sensible decision to stop in the platform just in case it was serious, a good decision in the end. The problem was caused by No 4 traction motor to gear box drive shaft becoming uncoupled at the gear box end and due to the rotation of the traction motor, which was now spinning freely. Part of it finally fell off causing serious damage as it went under the loco, to the transformer oil pump and numerous air pipes. This was a serious incident and could have led to the loco becoming derailed, and, at 125 mph, it would have been catastrophic. Having seen the amount of damage the only sensible thing was to detach the loco and put it in the local siding using the rescue engine, and then drag the rest of the train back to Newcastle. Arrangements were made to allow us into the sidings as these were usually required by Railtrack for stabling their ‘on track machines’, but this was a weekend when they were not required. These sidings had the ability to allow locos to run round so it was just a case of dragging the loco clear into the siding, uncoupling, running round, and back onto the train. After coupling up the T-Bird and carrying out a brake test, it was found that none of the brakes worked on 91026. We could create a brake pipe, but were unable to get any of the bogie brake systems to work, including the parking brake. The damage caused by the part of the drive shaft as it went under the loco had damaged too many pipes. The shunting move itself went without a hitch, using wheel scotches to secure the loco, but these sidings were all on a tight curve and were not in the best of condition. With the combined weight of a class 47 loco (120 tons) and a class 91 (84 tons) this was causing the rails to make some awful banging and grinding noises, and I was just hoping that we wouldn’t become derailed due to the poor condition of the track. Having made it back onto the train OK and coupling up the loco onto the set it was dragged back to Newcastle. A replacement class 91 would be sent from either Edinburgh or London to attach for the next day’s working. I caught the next service south finally arriving home around 1900hrs; too late for shopping.

If the loco was to be moved by rail then it would require another vehicle to be attached at the rear as per operational instructions. Having passed this on to Control, and also having telephone conversations with the fleet engineer regarding the damage, it was decided that it would be better to have the loco put onto a low loader. Having been given this information on my way home I assumed that would be the end of it as far as I was concerned. After having had a late dinner I sat down for a quiet night in. It was my weekend on duty and I would be at work again on Sunday morning at 0800. At around 2200 hours the phone rang with York Control wanting to know if the loco at Northallerton was fit to run on the main line. Apparently, after consulting various people regarding access for a low loader, it turned out that the ground was not firm enough to accommodate such a heavy load and the only option had now to be by rail. I couldn’t say for sure how much damage had been done to the bearings on No 4 gear box when the drive shaft fell off, but having moved it into the sidings without any undue problem, it might be alright at low speeds. After a lengthy discussion it was agreed that I would go back out to Northallerton in the morning and, running at 10 mph for the first few miles, I would check out the gearbox for any signs of running hot or strange vibrations. The loco was destined for Doncaster works and, providing that we could reach Thirsk without any problems there was provision for a low loader to gain access on firm ground if required. If I thought that we could continue by rail then I was to obtain permission from York Control before leaving Thirsk.
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91026 arriving at Doncaster between 47474 and 47763. This photograph and the next were taken by the same driver who had failed at Northallerton with 91026 the previous day. When these were taken it was raining, hence the poor quality of the pictures through the cab window. Both photos were given to me, but unfortunately I have lost the driver’s name, so cannot credit him for taking them. (Unknown)

Booking on duty Sunday morning and confirming that I was still required to travel back out to Northallerton, Control told me that I was to go with our (Doncaster) T-Bird through to York where another class 47 engine and driver would be waiting, couple up together, and both forward to collect 91026 with a class 47 at either end for the purpose of brake continuity. Having two locos meant that coupling up 91026 in between the two class 47s in the sidings was easy. After proving that we had all the necessary brakes, etc, it was time to leave. I walked by the side of the loco observing the flange that had once been connected to the drive shaft for any unusual grating signs indicating that the bearings were damaged. With a total weight now of 324 tons, once again the rails groaned and banged, even more under the now slowly moving locos. Arriving at the signal to allow us onto the main line, I climbed into No 2 cab and waited for the signal to clear. At the southern end of Northallerton station the railway splits into four tracks with the slow lines on the outside, and it had been agreed with the signalman that we could stop as many times as we liked en route to Thirsk to carry out checks. Initially we set off at 10mph for the first mile before stopping to check for anything getting warm – all clear. After the third stop I asked the driver to increase speed up to 20 mph – again there were no problems. Speed was increased again to 30mph – again all clear, and as agreed we stopped at Thirsk for me to report on the condition of 91026. Advising control and the fleet engineer there were no problems I was told that subject to keeping to 30mph we should continue. The signalman was advised and given a clear road continuing along the goods line. We were now stopping only every ten miles, and each time all clear. As this was a Sunday morning there were few trains that required the goods road and we ambled along at a steady pace until reaching the bridge crossing the river Ouse north of York. Here we had to cross over all the main lines, but after a short stop to allow an express through we set off again. Our route was now avoiding the station and we would be booked onto what was called the Leeds line from York and out towards South Milford, Knottingley and back onto the main line north of Doncaster at Shaftholme Junction. As this was mainly a freight only route we were not interfering with faster services but, after coming to a stop at Shaftholme waiting access to the main line, the signalman told our driver he couldn’t let us go and couldn’t give us an estimate of how long we would have to wait. It was now 2 o’clock in the afternoon and we only had 4¼ miles left to Doncaster, but this was a two-track railway and train services were now a lot more frequent. Running at 30 mph would impede on services running at 125 mph and there was no gap in the service to give us time to clear before we delayed a train behind. Contacting control we told them what had been said, and could they see what could be done to allow us to proceed as well as allowing our T-Bird to be available for any problems? This seemed to do the trick as five minutes later I received a call from Control asking my driver to get in touch with the signalman.

This done the driver came back and said could I guarantee that we wouldn’t stop again until we were put into the sidings at Doncaster, ‘No problem,’ I said, and, after the driver reported back, the signal cleared and off we set for the last few miles. 91026 was put out of the way ready to be collected by Doncaster works Monday morning; the engine from York returned north and our T-Bird was shut down waiting for the next call. The incident with 91026 was the third in a similar failure of a gear box and traction motor drive system, the other two being attributed to bearing failures. It was being investigated by the Railway Inspectorate and at one point the fleet came very close to being withdrawn. But after it was pointed out that although all the failures had a similar nature they were all different types of failures, and the pressure eased on having the fleet withdrawn. A solution was designed to prevent this type of failure again involving a device that would automatically disconnect the traction motor from the gearbox in the event of any bearing in the gearbox or motor being detected as seizing up, excessive torque being applied due to other circumstances and a check made that the traction motor mountings had not become loose. This was known as the Traction Failure Detection System (TFDS). We knew it as a system called ‘Safeset’ and it would give us plenty to do in the future until the initial teething problems had been ironed out. The original drive shaft was modified at the traction motor end to allow freewheeling between the traction motor and gear box, to take place in the event of a fault being detected.
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Myself in the back cab of 91026, where I rode all the way from Northallerton, listening for anything unusual from the damaged area. (Unknown)

Simply explained, the modification required two plates and between these plates oil was injected to a very high pressure which held them both together, under normal conditions. This amount of oil was no more than two thimbles full. When a fault was detected, a device called a protractor bolt was electrically fired which allowed the oil to escape enabling the motor to rotate freely. At the same time as firing the bolt, the traction power was shut off and the brakes applied, both being done automatically, so as to stop the train as quickly as possible. Once the driver had investigated the reason by means of a colour coded indicator unit inside the engine room he would have to advise Control before isolating the necessary equipment to allow him to proceed, or stand and wait for technical assistance depending on the colour code on the indicator panel. Green was system normal, orange was torque overload, and red was a bearing failure which would require investigation prior to allowing the train to proceed.

Our new chief executive, Mr Christopher Garnett, was always travelling up and down the route introducing himself to any member of staff he met, but he was getting a reputation for nearly always being on a train that somehow managed to get into some sort of difficulty. On 22 May 1997, Mr Garnett was travelling from London to York on the 0800 Glasgow service when the driver rang Control shortly after leaving London stating 91021 had locked out two traction motors, and that just before reaching Stevenage, had locked all four out and coasted into the station. Things got worse: passing Hitchin I had another call from Control stating that another of our services, the 0820 Kings Cross–Leeds service, had failed leaving Stevenage and was blocking both roads north of the station, with Mr Garnett asking what actions were being done to get the trains moving again. I was on the 0700 Leeds to Kings Cross Yorkshire Pullman monitoring a failed static convertor. This service runs non-stop from Doncaster to London and was one of those that should not be delayed if at all possible. I was now requested to detrain at Stevenage, the driver stopping with just the DVT cab door on the platform at the north end which, as I mentioned earlier, eliminated the need for the station dispatch procedure. After the train had cleared the platform I walked across the tracks and, as I looked up, I could see Mr Garnett standing on the platform looking in my direction. We greeted each other as I pointed to both trains and shrugged my shoulders. The first priority was to attend to the train that had failed halfway out of the platform. Climbing into the cab of the DVT to use the cab phone, the guard told me that the Time Division Multiplex had crashed and wouldn’t reset. I checked the TDM indicator in the DVT cubicle which showed it had failed, but due to the time factor and trains queuing behind I isolated it and told the driver to create a brake and, if OK, to liaise with the guard for leaving. This done I now concentrated on the Glasgow service, after resetting the motors and trying for power. All seemed in order. A phone call was made to Control to inform them I had power back on all four motors and to ask should we proceed to see what happens. Mr Garnett was standing by the cab door and I said we were about to leave and see what problems occured en route with a possible termination at Peterborough if things looked bad.

We received the buzzer to depart. The cooling fans whirred into life, the power light came on, and the train slowly eased its way up the hill gathering speed all the way with so far no problems. As we approached Hitchin the train was nearly at line speed of 125mph, but as we ran over the points south of the station the loco’s fault lights all came on; I asked the driver to coast until I had checked what had tripped. Once again the EFR had tripped and, after advising the driver to reset the system, we coasted until we had passed through the neutral section just after the station. On reopening the controller we tripped the fault lights again; reset, tripped, reset, and finally No 3 traction motor locked out. I had a suspicion that due to the movement of the loco over points and crossings that something might be swinging loose inside the motor which could only mean one thing: a carbon brush had fallen out by not being locked in correctly. We were still on three motors passing through Grantham, but as we leaned over into the tight curve we had the fault lights up again. Sometimes when the EFR trips it can lock out all four motors at once, so as a precaution I manually locked out No 4, as this motor had locked out earlier, before the computer could, and I hoped that we wouldn’t lose the other two. I had already advised Control that we had lost No 3 and of my suspicions, and when I told them we where now on two they told me the loco was just off repairs and had also had new traction motor brushes fitted.
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This view of a class 91 traction motor brush gear shows what happens during a flashover. The discolouration is caused by the voltage tracking to earth and the resultant arc produced. If you look closely at the copper strands, you can see that some have been blown out of the carbon brush. Also the insulator that holds the brush box has flashover damage that will have to be cleaned up, otherwise it will track to earth. (GNER/Tony Brown collection)

I now required time to investigate. A few minutes later Control rang me back and said I could have ten minutes at the most. The dilemma was how long did I need against running the train on two traction motors, which to Glasgow was not ideal, and, if it was terminated, how long a delay would there be to passengers being transferred into a following service. Our next booked stop was York and if we could guarantee a clear run through Doncaster we should be able to keep up a good speed, and hopefully have enough time to effect repairs, by which time the 0900 from Kings Cross to Edinburgh would be arriving at York and this train would be extended to Glasgow. The failed train would now terminate at Edinburgh and work the return diagram of the 0900 service. Decision made I needed to ensure that I didn’t have to waste time at York looking for station staff to advise them I would be working underneath the train, and I needed the necessary protection equipment ready for when we arrived. A phone call to the station supervisor was enough to get things moving. All I would have to do would be to telephone the signalman I was working on the train in whichever platform we arrived. We had a good run through Doncaster, but approaching York we were put onto the slow lines; I knew that this was to allow the 0900 from London to have a faster clear run into the station. We had lost more running time than anticipated, but I still needed to investigate the traction motors. Control would still allow me the ten minutes, but any passengers would have the opportunity of transferring into the other service, which would be held for a few minutes. We both ran into the station simultaneously and, as we stopped, the station staff were ready with the ‘Not to Be Moved’ board as I quickly advised the signalman who I was and what I required. I had already put on what I called my ‘baby grow’ – white disposable overalls which were ideal for lying between the tracks under trains. I won’t go into details of what might be lying around but no doubt your imagination will! Once underneath I removed the inspection cover off No 3 traction motor and there hanging free was a carbon brush with signs of where it had been flashing against the frame of the motor. When I removed the cover from No 4 motor it wasn’t a brush hanging out, but one of the spring loaded clips which held the brush in place which was swinging free and under certain conditions, with the roll of the loco, would swing closer to the motor frame and flash over causing the EFR to trip the same as the loose carbon. After refitting both correctly and making sure that there were no more, I refitted the covers and climbed back out with my overalls now covered in grease and slime. With my overalls removed and binned, and everybody advised that we were ready to depart, I was now confident that the rest of the journey would be trouble free. Mr Garnett had now walked to the front and asked if I had fixed the problem. I was confident that the train would have no more delay, but the train left York some seventy minutes late. I left 91021 at Newcastle informing the driver who was taking over of our previous problems and that we had been OK since leaving York.

‘That’s it, I’ve had enough. I’m going to hand my notice in!’ This was the greeting I got from a driver who had failed at Shipley in early November on a Bradford (Forster Square) to Kings Cross service after I had arrived and tested for power, and got it first time. This was his third major failure in as many weeks and I was led to believe that each time a TRI arrived the problem had self-rectified. This was the case today. After receiving the buzzer to depart he couldn’t get power from 91022, which was leading from Bradford. I was sent out with the T-Bird rescue engine which was directed straight onto the front of the train, but before coupling up I tested for power with no problems. With the engine already at the front, and to minimise any more delay, the train was hauled to Leeds and terminated. On arrival at Leeds it was tested again and still no problems. The set was now sent empty to Doncaster to work a return service to Leeds which had been cancelled from KX with the passengers travelling on a Newcastle service and changing into the Leeds train at Doncaster. The fault was suspected as being door interlock related, but I couldn’t recreate the problem. To the best of my knowledge the driver did actually resign a few weeks later, although he probably took early retirement.

Major failures were still occurring, but with six technical riding inspectors, three per shift on most days, our response times had improved greatly; also total failures were becoming less due to everyone now understanding what to check out, etc, when faults were reported. Depot staff had become familiar with repeated problems and sets didn’t fail as often with the same fault. As technical riding inspectors we had now fully understood most of the complexities of the class 91 and its electronics, but the reliability of these locos was still giving cause for concern and it would be a few more years before they were given a major overhaul resulting in a reduction in the number of failures. Some drivers were constantly in trouble but, usually by the time we arrived, they had identified the problem. They were unable to rectify, but it saved us some time in fault finding. Other drivers boasted that they hadn’t failed for ages, but we knew that when they did have a problem they would probably struggle, as they hadn’t built up any knowledge of what to do when things went wrong.

The class 91 loco is supplied from the overhead wires at a nominal 25kV with the return feed being passed down from the negative side of the primary winding of the transformer through insulated connections underneath the loco body and then down through contact brushes on each axle end to the rail, which in turn returns the current back to the feeder station. That is a simplified version of how it works; the important point is the negative part of the system. If the return cables on the insulted connections or the axle end brushes are removed with the pantograph still in contact with the 25kV this voltage is now passed to the negative circuit. There have been a few incidents where fitting staff have removed the axle end brushes without first dropping and isolating the pantograph, and receiving a fatal electric shock.

91006 was on the 1000hrs Kings Cross–Glasgow service on Wednesday, 8 October 1997 and line side staff had reported something arcing underneath the loco. The train had been stopped and terminated at Grantham, and I was asked to investigate. I had already been to Grantham that morning to meet a train en route to Newcastle and was on my way back south. Continuing on to Grantham I was met by the Doncaster fitter who had travelled up with the rescue engine. On investigation we found that both the return insulated connections underneath the body had burnt off. The pan was still up keeping the loco live, but there were no signs of any arcing, this probably only occurred when power was applied. The driver was still in his cab and we advised him not to climb down until he had dropped the pan and likewise we were not going to touch the loco’s body. After the pantograph was lowered we could then examine the axle end return brushes and found that two out of the four had disintegrated. The loco was isolated for hauling away back to the depot and, as far as I am aware, that has been the one and only occasion of this type of fault.

An additional service, the 1210 Kings Cross–Edinburgh in early 1998, was being reported as losing the brake at every neutral section. We knew this would probably be a battery-related problem and on arrival at Doncaster along with the station fitters we checked the fuses on 12409 and examined the connections on the batteries. All appeared in order, but to check the actual battery voltage required the loco to open the Vacuum Circuit Breaker as if going through a neutral. This done the battery voltage was checked and found to be around 50 volts which indicated a battery cell problem. As this train was nearly full, and other services travelling north were also reported as full, the only option was to bypass the low voltage problem at neutrals which was dropping out the door relays causing the brakes to apply. Once through the neutral the static convertor would come back on reinstating the 110 volt supply. After agreement by Control we left Doncaster holding in the necessary door relay through the neutrals. Having now travelled up and down this route for the last ten years I knew every part of it and when to hold the relay as required. We had no problems until approaching Chester-Le-Street. I knew that this was the last neutral before the train arrived at Newcastle. I had been down to the service vehicle for a cup of tea and was making my way back to the DVT to hold in the relay for the last time when the train made an emergency stop. I knew it wasn’t the neutral section and, on enquiring to the driver what the problem was, he told me that he had lost the line light and it would not reset. Normally we would have coasted to a suitable location, but as the static convertor had now lost its supply the low battery voltage on 12409 caused the brakes to apply.

Working my way forward along the side of the train carrying my bags was a bit of a struggle due to some of the line side vegetation being too close to the train, and there was no way round due to the steep track side banking. Eventually I arrived at the loco and after isolating the usual bypass to allow the pan to rise again – nothing happened. Class 91 locos had been fitted with an air dryer system that was designed to prevent moisture from getting into the pantograph air supply and freezing in the winter due to the wind chill factor of travelling at 125mph. Occasionally these became blocked with an oily deposit and the only way to deal with it was to bypass it by removing the flexible pipes from both ends and reconnecting them together. Sometimes though depending on how they were fitted this was not possible and today was one of those occasions. All we could do was wait for the rescue engine to drag us the remaining few miles into Newcastle.

Whenever I started my journey to work I always turned on the pager to see what was happening on the route. On my afternoon shift on Monday, 22 June 1998 a message came out that a train had failed at a place called Hemsworth, on the Leeds to Doncaster line, which was near where I lived. Stopping my car I contacted Control asking if they wanted me to attend as I was only five minutes away from Hemsworth. After being told yes, I needed the actual location as road access was not that good. I was told it was standing in the vicinity of the new bridge which I knew well. Arriving at the bridge I could see the train some 200 yards away and as I always took my briefcase home I had a few tools with me to gain access to the cubicles. The driver was already at the loco, 91016, which was showing a permanent red loss of line light even with the pan up. I quickly established that one of the Motor Overload Relays had operated, but had stuck when reset and would not now allow the VCB to close until freed manually. We were having quite a few problems with this relay sticking and they were a cause of several trains failing with loss of line light. It could only be freed by technical staff gaining access to the cubicle and manually opening and closing it again. Once freed the loco was livened up to continue its journey while I made my way back to my car and on to Doncaster, the failed train arriving at London with no more trouble.

Having had a quiet Sunday afternoon in late September 1998 I was sitting in the DVT cab ready for the exit at Doncaster as we rolled into Retford station on time; another fifteen minutes and I would be on my way home. A few minutes later the cab phone rang and, as was my normal practice, I always listened in as it was usually the driver or guard wanting to talk to each other. In this case the driver asked, ‘Is the tech rider listening?’ I said ‘Yes, what’s up?’ He replied saying, ‘We have tripped the hot box detector and the problem is on the loco and I think it’s genuine – it’s very hot.’ ‘Right, I’ll be there in a minute.’ After contacting Control, who had also just been informed, I told them the driver thought it was genuine, but I would confirm once I had checked it. On approaching the loco, 91005, I got the faint whiff of burning paint, which was not a good sign. On checking the axle box with my hand I knew we were in trouble; it was definitely too hot. As the axle box was adjacent to the platform I couldn’t get down in between the bogie and the platform to remove the cover, and I required the train to be moved just clear of the platform end. Retford has a loop adjacent to the main line for freight trains and, after informing the signalman who I was and what I wanted, he set the signals for us to move clear of the platform; this kept the main line open. After removing the cover I could see that the bearings had been very hot as the grease just ran out and it had that burnt smell. I confirmed to York Control that the axle box was a failure and we wouldn’t be able to go any further with this loco. After some discussion it was agreed that the loco would be detached and driven slowly on to the freight line to await the arrival of the breakdown crew with the wheel skate while the rescue engine would attach to the rest of the train and continue its journey to Leeds, finally arriving back at Doncaster ninety minutes later than planned. After the wheel skate had been fitted, 91005 was eventually moved to Doncaster works overnight and a new wheel set fitted.

October was not a good time for GNER with several major failures, the worst being on Thursday, 15 October 1998 at Dalton, nineteen miles north of York. 91014 caught fire, which resulted in a total blockage to all four running lines while the fire brigade attended. I was advised by York Maintenance Control to attend, but first I had to make my way to York power box where a Railtrack supervisor would take me by road as there was no rail access because of the blockage. Arriving on site I could see that smoke was still coming from around No 2 bogie. I had been told to introduce myself to the Chief Fire Officer, who was concerned that the fire might spread to the rest of the train, but as the fire was contained inside the loco I advised him that there was no danger to the rest of the train. I had also been told that both Newcastle and Doncaster had their rescue engines on the way. Disconnecting the loco electrically from the rest of the train would allow the Doncaster T-Bird to couple up and supply the ETS from the rear when given the authority to do so. After the fire brigade had given permission for me to enter the loco, I found that the choke for No 3 traction motor had burnt out which had damaged wiring in the surrounding area, burnt lots of paint work, and there was smoke damage. I was requested to check out the traction motor blower for No 3 motor which also cools the choke, but I was limited and could only carry out a visual inspection and hand operate the necessary relays which all moved freely. With a lot of water and foam being used I could see that the traction motor underneath the loco appeared to be full of water as it was running out of the end grills. I didn’t want to move the loco with all that water inside so I decided to remove the inspection cover for access to the brush gear. Not one of my better ideas: there was more water in there than I thought and as the seal for the cover released so did the water and I was soaked from the neck upwards in black foamy water. That cheered most people up as when I finally managed to look in a mirror in the toilet of the first vehicle I was more like a member of the Black and White Minstrels. At least I managed to wash most of it off to make myself more presentable. Finally, after the T-Bird from Newcastle had arrived and coupled to the loco, the Doncaster T-Bird having already done so earlier on the rear, the train proceeded to Thirsk where the class 91 was detached, the rest of the train being hauled to Newcastle and 91014 being hauled back to Doncaster works. For months after, every time you entered the engine room of 91014, you got a smell of electrical burning and it took nearly a year for the smell to finally disappear.

Tuesday, 27 October 1998 was my 1400hrs shift, and, after booking on, I was told it was all quiet and to wait for further instructions. This gave me time to plan the next week’s roster and catch up with the paperwork. I received a call from control to ask me to join the 1200 from Glasgow which had a stat con down on 12523. But there was no need to travel north; I could wait at Doncaster for it to arrive as Newcastle fitters had checked the battery voltage and they were still over 94 volts.

The train rolled in on time and, after advising the driver, I made myself comfy in the vestibule ready to keep an eye on the battery voltage. No sooner had we left the station than the phone rang to say a train had failed outside Retford with loss of all its air and couldn’t move. Packing up my gear again I made my way to the front of the train to inform the driver of the problem on the train ahead. Contacting the signalman to obtain the exact location of the failure he advised me that we would not be allowed to go up behind it in case they had to introduce single line working and we would be stopped at the emergency crossovers at Ranskill some 3½ miles away. Informing Control that I wouldn’t be able to reach the train it was arranged for a taxi to come from Retford to Ranskill and take me direct to the failure. This was OK by me but road access at this location was difficult, and approaching the town we could see the train standing in the distance across the fields. The taxi driver thought he knew how he could get me closer, but it took a couple of wrong turns to finally get me within walking distance. It meant climbing over a fence at the end of a cul-de-sac and walking down the edge of a field to the railway boundary, being watched by a couple of the local residents. Arriving at the rear of the train, 91028 was just sitting there humming quietly in the evening sun. The driver said that the compressors were not working and he had tried everything to no avail. The main air gauges were at zero so after checking that the compressor fuses and contactors were alright I opened up the compressor air governor to find it stuck in the open position. HST compressor governors have toggle levers to operate them manually but the class 91 locos do not. On giving the governor a hefty tap, the contacts closed and the compressors burst into life. The driver, now confident we would be OK, set off back to the front to wait for the air to build up before creating a brake, while I informed the signalman that we should be on the move in no more than ten minutes; I also informed Control. By now several trains were standing behind the one I had got off and the delays were mounting. With a brake created we set off and I kept an eye on the governor. On reaching the cut-off point the governor opened, but when it should have closed it remained open and once again we were in danger of losing all the air. Fitting a bypass wire to these contacts was not an easy thing to do travelling at over 100mph, but eventually I managed to wedge the contacts closed and then relied on the compressor main air safety valve to protect the system from over pressure. To limit the amount of air being pumped into the system I also isolated one of the compressors to allow the safety valve to cope.

Occasionally, to save time, a train may have a class 91 loco attached at both ends, with the leading one live and the trailing one only being used for the return journey, the driver ensuring that the original leading loco is isolated. The overhead line cannot take the power of two class 91 locos working together. In several instances, after numerous trains have been standing for whatever reason in the same overhead supply section and they all start to move off together, the OHL has tripped out, and it is now policy for the signalman to limit the number of trains allowed to move.

On Sunday, 17 January 1999 a set with a defective DVT, 82229, was put into service on the Leeds route with a loco at either end to save time in running round in the station. 91030 was leading north with 91014 trailing attached to the DVT to be used for the journey back to London. 91014 already had a history of locking out traction motors, and I was detailed to join the train at Leeds for the journey south and to investigate the motor problem. The time came to depart and we slowly crept out of the station, negotiating the crossings and heading for the climb up Whitehall. Halfway up the bank 91014 lost all power and wouldn’t reset. The fault was being generated by the on-board computer and nothing I tried would let me get around it. I also knew that we couldn’t return to Leeds station, as part of our train was now past a set of trap points. Having another loco at the back was our only solution, otherwise we would have to wait for at least an hour for the rescue engine to arrive, causing delays to numerous other services. I knew that by isolating the traction side of 91014 I could use this loco’s controls via the TDM system to power up 91030 at the rear just the same as if it was a DVT leading. I made the usual calls to Control on our problem and made my suggestion. It was initially rejected by Railtrack Control due to an operational instruction not allowing two locomotives to run with the pantograph raised. Having pointed out again that only one loco would be taking traction power (91030) and that the leading loco (91014) required the pantograph to remain in the raised position for control purposes, only then was it was finally agreed to let us proceed to Doncaster where 91030 would be attached to the front.
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Photo taken at Doncaster with 91030 leading, and 91014 dead coupled to DVT 82229. (Roger Senior)
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Another view of 91030, 91014 and 82229. I wonder what the small boy was asking his dad? No doubt he was just as confused! (Roger Senior)

Another of those one-off faults that has never occurred before, or since to my knowledge, happened on the last Friday of February 1999. 91011 was on the 1210 Kings Cross–Leeds service and had already passed through Doncaster with no problems. I was on a later service from London and had been advised that 91011 was a failure in the Hemsworth area with the driver reporting a flashing and a bang from the middle of the engine room. Unfortunately the rescue engine was already being utilised and the only engine available was 91030 waiting to go back to Bounds Green after an overhaul at the works; but there wasn’t a driver available for another forty minutes to take 91030. As I knew the exact location of the train, and road access being easy, I decided that it would be easier for me to go by car. As my shift was nearly over I could go straight home afterwards. Arriving at the side of the train I could see the driver seated in the cab just waiting for someone to turn up. The pan was already down and after the driver explained what he had found I went to look for myself. The 25kV supply from the roof to the underslung transformer is fed by a large well insulated cable passing through the engine room. There is also what is called a surge arrester inside the engine room which is ground to earth; this is for lightning strikes which are designed to protect the transformer. In this incident the main 25kV cable had somehow developed a weak point in its insulation and was flashing across to the surge arrestor which kept on tripping the overheads. There was nothing I could do for 91011 but to await the arrival of 91030 and ensure everything coupled up OK.

Today, 3 October 2001, I was on a routine journey to Newcastle on the 0615 Doncaster–Glasgow service and had already got off the train when Control rang and said could I rejoin; but too late, the train had just left. An empty train consisting of two class 91 locos had failed leaving Edinburgh and had set back into the station. The driver had reported that the TDM had crashed a couple of times and Control had advised him to return to Edinburgh to await technical assistance. In this case it was me as Alistair was on rest days. I had to wait for the next service which was the 0615 Kings Cross–Edinburgh service, arriving eventually in Edinburgh at 1115. After making my way across to the train and checking out the systems it was agreed that we should leave once the 1130 KX service had left, which was the 0755 ex-Inverness running ten minutes late. With DVT 82231 leading, 91105 a dead loco, and 91109 as the live loco, we received the signal to depart and rolled out of the station down through the tunnels and accelerated past Craigentinny depot. I was in loco 91109 watching the TDM indicators which at this time were flashing normally. We were now running at line speed and passing through the neutral section at Prestonpans. The TDM lights stopped flashing, followed a few seconds later by the usual brake application. As it was the same driver as before he knew what had occurred. Eventually, after several attempts to reset the TDM, we set off again only this time the TDM system was behaving erratically and I knew we wouldn’t get much further. Knowing our location I suggested to the driver that we try and make the loop at Drem where I recommended we run round with 91109 and put it on the front of the DVT. Advising York Control that again we were in trouble they accepted my suggestion and we finally crept into the loop out of the way of other services. Because of the nature of the TDM fault I couldn’t do what I had done previously by isolating part of the system and coasting, as the topography wouldn’t allow us to coast very far. My driver now had to arrange via the signalman to allow us to run round as soon as possible, and by the time he had walked back to me at the rear I had already uncoupled all the pipes and cables, and just required the coupling to be released. With 91109 now at the front of the train and the required brake test carried out we finally set off again at 1300hrs.
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82215 awaiting departure from Edinburgh Waverley on the 10.05 Glasgow–Kings Cross service, 25 March 2004. (Paul Corrie)

Booking on duty for the day shift on Friday, 2 May 2003, I was asked to check out a low power report on the Leeds–Aberdeen service travelling through to Edinburgh to meet up with 91115, which had locked out two traction motors and which was booked to travel light engine back to Heaton, to couple up to a set which had two vehicles with static convertor failures, as the loco off that set had been sent to Craigentinny. This would ensure a full service from Edinburgh in the morning, cancelling the 0900 from Newcastle. A train on two motors from Edinburgh would lose far more time than the thirty minutes the passengers at Newcastle would have to wait for the next service due to the cancelled one. During the night the engine from Heaton had made good time with the same driver bringing back 91115; as with all these types of loco moves, if the driver is ready to leave then usually he gets the signal to depart. This meant he was leaving Craigentinny well before I would arrive in Edinburgh. Control arranged for 91115 to be stopped at Berwick to pick me up, kept me in touch with progress of 91115, and estimated I should arrive at Berwick with ten minutes to spare. After I left the train for Aberdeen I contacted Tweedmouth signal box to make sure they had received instructions to stop 91115, which they had. As has happened once before with this type of change over, the signalman had forgotten to keep the signal at red and the train never stopped, so I always checked myself. As 91115 rolled slowly down the platform the driver spotted me and stopped to pick me up before reaching the signal; after contacting the signalman to advise I was on board we set off. Maximum speed of 60mph was achieved in a matter of seconds and at that speed it was nice to sit back and enjoy the ride. Craigentinny staff had already identified the problem as one of the new sealed relays, and there was nothing I could do. Arriving at Heaton we coupled onto the back of the train and, after the usual brake and sequence checks, I had time to check the two vehicles with the stat con problems for the battery voltage and to isolate most of the electrics to minimize voltage drop from the batteries.
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43067–43119 on the 12.00 Kings Cross–Inverness, the Highland Chieftain, crossing the Royal Border Bridge at Berwick-upon-Tweed on 4 September 2004. (Paul Corrie)
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The 17.10 Edinburgh–Kings Cross leaving Berwick over the Royal Border Bridge. (Paul Corrie)

I still had time to make myself a drink and have a sandwich as my driver for the journey south wasn’t due to arrive for another thirty minutes. We were booked to leave at 12 o’clock and, after the driver had satisfied himself that the train was fit to leave, having received the necessary document from the depot, he blew the horn to advise the depot control tower that we were ready to depart. I had already told him we would be on two traction motors and we would struggle up some of the hills, but I would be in the loco just in case of any more trouble; losing another motor would really cause us problems.

Leaving Heaton it is mostly downhill to Newcastle Central, over the River Tyne and slowly accelerating away past Tyne Yard and up the hill towards Chester-Le-Street keeping a steady 70mph; normally through here we would be over 100mph. After passing Chester-Le-Street heading towards Durham we were slowed down by a local service that was now in Durham station – just what we didn’t want. The signal sections here were further apart; my driver used his initiative and slowed down well before Durham hoping by the time the signals cleared we could use the downhill section to give us momentum up the bank. Although we were never stopped our speed had dropped down to 25mph. Climbing up the bank past Durham our speed had dropped to 15mph, but at least we were still moving and as the front of the train cleared the top our speed gradually increased, but it was a struggle to regain a decent speed until passing Ferryhill, eventually doing a nice steady 95mph, around the bends of Aycliffe at 85mph, then the dash for Darlington. If that local service has already gone we should have a clear run past the station and our speed should rise to over 110 to York. No such luck: we were brought to a dead stand to let a local Saltburn train into the station. That’s the price you have to pay for being an empty train. 91115 struggled to gain speed to Northallerton and from there we were put onto the slow goods line so other faster services could pass and again we were brought to a dead stand at York station. A normal MkIV train from a standing start at York station would reach 125mph approaching Ryther viaduct only eight miles away, but today we struggled to reach 85mph at the same location. We had good fortune at Doncaster as we were given a clear run through which helped in maintaining a decent speed towards Retford and the climb towards the top at Tuxford. A good run downhill towards Newark again assisted in keeping a good speed as the last thing we wanted was to be put into one of the loop lines where we would have seriously struggled to get any speed up again. Through Grantham and up towards Stoke tunnel we would expect to be put onto the slow line; but not today – we were kept main line and 91115 managed to get to 120mph down Stoke Bank towards Peterborough. Sometimes you would get a good run in between service trains especially if the train behind is booked to stop at most stations. I contacted the signalman at Peterborough to ask if they could give us a clear run as this would help in getting us out of the way over the Fens and towards Huntingdon where they could put us onto the slow lines for the rest of the journey. He said he would look and see what could be done, and he did just that. We sailed through Peterborough, but still lost speed up the hill towards Abbots Ripton and then as I predicted we were put out of the way onto the slow lines at Huntingdon for a nice steady journey to Bounds Green. As my driver didn’t sign the depot at Bounds Green there was a crew change at Stevenage. I also left the train at Stevenage for the next service back north. 91115 performed admirably on two traction motors, but would have lost over an hour with station stops if run as a passenger service. By the time I arrived back at Doncaster I had done nearly a twelve hour shift.

Overhead Line Problems

Anybody who has travelled on a train, or been waiting to meet someone off a train when it is reported that there are overhead line problems, know the delays can be horrendous. My first experience of this was still in the days of the HST/91 formation. Returning back from KX late in the day and sitting in the back cab of the class 91 which was leading, the front cab was full of trainee drivers learning the new class 91. The weather was getting worse as the wind could be heard whistling even above the noise of the train. We didn’t understand then how the wind and the movement of the pantograph could be affected, but as we came out of a cutting just after passing Sandy station doing the line speed of 125 mph there was a big flash followed by a loud bang above my head on the cab roof.

The driver made an emergency stop and, as we stopped, the silence was only broken by the tremendous noise and buffeting of the train by the wind. The usual safety protection arrangements were put in place immediately and, on climbing down from the train and looking up at the roof, all I could see was the whole pantograph arm lying over the cab roof. We fully understood what had happened: as we came out of the cutting the wind was blowing the overhead line in an arc between the supporting stanchions and, as the loco was at maximum speed, the natural roll of the loco was transferred to the pantograph which caused it to slip off the underside of the wire causing the pantograph to go into a fully raised position; but before the over height protection could activate to lower it again it hit the first solid object it found which was the next head span wires strung across all four tracks which support the contact wire. The OHL staff had been advised, but due to the strong winds most of the road system was also in chaos, trees and debris being blown over the roads. Eventually they turned up and, after making the usual isolation protection, we had to secure the damaged pantograph before we could proceed. The wind was that strong you couldn’t stand up straight and we had to anchor ourselves to the loco’s roof just in case we got blown off.

As it took us a mile to stop, the damage to the overheads was behind us and we were confident that we would be able to proceed using the rear HST power car. Not so. What we didn’t know then was the class 91 batteries only lasted for about thirty minutes without any battery charge, and, as we had been standing for the best part of two hours when it was time to set off again, we could not get the class 91 to create a brake. As we had plenty of drivers York Control were advised that all we could do now was propel the train to the next station, St Neots, to de-train the passengers. As all lines at Sandy were still blocked, a replacement HST was sent from Peterborough to pick up our passengers, leaving the failed train to be driven back to Bounds Green once the lines were open again.

A more serious event of this incident was caused when the wires started to drop and twist and finally snap. One of these punched a hole in a first class coach through both outer and inner body skins three feet above floor level about the size of a plum, leaving a six foot piece of wire inside the vehicle. Luckily nobody was sitting at the seat at the time. Several body side window outer skins had also been damaged. Nowadays there are special instructions for high winds, but we had more de-wirements before we fully understood what cross winds could do. In most OHL incidents the damage is usually behind the train; only at slower speeds can there be more problems as the overhead wire is usually entangled around the train.

Not a good start, on New Year’s Day 1992. The first service north was the 0800 ex-Doncaster to Edinburgh. There was only a limited service to Edinburgh and, to ensure we could cover the north of Newcastle, I was booked to travel through to Edinburgh and return. The journey north to Newcastle was uneventful and as usual a crew change was done at Newcastle. I was now sitting with the driver leaving Newcastle and looking forward to the rest of the journey being uneventful. On passing the neutral section at Stannington, 2½ miles before reaching Morpeth, there was a huge flash from the overheads, but we never lost the line light. As a precaution the driver lowered the pantograph and coasted to Morpeth where we were booked to stop anyway. On arrival at the station the pantograph was raised again and we found that a two foot chunk of carbon was missing from the leading edge carrier of 91023, but not enough to activate the pan head Automatic Dropping Device (ADD). I informed Control that the train was a failure while the driver advised the signalman. There wasn’t another train for two hours due to the limited service and the passengers were advised to stay on the train until alternative arrangements could be made. Unfortunately the train was also standing in the track section which was crossed by a road level crossing, and traffic was now beginning to build and we had a request; was it possible for the train to move clear. After again looking at the damaged carbon I agreed that the train could set back to clear the section. This done, road traffic was allowed to cross freely again.

York Control had now organised the rescue engine from Newcastle and also a special service to cover our failed train using a spare HST set from Heaton depot. It was arranged that when the relief train was standing behind us at the emergency crossovers we would move the failed train to the loop line north of the station as the T-Bird was behind the relief train, but I couldn’t guarantee that we would make it without doing any damage to the overheads, and to keep the passengers in a warm environment as long as possible. Remember it was January the first – although there was no frost on the ground it was still bitterly cold. After getting the signal to proceed we set off at walking pace and every time the overhead wire dropped into the broken area it always went with a twang as it was forced out again, causing the whole of the overhead system to bounce around. The worst part was going across the wires when we negotiated the points into the loop. At first the wire appeared to be stuck in the groove of the broken carbon and I was just about to shout stop when it flew out with a great deal of movement on the wires; but eventually they settled down and we crept slowly along until the whole train was inside clear. After isolating the train ready for being hauled to Heaton, I walked back and waited for the HST to arrive. The driver on the HST would return back to Newcastle with the failed train. The reason for the damage to our loco was found to be a fault on the neutral section with something hanging below the contact wire.
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This is similar to the missing piece of carbon on 91023. From this view, how the overhead wire would get trapped can be seen. If the pantograph hadn’t been dropped, almost certainly the wires would have been fetched down. (Martin Mousley)

Another failure involving a pan head was in April at Doncaster, but in this case it was the pan carbon carrier that had come loose and had moved at one end so, instead of having two carriers in parallel, it was ‘V’ shaped. I spotted this as the train rolled into the station and immediately jumped into the loco and lowered the pantograph; this would alert the driver as he was in the DVT and he would notice the fault lights go red by which time I was on the cab phone to advise him his train was a failure; the usual calls to York Control and the signalman first, then informing the station staff of the problem. One of the good things at Doncaster was the ability to renew damaged pantographs on an unwired road. The class 91 would be dragged off the train using the Thunderbird engine, put into the designated siding, the pan head changed and the loco put back onto the train, and then made ready to depart at York Control’s orders.

It was always my policy to check every pantograph on a train I saw with a quick visual inspection; this also included trains that passed through stations at speed. If we could prevent just one train bringing down the wires it was worth the time lost in terminating a train compared with the many hours lost in repairing the overheads.

1993 started just as badly as the previous year with the overhead line being damaged south of Retford on 10 January. I was on the afternoon turn, and, being a Sunday, was on my own returning from KX on a routine check travelling with the driver in the class 91. It was night time and we were in the middle of the country with no other lighting than what the loco headlights threw out in front of us to illuminate the track side. We had just passed a train that appeared to be standing in between signal sections when there was a loud thud on top of the cab roof followed immediately by a flash. The loco never lost power, but in these circumstances we always dropped the pantograph to be on the safe side and coasted down the hill towards Retford two miles away. Before we had come to a stop I received a call from Control asking my whereabouts as a train had lost its pan head at Gamston. I advised them that we had just passed it and also that we probably had hit some object on the overheads. On examining the train I had been on, it could be seen that there was a fresh impact mark on the leading edge of the cab roof where something had struck it fairly hard. The pantograph itself was undamaged and, after advising both Control and the OHL Control, the train was allowed to continue its journey. I made my way back towards the failed train courtesy of the local taxi service and on arrival found the rest of the pantograph system lying flat out on the roof. The wires had been brought down and were now laying on the ground some ¾ of a mile behind the stranded train. All I could do now was wait for the T-Bird to arrive and, once the pantograph was made safe, the train was taken back to Retford where the passengers were transferred to another service with the failed train being hauled off to the depot for repairs. This sort of damage can mean disruption for up to eight hours depending on the length of wire that has to be renewed and also any infrastructure that has been damaged.
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These small clips have been responsible for many of the carbons reported with chips. (Martin Mousley)
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This is typical of a pantograph arm that has been flipped over rather than laid out flat. In these incidents the overhead line damage is behind the train, as this view shows the contact wire hanging correctly, although there are pieces of damaged wire around the arm and across the roof. This incident was photographed at Thirsk on 12 February 2008. (Courtesy Network Rail)

Whilst travelling back from London on the 1830 Kings Cross to Newcastle service on 23 December, we were receiving reports of OHL damage at Bawtry. A service in front had brought down the wires and, by the time we had joined the queue, at least eight trains were in front of us waiting to get past the damaged section. This involves instigating what is called single line working and can take at least an hour to implement along with the necessary paper work. Usually in these instances other trains are also standing behind the original train as the power to the OHL is automatically switched off between neutral sections, one either side of the incident. This means these trains are trapped in the dead section without any means of power and also no heating. This was the case this time. Two other trains were also trapped and had to be dragged back under the live section before they could continue their journey. When this happens we are deployed to assist in the rescue and to ensure that the locomotives can recover from being stationary, in this case for over six hours’ before being rescued. Not the best time to have an OHL problem, just before Christmas! Being late in the evening meant the repairs would be completed in time for the next day’s service. By the time I got home it was 0130 in the morning.
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A damaged pantograph after being hit by a bird; there was no damage to the OHL as the ADD had operated. (Martin Mousley)
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Typical pan head damage after being ripped from its pivot points. (Martin Mousley)

Catching up with the last of the air con checks I had just arrived in Kings Cross after midday on 16 April 1996 when the wires were brought down south of Peterborough, cutting off all services to London, and there was no indication that any trains would be leaving for the rest of the day. It looked like I would have to travel back via the Midland route; having started at 0600 in the morning it was going to be another long day. There were three electric sets in KX and two HST sets, and as I had been told not to set off for St Pancras until advised otherwise, I sat in an empty train waiting for further instructions, but I didn’t want to wait too long as it would be at least a four hour journey via the Midland route. Passengers were still arriving at KX and around 1330 I received a call that one of the HSTs was to be used as a through train to Aberdeen via Cambridge and could I travel with it to ensure it didn’t fail whilst travelling over the Cambridge route. Because our drivers didn’t know the route via Cambridge, and due to the disruption, there were drivers available from the new suburban service at Kings Cross who knew the Cambridge route and a crew had been found from Cambridge who would conduct our drivers to Peterborough. It was fourteen years previously since I last travelled to Cambridge, when I was a relief supervisor at the Coldham Lane DMU depot. The train from London was packed solid with passengers travelling north, with preference given to those people travelling to Edinburgh and further on. We left at the booked time of 1400hrs, with me and a couple of drivers who lived at Peterborough in the back cab of the rear power car. Passengers were even standing in the luggage area of each power car and if there had been any problems with the train I would never have got through.
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Overhead wire arms and insulators hanging forlorn, after they were brought down just north of Copenhagen Tunnel on an unknown date. The speed of the train would have been approximately 40mph; this shows how at low speed a train can become entangled in the overheads. If you look closely, you can still see passengers waiting for the train to be hauled back to Kings Cross. (Courtesy Network Rail)
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Another view of the incident at Copenhagen Tunnel, that shows how the damaged OHL is blocking the other line. (Courtesy Network Rail)

Any train involved in an OHL problem usually means you are most likely to be hauled away due to a damaged pantograph. Sitting with the driver travelling back from London I noticed approximately 200 yards in front a dropper wire hanging down below the contact wire. Dropper wires are suspended from the top wire called the catenary and support the main contact wire that the pantograph goes up against. At a speed of 125 mph you have no time to react to what you see before you are past it – this was no different. Hitting the pan down button and the driver applying the emergency brake we both watched the OHL wire twist and bounce all over the place. At the same time a train was passing in the opposite direction and saw what had taken place, this driver reported the incident to the relevant power box to stop other trains. I advised my driver we should still make the emergency stop so I could assess any damage to the pan head. Luckily we were coming up to a small cutting where I could observe the pan head from a better angle. Raising the pantograph again I was surprised to find that the OHL was still live, and, looking at the pan head, I saw that we had picked up the offending dropper which was now neatly wrapped around the carbon carrier. As we had stopped midway between two signal sections we moved slowly to the next signal to advise the signalman of our problem. There was no way we would be able to proceed with this around our pan head. When the driver returned he had been advised that the train which had reported the incident stated that as we picked up the dropper the wires behind our train had started to sag towards the ground, but stopped about four foot short; this is why we managed to keep the loco powered. More good news: in the local crossing signal box there were two OHL engineers who had been working on a routine inspection. They had all the necessary equipment to deal with our problem and, after only being delayed thirty minutes, we were on our way. There was no damage at all to our loco, but there was serious delay to all other services behind us.
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Letter of thanks for just doing your job. (Own collection)

All this damage and delay to passengers is not what running a successful railway desires, but from statistics produced by GNER, services have greatly improved. For the eight weeks December 1995 to January 1996, 124 trains were cancelled compared to the same eight weeks a year later when only 18 were cancelled.

The first Sunday in 1998 saw the OHL damaged south of Peterborough, the stranded train standing for nearly four hours before it could be moved. Instead of a right time finish at 2115 it would be 0200 the next morning before I arrived back at Doncaster – another fourteen hour shift. The next day, north of York, there was another incident with the overheads coming down, with services terminating and starting at York and Darlington, only this time I wasn’t involved in the rescue operation – not a good start to a new year.

Saturday morning on 17 July 1999, I was asked to do a pre-exam check on 91024 on the 0700 Leeds to Kings Cross service. I had time at Doncaster to finalise the next week’s roster before the train arrived. Climbing into the loco and making myself comfy, I knew that I had plenty of time to carry out the check as I was told to go through to KX. On leaving Retford I was looking out of the cab window monitoring the overheads looking for anything that seemed out of the ordinary, something I always did when not fault finding. Usually everything was as it should be, but not today. As we passed under the road bridge known as Grove Road, I spotted what I thought was a registration arm not connected to the contact wire and appearing to hang just below it. Registration arms are what keep the contact wire in the right position above the locomotive pantograph. Being under a bridge there are always several of them, but with it appearing to be hanging lower than it should it would eventually cause pantographs to be chipped or, even worse, a de-wirement.
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A letter of appreciation to all of us. (Own collection)

Informing Doncaster power box of what I had seen, and then our Control, I would now check the pantograph on 91024 at the first opportunity at our next stop at Grantham. On examination at Grantham everything was OK on our pantograph with no signs of any chips in the carbons. We still had our pagers, and messages were now being sent out that the up line was stopped to traffic to investigate my report. Initially nothing was seen by other drivers who had been specifically stopped and asked to check out if my report was correct. Eventually my findings were verified by someone walking underneath the bridge and seeing the registration arm off the wire.

Below is an extract of the control log as the information was received.










	0745

	–

	R. Senior TRI on 1A04 0700 Leeds – Kings Cross in rear on loco reported to Doncaster power box & this office what appeared to be a registration arm off the overhead line contact wire at bridge Grove Road (south of Retford). Railtrack stopped up line to electric traction & 1S12 0615 Kings Cross – Edinburgh on down line cautioned through. Staff on way just in case single line working over down line Retford – Gamston if required.




	0802

	–

	Railtrack advises driver on 1S12 thought it was an earth wire off. 1A05 0705 Hull – Kings Cross HST being cautioned through on up line.




	0810

	–

	R. Senior advises at Grantham pantograph on loco 91024 off 1A04 ok, no damage. Estimated speed at location of bridge 70 mph.




	0818

	–

	Railtrack advise that driver of 1A05 had seen nothing amiss & Signal Manager at site unable to see anything amiss so now line speed on up line.




	0823

	–

	Railtrack now advise that a registration arm had now been found off contact wire so up line stopped & single line working will be put in over down line Retford – Gamston.




	0826

	–

	Railtrack advise that Doncaster ECRO have authorised up line speed of 5 mph for electric traction and line speed for diesel traction, single line now cancelled.




	0915

	–

	Railtrack advise that 15 minutes required for an isolation to effect repair & this being done after the passage of 1E01 0620 Edinburgh – Kings Cross. The previous train to 1A04 was 1A03 0600 Newcastle – Kings Cross loco 91008, pantograph examined at KX and ok.




	0957

	–

	Line speed after repairs. Other services delayed as shown.

















	TRAIN DELAY




	1S12

	0615 Kings Cross – Edinburgh

	  7’




	1A05

	0705 Hull – Kings Cross

	  9’




	1A06

	0731 Harrogate – Kings Cross

	  7’




	1A07

	0700 Newcastle – Kings Cross

	13’




	1A12

	0730 Newcastle – Kings Cross

	  6’




	1A08

	0736 Bradford (Forster Square) – Kings Cross

	10’




	1E01

	0620 Edinburgh – Kings Cross

	  4’




	1A14

	0905 Leeds – Kings Cross

	13’








Apart from riding trains, one of the other aspects of our job and the station fitters was to keep an eye on each loco we saw to have a quick look at the pantograph to ensure it looked in good order. The results of this have proved very successful in spotting damaged carbons before they can cause a major problem. Spotting the damage is easy, finding the location not so easy. On most occasions it has usually been the staff at Kings Cross that have spotted damage to a loco’s pantograph. It then becomes a needle in a haystack situation if more locos arriving at Kings Cross, or any other station, have damage all in the same area of the pantograph carbons. Control will then advise all the TRIs and station fitters on the route to examine each loco. If trains from the Leeds direction which have not yet been north of Doncaster are found to be clear then the problem is north of Doncaster, but if services from Leeds are being damaged then it’s likely to be south of Doncaster. This gives us a good idea of where in the country to start narrowing the search or worse widening it. All this takes time and if the damage to the pan heads is quite bad then the fitters at Kings Cross have their work cut out in renewing each one as it arrives. This sort of damage is usually in the form of a chip on the leading edge, but is not serious enough to either activate the ADD or cause a de-wirement. What is of concern is that the damaged carbon could have cracked and might possibly cause a de-wirement later on.

On Sunday, 13 January 2002, booking on duty for the afternoon shift, the maintenance controller informed me that we had been having trouble since mid-morning with damaged pantographs south of Peterborough, but as yet the location had not been found. It had been established that the problem was on the up line into London and I was requested to head south to London and ring again after leaving Peterborough. This I did and was now told the problem seemed to be between Hitchin and Kings Cross as a couple of the local EMUs that had come from Cambridge and not been to Peterborough had suffered similar damage. This narrowed it down and, after stopping at Stevenage, a quick look at the pantograph carbons proved they were still OK with no excessive chips in them. On arrival at KX the pan head was checked again and found to be OK, but the next electric train to arrive had a large chip missing in the same location as all the previously damaged ones. I then realised that our train had been diverted onto the slow road for most of the journey south of Welwyn Garden City indicating that that was why only a few of the local services were being damaged. This again narrowed the area that required to be checked. I was not the only person involved in looking for the cause as the overhead line department now had staff walking sections of track looking at the overhead line for anything that might be causing the problem. Usually a dropper wire hanging down below the contact wire was the most common. I made my way back to Stevenage again to catch another train south, but now it was getting dusk, and with plenty of clouds in the sky it wouldn’t be long before it would be too dark to see from a moving train.

I had now been told by the duty control manager that I could make as many stops as I saw fit between Stevenage and Kings Cross to examine the pan head for damage. This was due to the service from London being seriously delayed because of the number of locos that required pan heads to be changed and they were running out of spares. I advised the driver of the problems we were having and the instruction from Control was to stop as required. We agreed Hatfield, Potters Bar and Alexandra Palace would be the best places to stop as they had accessible platforms which made it easier to examine. I checked the pan head at Stevenage to ensure any damage hadn’t already occurred and to identify any minor chips that normally occur when running so as not to confuse them with the damage caused further on. Our first stop was Hatfield and, as the train slowed down, I was looking out of the No 2 cab window up at the pan head into what was left of the evening light when I noticed that the movement of the pan head was different to the normal as we went under a bridge. Quickly identifying the location and making a note I continued to check the pan for damage after stopping, but no chips seen. The senior conductor had already been advised of what was occurring and, giving two on the buzzer for the driver to proceed, we set off again. I immediately contacted the ECRO and told them of what I had seen and the location, to which they said ‘thanks’ and detailed staff to that location. They also informed me that they thought the problem was further back near Welwyn Garden City as something had been spotted there, but they couldn’t confirm if that was the reason for the damage to the pan heads. Another stop at Potters Bar proved negative and a final stop at Alexandra Palace again proved to be OK, and our arrival and inspection at KX proved the pan head was still in good order. After my report to the OHL Control they advised Kings Cross power box that all trains be diverted onto the slow road round Hatfield as a precaution. All the next trains to arrive had no damage. A few minutes after arriving at KX, and before I had time to contact York Control, I received a call from the duty control manager saying that the OHL staff had found what they called a cross connector adrift in the location I gave which proved to be the cause of all the damaged pantographs. It was thought that the reason we hadn’t chipped our pantograph was due to the slow speed of our train. A week later I received a letter thanking me for the assistance I gave in locating the OHL problem which was also sent to the staff at Kings Cross for their work in renewing all those damaged pan heads.

Wrong Type of Snow

Snow has always caused problems on the railways, but people just get on as best they can in the circumstances. I have already mentioned the bad winter in 1986/7 which disrupted the railway, but now when it snows the country grinds to a halt and the media make a meal of it, and inevitably come out with that phrase ‘the wrong type of snow’. But that wrong type of snow is what causes all the problems for today’s modern railway traction.

In early February 1991 winter arrived with heavy snow falls in several parts of the country causing all sorts of transport problems with both Thursday 7th and Friday 8th being the worst for me; below are details of the problems I had. Overnight there had been a considerable snow fall in the Yorkshire area, although all the main lines stayed open. On Thursday morning the 0610 service from Leeds had failed shortly after leaving Wakefield at a place called Sandal with 91005 unable to reset the loss of line light. I travelled out to Sandal on a light engine class 91, 91023, which had been standing at Doncaster for training purposes. While 91023 was being attached to the front of the failed train I went to investigate the reason for 91005 failing. Initially I couldn’t see any reason for the problem, but as I approached the middle of the loco there was water on the floor. On looking through the windows of the convertor cubicle I could see snow sitting around various ledges. On removing the access doors there was water everywhere and this was what caused the problem. With the passing of the train over the light snow it was being blown up to cab height on the trailing locomotive, and, as well as the cooling fans drawing in air from outside to the traction motors, snow was also being forced into the convertor cubicle through the low level open access grill. All this combined to fill the traction motors and convertor cubicle with snow which melted straight away causing the water to trip the locos protection system. This was the first real winter weather that the class 91 locos had encountered. The famous ‘wrong type of snow’ which the media picked up on was not thought about when these locos were designed. Similar problems with snow had been experienced with the rear power car of the HST fleet whenever snow was lying on the ground, but was rectified several years before the introduction of the class 91.

With 91023 attached and all the safety checks completed, the train departed Sandal for Doncaster where I left it, remaining at Doncaster for the rest of the day monitoring both the HST and MkIV for any snow-related problems. With the constant passage of trains during the day the problem of snow ingress reduced as most of the snow had now been dispersed away from the running lines.

Snow fell again overnight and on Friday an HST working the 0640 Leeds to Kings Cross service failed in Wakefield station. Travelling out by taxi to Wakefield Westgate as there was no immediate train service, I found the train was blocking the up platform causing serious delays to following services. The leading power car, 43071, had lost all its coolant due to a cylinder head bouncing caused by two fractured studs. The rear power car, 43104, was shutting down as soon as the driver selected either forward or reverse. The problem was probably due to water in one of the jumper cable sockets, but as they were covered in ice I wasn’t going to find which one easily. The quick answer was to disconnect the engine stop relay to allow us to depart Wakefield.

Each HST depot was equipped to supply a 3-phase 415v supply from a land-based shore supply; this was so the train’s air conditioning and catering equipment could be tested and batteries charged without the need to run a power car engine. To stop a train moving when coupled to the shore supply the engine stop relays would be energised when selecting direction to shut down both power cars so as not to pull out the connected land cables. This was a safety system fitted in the early years after several incidents of damage with trains moving when still connected to land supplies.

After ensuring that 43104 would keep running after selecting direction, we were ready for departing when a member of staff came running up to me to say there was smoke coming from underneath the leading power car. As the engine was not running and the train had been standing for some considerable time I couldn’t imagine what the problem could be. I quickly made my way to the front and, with a gathering crowd of spectators, I jumped down to investigate what was causing the problem. Once again snow was the cause; underneath the front end of each power car is a 3-phase socket with a junction box set slightly further back. It was this junction box that was beginning to burn up. Snow had somehow got past the cable grommet seals and the result was the water was acting as a conductor between the 3-phases from the train supply which started to burn up the cable insulation. After switching off the supply I removed the 3-phase cable from the rear of the power car to the rest of the train. Making sure there was no danger of the fire restarting, we left Wakefield as an empty train for Doncaster where the train was put into the sidings so I could follow up on the stop relay problem on 43104 and examine the fire damage on 43071. After further investigation the set was returned to Neville Hill for repairs.

It was not very often we rode any Cross Country sets, but the snow had been falling heavily from the West Country through to the Midlands, and the driver working the 0520 Bristol to Newcastle HST was reporting low power and poor brakes. When the set arrived at Doncaster it was covered in frozen snow. On leaving Doncaster 43175 was struggling for power and the engine was only just managing to keep running. It was suffering from a severe case of fuel starvation, and, after isolating a couple of engine speeds, the power could be maintained but only half; the rear power car, 43024, seemed to be OK. Regarding, the poor brakes I got the driver to try the brakes on a clear stretch of track with green signals in front and straight away there was no immediate sensation that the train was stopping as it should. I guessed that all that snow and ice had frozen up the brake cylinders, so once the train speed had been reduced accordingly I advised our Control that this train was not fit to continue in traffic so the decision was made to terminate at York with the set going empty direct to Neville Hill at reduced speed to have the brake gear freed of ice.

Whilst at York I was informed that the 0730 from Edinburgh had lost power to the rear power car, there was no buzzer communication, and the driver had also had to isolate the rear E70 brake unit. This appeared to be a classic case of a jumper cable fault, and once again was due to snow and ice build up around the jumpers, etc. In this case a jumper lid had not been secured correctly and with the weight of ice on the cable had partly pulled it out causing the reported problems. Once I managed to get it back in, all the systems proved to be working OK with no problems to Doncaster.

As mentioned above snow can cause a lot of problems by getting into the electrical equipment of trains. Problems are also caused with the running of trains over lying snow. It is blown about by the passage of a train and a considerable amount finds its way underneath the vehicles and can form around the jumper cables, brake pipes and brake gear, and in some cases completely covers them in a cocoon of ice. When the trains are standing in the maintenance sheds overnight, the warm buildings quickly start to melt the ice which falls off in great lumps. Changing brake pads becomes a real problem for the fitters. It is even worse if vehicles have to be detached as it can take ages to knock off all the ice from around the connections to enable them to be split.

The snow problem with the electric locomotives was partially solved with a blank shield placed over the grill at the bottom of the convertor cubicle in winter and removed in the spring. The traction motor intake grills were fitted so as not to allow direct access from snow being sucked into the motors. This was not always a success and still gave problems with the wrong type of snow. This probably gave the TRIs their strangest job: when snow had fallen anywhere on the route we would be asked to ride in the rear vehicle and assess the amount of snow being blown about, and, depending on our reports, any MkIV sets which were travelling with the locos trailing would be advised to reduce speed. In some cases the locos would be run round prior to departure.

Air Conditioning

When the HSTs were first introduced the air conditioning systems were supplied by two companies: Stones and Temperature. They were mounted underneath the vehicle in a removable module, and both type of modules had to be compatible with each other, with the external connections allowing flexibility in case of failure. The vehicle temperature was set at a nominal 21°C (70°F) and was controlled by a thermostatic device called a ‘Trafag’. This was designed to switch on the heating below 20°C and the cooling above 22°C; when 21°C was reached then only the recirculation ventilation fan ran. When in the cooling mode the air flow through the vehicle was altered by a moveable baffle plate allowing cold air to fall from the roof ducting. As with the HST, the MkIV air conditioning system was supplied by two companies, this time Ebac and Temperature. Again the modules were mounted underneath the vehicle with interchangeable compatibility. This proved invaluable as both types began to suffer from both lack of heating and, more seriously, overheating. This system was controlled by a microprocessor and was more complicated in the way it controlled the coach temperature compared to the HST system; again it was designed to run at 21°C. As has happened many times on the railway, something that works superbly in a fixed stationary environment does not work the same when on a rail vehicle. As time went by more and more of these MkIV air con units were prone to overheating, especially in high ambient temperatures that we were experiencing in the summer months. It got worse as the years went by and, as winter turned to spring in 1993, we were asked to carry out an air con check on their reliability. We started by doing this about twice each year, first around April/May time and then in the mid-summer. We travelled on as many trains as possible, checking on the coach temperature and the indicator on the vestibule end to say whether it was red, yellow or green. Red was a microprocessor fault which required access to the underframe module to reset the system. If it was a permanent fault all you could hope for was a fifteen minute respite as the system would then revert to the red fail mode. Yellow was a fault that had been logged, but the system would still run. Green was OK. It was very rare to get many greens; nearly all the air cons were showing a yellow fault mode. Keeping each other informed of which sets we had done, we could cover 90% of the fleet within a week. It was a case of what I called train hopping: as soon as I had completed the walk through I would get off at the next suitable station and catch the next train and so on. Once we had most of them done then we would specifically chase the missing sets.

Unlike the HSTs which had drop windows on the doors to let fresh air in, the MkIV vehicles had no such luxury. Consequently, when a vehicle did overheat, there wasn’t much that could be done to reduce the temperature. A temporary solution had been to lock open the vestibule sliding doors on this and the adjoining vehicles to try and let the other vehicles reduce the temperature, but when you have four, five or sometimes even six vehicles in a set overheating it just made matters worse. The vestibule ends of each MkIV vehicle also had roof-mounted fan heaters to blow warm air in the winter to give a warm welcome to passengers that had been standing on cold platforms. They too were controlled by the air con microprocessor, but each one was also thermostatically controlled. These also gave trouble over the years and many of them failed, but little was done to rectify them until the air con problems had been rectified.

Many vehicles were reported with no heat in the winter period. This could be overcome by putting an auto/manual switch to the manual position which energised half the heating elements which was enough to warm the vehicle to an acceptable level. Due to a lack of understanding regarding the auto/manual switch, it was used to try to overcome overheating vehicles in summer, and eventually an operating instruction was issued detailing what action to take in the event of overheating or of no heat. Foreign passengers, especially Americans, complained that the vehicles were too cold in summer running at 21°C and they often asked for the heating to be turned up. In a few years time they were asking for it to be turned down.

For the purposes of recording overheating vehicles I have only shown those that reached 24°C (75°F) and above, but this also depended at what time of day and the ambient temperature. From the riding charts shown in the appendix, one for each year, it can be seen how many vehicles suffered from the overheating problem, and these were only my recorded vehicles; the other TRIs also reported every vehicle overheating and in, the years 1994 to 1997, nearly every vehicle suffered at some point with an air conditioning problem.

Below is a typical week, riding as many sets as possible checking out the air con system, but as can be seen other events took precedence. This is for one in May 1993:
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By the time GNER had been awarded the franchise they had inherited a major problem and to overcome this a dedicated area at Bounds Green depot had been set up specifically to repair and rectify this problem of over heating units. Initially this was a marquee; eventually this was replaced by a dedicated building. Without going into great detail, a complete modification programme was carried out and by the end of 1998, with a lot of time, effort and money spent, the reliability improved. There were still problems, but instead of having five vehicles on a set with overheating units it would be only one; two if we were unlucky. All the above set numbers would be passed on to Control and the other TRIs so that duplication was hopefully avoided (although sometimes having someone else check the same set proved useful in ensuring there wasn’t too much discrepancy). In later years we would be asked to estimate the number of passengers in each coach as a percentage from being full as well as noting if the vestibule doors at each end of the vehicle were working. All this information was being gathered to determine how well each air con unit was performing. A typical train set is shown below using set 63 to show how in high ambient temperatures the air con system struggled. This list is from 1995. We still had frost overnight in May, but from July onwards it was very hot. Even in the early morning of August it was 21°C.
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# 10302 removed from the set and replaced by ##10333. *12449 was a spare vehicle, replaced by the original vehicle **12487 after air con repairs, but not successfully.

12489 shows that in July, with the ambient at 30°C, it managed to cool, but later in August at just 21°C it was showing signs of failing. From the above figures it can be seen that there was a serious air conditioning problem and, as I mentioned earlier, it would take another four years before the problem was finally resolved. In only a very few cases would an overheating vehicle cause a passenger to collapse, but I knew of at least two instances; consequently a solution had to be found before it became more serious.

I have not shown any vehicles on the riding charts with overheating problems when a stat con has failed as this would give a false indication. With no stat con the air con unit shuts down. Overheating became a real issue whenever the overhead line supply was lost either due to a loco problem or the actual overhead wires being damaged, especially in summer. As I mentioned earlier this was because a MkIV vehicle has no opening windows to allow any air into the coach; consequently many complaints were received when trains were standing with no air conditioning working. As a result of these incidents a modification was carried out to allow the circulation fan to be run off the batteries by means of a bypass circuit which had to be manually operated by a button in the environmental panel. It was estimated this would run for approximately two hours before the battery supply voltage got too low. Another method was to fit a barrier across an exit door allowing the door to be opened, but preventing passengers from falling out. This method to my knowledge was only used on a very few occasions as certain safety precautions had to be taken before they could be used and there were only two sets of barriers per set. With the modifications to the air conditioning units, both the above methods were made obsolete although the barriers were left on the sets just in case.

Towards the middle of July 1996 the temperature began to rise and, once again, our MkIV air conditioning units were unable to cope with the high ambient temperatures and GNER were receiving lots of complaints regarding the overheated vehicles. There wasn’t much we could do if the system had failed apart from reporting to Control who would do their best to have the modules renewed. As the heat wave passed so did some of the aircon problems, but not all and we were constantly monitoring them.

Service Vehicles (Catering Cars)

I have not mentioned very often the trouble we experienced with service vehicles, or catering cars, as they were still sometimes called. On a routine journey north on the first service from Doncaster I was advised to get off at Darlington and ring Maintenance Control for further information. This done, I contacted Control and asked ‘what’s the problem?’ The 0900 ex-Newcastle had boiler problems on 10314 at Heaton depot and they hadn’t got a replacement water pump. It was still only 0730 and I had plenty of time to reach Newcastle, but there was no point going to Newcastle as the replacement water pump would be coming up from Doncaster on the 0615 ex-Kings Cross and would not reach Newcastle until after the 0900 had departed; but by waiting at Darlington I could collect the pump personally and then wait for the other train to arrive. After collecting the pump I only had a short wait and, as usual, I acknowledged the driver as he passed. After all the passengers had boarded I followed into the service vehicle and through to the kitchen. The chef was moaning due to the boiler being defective, but I ignored him as every time I attended a catering vehicle with a problem they always had a moan and tried to get me to say I couldn’t fix it so they could shut down the service. That’s not what I was there for! My role was to fix things if possible. Changing a water pump was not difficult, but after switching the boiler back on I found that it still wouldn’t fill even though the pump was running. A quick check of the cold water circuit indicated the isolating solenoid valve wasn’t working. Bypassing the solenoid, the boiler began to fill as normal. These boilers are designed to be self-filling by means of a pressure regulating valve and a top float switch. There is a bottom float switch which prevents the heater elements being energised when not covered by water and the top one also stops the boiler overfilling. Although overfilling does occur it isn’t a serious problem, it just takes a lot longer to boil up from cold. When attending a cold boiler the regulating valve has to be manually operated by means of an override screw. I ensure that the heater elements are covered in water, then unscrew the manual override to stop the boiler filling with too much cold water to start with. A normal cold start takes at least twenty minutes before pressure is raised in the boiler. By limiting the water level I can get this time down to around fifteen minutes or slightly less and once the pressure is up the boiler then starts to fill automatically. The boiler on 10314 was not heating up the water as it should and it took nearly an hour to raise pressure; this was due to one set of heater elements being defective, and it would have to be repaired at a depot.

Booking on duty for the Sunday afternoon shift on the 9 November, I was asked to catch the next service to Newcastle and meet the south-bound Inverness–KX service with reports of a boiler problem on 40735. After advising the driver at Newcastle I would be in the service vehicle looking at a boiler problem I waited for the train to arrive. The catering staff were complaining that the boiler took a long time to get pressure up and when they took water out it went off the boil for ages; this seemed like a heater element problem. The boilers on the HST catering vehicles have two sets of elements and, depending on the speed of the engine, this determines if one or both sets of elements are used. At an idling speed of 1000rpm, the voltage down the 3-phase electric train supply is 276v. When on maximum revs the voltage is 415v. At low voltage both elements are used, but at an engine speed of 1150rpm and above only one set of elements is used and this is automatically controlled by a set of relays. Unfortunately the set of elements that had failed was the one used on the higher engine speeds, and as the engine was mostly working on max revs, again I had to carry out a temporary repair to get the boiler to work. By the time we had enough hot water in the boiler it was too late for the passengers on this journey.

After joining a Newcastle to Kings Cross service at Doncaster in the service vehicle 40720, I was immediately confronted by an irate chef; he stated that this vehicle was not fit for service. After calming him down he produced the defect book showing the previous day’s bookings in which he stated that the problem had not been rectified. Checking the equipment I understood why he was complaining. Both grills had only one element working. The microwave oven was defective and one of the hot plate switches was defective, not allowing it to be turned off. The microwave and the grills would have to be an overnight depot repair, but I managed to isolate the defective hot plate switch which would be rectified by the team at Kings Cross when the train arrived. All the above defects were advised to York M/C who would diagram the train to a suitable depot that night. As this set had been on Heaton depot overnight only basic servicing was carried out.

Extracts from daily logs (2)


Sunday 9/4/95

1E05 1000 Edinburgh–Kings Cross,

1D39 1610 Kings Cross–Leeds, ridden Doncaster–Kings Cross–Doncaster

82207 Leading (to KX)

91004 Trailing

91004 Check if RBR2 still bypassed & Rheo brake fault.

91004 failed 2 days previous with general fault when selecting direction, another TRI fitted a bypass enabling the train to continue. RBR2 still has bypass wire fitted, relay not yet changed. The rheo brake failed shortly before arriving at Kings Cross and I was unable to trace the problem. On the return journey the rheo brake fault was traced to the No 1 brake proving relay coil having failed-No 1 rheo brake isolated.




1E14 1425 Glasgow–Kings Cross, ridden Doncaster–Newark

82225 leading

91001 Trailing

82225 Static convertor voltage fluctuating

Voltage fluctuating between 95–115volts, settles down after guards air con unit switched off.




1D41 1830 Kings Cross–Leeds, ridden Newark–Doncaster

43096 Leading

43117 Trailing

43096 Low power checks

43096 fitted with a 3g type governor, suspect inbuilt fuel limiter restricting max power.




Monday 10/4/95

1S17 0900 Kings Cross–Edinburgh, ridden Doncaster–Newcastle

91014 leading

82229 Trailing

Routine

This journey was just to get me to Newcastle to a service that had failed earlier from Edinburgh.




5G03 1430 Newcastle–Kings Cross, ridden Newcastle–Sandy

82205 Leading

91027 Trailing

82205 incorrect brake steps and falls to zero in full service.

The fault was found to be a faulty cam switch on the brake controller, nothing I could do to repair it and, rather than turn the set, it was arranged for me to travel with it to Kings Cross just in case any more problems occurred, but I didn’t make Kings Cross.




1D48 1810 Kings Cross–Leeds, ridden Kings Cross–Doncaster

43114 Leading

43104 Trailing

43114 Low power and engine speeds erratic

The problem was due to one of the governor engine speed solenoids open circuit, new governor required.




Tuesday 11/4/95

1N02 0930 Kings Cross–Newcastle, ridden Doncaster–York

91012 Leading

82214 Trailing

Routine




1E06 0930 Edinburgh–Kings Cross, ridden York–Kings Cross

82219 Leading

91003 Trailing

91003 Locked out No 3 & 4 T/Motors

Both traction motors reset at York and no problems to Kings Cross, down load shows field current not proved.




1D42 1550 Kings Cross–Bradford, ridden Kings Cross–Doncaster

43115 Leading

43109 Trailing

Reported no power to trailing power car and low power on 43109 when leading to Kings Cross.

On arrival of this set into Kings Cross we eventually found one of the 36way jumpers partially displaced on coach ‘C’. Normally this also affects the brake systems, but not today. Refitting the jumper and testing everything was now ok I was detailed to ride this set back checking the low power report and any more loss of power problems. The low power was again another governor speed solenoid. I had no problems with loss of power to the trailing loco.




Wednesday 12/4/95

1E03 0700 Glasgow–Kings Cross, ridden Doncaster–Kings Cross

82206 Leading

91008 Trailing

91008 No 3 T/Motor locked out.

After checking out the usual reasons for a motor to lock out, it was reset en route with no more problems. The download at Kings Cross proved inconclusive as the MPU fault log was full & corrupt.




1S28 1300 Kings Cross–Edinburgh

1D41 1510 Kings Cross–Leeds, ridden Kings Cross–Doncaster

91020 Leading

82211 Trailing

91020 Loss of brake leaving Kings Cross

This set had failed at the north end of Copenhagen tunnel, (the first tunnel from the station). Along with the station fitters we were taken by a local service and found that the DSD system was tripping the brake control circuit breaker. The set was returned back into Kings Cross for us to investigate further. It was found that a nut inside the DSD control box had worked loose and dropped across a contact, shorting it to earth. A new DSD box was fitted with me travelling back on the Leeds service as insurance (policy paid up to date).




Thursday 13/4/95

1A16 0900 Newcastle–Kings Cross, ridden Doncaster–Kings Cross

82229 Leading

91014 Trailing

Routine, no problems




1N03 1230 Kings Cross–Newcastle

1A28 1650 Newcastle–Kings Cross, ridden Kings Cross–Newcastle–Doncaster

91006 Leading north

82201 Trailing

91006 Locking out T/Motors, overloads tripping and Rheo brake faults

This loco seemed to be in a poor state, the overloads were due to the MPU detecting high field volts and also high armature currents on No 1-2-3 Motors. This appeared to be an internal MPU problem requiring some of the electronic cards changing. The Rheo brake faults were due to the overheat thermostats tripping out on heavy braking, something that happens quite a lot when the stats go out of tolerance. I had very little trouble on both journeys, considering what was reported.




Friday 14/4/95

1E03 0700 Glasgow–Kings Cross

1D39 1310 Kings Cross–Leeds, ridden Doncaster–Kings Cross–Doncaster

82224 Leading south

91010 Trailing

91010 No 1 T/Motor locked out

After checking out the relevant relays were ok, the motor was reset but gave trouble straight away indicating a VMD problem. Nothing I could do so we continued on 3 motors.







Chapter 6

Class 89

There is one locomotive that has only been mentioned briefly and this is the unique class 89. 89001 was built in 1986 at Crewe Works, sub-contracting for Brush Traction of Loughborough. It was designed as a high speed locomotive, but having nearly 6000hp it was capable of hauling heavy freight trains without the need for double heading. This was achieved by having a 3 wheel Co-Co bogie (all wheels powered) instead of the more usual 2 wheel Bo-Bo bogie which was the preferred option. Designed to run at 125mph maximum, it never really ran at that speed for any length of time. If any problems occurred that were traction motor related, which resulted in any being isolated, the onboard computer limited the speed to 110mph automatically, unlike the class 91 which in the early days was also limited to 110mph but was not automatic; class 91s were eventually allowed to run at 125mph with motors isolated. It was thought that running at 125mph speed with a motor isolated would not meet the stopping distance in an emergency without the rheostatic brake operational; this proved to be not the case.

Initial testing of 89001 was carried out on the West Coast Main Line, being based at Crewe. Due to being restricted into Euston, 89001 was transferred at the end of 1987 to the ECML, initially allocated to Hornsey depot, but then transferred to Bounds Green for crew training. After a short spell working on the ECML running from Kings Cross to Peterborough on conventional coaching stock limited to 100 mph, 89001, along with 90008 and 91003, were all sent to Hamburg for an International Transport and Traffic exhibition. On return, 89001 entered passenger service on 15 July 1988 again on conventional stock.

On 16 January 1989 89001 was named Avocet with the ceremony carried out by the Prime Minister Margaret Thatcher, which seemed strange as it was well known that Mrs Thatcher had no love for the railways. The staff at Loughborough gave 89001 the name of the ‘Badger’ due to its shape when viewed from end on. Another name attributed to it was the ‘Aardvark’. We started to call it the ‘Slug’ as in the end it was always running at only 110mph due to traction motor related problems. Class 91 locos were given the unofficial name by drivers of ‘have a reset’, due to them always having problems. Based at Bounds Green I was not involved in its early days, although I did see it running with usually a cab full of technicians.

Around 1990/91, 89001 was taken out of service after failing with traction motor problems and no spares available. Being a one-off loco it was never looked after regarding major components and for a while was used at Bounds Green for preelectric train heating of stock before being sent to the Midland Railway Centre where it stood idle for nearly six years.

In 1996 Sea Containers bought 89001 on behalf of Great North Eastern Railway, and it was then sent back to Brush Traction at Loughborough to bring it back fit for main line running and also to fit the TDM & FDM systems to make it compatible for hauling MkIV sets. In early January the following year I was asked to go to Loughborough to spend a week with the team at Brush who were now testing 89001. I agreed, but would travel each day rather than stop in a hotel. Not having been involved previously with the loco it was more of a fact finding course on how the loco worked. Unfortunately there were none of the original staff there during its development and testing; all they had now were the original drawings and the testing procedures. I had a good week at Loughborough with a free lunch every day which was well presented. They had a strict lunch break of only thirty minutes which was not abused and, by the time you had finished your coffee, it was time to return to the test house.

[image: ]

Stood in the bay platform at Doncaster, after working the charter special from Kings Cross on 3 July 1988, in celebration of 4468 Mallard, which had taken over on the charter. (Roger Senior)
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89001 passing Alexandra Palace on its first passenger earning journey, on 15 July 1988. Notice the make up of the set; the first vehicle is being used as a barrier for the MK111 trailer cars, with the last two in the new InterCity livery. (Dave Coxon)

The following week was Neil Jackson’s turn to learn how it worked. Steve Draper never went to Loughborough but, as he had been involved in its early days, he spent time with a team from Brush when on the main line for driver training, as it was more a refresher. Only Steve Draper, Neil Jackson and I were involved with 89001 as it was kept on a dedicated Kings Cross–Leeds/Bradford (Forster Square) service. Only once did it venture to York, after OHL problems in the Leeds area resulted in trains being diverted. It was only later that it was found 89001 had not been route cleared for York. After enough drivers had been passed competent it finally entered service at the start of the 1997 summer timetable. My first recorded problem occurred on 6 June with a reported loss of line light and overloads tripping. This was shown as a No 3 field not proved when downloaded. This loco was also unique in that it always had on board its own software computer for downloading, known as the ‘Oyster’. It was permanently left on charge inside one of the cubicles and there was also a set of schematics left on board which helped us by not having to carry a set around.

From my own journals 89001 was consistently in trouble as logged below, with both Neil and Steve also having a fair share of trouble with it:
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Departing Leeds at 12.05 on 20 March 1998, working the 11.37 Bradford–Kings Cross service. (Paul Corrie)


Monday 4-8-97

Failed at Leeds after arriving from Bradford (Forster Square) due to overloads tripping on both groups of traction motors above ¾ power. It was hauled to Doncaster where No 1 bogie traction motors were isolated, running on No 2 bogie as an empty train to the depot where I left it at Stevenage.




Monday 1-9-97

Failed at Peterborough due to a permanent General Fault light associated with a battery charge problem: it was hauled back to Bounds Green.




Saturday 13-9-97

A DVT fault at Leeds resulted in the train being hauled to Doncaster where a new component was supplied but still not able to be driven from the DVT. 91001, standing spare at Doncaster waiting transfer to Bounds Green after works attention, was used to haul it away rather than run round with the class 89.




Wednesday 17-9-97

In trouble with a rheostatic brake problem which was reset ok at KX and ran with no more problems on the 1540 Kings Cross–Bradford (Forster Square) service. Leaving Leeds on the return to London, 89001 failed on the bank outside Leeds, but the driver managed to rectify the problem before we set off with the T-Bird.




Sunday 28-9-97

This was slightly different as it was human error rather than the loco itself. It had been in trouble the previous few days with a brake-related problem which had been identified, but to make sure some of the covers to the brake solenoids had been left off to allow us to watch the sequence when the brakes were applied. When the driver applied full power after clearing the tunnels outside Kings Cross there was a loss of power followed immediately by the brakes automatically applying. It was found that with the covers removed the magnetism generated by the nearest traction motor choke was enough to pull the brake solenoid operating arm open. This had been discovered when first built as on inspection of the cover a shield had been fitted inside to stop this happening, but we didn’t know that at the time. With the cover refitted there was no more trouble.




Tuesday 20-1-98

Between my last entry from September 97 and today I have only 3 minor reports all of which were No Fault Found (NFF) regarding loss of power after neutrals all driving from the DVT. This loco was always slower at regaining power after neutrals compared to the class 91 and we think it was just a case of not waiting long enough for the traction light to come back on. Yesterday No 6 traction motor locked out, limiting the speed to 110 mph, but unfortunately it couldn’t be reset and I have not recorded what the problem was, but it remained locked out for several weeks.




Friday 6-2-98

The brake pipe setting of 5.0 bars, which was the normal pressure at the run position. had been found today to be 0.1 bar too low and was repeatedly going into the automatic rheostatic brake mode. I disconnected the relevant relay which allowed the train to remain in service for the rest of the day whereupon it was stopped for attention to the brake pipe setting and No 6 traction motor problem as well as an exam.




Sunday 1-3-98

After coming off repairs and exam it was booked on the 1410 Kings Cross–Leeds diagram with a TRI on board for its first trip. As I was on the afternoon turn it fell to me to be the TRI. Not long after leaving KX we were stopped on signals having tripped a HABD approaching Hitchin. Having been told by the signalman which wheel was affected, I found that the parking brake had been adjusted a bit too tight which was the cause of the hot wheel. Resetting the brake adjuster we carried on with no more problems.




Tuesday 3-3-98

2 days later the loco was in trouble again with an auxiliary overload tripping, again the loco was stopped for investigation.




Saturday 28-3-98

Returning to traffic on the 27th, it was again reported to be having loss of power problems, but was self rectifying without the driver having to close and reopen the controller. This was the problem today and I wasn’t successful in tracing the problem.




Sunday 29-3-98

The following day the problem was still continuing with Steve Draper riding it in the morning and having little success. I took over for the afternoon diagrams. Eventually the fault was traced to a defective micro switch in the brake controller.




Monday 30, Tuesday 31-3-98

Doncaster fitters had very little knowledge of the class 89, and on these two days it was made available at Doncaster for both Neil Jackson and myself to show the fitters the basics of how the locomotive operated. It also gave both of us time to have a closer look at how the loco worked, instead of when out on the main line.




Thursday 16-4-98

I spent this entire afternoon shift with 89001 today, starting at Doncaster through to Leeds, back to Kings Cross, all the way through to Bradford (Forster Square), return to Doncaster and finish leaving the last part to KX on its own. I had no trouble all day and this was more a follow up to ensure all the previous problems had been rectified.




Friday 24-4-98

This loco was prone to slipping badly climbing out of Leeds up the bank to Coply Hill, especially if a traction motor was isolated and although I haven’t recorded that there was a motor isolated by the nature of the slipping there probably was. There was a 20 mph speed restriction across the junctions at the bottom of the bank and, by the time the loco (the last vehicle) had passed that point, the rest of the train was on the bank. When full power was applied to push the train, the bogie with the motor isolated had no wheel slip protection and consequently the wheels would spin out of control which the on board MPU would see as a problem and open the VCB. This action protected the loco from undue high voltages but ¾ of the way up the bank was a neutral section and by the time all this had taken place 89001 would be very close to the neutral point magnets. Setting back was not an option due to a set of protection trap points and on this occasion, after advising the driver to keep only ½ power until over the top, by the time we had coasted through the neutral we had virtually rolled to a stop. Luckily the driver managed to get the power back without the train rolling back. Drivers found that to be sure of getting up the bank without causing the VCB to open that they go slightly faster than the 20 mph and no more than ¾ power. This worked every time, but if their managers found out it wouldn’t be taken lightly exceeding the speed limit.




Tuesday 21-7-98

There is now a gap between April and July when I have no record of riding 89001. On the 13th of July I had a routine ride between Peterborough and Doncaster. On the 21st I was asked to ride it to Leeds to ensure it managed to climb the bank out of the station, which it did following those previous instructions.




Thursday 23-7-98

We had a team meeting in the morning at Doncaster, from which I was again asked to ride 89001 out of Leeds as it had struggled to climb the bank on the morning diagram. This time the loco again slipped to a stand as the driver would not exceed the 20 mph speed limit, which I had no control over; it was only a suggestion to go slightly faster which most drivers took on board. Luckily again the loco was far enough from the neutral section to allow the momentum to carry us past the magnet to reset the VCB.




Monday 3rd, Tuesday 4th, Wednesday 5-8-98

It was becoming obvious to us that even with the one traction motor isolated there was a problem as the loco now struggled to accelerate even on the flat. The Oyster laptop was showing that there was no armature current from No 6 traction motor, and with No 2 traction motor already isolated, this meant now both bogies had a motor problem. This would explain the sudden increase in the problems leaving Leeds.




Sunday 16-8-98

The problem with 2 & 6 motors still the same.




Tuesday 18-8-98

This time a total failure (twice), but for different reasons. The first was at Peterborough working the 1305 Leeds–Kings Cross service. After tripping a HABD it was terminated and, after examining the reported wheel, I deemed it fit to return to the depot under its own power. Departing Peterborough at 1645 as an empty train, I was with the driver when passing Biggleswade and noticed that the main air gauge on the DVT was down to 5.5 bar instead of the 7 bar normal. The driver was now concerned that we had an air leak and eventually we would fail with loss of main air. Contacting the controlling signalman for that section of track, the driver advised him he required to stop and examine his train for an air leak. I advised our Control the same, expecting a damaged pipe. After stopping on the main line at Hitchin station, which allowed other services to get round us, we proceeded to check for leaks. Arriving at the loco and nothing found we climbed into the cab of 89001 to find the main air down to 4 bar. One of the compressors had failed and the other was not able to maintain enough air, and had probably been weak for some time. There was nothing to do now but declare ourselves a failure and wait for the rescue engine from KX. Two days later, after repairs to a wiring fault for one of the compressors, it was returned to traffic.




Wednesday 7-10-98

Again, after slipping badly coming out of Leeds due to these 2 traction motor problems, Steve Draper wrote a report highlighting the problems with 89001 coming out of Leeds and the loco was stopped for 6 weeks for No 2 traction motor change. Due to having no spare motors it had to be sent away for a rewind, returning to traffic on 5 November.




Saturday 7-11-98

No 6 traction motor was still showing no armature current and again in trouble out of Leeds.




Sunday 3rd, Monday 4-1-99

On the 3rd the loco was running on 1 bogie only (3 motors) after the MPU locked out No 2 group completely. Steve Draper isolated No 6 motor, which had been showing problems for some considerable time, which put it back on 5 motors. On the 4th I confirmed that it was still ok on 5 motors. Shortly after that 89001 was sent back to Brush at Loughborough for a full overhaul. This resulted in the technicians at Brush finding several traction thyristors had failed and this was the reason for all the problems with no armature current from No 6 motor.




Tuesday 11-5-99

From Tuesday the 11th, for the rest of the week, I was again at Loughborough assisting the staff in the test house with 89001; in the two years since I was last there not much had changed. New up to date schematics had been produced showing all the additions, but as regarding the testing it was still based on the original design settings. Again the test house technicians were struggling at times to fully understand how the loco worked, but our two year experience now began to prove useful in fault finding some of the issues which would have taken longer to solve. The brake system especially was proving a problem, but as it was the same as on the class 91 I was able to advise them how it all worked.

During this time I found there was no provision at each end of the loco for an emergency tail lamp to be mounted when being hauled dead. It appeared that when the bracket for the lamp had been removed and either repaired or replaced, the slot for the lamp bracket to go into had been missed. Initially there was a dispute as to whether one was required, but I insisted that there should be as a red tail light would be required when being hauled away from here back to Bounds Green. It was only a simple welding job, but because of the electronics both the extended bars mounted to comply with coupling to a MkIV would have to be removed, not a 5 minute task.




Tuesday 19-5-99

On Monday the 18th Brush declared that 89001 was now ready to leave their premises, but GNER required that it be checked out as fit for service. I was asked to return on the Tuesday to carry out what was known as a fitness to run exam. This involved carrying out brake tests, an inspection all round, underneath and inside the loco to ensure everything was correctly fitted. The tail lamp brackets had been fitted as mentioned above and, finding that everything was in order I signed the exam sheet allowing it to leave.




Thursday 13-7-00

After returning from its overhaul 89001 ran again at 125 mph for a good while and the only times I was riding it again was because of other problems on the train and not with the loco, but due to the traction motors never being rewound they started to give problems again and, once more, 89001 was running round at reduced speed.

Having failed a couple of days previous it was arranged for 89001 to be coupled onto the front of a class 91 on the 1134 Kings Cross–York service. The loss of power two days earlier had been identified and this was just to make sure. At Doncaster 89001 would be detached irrespective of any problems I had – needless to say no problems. As far as I am aware this was the only time 89001 was coupled in front of a class 91.




Tuesday 18-7-00

Although not involved on this day I thought it was best to write about its last day in service. Neil Jackson had been arranged to ride it from Doncaster through to Bradford (Forster Square) and return to ensure it would be able to make the climb out of Leeds. Steve Draper would be waiting at Doncaster to ride it back to KX. Neil had already arrived at Bradford (Forster Square) and shortly before the time to leave a fire at a garden centre next to the railway resulted in the fire service asking for all trains to be stopped due to some gas cylinders that were in the vicinity of the fire. Control advised Neil and the crew to leave the train at Bradford and come home via the other station at Bradford (Exchange). Just as Neil arrived back at Doncaster, Control informed him that the railway was now open again and they didn’t want to leave the 89 at Bradford or to go to Neville Hill where the depot drivers didn’t know the loco. Steve, who was at Doncaster, volunteered to go through to Bradford to escort it back to KX. By now the service had been cancelled. The train made the climb out of Leeds, but after passing through Doncaster a major problem with the traction motors resulted in the loco failing and having to be hauled to the depot. Due to these traction motor problems, and the cost involved in having them repaired 89001, was withdrawn from service.



In April 2001 89001 was transferred to Doncaster works for storage, but on 12 December the same year it was returned back to Bounds Green for electric train heating purposes again. It had now been out of traffic for nearly eight months and would never return to main line duties again due to requiring traction motor repairs, and all the drivers were now out of their six-month reviews requiring too many drivers to retrain. 89001 returned to Doncaster for their 150 year celebration in July 2003 after which it was sent to its present destination of the AC Locomotive Preservation Group at Barrow Hill, near Chesterfield, arriving on 17 December 2004. As can be seen from the above reports, losing a traction motor and disabling the wheel spin protection inhibited 125 mph running, and no doubt these would have been resolved had a full production programme been carried out. Instead it was allowed to struggle along. But it did help GNER in providing that extra locomotive when the class 91 fleet was starting to go through the major HGR programme.
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89001 at Bounds Green, waiting to be moved to Doncaster works for the last time. (Roger Senior)

In many ways 89001 was a unique loco. Being restricted to 125mph when plans were being made for 140mph running on the ECML probably meant it never really stood a chance of proving how reliable it could have been. The ride quality was superb and the drivers always preferred it to a class 91 for this reason. Another of its good points was the ability to switch off the air conditioning completely, unlike the class 91s which always had the vent fan running which at times proved uncomfortable. This switching off was most useful in the spring and autumn when the weather was just at the right temperature, especially in the late summer evenings. Another difference was the battery isolations: on a class 91 both sets of batteries were isolated by one handle; on 89001 both sets of batteries had their own isolation switch, which at times caused confusion.
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89001 between two class 91s and three MK1V trailers, all en route to Doncaster works. (Roger Senior)

Being limited to the Leeds service also restricted its use as a replacement for failed class 91s, and not being allowed onto Neville Hill depot, due to depot drivers not passed out to drive it, made operating decisions difficult at times. If there had been a production build things would have improved and, who knows, it may have been more reliable.

Since arriving at Barrow Hill for storage, under the care of the AC Locomotive Group, Sea Containers put 89001 up for competitive tender in 2006 which was won by Electric Traction Ltd. Since then ETL has been carrying out repairs to the traction motors and other electrical equipment with a view to having the loco operational, with a long term view of even having main line status. It has also been repainted into InterCity colours.
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89001 repainted in InterCity colours, standing outside The AC Locomotive Museum at Barrow Hill, near Chesterfield. Taken on 29 June 2007. (Keith Singleton)





Chapter 7

York Regional Control

Occasionally we would be asked by our line manager or the fleet engineer to investigate a particular problem, but as technical riding inspectors our duties were nearly always directed by the maintenance controller. But how do Control function and what are their responsibilities? Their objectives were summed up in a pamphlet produced by York Control staff in the early 1990s. These are the salient points:


‘The fundamental principle of efficient train and traffic operation is that the scheduled timing of trains as per the working time table and notices be maintained, the booked workings for drivers, firemen, guards and engines be adhered to and that the instructions relating to the class, marshalling and loading of freight trains be complied with… The main objectives of control are to maintain the booked arrangements to the maximum possible extent, to guide the working back to normal when out-of-course, and to modify the arrangements when necessary to meet fluctuations in traffic.’

(from a directive issued by the then Railway Executive in the 1950s)



When the HST service began most local controls disappeared with York now becoming the main Regional Control centre covering the East Coast and, for a period up to privatisation, also responsible for the HSTs on the Midland Main Line. Under privatisation, and GNER, Control’s Responsibility took on a new aspect of working, and the same principle objectives applied:


‘To maintain the booked arrangements to the maximum possible extent and to return the working of trains back to normal as soon as possible when disrupted, and to implement alternative arrangements to meet operational needs.’



There were now contractual obligations between East Coast and Railtrack:


‘Ensuring that the East Coast interests are met at all times and the correct resources are available at the right time to provide the booked service, meet the maintenance requirements for the traction and rolling stock, examine all delays attributed to the East Coast…, ensure passengers are dealt with in an efficient manner arranging forward transport such as buses/taxis and other assistance as required in times of disruption. Put into operation emergency action to run a service in times of disruption to minimize delay to passengers, place staff and resources in the right location to deal with any emergency either planned or unforeseen. Finally support the rest of the East Coast teams to provide an efficient reliable service.’



The East Coast Control for GNER only had responsibility for their own franchise; other services operating on the East Coast route had their own control offices and staff. It was manned seven days a week with three shifts. Each shift had a duty control manager who was responsible for making the final decision on how the service should run when things went wrong. If trains had to have special stops to either set us down or arrange to pick us up to be taken to a failure, the controller’s decision would be sought as to the best service to use as well as ensuring that when a train had failed the passengers waiting further along the line were provided with a service. There was the maintenance controller, whose job it was to deal with all aspects of the train maintenance with sets in traffic, talking to train crews when they were in trouble and liaising with the depots on any issues they had. They also had the responsibility of looking after us ensuring that we were directed to failed trains, directing us to trains that required a follow-up investigation, ensuring that special trains were covered, and pre- and post-exam carrying out pre and post exams.

Every time the phone rang on the maintenance desk could be trouble if it came from one of us. Driver, senior conductor, fitters, buffet crew or the depots all reporting they have found a problem, or that the promised power car will not now be ready in time, all have potential implications on the rest of the service. Ensuring that the maintenance was carried out at the right time also involved complicated planning. The controllers worked at least two days in advance to ensure that the set or power car due for maintenance was on a diagram that would finish up at the appointed depot as well as the depot making sure that there was a replacement set or power car ready. The maintenance controller has the responsibility of ensuring that trains that do fail are sent to the appropriate depot and that there are the staff and spares available to carry out the repairs.

The maintenance controllers are all technically trained, coming from either a depot background or from the Fleet Engineering Department. There was nobody else in the Control office that could make technical decisions, so if there was no cover due to short notice sickness, the duty control manager would have to make an operational decision whether to terminate the train. This was very rare as all the controllers covered each other, but on a few occasions when this happened I was asked to sit in at York Control and cover for technical emergencies as they arose. This occurred twice in early December when a controller fell ill during his shift and, due to leave and courses, there was no one available. I covered for the remainder of the day turn and on the following day covered the whole of the afternoon shift. Other TRIs have also covered at short notice depending on who was available. It made a change to be back at a desk again but having covered this post and realising that if I wanted any more promotion it would mean going back onto a 3 shift system again, and having now got used to being in my bed at night, I wasn’t too eager to move. The post of maintenance controller was our next logical promotion. One job that was never on their job description was to monitor the TRIs regarding our start and finish times. We always filled in a weekly time sheet, but there was no one who could verify that what we put down was correct. Once I had started to produce a roster and send one to control, it became the responsibility of the maintenance controller to confirm our start and more important our finish times, this was then verified each week against our own time sheets ensuring that we didn’t show extra hours. It was also used for audit purposes when required, but everybody knew what hours we were putting in and this confirmed it.

Another position at Control was the Resource Controller. He had the responsibility of ensuring that the right number of sets and the correct ones, i.e. HST or MkIV, were at the right depot each night ensuring that maintenance sets for exam were also at the right place. In times of disruption his plans would be thrown into chaos. Any failure posed all sorts of problems for the maintenance and resource controllers. At the end of the night shift the day’s diagrams were in place. The day shift resource controller, after taking over from the night man, then passed over to Kings Cross all the sets, loco numbers and the diagram number that each set was working, along with any changes and loco swaps for the class 91. When a train failed, the resource controller then had to update the plan of which set was going to replace it, bearing in mind that servicing and maintenance had to be taken into account. This swap was then passed on to Kings Cross so they could update their cleaning as well as the catering supervisor who had to stock each train for the diagram it was working next. HSTs posed bigger problems for the resource controllers as only certain diagrams were used. In extreme cases a MkIV set had replaced an HST on a Hull, Skipton or Harrogate service, terminating either at Doncaster for Hull or Leeds for the other two, or in some cases a MkIV set had been used on an Aberdeen or Inverness service with passengers transferring onto an HST at a suitable location, which involved careful planning to keep the delay down to a minimum, with the MkIV set then returning south in lieu of the HST.

Keeping Control advised of everything we found and did was an important part of the job; without this information the maintenance controllers would not have been able to plan ahead. The resource controllers needed to know if they had to amend the plan where each set should finish up that night depending on the servicing exam required and any repairs. After the early morning peak to London had passed around 1000 hrs, there was the opportunity to arrange set swaps in Kings Cross without too much trouble, but once the evening peak period started around 1600hrs then problems with late running and set swaps could have an adverse effect on train departures, and sometimes with severe, disruption Kings Cross was without any trains at all. Our role was to try to keep failures to a minimum and to assist the controllers in keeping as near a normal service as possible when trains did fail. A train that would not be normally allowed into traffic due to a previous failure, without the problem being identified, would sometimes be put into service knowing that a TRI was available to monitor any problems. This helped in ensuring that as many sets as possible were in service to cover the required number of diagrams, and in keeping cancellations down to a minimum.

Weather reports were sent daily to Control, and with expected high winds over the weekend of 20/21 March, speed restrictions of 80mph had been imposed virtually from London to Berwick and, running at that speed, there was very little for me to do. Being an afternoon turn on my own it was best to wait where the rescue engine was. As it was, it passed off quietly with no problems either due to the wind or train failures.

When there were OHL problems, York Control were stretched to the limit in reorganising train services as both trains and crews were both out of the normal running diagrams. If there were OHL problems north of Newcastle the disruption to the service was less than if it was south of Doncaster, as this would involve both the north/south services and the Leeds route. Other services were terminated at Newcastle as crews from Edinburgh had not arrived at Newcastle to work the trains forward and, as the majority of the services in the early morning were London and Leeds crews, they did not go beyond Newcastle. A few Newcastle crews also hadn’t signed the ‘North Road’, as they say at Newcastle, so again Control had to balance train services to crews who were on duty or about to start shortly. In some instances crews were contacted at home to come on duty to keep services running. The long distance services to Aberdeen and Inverness caused as many problems in ensuring that crews were available.
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Wind speed certificate, which shows just how much the wind could affect the service. Even so this was far better than having the wires brought down, other public services reduced or suspended services in bad weather so why not the rail network. (Own collection)
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This speed certificate is for short sections only in February. (Own collection)
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On a clear morning on 28 August 1999, 43106 is leading 43039, working the 07.10 Leeds–Aberdeen service, passing Osmanthorpe. The lighting towers in the background are for the Neville Hill depot, where this set will finish up around 02.00 the next day. The longest ECML HST diagram. (Paul Corrie)

When I mention crews, I refer to drivers and guards; the buffet crews had completely different working diagrams as both Edinburgh and London buffet crews would stay with a train for the whole journey. This also posed operational problems later in the day as these crews were also now severely delayed or terminated short which had the knock-on effect of some services only providing a limited buffet service. That wasn’t the end: once a decision had been made as to how long it would take to restore a normal service, trains and crews had to be arranged so that everything was in place for the next day’s service, ensuring that the right number of sets were at the right depot, and also that the overnight servicing programme could be achieved; some depots only had limited facilities, especially for the MkIV fleet.

It was not only the sets that had to be considered. There were also the train crews who were also delayed and they also had other trains to work at times. A Newcastle driver failing with a train en route to London had a booked return train to work back to Newcastle, but if he arrived too late to make it another driver had to be found. There was also the guard and catering crews to consider as well which all had to be sorted out by the Control office staff. Sometimes, in situations when the wires were down or other major incidents, a temporary timetable was introduced which put an enormous strain on the planning and resourcing of both crews and sets and usually in these instances failures seemed to disappear.

Just how many sets the resource controller had to ensure finish at the right depot each night can be seen from the following overnight servicing of sets at each location Monday to Friday for the winter timetable of 1991 prior to privatisation. After privatisation all sets on the ECML would be sent to a depot; only Doncaster would have a set stabled overnight. The MML and Cross Country routes would have their own control offices.
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Also, there are Customer Care Controllers. They dealt with queries from the on train staff, etc, on passenger issues especially when trains were delayed and passengers had to catch flights, hospital appointments, meetings, shipping passages or other offshore transport such as oil rig workers. Dedicated teams were set up at York to deal with these passengers on delayed services; guards informed them of how many passengers required this assistance and to pass on messages, etc. Usually in times of severe disruption announcements were made at stations advising passengers of the delay and asking them only to travel if absolutely necessary with tickets being valid for the next day. This is a way to reduce the number of passengers during the middle of the day, but in the morning or evening peak times most passengers are on their way to or from work.

All of these controllers had what are known as mapping screens, a very simplified version of what each signal box has, in which they could monitor the passage of trains past each signal by looking at each train’s unique reporting number. As each train moved along so did the reporting number. So if a driver rang in stating he had a problem say on train 1A01, Control would type in this number which would then be displayed on the right map. There were also other computers for the maintenance controllers to record defects, and the other controllers to keep a record of the day’s events, as well as all the other information which is required to run and maintain an intensive rail service.

Each twenty-four hour period had its own daily log commencing each day at 0600hrs. Each depot would be shown with their departure times and recorded whether leaving early, on time, or if late the reason why. Locos and sets would be shown where stopped and the reason, e.g. exam/repairs. Any disruption, no matter how small, would be logged on a time basis; major disruptions would be shown logged on the time each bit of information was received so that later the information could be looked at in detail, and any issues arising could be discussed and improved upon in the future. Anything affecting the operation of the day’s services would also be logged, such as signal failures or track related problems, all which affected trains arriving late at their destinations. An overall view of the previous twenty-four hours would show the performance as a per cent against what the actual target should be.

Up to privatisation the shift duty control manager would be able to talk directly with any of the signal box shift managers, arranging special stops and agreeing an operational plan to get around whatever delay there was. After privatisation, when Railtrack (later Network Rail) was formed, they were responsible for the entire infrastructure and the signalling. This new system meant that the East Coast duty control manager now had to talk to his opposite number in Railtrack to arrange any requests for special stops and to agree on what actions would be put in place in times of disruption. They were also in separate offices which were not very efficient, but since 2006 all the controllers from each TOC and Railtrack are situated in one large office adjacent to York power box. Communications are now just a shout away.

In the days of steam and then diesels there was always plenty of spare traction available in the event that one failed, but under privatisation spare locomotives were not standing around. Each TOC only had what rolling stock was provided under the franchise. Control now had to manage with what they had and when failures did occur contingency plans had to be implemented to limit the disruption to passengers, although other locos could be hired at a price. HST power cars have been hired from other TOCs and vice versa when available to maintain a service, as well as class 90 locos to cover for the class 91s. Apart from testing on the WCML after first released from build, class 91 locos never left the East Coast route except on the one occasion mentioned earlier when 91004 went back to the WCML for a trial in June 1993.

Another headache for the controllers was the increasing problem caused by the MkIV air conditioning system failures. The maintenance controllers had to arrange sending the sets with the worst overheating vehicles back to Bounds Green, hence some vehicles were being reported each day during a hot spell as not every vehicle could have the module renewed, but by 1998 the majority of the vehicles had been fitted with a modified module and the problem eased.

This is just a sample of what Control did and still do and, having sat in there on occasions, there was always something that required attention as the phones never stopped ringing. Below is an extract of a typical incident from the control log:
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	2042

	–

	Driver of 1E19 departing Doncaster reported to the maintenance controller, lost power from rear power car, agreed to carry on to Peterborough, next booked stop, before investigating problem




	2055

	–

	1E19 driver again in contact, now down to 40 mph approaching Retford, agreed best to stop at Retford and investigate




	2056

	–

	1E19 arr Retford




	2057

	–

	Doncaster T-Bird & TRI ordered to attend




	2103

	–

	CSM reports total number of passengers 145




	2104

	–

	Driver investigating fault




	2115

	–

	T-Bird 1Z99 left Doncaster




	2116

	–

	On call officer advised




	2120

	–

	Driver now reports unable to create a brake




	2128

	–

	4L63 waiting behind 1E19 request to Network Rail to allow it to run due blocking arrival of T-Bird




	2130

	–

	NR report unable to run 4L63 due blockage of line by 1E19 driver




	2133

	–

	Maintenance controller advising driver to contact signalman to give up blockage




	2140

	–

	4L63 clear of Retford, 1Z99 stood at side of 1E19




	2156

	–

	1E19 on the move 75 min late, TRI could not find any fault




	2210

	–

	On call officer updated




	2215

	–

	On call Driver Manager advised and will arrange interview with driver




	2329

	–

	1E19 arrives KX 70 min late (As a reaction to late arrival of 1E19, 1D36 2310 KX Leeds had a thirty minute late start)












Chapter 8

Rescue Engines

In the days prior to the introduction of the HST, and for a number of years after their introduction, there were plenty of diesel engines up and down the route which could be called upon to rescue a failed train. They were also used in the early days to haul MkIV sets from Leeds to Bradford (Forster Square) as this had not yet been electrified and was a means of providing a through service from Bradford to Kings Cross. HSTs had provided this service from Bradford (Exchange), but this was not feasible with a MkIV set. Initially the class 91 was detached at Leeds due to them arriving back in Leeds with flat batteries, but eventually this practice stopped and, providing the class 91 was isolated correctly, then flat batteries were not a problem, being dragged to Bradford and back. One problem that did repeat itself after returning from Bradford to Leeds and departing for London was a loss of power, usually across Whitehall Junction; this was due to the loco not being reinstated correctly and again was eventually resolved. As privatisation was introduced it was becoming more difficult to find available diesels to rescue a train. This was especially so in the case of the class 91-MkIV fleet which was having its usual trouble of failing as staff struggled to understand the complexities of this new form of traction. The ECML initially decided that they would have a class 90 locomotive available as a means of assisting failed MkIV trains, but this also proved not to be as useful as first envisaged. It was then decided to have a dedicated fleet of four class 47 diesels placed at strategic locations (Kings Cross, Doncaster, Newcastle and Edinburgh) fully manned to be available to rescue any train in trouble, including freight services which could also delay passenger trains. As the passenger network was still known as InterCity these locos were dubbed ‘InterCity Rescue’. I think it took about five minutes before they became known as ‘Thunderbirds’, after the puppet show on TV of ‘International Rescue’. That name is now still used and everybody knows what they are. Class 67 locos have now replaced the ageing class 47 fleet but are still under the same name, now shortened to ‘T-Bird’.
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47402 hauling a Kings Cross–Bradford set, passing Armley shortly after leaving Leeds on 8 April 1991. (Paul Corrie)
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47418 awaiting departure at Bradford Forster Square, minus the class 91, on 3 July 1989. (Paul Corrie)

They were also used at weekends to haul MkIV trains around any planned engineering work which involved either the OHL being isolated or being diverted off the main line. Usually other class 47 locos would be hired in to assist with the number of trains that required hauling. In these cases a TRI would be stationed at either end of the section where diesels were being attached or detached to ensure there were no problems. This involved working extra shifts to cover, especially if it was a full weekend blockage. Eventually the practice of diesel hauling stopped due to the lack of available locomotives as the class 47 fleet was withdrawn from service. Now any engineering work is covered by using a fleet of buses between the two locations, train services stopping short. In some cases an HST would be used to form a through service on a diversionary route.

Prior to the introduction of the MkIV fleet HSTs were booked to Bradford (Exchange) and due to the topography required both power cars to be working otherwise they had to be loco assisted. A failure at Copley Hill en route to Bradford resulted in an HST slipping to a stand on the bank. A class 47 was sent to couple up to the rear of the failure and I was sent out from Neville Hill to see what the problem was. The leading power car had lost power and the cause was a sticking traction motor contactor. Freeing it and testing several times I was now hopeful that we wouldn’t have any more problems. Walking to the rear of the train there were plenty of people overseeing the coupling up of the rescue engine and, although I said I have fixed the problem, it was pointed out that to keep the delay down it was better to leave the engine attached until Bradford. Leaving the drivers, shunter and guard to carry on with the coupling, I walked back to the front. After all the safety procedures had been carried out we set off and I said to my driver, ‘you might as well apply power rather than just let the class 47 do all the work. We would gain speed faster and you have control of the brake so there shouldn’t be a problem.’ Wrong! With the HST now pulling the class 47 up the hill we suddenly lost the brake. It turned out that even with all those people watching the coupling procedure no one had checked to see that the extended draw bar, which allows movement to assist in coupling it to the assisting engine, had been pushed back and the locking pin refitted. With the HST pulling harder than the class 47 was pushing, the draw bar was pulled out and the brake pipes parted. Putting the draw bar gear away we eventually set off again, minus the class 47. There was an inquiry as to who coupled what, but I don’t know what the outcome was – no doubt more training. A bit like the old phrase: too many cooks!
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47780 passing Shipton-in-Benningbrough, north of York, on 3 April 1999. It is hauling a failed MKIV. (Paul Corrie)
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47413 with an MKIV set at Skipton. This was due to engineering work at Bradford Forster Square, and sets had to go to Skipton to run round. Taken on 7 June 1990, this only lasted for around ten days. 47404 stands in the loop. (Paul Corrie)

Not a good day. An overhead line incident north of Berwick-upon-Tweed on 26 January 1999 resulted in the first service from Edinburgh losing its pantograph head and the T-Bird rescue engine also failing. It was also my birthday – not the present I was expecting! I was already in the Control office in the morning waiting for the Leeds – Aberdeen HST to arrive at York when the first calls came through of the OHL problem at a place called Burnmouth. Apparently an earlier freight train had damaged the overheads due to a reported loose wagon sheet and the next electric service suffered the damage to its pan head. Rescue engines had been sent from both Edinburgh, to assist a train which was stuck in the dead section behind the failure, and the one from Newcastle, to assist the failed train forward once the damaged pan head had been made safe. I joined the HST at York and carried out the check to a reported power car problem, expecting the OHL incident further north to be resolved by the time I reached Newcastle. Passing Tyne Yard, south of Newcastle, Control rang asking me to continue north to the failed train as they were having difficulty creating air down the train from T-Bird 47792. We were stopped by signals on the south side of the River Tweed and told by the signalman we would be there for some time as no trains had yet been allowed past and that several trains from the north would be moved first on the single line section now being introduced. After passing this information on I was told that the rescue engine was still struggling to make air into the failed train and a taxi would be provided to take me forward. The taxi duly arrived, but I was uncertain as to the exact location of the train. But the taxi driver was quite happy to drive me round and assist in getting me as close as possible. In this part of the country the railway is between the sea and the main A1 trunk road with the railway running in several cuttings which hide the railway from view. There was also another problem: the access roads which had bridges over were all farm tracks and they all contained notices that no railway vehicle had access. My taxi driver ignored this, but twice whilst looking over these bridges to see exactly where the train was standing we were approached by irate farmers insisting we leave immediately – not a very friendly bunch up here, but I suspect it’s only the farmers! Eventually we spotted two people wearing high visibility clothing climbing over a wall and heading back towards the road. On enquiring if they had come from the failure they said, ‘yes, it’s behind that wall, look out for the steep climb down.’ Having said thanks and also thanking my taxi driver, no tip required, I made my way across the field and down onto the railway, finding the failed train a few yards away with plenty of people milling around the T-Bird. A couple of people recognised me as I approached and were glad to see me, explaining that the T-Bird compressor system was leaking air in several places and was unable to build up enough air down the train to create a brake. Every time they tried, the main air dropped too low cutting off the air to allow the brake pipe to build up. Having assessed the situation I decided that we should isolate all the air suspension systems on the trailer cars, as well as the internal doors, locking them open, and also to isolate 91010 from the rest of the train allowing the rescue engine to create the brake in the train first, then 91010 last once the air had built up again. After isolating the necessary equipment and the loco we managed to create the brake in the train and waited for the air to build back up enough to fill 91010. The class 91 locos had the brake system designed so that they could run on what was called single pipe only. This allowed the least amount of air to create the required brake throughout the whole train and, after opening the required valves, the brake was obtained which would now allow us to move the failed train towards Berwick. The train had now been stationary for over 3½ hours and yet we still were not allowed to move as the damaged pantograph equipment had still not been secured correctly on top of the roof. This required the correct isolation procedure to be carried out by the OHL staff who as yet had not arrived to where the train was standing. Eventually staff arrived with ladders and the necessary isolation equipment and, after ensuring that the pan head arms were roped down securely, the T-Bird driver obtained permission from the signalman to allow us to proceed to Berwick. I had already advised our Control that this rescue engine was only fit to take us to Berwick where another T-Bird was required to take the train forward. The train eventually arrived at Berwick 320 minutes late, finally departing Berwick after another engine had been attached 335 minutes late terminating at Newcastle with the passengers who still wanted to continue their journey being transferred into another train already waiting in the station. Buses had already been organised after confirmation that the wires had been brought down and several passengers returned to Edinburgh after arrival at Berwick-upon-Tweed as they would not be able to keep their appointments.
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Burnmouth, the same location as the failure described in the text, only the failed train was in the cutting to the far left of the picture. This MKIV set is working the Saturday 11.30 Kings Cross–Glasgow service on 4 September 2004. (Paul Corrie)

From early December the weather had become very cold and control was receiving numerous complaints from drivers that the cab heating wasn’t working, particularly on the class 91. 91102 had been booked several times and today Control had been advised by Polmadie depot (Glasgow) that they couldn’t fix the cab heat in No 1 cab of 91102. As it was DVT leading from Glasgow, it was allowed to run, but a driver still had to take it into Glasgow Central driving from the loco so he must have been well wrapped up even for only a short journey of two miles. I was on the 1200hrs afternoon shift with 91102 due into Doncaster at 1400hrs, so I had a bit of time in which to catch up with the next week’s rosters. Joining at the rear I started to test the cab heater system, but soon found that I wasn’t going to be successful. The vent fan which blows the air around the cab had burnt out and if that isn’t detected as running then no heater elements are energised. Informing Control that a new air con module was required I left it for the controllers to arrange whatever they saw as the most appropriate. I knew that spare class 91 locos were at a premium with previous failures not yet being repaired.

The booked driver who would be taking 91102 to Leeds had refused to take the set out as he had been on the same loco two days previously stating it was time that the problem had been resolved. York Control now had a choice to use the T-Bird loco to haul the set to Leeds or cancel a train. Cancelling trains was now becoming expensive: I wrote that in the early days it was estimated at £60 per minute in lost revenue; in 2002 the estimates were in the region of £180 per minute. With the decision made to haul the set to Leeds, just as a precaution (or maybe someone knew something I didn’t), I was asked to ride back to Doncaster on this train. Riding with the driver in the class 47, it had been a long time since I had last ridden any distance on one of these engines, and I began to appreciate how quiet the electric and HST cabs were – we had to nearly shout to hear each other in the cab of 47757, which was about to give up the struggle hauling this MkIV.

Rolling down the hill for the station stop at Retford the driver said, ‘I’ve got a fault light lit, can you have a look and see what’s tripped.’ Putting on my ear defenders and taking a torch I went to look at the indicators above the corridor between the two main cubicles to see that the low water light had lit. Going through the engine room to check the water level I could see that we were going to be in trouble: the water pressure was still OK, but there was hardly any left in the gauge. I went back to tell the driver we were running out of water and there was a possibility we might not make Leeds. Even Doncaster was a fingers crossed run, but we did have 91102 as a last resort. Informing Control of the loco’s problem I was told the Doncaster T-Bird was already out somewhere else so this option was not available and after Control asked the original driver if he was prepared to take the set forward he reluctantly agreed – after all it was his train home. So, after detaching 47757, the Leeds train finally left Doncaster over an hour late. 91102, on its return next day to KX, was sent out to the depot for a new module to be fitted.

Another of those strange jobs that sometimes occur was on Saturday afternoon, 5 May 2001. Ringing in to Control to book on duty I was asked if we had any emergency headlamps available at Doncaster. I knew we had two fully charged and advised them accordingly. I was then asked to get a taxi and take a headlamp to Pontefract to meet a class 47, which was hauling a MkIV set to Retford. This was due to an engineering blockage at Doncaster from the Leeds direction which required trains being diverted off the OHL system. These emergency headlamps had been introduced after a safety inspector had reported that trains should not be allowed to run above 20 mph without any headlamps working as track workers might not be able to see approaching trains until too late without the high intensity lamps working. These emergency lamps were the rechargeable type and were dispersed throughout the rail network. The train had arrived at Wakefield Westgate when it was reported that the headlights had failed and couldn’t be repaired. Initially the set was to be returned to Leeds, but this would have meant a set short in London and the loss of a class 47 for hauling later in the day. The train was allowed to continue its booked journey via Pontefract and Askern to join the main line at Shaftholme. I was told that the train would be waiting for me to arrive at Pontefract Monkhill and, as I lived at Pontefract and had left home only thirty minutes, earlier it was strange to be going home again but still on duty. The taxi driver had no idea where Monkhill station was. Just as well I knew because this station is well hidden and there are no signs showing the way until you reach the station approach. Knowing the back roads saved time in getting there which proved fortuitous: as I walked onto the station platform the train was just approaching. After ensuring the taxi driver knew his way back to the main road I fitted the headlamp onto the front of the train, threw my bags into the cab and we set off. I informed Control that we had met up, travelled through to Retford for the rest of my shift, and oversaw the loco hauling which was taking place over the weekend. The class 47 was sent back to its own depot after the engineering work had finished.

The class 47 rescue engines were now coming to the end of their lives and were being replaced by the new class 67 which was now the only locomotive fitted with electric train heating. These locos were originally built for the postal service, but as this service also declined, GNER agreed a hire contract to have them as T-Birds, again from EWS. As TRIs we had to be assessed on the new type of coupling fitted to these locos and, after agreeing dates with the trainer, made out the rosters for us all. I and another TRI, and a Doncaster fitter, went on a one day course at KX on 14 May.

A Helping Hand

Any failure usually requires the assistance of the rescue engine, but sometimes it is not always available or is too far away and other means are used to assist the failure to the nearest station. On 29 January 1996 I was involved with assisting a failed train with another train from behind. I was on the early 1200hrs start afternoon shift and conducting routine checks on class 91 locos. I was train hopping between Darlington and Peterborough, and was on my last journey back to Doncaster when we were stopped by signals at the bottom of Stoke Bank. The train in front had stopped near the top with a report of a damaged pantograph after hitting a large bird. The normal rescue engine from Doncaster was already out on another call so Control wanted to know if we would be prepared to go up behind the failure and propel it to Grantham. In the meantime the Kings Cross rescue engine would set off for Grantham to drag the failure away. With us assisting the failure, the delay to the passengers would not be as great as if they had had to wait for the T-Bird. After the necessary safety precautions had been carried out we slowly crept up behind the loco, our train buffering up to the DVT on the failed unit. After coupling up the flexible hoses and the electrical connections, it was possible for the drivers of both trains to now communicate with each other. Because the leading vehicle of the failed train was the loco, and because of the damage to the pantograph, it was not possible for this loco to create a brake or provide power signals to the assisting train. In this case all we could do was isolate the failed train and push it. There is a problem when coupling up the electrical jumper cables as these cables also carry the door operational circuits, so before we set off pushing the failed train I had to advise both train guards not to operate any door controls on arrival at the station, as the rear train would not be fully in the platform, until I had uncoupled the electrical jumpers. Once this had been understood it was now up to the two drivers to work together in getting the trains to Grantham. This is not a new way of moving failed trains, but is very rarely used and certainly not when both trains together are longer than the platforms and have automatic doors. On arrival at Grantham I disconnected the cables and flexible pipes allowing our train to uncouple, reverse and eventually move into the next platform to pick up the passengers of the other train. I waited at Grantham for the London T-Bird to arrive making sure that there was no problem in coupling up, etc, before catching a train back home to Doncaster, making it another eleven hour shift; starting at twelve o’clock is normally a 9¼ hour shift.

I have mentioned before that overhead line problems can cause serious delays to our services, and other train operators, as well as giving us long hours on duty. In the previous case I was involved with a failure which resulted in using another MkIV set to assist another MkIV. On Friday, 14 February 1997 the same happened again, but this time, instead of pushing the failed train, it could be driven. I was on the day turn and had already been up to Newcastle and back when a call from Control required me to travel back north due to reports from a driver of bad vibrations from 91025. This was on a Kings Cross – Newcastle service and, after leaving Doncaster travelling above 110 mph, the driver was right in contacting Control: No 1 wheel set had at some time had the wheels locked up for a few seconds. This is usually caused by wet or greasy rails when braking, resulting in damaging the tread, and so it was in this case, and this was the cause of the vibrations felt by the driver. After examining it at York I deemed it fit to continue its journey to Newcastle where the train was due to terminate. Once past Darlington the line speed is a lot slower and the vibrations were less evident. Apparently this loco was already on the list for tread damage and was booked for attention in two days time when on an overnight stop at Edinburgh. Routine tyre turning, as it’s called, can be done overnight at Craigentinny while the rest of the vehicles are being serviced. For operational reasons Control decided that it was best to send the whole train back to the depot at London as an empty set rather than remain in service. This meant that this train would be leaving Newcastle as soon as all the passengers had alighted and, as it was a Newcastle driver taking it south only as far as Doncaster, I stayed with it as it was the next train and would stop at Doncaster for a crew change. As soon as the service train for Kings Cross had left, which only had a few stops, we were given the signal to proceed. Having a good run, the service train in front was gradually leaving us behind giving us green signals passing Darlington. After going round the curves at Croft we came up to a double yellow signal and we could see in front on the long straight a single yellow followed by the red. As we slowed down and got nearer to the red we could see a train in front was also stationary. He had green clear signals in front, but didn’t appear to be making any movement. Once stopped my driver made his way to the signal telephone, as is required when any train is stopped out of course, and on his return said, ‘the train in front has got a damaged pantograph due to a piece of carbon missing and is a failure.’ Normally in these cases the T-Bird rescue engine would be mobilised from Newcastle, but the engine had flat batteries and was waiting to be replaced by another. Waiting for the rescue engine from Doncaster would be well over ninety minutes away. The location of the failed train at East Cowton was also in the wrong place: it had stopped right across the points where trains would have been able to get round it without too much delay, but to run trains round the failure now would mean a fifteen mile journey on the other track before regaining the normal direction which would cause a lot of delay to many other services. After my experience with the previous coupling up of two MkIVs I suggested to York Control that we have a try, only this time because the DVT was leading we should be able to drive from the leading vehicle but power from the loco on my train, providing the TDM system worked. After a few minutes I received the call back to say have a go, and, even if we only manage to clear the crossovers, it would be something. My driver was back in touch with the signalman to advise him of what we intended to do and, as no train is allowed to move until the overhead wires have been examined, we were told to proceed at caution and examine the line for any signs of damage. Once all the safety systems had been implemented we were given permission to proceed up behind the failed train, checking the overheads for any damage that might damage our pantograph. Nothing obvious was seen and the Electric Control Room Operator (ECRO) was advised. Eventually we got all the necessary cables and air pipes connected between both trains, although not without a struggle to get one of the air pipes coupled – at first it refused to lock into place, but after treatment with my hammer it decided that it was better to lock up than being hit again! Making sure that the damaged loco, 91002, was isolated correctly, the TDM system was switched into the correct mode for assistance and when enough air pressure had been made a brake was created, with the brake gauge rising slightly slower due to the extra vehicles. The normal brake test was carried out, then with fingers crossed the driver tried for power, and waited for the LED indicator in the middle of the desk to turn yellow indicating we had power. The driver released the brakes and we started to move. I would ride in 91025, the rear loco, to keep an eye on things; my driver would stay in the DVT of our train just in case we needed to push if things went wrong. Normally when trains assist one another there are strict speed limits, but in this case with the driver at the front controlling both the power and the brakes there was nothing preventing us from travelling at line speed. Given permission to proceed and told we would be terminating at York we slowly gathered speed towards the 100 mph mark. Shortly after setting off, control rang to say the point of termination would now be Doncaster, which I passed onto the driver and guard. Our speed continued to climb towards the maximum 125. But on this day, approaching Tallington, there was a temporary speed restriction imposed by Railtrack due to new track having recently been relayed and it was not yet fully bedded in for trains to run at 125 mph. After passing the temporary speed restriction our speed never got above 60 mph before the driver had to brake for the station stop. Our arrival at York was well advertised and it appeared that everybody was standing on the platforms watching our two trains slowly negotiate the entry in the station, even the signalman from the York power box. Those who could were standing outside watching us creep in. York station has some long platforms, but not the length to accept two MkIV sets together, and my train still had four coaches and the loco off the platform after stopping. Because I had no passengers on my train I had earlier locked off all the doors on my train to save time in walking to the middle to uncouple the cables which would have caused some delay in releasing the doors on the failed train. As it turned out that was a good move as we were now going forward to Doncaster, which meant only the failed train’s doors had been initiated for release. Arriving at Doncaster the two trains were split, utilising my train to take the passengers forward while the loco with the damaged pantograph was taken off its train and put into the sidings for the station fitters to renew the pan head. Once I had made sure that my train was back into full normal operation with the doors, etc, I slipped quietly away in the direction of the car park and home.

After a routine trip to Newcastle on 21 December 1998 and returning south, a message was put out over the pager system that there was an OHL problem between Doncaster and York with no services running. On arrival at York I enquired to York Control what they wanted me to do and was told to wait at York as possible diesel hauling from Doncaster might take place. I went up to the supervisor’s office to where any alterations would first come. York had capability to platform several electric sets but Doncaster didn’t and, as a first to my knowledge, two complete MkIV sets were coupled together at Doncaster to be diesel hauled through to York. I was to meet the train at the south end of the station and uncouple the rear set, allowing the front one to be hauled into the station. Then the diesel would be uncoupled while I ensured the one left behind would liven up OK and make its own way into the station. This done, the OHL problem had been resolved and services returned eventually to normal. As far as I know coupling two sets together to be hauled has never been done again.

Another first took place on Sunday, 7 September 2003: a de-wirement resulted in 91131 losing its pan head over the Fens, although the wires hadn’t been brought down. I was on another electric which had been brought to a stand on signals being put back to danger when the OHL had tripped out behind the failure. It was initially thought that the train I was on would be able to go up behind the failure and push it to Peterborough but after initial inspections, it was found too many dropper wires were missing and a couple of registration arms had been damaged. I suggested to our control that we should use an HST set to push the failure to Peterborough as I had been informed earlier that although an engine was available at Peterborough there was no driver available; Peterborough was a freight-only depot. The KX T-Bird had already been dispatched but would be stuck in the queue behind all the other services. There was no reason why the HST couldn’t be used; it had never been done before, but two MkIVs had been coupled successfully before and, after consulting with Network Rail, permission was granted. The Inverness service was the first HST available and was standing behind the one I was on. My train was put out of the way onto the slow line where I was asked to get off and wait for the HST to arrive which would then go up behind the failure and couple up to the DVT. As with these incidents, single line working would be introduced between Peterborough and Connington which allowed trains in both directions to run on the same line. The crew had already been asked if they were prepared to assist the failure, having been advised that I would be there to assist. Eventually we drew up behind the DVT, stopping a good twenty feet short so that the HST emergency draw bar, which was normally used to drag dead HSTs, could be fitted to the front of the Inverness train, as today it would be used to assist. After everything was checked to make sure it was fitted correctly the HST moved slowly to a point where the extended bar could be fitted around the draw hook of the DVT. This done and the air pipes coupled it was time now to fill the failed train with air. This was the only doubt I had: HST compressors are not always at their best and as well as keeping the HST full of air they now had to supply a full MkIV set. As these compressors run off the 3-phase supply, when the engines are idling the compressors are not running at their full speed, so the engines had to be run at maximum. Until at least 6 bar of main air was available in the MkIV only then could the driver of the HST try and create a brake throughout the train, and this was one of those times when patience is a virtue. Trying too early for a brake loses more air than you have made and you then have to wait even longer. Having already made sure that all the necessary equipment had been isolated for assisting the failed train, it was now a case of waiting for the air to slowly build up. Eventually after what seemed ages but was probably only a little over ten minutes, there was enough air to try for a brake. As the pressure in the brake pipe began to rise the main air started to fall as it filled the relevant parts of the brake system. The HST engines were still on max revs, but as the brake pipe gauge crept up towards the 4 bar mark I knew that we would now be OK and finally the gauge settled at the full 5 bar mark. With the parking brakes still applied it was time to carry out the safety checks prior to moving. Once completed we now had to obtain permission from the signalman to allow us to proceed towards Peterborough. Single line working, which allows trains to travel in both directions on the same line, and usually allowing several trains in one direction before allowing trains in the opposite direction to run, we could not move until a train travelling towards Peterborough, which was the train I had got off earlier, had passed us and cleared the sections in front. This train had now been stationary for over ninety minutes while trains ran in the normal direction and staff positioned themselves at all the level crossings for the wrong direction movements. Finally we were given permission to set off. My concern now was that the HST had to push the failed train from a standing start on a rising gradient from the Fens up to Yaxley – with a total combined weight of around 800 tons. 43113 and 43006 slowly got the two trains moving without any problems, and, as the train was being controlled from what was now the middle of them both, with the driver in 91131 acting as lookout and with only an emergency brake, we proceeded at a steady 20 mph. By communicating using mobile phones (there is no means of using cab to cab systems with the two different traction types) with the leading driver advising on signal colours, we eventually crept into platform 3 some 2½ hours later since first being reported, stopping abruptly as the driver on 91131 used his emergency brake. After applying the parking brake on the DVT, the HST was uncoupled, and, after returning the draw bar to its rightful place in the power car van, the Inverness service reversed out of the station to make its way across to the normal northbound platforms to pick up the passengers from the failure, and also me. By the time we left Peterborough the Inverness service was now running 190 minutes late. This was one of those situations where York Control had to decide between how long to leave a stranded train full of passengers, against delaying another service longer than would have been the case if the Inverness service had been allowed to pass on the single line section. The failed train was eventually rescued by the KX T-Bird once the overhead line had been repaired, allowing normal running again.

Other Train Operators’ Locomotives

Attending other train company’s locomotives was very rare, apart from the class 90 and class 47 which were used by Great North Eastern Railway (GNER). On the Wednesday, 28 December 1994, 56048 had failed on a coal train just after leaving Tyne Yard, south of Newcastle, with a PEFR problem. Freight services as a rule were few during the Christmas and New Year period. I received a call from Control to ask if I would be prepared to assist this failed class 56, as the nearest staff for the freight company were at Thornaby some forty miles away. I had no problem in assisting another TOU, but was under no illusion that I would be successful. I had been told that this loco had been standing outside in the open the week prior to Christmas and this was its first duty since 22 December. Although the locos had been around for a long time I never worked on them as they were freight only, but the cubicles had very similar controls and modules to an HST.

Having already been up to Edinburgh monitoring a class 91 with an overload problem I was returning on an HST with reports of loss of power the previous day. The power modules had been renewed that night on the depot and this was the follow-up check for any more problems. Our Newcastle T-Bird was also en route to assist if required, but pushing a freight train from behind was not an ideal situation and this would be a last resort if I was unable to remedy the problem. The freight driver stated that above 20 mph he was getting the fault light up with loss of power and, as he was on his own, he had to stop every time to try and isolate the defective traction motor. Unlike an HST the class 56 loco has the ability to isolate individual traction motors, and it was a matter of trial and error. After resetting all the isolated motors we set off and as before we lost power around 20 mph, but this time I was able to isolate a motor quickly and re-apply power before the train had lost too much speed. It took five attempts before we were able to achieve a decent speed of 40 mph on four motors and ¾ power, but at least we would now reach a safety point on the loop line at Durham where the freight train was recessed waiting for its own assisting engine to take the train forward. Due to being standing over the Christmas perio,d the motors had got damp and this was causing the problem with the PEFR tripping.

On 13 May 1995, heading south from Newcastle, carrying out the normal pre-summer air conditioning checks, I was asked by Control if I knew anything about class 37 locos. I said, ‘Very little. What’s the problem?’ 37104 had shut down on a freight train on the goods line at Ferryhill; although not blocking the main line, it had another freight train standing behind. I agreed to have a look, asking my driver to stop adjacent to the class 37. The driver informed me that he thought it was out of water, but unfortunately his torch had packed up and he couldn’t see how much was in the sight glass. Having confirmed that his suspicions were correct and there was nothing I could do he thanked me for attending and made arrangements to have his train hauled away. I was now stuck in the middle of the countryside andm after contacting York M/Cm they made arrangements for the next train back north to pick me up. This was a Liverpool to Newcastle service which I left at Durham to continue my air conditioning check of the MkIV vehicles.

On Thursday, 27 July 1995, I was contacted at home to make my way to Leeds to attend to 47579 which was on fire 2 miles outside the station. This was a parcels train from Derby and due to finish at Leeds. Normally this would have been covered by the station fitters at Leeds, but they were not available and as this train was also disrupting our services I was asked to attend. Having been given the location of the train, and previously working at Holbeck, I knew exactly where to go, set off in my own car. The stricken loco was on the same side of the city as that from which I was travelling, so I didn’t have to negotiate the city centre traffic and, after a thirty minute journey, found the train standing on the bridge which meant access was easy from the road below. The fire brigade had put out the fire, but were waiting for me to arrive to ensure I was happy that the fire would not re-ignite when the loco was moved. A rescue engine was also standing clear of the train waiting for instructions to be allowed to couple up. The seat of the fire had been above No 3 wheel set, but the intense heat had also set fire to the inside of the loco causing considerable damage. After assuring the fire brigade that there would be no problem with the loco catching fire again they departed and the rescue engine coupled up for the short journey into the Leeds parcel depot. As the train was hauled away I made my way by car to the parcel depot to meet the train again to have a good look round the loco, checking on the fire damage and decided that the only safe thing to do was to disconnect the batteries, due to the amount of wiring burnt inside the loco. Once made electrically safe I advised our Control to pass on to the loco’s owning company what I had done and a brief description of the damage, then made my way back across to Doncaster to continue the afternoon shift which passed off quietly.

On 22 August 2000, after another routine day shift, having been to London and back to York I was heading back to Doncaster for another right time finish. These days of finishing on time were fine by me; they allowed time for other pastimes to be pursued rather than just work and bed. I had just bought a caravan and, with the new contract signed and a roster that allowed more time off, I was looking forward to the new experience. But today wasn’t going to be a right time finish: a train had been stopped at Grantham after tripping the HABD. There were also reports of a wheel slip problem and I was requested to carry on to Grantham. This was on 91013, and with these two reports it wasn’t looking like a quick fix. On arrival at Grantham the train had been terminated, so I had a bit more time to carry out a check of the reported hot axle box and the wheel slip problem. The driver informed me that he had experienced a wheel slip light flickering shortly after leaving KX, but after reaching 70mph the wheel slip issue went away; it was approaching Grantham that the HABD had been activated, which was nearly 100 miles from London. After examining the axle box and downloading the computer the wheel slip fault appeared to be on a different wheel set, which was a relief. Advising Control that all was well we set off for Doncaster as a test run, and if there were no more problems the train would turn round to work its return diagram starting from Doncaster with a right time departure. As we accelerated away from Grantham, and rounded the bend up towards Peascliffe tunnel, we could see in the distance a cab of a loco followed by what appeared to be a cloud of smoke/dust billowing out from both sides of the loco. As the driver of this train saw us approaching he started to flash his headlights which immediately told us that there was an obstruction ahead and my driver made an emergency brake application, stopping 300yds away from the other train. A few seconds later I saw an object thrown out of the cab followed immediately by the driver who started to run towards us, but then stopped a few yards in front of his train. I made my way towards the other train and it appeared that the leading bogie of 47193 had caught fire, but on a closer inspection the fire was inside the engine compartment. After introducing myself to the driver of the stricken engine he told me that the main generator had caught fire and that he thought it was still alight even after operating the internal fire bottles. There was smoke coming out of everywhere; Doncaster power box where requested for fire brigade assistance. I was asked if the OHL required isolating but as there were no flames visible isolation was not required at this time. There was no way I would be able to assess the damage until the fire brigade had made it safe. The nearest the fire service could get was ¼ of a mile away and they initially only turned up with hand-held extinguishers, but once they could see what was required they called for their breathing apparatus. This all took time and in the meantime I was to liaise with the signalman on developments until one of their operations managers arrived. There was nothing I could do but wait. Doncaster’s T-Bird rescue engine had been requested but was stuck behind other services and as yet no movements were allowed. With the arrival of their operations manager, I advised him of the situation and he now took responsibility for informing the signalman and eventually the movement of any trains. On requesting to the fire officer to allow trains to run on the adjacent line he was told: not while the fire brigade is on the tracks. Eventually the smoke cleared apart from one side of the loco above the bogie and this was suspected to be smouldering debris. The chief fire officer declared it was safe to enter the loco but not to stay too long inside the engine room due to residual heat and any lingering fumes from the fire bottles. I didn’t intend to – all I wanted to do was assess the damage and to ensure we would be able to move the train when assistance arrived. On investigation it appeared that the generator had flashed over and the resulting flash had ignited a build-up of dust and oil on the connections at the bottom of the generator. Because of the location of the fire engine and the still smouldering debris from the loco it was suggested that we try and roll the train down the hill towards the fire engine. The air system in the loco was holding up well but due to the length of the train – 47193 was on a Leeds to Ipswich Freightliner train with nearly 1100 tons in weight – there just wasn’t enough to allow the brakes to be fully released and there was no way we were going to release them manually. After nearly an hour the fire officer still refused to allow trains to run on the adjacent line. With permission to run trains finally given a request from the signalman required our test run train to set back towards Grantham, which would allow the rescue engine from Doncaster to run round several trains behind the failure and to couple up at the front to haul it to Grantham for the fire brigade to dowse down under the bogies before allowing it to continue on to Ipswich. I waited for the T-Bird to arrive and after what seemed ages the rescue engine crept past out of Peascliffe tunnel and eventually back towards 47193 to couple up and drag the train into Grantham; but by this time there was very little in the way of smoke coming from underneath. Our test run had now been cancelled, at the request of Railtrack, due to the severe disruption of normal services and they didn’t require any non-urgent train movements until the service had returned to normal. This was expected to take some time so arrangements were made for the set to return to Bounds Green. I caught the first available service for Doncaster arriving just before 1800 hrs; it had been a long time since I had done a twelve hour shift.

Early December 1999 took me back to my days at Holbeck, checking out a class 47. A set of MkIV vehicles had been on repair at Doncaster works and were required back at Bounds Green. They were to be hauled using 47703 on hire from an operating company called ‘Fragonset’. I had been asked by the head of performance, Mr Gordon Dennis, to examine the loco for its condition and possible suitability for future use. Class 47 locos where now becoming rare, especially ones with ETH capability. Although initial inspections of the engine and running gear showed that it was in order and the power output performance was up to standard, some parts of the locomotive did not meet the required standard. The report was sent back to Mr Dennis for his consideration and as far as I know nothing more was heard regarding the hire of this company’s locomotives.





Chapter 9

Royal Duty, VIPs and Specials

The only time I became involved with the Royal train was during the Queen’s Silver Jubilee tour of Britain in 1977. I was still at Holbeck and I had been selected to sleep with the Queen (metaphorically speaking) whilst she was on a tour of West Yorkshire. My role was to travel with the Royal train from Leeds station to the planned overnight stay in sidings just south of Selby. These locations were chosen because they were away from the main lines, allowing a peaceful night, and easy security measures. Needless to say I had to be vetted, and given a special pass to be on and around the train. Prior to the actual night the dedicated loco was chosen a week ahead and I went with it on a booked diagram to ensure that there would be no problems on the night. The loco chosen was a class 31/4 which denoted that it was fitted with Electric Train Heating (ETH) as the Royal train was made up of the new MkIII vehicles. The loco was prepared and eventually we left Holbeck to travel up to Leeds to attach to the north end of the train, which had been brought in empty stock from Neville Hill by the resident class 47 Royal engine which was detached and sent to Holbeck for servicing. Eventually the Royal party arrived and we were given the right away from the guard. The driver pulled for power and the loco just moved a few inches and no further; even though it was a heavy train the loco should have had no trouble moving it. A quick telephone call by the traction inspector from the cab to the train representative on board (the cab had been wired through to the train once we coupled up for security and delay purposes) soon found the problem to be the parking brake on the train which had been left on. That was a good parking brake; once the brake had been released we set off again. As we crossed out of the station we lost the electric train heating and it wouldn’t reset. After another call to the train to ask them whether we should stop or continue we were advised to continue and stick to the schedule as it was only a thirty minute journey, and to resolve the problem at our destination. The loss of train supply was caused by the loco ETH cable being stretched when we initially tried to depart Leeds, and the interlock cable had snapped. A quick shorting out of the interlock on that cable, and train supply was re-established. The Royal train was fitted with its own generator, but because the interlock was broken it couldn’t be used until the loco was detached, and the generator was only to be used in emergencies. It had been found that when the on-board generator was running it rocked the train when it was standing still, so the loco ETH was used throughout the night, without any more problems. As well as the traction inspector and the train crew there were other managers on site during the overnight stay, who all appeared to have come well prepared bringing pillows and plenty of flasks. There was a small cabin mainly for the police, but no facilities for any drinks, etc. A night in a cab of a class 31 loco is not the most comfortable and there is only so much you can read in a newspaper. There were no lights of any kind in the surrounding countryside so it was impossible to see anything outside, but being July daybreak came around 0430 so at least I could stretch my legs without falling over anything. From around 0600 staff on the train began to emerge and walk around, and I was surprised to see just how many people were involved in running this train. In the morning the class 47 loco used earlier was to attach to the other end of the train for the next day’s journey. Before the class 47 could couple up we had to switch off the ETH and unplug the cables from the class 31. Nobody had advised us that we had to ask permission to switch off the train supply as everything on the train was ETH supplied. We didn’t, and rumour had it that Prince Phillip was halfway through using his electric shaver when it stopped (oops, a visit to the tower looked odds on). Once the train departed we followed a few signals behind for our return to Holbeck.
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Permit issued for overnight stay of Royal Train, 12–13 July 1977. (Own collection)

My only other involvement with a Royal train was one evening at Neville Hill. Prince Charles was on a formal visit to Leeds in the early 1980s and was using his own Royal train vehicles to travel around to other cities. My duties were to ensure the train left the depot and arrived in Leeds without any problems. A technical engineer from the class 47 locomotive’s own depot took over for the journey from Leeds.

I have been involved in riding trains when members of the Royal family, including Queen Elizabeth II and Prince Phillip, have travelled on a normal service when it was deemed in those days that it was preferable for them to travel on a service train for security than to use the Royal train, especially if it was an informal visit. I have also had other members of the Royal family on service trains on various occasions, including Princess Diana, Prince Edward, Prince Andrew, Princess Margaret, the Duke and Duchess of Kent, and the Duke of Gloucester, sometimes joining the train well before they were actually boarding to prevent any delay due to a technical fault. It was very rare for one of these trains to actually fail or give any serious problems, but there were a couple of instances as detailed below. Other VIPs included members of parliament, from the Prime Minister of the day to members of the Cabinet.

When booked to travel with any VIP, especially members of the Royal family, it was hoped that everything went trouble free, but just as with any ordinary passengers things didn’t always go to plan. This was my last shift before my long weekend off; booking on duty, control informed me that a Royal VIP was to travel on the 1530 ex-Edinburgh, joining at York and travelling to London. Normally I would have travelled further north to meet the service and check it out, but I only had about ten minutes turnaround time at Newcastle which wasn’t long especially if something went wrong, making my way to York to await the arrival at 1755. Enjoying a cup of tea in the Control office the maintenance controller’s phone started to ring again – it never really stops; it was the driver on the train I was waiting for. He was reporting that the leading power car had got a permanent general fault light due to a constant HWT indication. After advising the driver that I would be joining his train at York there was nothing I could do except wait for it to arrive; it was now running nearly ten minutes late. Standing at the south end of the platform waiting for the train to roll in I could see in the distance a group of people walking slowly down towards me which I knew to be the Royal party. As the train rolled to a stop I immediately went into the engine room to check the HWT reports. I didn’t have to look too hard: the coupling on the end of the crankshaft which drives the cooling fan had sheared off. There was nothing I could do about this apart from inform Control we would be on one power car for the rest of the day. The VIP was going to have a slow journey. But that wasn’t the end of my troubles. I had already made my way to the rear engine to ensure that this one was OK, and was sitting having a bite to eat, when the brakes suddenly applied. Before I had time to check with the drivers, they were contacting me to say they hadn’t applied the brakes. Opening the door to the clean air compartment I heard the familiar sound of escaping air and quickly found the problem to be the DSD (driver’s safety device) system, which even though trailing is still active. Isolating the valve the brake returned and we set off again hoping that no more problems would crop up, eventually arriving in Kings Cross fifty minutes late.
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Timing sheet for another Royal VIP. (Own collection)
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Timing sheet for the Royal journey, 19 December 1997. (Own collection)

For most of our VIP specials we would be asked to carry out a check of the set to be used the previous day. This was usually to evaluate the ride quality and check out the power cars or class 91, except for the Royal family. We would only be advised on the day they travelled, for obvious reasons, and not always told who the member of the Royal party was until the last minute. An exception to this rule was on 28 June 1991 when Her Majesty Queen Elizabeth II travelled on a special MkIV service from Kings Cross to Edinburgh. A twenty minute stop at Newcastle was included in the journey to officially unveil a commemorative plinth celebrating the completion of the East Coast Main Line electrification. In the event that the MkIV train failed for any reason a special HST was booked to run approximately four minutes in front of the special train all the way from London to Edinburgh. My responsibility was looking after the HST to ensure WE didn’t come to any grief. For the stop at Newcastle we were booked to wait north of the station until the MkIV departed. This was controlled by Newcastle signalling centre; when our signal was cleared it indicated the other train was ready to leave. There was also direct radio communication between both trains, so, in the event of any trouble or delay, the operations managers on each train could advise each other. The whole journey went off to perfection with the HST running straight through Edinburgh station to Haymarket, the set then returning to the depot at Craigentinny, leaving the HST in Edinburgh station to catch the special MkIV train taking the staff involved in the day’s events back south. Prior to the official run I was given the job of inspecting the HST set to be used. Craigentinny depot had the responsibility of ensuring that the train was in good order and I had to make sure that nothing had been missed. A reservation had been made at the Waverley Hotel, Edinburgh, so I could be at the depot early in the morning and spend the whole day there checking out the train. I had no problems and the staff at the depot had done a good job in preparing a set that in theory would never be used. One thing that made me wonder, which was only loosely connected with railways, so to speak: in the morning at breakfast it was help yourself to as much as you wanted; I was sitting at a table opposite a group of either American or Canadians, judging by their accent, and one of the starters was prunes. One of the gentlemen went up four times to refill his cereal bowl with prunes; I hoped they weren’t going too far that day!
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Special timing sheet used for the Kings Cross–Edinburgh journey, 28 June 1991. (Own collection)

[image: ]

Timing sheet issued for the Royal journey, 17 July 1991. (Own collection)

Royal VIPs were out and about in January 1998; I had three escort duties in seven days. On the 9th was Prince Andrew from Kings Cross to Doncaster and, on two consecutive days, the 14th & 15th, both were with Prince Edward from London to Durham and return next day Newcastle to KX.

Prince Edward was in Leeds during May 1998 and, having already done the pre-check, I was now with the driver waiting for the signal to depart Doncaster for Leeds on the set that would be forming his service back from Leeds. On receiving the buzzer from the guard the driver applied power, and we crept out of the station over the River Don and through the neutral section. On reapplying power the loco gave a surge and we lost the line light, and it would not reset. A quick dash inside the engine room to the low voltage cubicle showed that both the field and control voltages had gone to zero; this indicated blown fuses. After informing the usual people I climbed down to check the fuses at the side of the loco, confirming that one each of the field and control battery fuses had blown. This wasn’t looking good; in these cases something serious was wrong which would probably mean they would blow again once changed. There is only one spare of each type for the field batteries and the control batteries, but if one blows there is an instruction that both the positive and negative must be renewed irrespective of which one blows. I always carried a couple of spares of each just in case and today managed to change all four. This was the only service available from Leeds without having an hour’s delay, and whether these fuses blew again would decide if the train was to be diesel hauled from Leeds. The rescue engine had been alerted, but as we were only half a mile outside the station it didn’t set off until actually required. Fuses refitted, the loco livened up and power tested OK. The decision was taken to allow us to proceed followed by the T-Bird. The journey to Leeds was trouble free, the fuses not blowing again and I couldn’t see anything obvious for them to blow. We knew occasionally they would blow on what we believed to be life expired. Just to make things worse after re-energising the loco, I received a call from the guard saying that one of the coaches was on half lights and he thought the stat con had failed. Going back into the train at Wakefield Westgate, I confirmed that the stat con fuses had blown and there was nothing I could do apart from monitor the voltage as normal. On arrival at Leeds the decision was made to run the train as normal as the fuses hadn’t blown and if there had been a problem on the loco they would probably have done so by now. With confirmation that the Prince was on board, and my new driver advised of the loco problem, I sat in the vestibule of coach 12525 monitoring the battery voltage to ensure it remained above the failure point of 86 volts. Having just failed it would be unlucky for the battery volts to drop that far as they had an approximate life of seventeen hours before the critical point was reached, providing that all the cells were in good order. If the fuses on the loco decided to blow again I wouldn’t have any spares left. At Doncaster I was given two sets of spare battery fuses for the loco, hoping that I wouldn’t need them. The journey to KX was uneventful, the set then going out to the depot for repairs to the stat con and a thorough check of 91014 to see why the fuses blew. I’m not sure what the procedures are for failing with a member of the Royal family on board, but I didn’t want to find out.
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Approaching Doncaster, 91014 on the 15.10 Leeds–Kings Cross service, 12 August 1998. With the class 91 as shown, it was known as running ‘bunker first’. This usually occurred when a set was turned around the bridges at Newcastle, and the loco then put onto another set, resulting in the photo above. In this formation, when the loco was leading, it would be restricted to 110mph. (Paul Corrie)

Another side of our role was naming ceremonies. These varied from royalty, members of parliament, lord mayors and other well known personalities. Our role was to ensure that the loco being named arrived on time and sometimes the person carrying out the ceremony would also have a short journey on the same train, but not always. A typical naming ceremony would require the loco to be named, stopped a couple of days earlier to allow time to fix the nameplates, and a touch up of the paintwork to be carried out if required. The name plates would then be covered up and then the train sent either as an empty train or a service train with the naming being carried out shortly after arrival at its destination. Other people would prepare the small stage and fit an appropriate curtain over the name; a small band would also be playing to fill in the time before the person carrying out the naming ceremony arrived. The usual speech was made before opening the curtain to reveal the name. The opposite side of the loco would have its cover removed at the same time if space and safety permitted or at the first location where it was easy to remove.

As well as naming ceremonies other special events were also covered by us when required and one of these was the introduction of the new HST service from Skipton to Kings Cross on Monday, 29 September. This set left Neville Hill at 0530; I should have been on the 1200hrs afternoon shift but was required to travel with this service, so another early start travelling by car to my old depot. The departure time was 0640 from Skipton and sometimes on these inaugural services a small band would be playing prior to the train leaving. What the local residents thought of all this noise in the early morning I’m not sure, but the passengers enjoyed it. After a trouble free journey to KX, I returned back to Leeds and Neville Hill, to my car and home.

In 1983 the new class 141s were being introduced and to promote them to the public a unit was arranged to work on the Keighley and Worth Valley Railway on the Easter Sunday of 1984. To ensure that the unit didn’t have any problems I was given the task of riding with it all day. As it was it went OK and the public seemed to enjoy the experience.

While still at Neville Hill, to evaluate the ride quality of the bogies for the new MkIV vehicles being built, a MkIII vehicle, 12141, was fitted with a pair of bogies and then wired up to ride-quality computers. 12141 was then marshalled inside a full HST set and, on a Sunday morning, a special trial was conducted running at a maximum speed of 125 mph passing Northallerton and then coasting all the way to York to a stop. Approaching York it was realised that if allowed to continue at a crawling speed we would end up in York station so a controlled brake application reduced the speed by 5 mph with the train finally stopping just after crossing the River Ouse. My job was to ensure that both power cars were running OK and to prevent any undue brake applications due to faulty equipment, mainly compressors. As it was I had a good day.

Saturday, 11 February 1989 saw trials being conducted running at 140 mph between Grantham and Peterborough using a special signalling system designed for 140 mph running; this was to evaluate the ride quality at 140 mph of a MkIV vehicle prior to introduction. This was made up of a power car, test car, MkIV vehicle, HST TGS and power car. The test train was formed up at the Technical Centre in Derby and then sent across to Grantham. I was there to ensure any problems with the power cars could be rectified. Being a Saturday the test runs had to be run in between service trains, but to ensure we could get at least one run before the service started it was planned for the first run to be around 0600 from Grantham. As there was no service train to get me there before the runs started I had to drive down to Grantham, so I was having to get up at 0400 in the morning to ensure I arrived in good time; needless to say the set was late coming from Derby and that turned out to be a thirteen hour day. On the high speed runs I had no problems with either power car.

I have not done a night shift since 1988, but on Monday, 27 October 1997 I was asked by the fleet engineer, Tony Brown, who had been appointed after Robin Lumb had left, to accompany a special train conducting what were called ‘coasting trials’ between Leeds and Doncaster in two days time. This was a full MkIV set which was being assessed for running with the pantograph in the lowered position under controlled conditions. The reason behind it was simple: in the event that there was some obstruction on the overhead wires, the driver would be advised of the location of the obstruction and given a fixed reference point when to lower the pantograph; after passing underneath the obstruction the driver would stop and raise the pan back up. The trials were conducted to determine how far back from an obstruction would be a suitable distance. The train was booked to depart Doncaster after the last service train had departed for Leeds around midnight. I booked on at 2300hrs and at quarter past midnight we left Doncaster. My role was to ensure the train didn’t suffer any technical problems. On board were staff from Derby and from the operations department. It was planned to do two runs each way between Doncaster and Leeds, and to carry out three trials in each direction, dropping the pantograph at different locations each time depending on the railway topography. On the last run of the night, as soon as the pantograph was lowered, the brakes applied. I knew straight away what had happened, the batteries had gone flat. With the constant lowering of the pan and coasting for various lengths of time the batteries had slowly discharged and had not had enough time to recharge themselves before the next trial. It has been mentioned before that the class 91 loco batteries only have enough life for thirty minutes. After raising the pan again and regaining the brake, I advised them that this would happen each time unless the loco was allowed to recharge the batteries for at least two hours. The staff from Derby said that this was not feasible and agreed to return to Doncaster without any more tests as they now had enough data to work from. We arrived back at Doncaster around 0400 which for me was a short shift, again having to creep into the house without waking everybody, but I did have the next day off.
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Profile difference between a MKIV (in the forefront) and a MK111. Taken at Grantham, prior to departure on the ride quality trials. (Roger Senior)
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The 140mph test train evaluating the ride quality of an MKIV vehicle. A test car is behind the leading power car, followed by the MKIV, and then an HST TGS with a power car behind the camera. (Roger Senior)

154 mph

Occasionally a few of us are chosen to be a part of something very special; in this case it was my colleague Gordon Campbell and myself who had been chosen to be on the record breaking run of 154 mph for a passenger train in the UK. Earlier in the year, Peterborough City Council were looking to celebrate 150 years of railways in Peterborough and, also wishing to be involved in these celebrations, was InterCity East Coast Ltd and Railtrack, the company set up prior to the privatisation of the rail network to look after the track, signalling, some major stations and the infrastructure. As part of this celebration it was decided to run a special service at 150 mph, but running a train above its designed limit takes some planning and special checks have to be made to ensure the vehicles chosen are examined for any problems. The date for this momentous occasion was to be 2 June 1995 with the train running from Newcastle to Peterborough. Prior to this there would be two trial runs, but first the vehicles chosen for this occasion required a quality ride check. The high speed run would consist of a shortened MkIV set made up of the DVT, only five trailer vehicles (three first, then an SV and a TOE) followed by the locomotive, 91031. The vehicles chosen were 82231, 11275, 11274, 11273, 10323 and 12204.
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A thank you letter to everybody involved in the speed record. (Roger Senior)

As I mentioned earlier the prestige run of over 150 mph was scheduled for June. The loco for the run had now been chosen, No 91031 Sir Henry Royce, and some six weeks before the special train was booked to run, a trial at 150mph was carried out for timing purposes, and also to check on the ride quality and other technical aspects of running a train at this speed. Both Gordon and I were not involved in this run, but we had been invited to several meetings to discuss what was to take place and any technical information we could give from our riding of trains. The doors came in for special attention as the last thing we wanted was a loss of door interlock and the brakes to apply. After the first high speed run, all the wheels on the set were re-profiled again and a full examination was made of all the suspension and bogies. The DVT and the loco were also identified by having a white cross on each buffer head so that staff on the track side would be aware that this train was travelling above the normal 125mph. The vehicles were re-marshalled as follows DVT 82231, 11275, 11274, 10323, 11273, 12204 and finally 91031.

On June 1 a pre-high speed run was done from Newcastle to Peterborough in the same timings as the official run the next day. This was to prove that everything was working as it should and any last minute adjustments could be made. Due to the DVT speedometer only being able to read up to 140mph a special gauge was fitted which was capable of reading 160mph, although it was never intended to go that fast.

Gordon was to look after the loco while I was responsible for the rest of the train. We were not on our own: Gordon had representatives from the overhead line department and Bounds Green, while I had people from Bounds Green and York. There are two places on the East Coast route that can be run at high speed, the first is between Darlington and York and the other down Stoke Bank, south of Grantham to Peterborough. On the actual day there were numerous VIPs from Peterborough including Dr Mawhinney who was the Transport Secretary, as well as being the MP for Peterborough, along with a host of press and TV media.

The first high speed run achieved 154mph for approx eight miles, the second 154mph down Stoke Bank was over a shorter distance and was done more for the publicity than anything else. It was thought that when travelling at 150mph the motion inside the train would be too great to walk through without being buffeted from side to side; in fact the ride quality at that speed was superb without any sensation of movement, and was definitely better than at the normal maximum speed allowed of 125 mph, although the scenery passed a lot quicker.
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Photo taken at Peterborough after the record breaking run of 154mph. Left to right, Gordon Campbell, TRI, Wally Hobson, Driver, myself, TRI, and Jimmy Woolf, Driver. (Steven Knight Photography)

On both days everything went as planned and everybody involved either on the train or not was congratulated on a job well done; even with the rail network now operating under pre-privatisation it still showed that rail companies could work together to achieve something special. I would think that this sort of event would now be a non-starter due to the amount of money that would be required from various parties to cover any unforeseen circumstances.

Extracts from daily logs (3)


Monday 19/5/97

1A13 0805 Leeds–Kings Cross, ridden Leeds–Kings Cross

82218 Leading

91013 Trailing

12315 Batteries defective

For the 0805 from Leeds I catch the local 0625 ex-Doncaster to Leeds. Normally I have around 15 minutes to wait before the train comes in from Neville Hill. On arrival I check the battery voltage on 12315 and find that they are only reading 80volts. This is far too low to retain the circuits required to prevent the brakes applying at a neutral section and I have to run a temporary feed from the adjacent vehicle to the FDM rack to prevent the loss of door interlock through the neutral sections. This is a practice we have all done before and ensures that the train reaches London without any delay. Another option was to lock off all the doors and use the cut-out switch, restricting passenger use, but, due to the number of passengers travelling, this was not practicable.




1N08 1130 Kings Cross–Newcastle, ridden Kings Cross–Doncaster

91019 leading

82210 trailing

Routine, no problems, carried out the normal air con check




Tuesday 20/5/97

1S08 0620 Doncaster–Glasgow, ridden Doncaster–Darlington

91021 leading

82206 trailing

Routine, travel up to Darlington to join 1A31, walk through inspection carried out




1A31 0708 Newcastle–Kings Cross, ridden Darlington–Kings Cross

82205 leading

91007 trailing

91007 reported locking out No 4 motor

No problems en route to London, MPU down loaded on arrival which shows No 3 traction motor had a Voltage Monitoring Device fault on the 17th, no other faults logged.




1S20 1030 Kings Cross–Aberdeen, ridden Kings Cross–York

43120 leading

43095 trailing

43120 HWT tripping

The HWT was tripping at 95°C, which is the correct setting for the system. To overcome this problem, and ensure that there wasn’t the constant loss of power, I removed both the front and back lower cooler group inspection doors as well as isolating the top engine speed. This allowed the train to run to time losing only a few minutes on the uphill sections. I returned to Doncaster on a Cross Country service due to no GNER service for another hour.




Wednesday 21/5/97

1A01 0430 Newcastle–Kings Cross, ridden Doncaster–Kings Cross

82207 leading

91004 trailing

91004 locking out No 4 traction motor

Fault due to a VMD problem, motor left isolated.




1D35 0910 Kings Cross–Leeds, ridden Kings Cross–Peterborough

91020 leading

82200 trailing

VIP to Peterborough, no problems, I didn’t record who the VIP was.




1E02 0700 Edinburgh–Kings Cross,

1N03 1230 Kings Cross–Newcastle, ridden Peterborough–Kings Cross–Doncaster

82209 leading (to KX)

91018 trailing

General Fault and loss of line light when braking

Problem on No 1 rheostatic brake causing the EFR to trip, rheostatic system isolated.




Thursday 22/5/97

1A01 0430 Newcastle–Kings Cross, ridden Doncaster–Kings Cross

82219 leading

91030 trailing

Routine, A/con check




1S17 0900 Kings Cross–Edinburgh, ridden Kings Cross–Newcastle

91024 leading

82230 trailing

91024 Loss of power check

No problems to Newcastle




1E08 1000 Glasgow–Kings Cross, ridden Newcastle–Doncaster

82205 leading

91007 trailing

91007 locked out a motor

On arrival at Newcastle I contacted Control to say I had arrived to be told 91007 had locked out a motor again. This service wasn’t due to arrive until 1230 which gave me enough time for a quick break. 91007 had been in trouble earlier with No 3 traction motor. I made my way across to the platform to inform the driver I would be in the loco and the reason why. Walking back to where the loco would stop I waited for it to arrive. The train rolled into Newcastle a few minutes late and after coming to a stop, I opened the cab door put my bags inside and followed them. Checking the cab desk lights which showed the usual red rheo brake light lit, which usually indicated a motor out, but it could also just be a rheo brake fault, made my way into the engine compartment to look at the motor indicator lights on the low voltage cubicle which confirmed that No 3 motor had locked out again. Departing Newcastle I now checked that the blower circuit was not the problem prior to re-instating the motor, which was ok, and advised the driver that I required two resets on the pan up/reset button when he saw the line light go red on his desk, after which he could regain power as required when it returned to yellow. Sometimes drivers forget that the actual reset process is initiated after the pan up/reset button is released and not the pressing in; by asking for two resets this automatically did what was required. On regaining power 91007 behaved perfectly which meant I would have to wait and see what was causing the problem. On leaving Darlington the wait was over; after setting off the loco lost all power with a full set of fault lights, the driver continued to coast, as previously agreed, until I came back on the phone. Looking at the computer fault lights told me that No 3 motor had faulted due to a VMD fault. In these cases there was nothing I could do to rectify this problem so I tripped out the relevant blower CB and then got the driver to do the usual number of resets to lock out a motor. York Control advised of the defect and the repair book filled in.




Friday 23/5/97

1A01 0430 Newcastle–Kings Cross, ridden Doncaster–Newark

82217 leading

91011 trailing

Reported rheo brake light red on 82217, but not on 91011

This fault was traced to a defective repeat relay on DVT 82217; by manually operating the relay the fault cleared. A new relay was fitted when the train arrived in Kings Cross.




1A02 0615 Leeds–Kings Cross, ridden Newark–Kings Cross

91003 leading (Attached to front of DVT) 82220

82220 TDM problems

I was asked to check out the DVT TDM rack to establish the actual fault. The TDM self check system had detected a fault and lit up what was called the ‘Watchdog’. In these cases it usually means the TDM rack has to be renewed; even if the TDM system would reset, you can never guarantee that it won’t fail again.




1D49 1010 Kings Cross–Leeds, ridden Kings Cross–Doncaster

91002 leading

82205 trailing

Routine, A/Con check

After staying at Kings Cross and assisting with the fitters as required I carried out a walk through and A/Con check on the set. On arrival back at Doncaster I had time to finish off next the week’s roster before sending it off to Control.







Chapter 10

Privatisation

A new word had appeared in the railway vocabulary – privatisation. In the late 1980s and early 1990s it was proposed that the railways should be privatised. In 1992 the Conservatives gained a third term of office and one of their mandates was to privatise the railways. Margaret Thatcher had been replaced by John Major in 1990, but the policy of privatisation of the rail network was continued. This was now an uncertain time for the rail industry as no one was sure as to the outcome. The Government had decided that to make the railways work they required private investment, but there was a lot of scepticism that this might have been a ploy to close some of the unprofitable parts of the rail network. Compliance with the Government’s programme saw a change in the way British Rail ran their services. The country was split into ‘sectors’ and each was responsible for running its services. For the ECML this was known as ‘InterCity East Coast’. There were several reorganisations, known as ‘Organisation for Quality’ (OfQ), which was understood to mean something a bit more wholesome by most staff. This reorganisation involved both staff and the allocation of stock and depots. With the introduction of the full electric services to Edinburgh and Glasgow the HST fleet was reduced from 34 sets to just 11, but due to timetable changes in 1993 would be further reduced to 9 sets and 21 power cars. Bounds Green lost all their HST fleet; it was replaced by the new class 91/MkIV trains. Neville Hill became responsible for the East Coast route HST maintenance, while Craigentinny was now responsible for the new Cross Country services which were now HST diagrams, replacing loco-hauled MkII stock. These new sectors would be replaced in a few years time by the more dramatic move, privatisation. After another round of management reorganisation in September 1992 I was officially transferred from Neville Hill to David Sawyer’s fleet engineering department, along with the other technical riding inspectors. Because we had still been classed as temporary, our salary budgets came out of the relevant depots from which we had previously come. We all received letters stating our new locations and now official title of technical riding inspectors. Under this reorganisation, a new production section was introduced and this included York Control and us.

Prior to full privatisation, which would be on a franchise basis, new train operating companies were set up within British Rail to run services. For the ECML the creation of the East Coast Train Operating Unit (TOU) took place on the 1 April 1994, replacing the brand name of ‘InterCity East Coast’. The TOU was to be managed as a division of the British Railways Board. Later these TOUs would be known as a Train Operating Company (TOC). Prior to 1 April there had been several reorganisations to the management staff in preparation for privatisation. All the staff which had been employed by British Rail under the name of ‘InterCity East Coast’ prior to 1 April received a letter explaining that our contracts of employment had been transferred to this new company. The creation of this new TOU had no ownership of either stations or rolling stock. Stations were now operated on a licence, and the rolling stock leased from new companies known as Rolling Stock Leasing Companies (ROSCOs). The East Coast TOU was responsible for the maintenance and repair of its trains at Bounds Green (London), Craigentinny (Edinburgh) and Clayhills (Aberdeen). Neville Hill now became a Midland Main Line depot and Heaton a Regional Railways-owned depot. Craigentinny now became the main HST depot for the East Coast, taking the nine sets and power cars from Neville Hill. Both Neville Hill and Heaton still carried out overnight servicing of the ECML fleet.

Saturday, 1 April 1995 saw another step towards full privatisation : as part of the Railways Act 1993 InterCity East Coast TOU now became a wholly owned subsidiary company of the British Railways Board (BRB) now known as InterCity East Coast Ltd (IECL) operating under the same terms and conditions as previously. Our contracts of employment were once again transferred along with all our conditions of service and pension rights as before.

Great North Eastern Railway

The Office of Passenger Rail Franchising (OPRAF) had been set up to oversee the bidding of the preferred contenders for the right to run a franchise and InterCity East Coast Ltd (IECL), which had been set up to operate the ECML, had not been a final contender in the franchise for running the ECML and on Friday, 29 March 1996, a milestone in the history of the ECML had been reached. After just over forty-eight years as part of the nationalised British Railways network (later British Rail) once again the ECML was under private ownership under the name of Great Northern Railway Ltd, later to be known as Great North Eastern Railway Ltd (GNER), a subsidiary of Sea Containers Ltd. A symbolic handing over ceremony was carried out at Kings Cross on this day and it would take at least another four weeks to complete all the necessary transfers, with an official completion date of Sunday, 28 April 1996. GNER would now run the ECML under the same conditions as IECL, leasing the stock from a rolling stock leasing company and, although not owning any stations, GNER managed and staffed twelve stations on the route. The track and signalling was still run by the company called ‘Railtrack’. GNER inherited some 2900 employees who were now under ‘new management’.

Although I have stated it was now privatised the Government would still have control of the rail network. For GNER, like all the other companies running rail services, this would be done on a franchise basis and in the case of GNER was for a seven-year period, when the franchise would again be put out for companies to bid to run the ECML.

Business as usual was the order of the day for many of the staff including us. Nothing regarding the running of our services had changed and, of course, locos still managed to fail causing problems on the route. On 24 May 1996 Mr James Sherwood, the owner of Sea Containers, the parent company of GNER, was on a tour of several stations meeting staff between London and Leeds, and I was given the task of ensuring that there were no problems on the trains he would be using. I was also advised that there was to be no special treatment for him and to make myself as inconspicuous as possible when he got off the trains to talk to staff. All went well and as far as I know I was never seen.

[image: ]

43039 leading 43118, passing Hambleton, working the 12.00 Kings Cross–Inverness Highland Chieftain service on 22 August 1997. Both power cars are in GNER colours. (Paul Corrie)
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82202–91002 passing Burn on the 12.30 Newcastle–Kings Cross service, 22 August 1997. The class 91 in the rear is in GNER colours. (Paul Corrie)

In the last week of January 1997 GNER had what they called a ‘New Livery launch’ with VIPs and invited guests. From late October 1996 the MkIV vehicles had started to be put through a repainting process into the new colour of dark blue with a red waist band stripe. This repaint was carried out in the naval dockyard at Rosyth, Fife. The first set also included loco 91031, but subsequent sets did not include a class 91 – the first and to date the last time a class 91 has crossed the Forth Bridge. This VIP trip was to show off the new brand colours. The interiors of the MkIV sets had not yet been improved as they were still only six years old whereas the HST fleet was going through a full refit with a launch later in the year which would be known as the ‘Birthday Train’. Being on the day turn I was detailed to ride this VIP from London departing at 1000, which had always been known as the departure time for the Flying Scotsman. Today I was only going as far as Newcastle where the VIPs would alight. 91001 was the loco chosen for this run and, as usual on these trips, it went without a hitch. On the journey I kept having calls from various people asking if there were any problems, but all I could say was everything going OK.

As team leader I was responsible for the weekly roster, even though each TRI knew which shift they were on. This was mainly for the benefit of York Control and our line manager. Any alterations to the normal roster had previously been agreed with the other team members to cover leave, lieu days or courses. As part of this rostering I was also responsible for providing a roster to cover for any additional duties including weekend engineering and as shown below for any specials requiring dedicated cover. On 15 April I was asked to put together a roster to cover the Birthday Train. It was a refurbished High Speed Train set which would be located at various stations on the route during the day to allow both staff and members of the public to view the new interior layout, and then in the evening would be used to give invited guests the chance to sample the new meals being introduced as well as having a journey. All this was to coincide with the first anniversary of GNER running the ECML. Overleaf is a copy of the roster I produced which could only be worked out once I had managed to get hold of the planned timetable. I normally had about four weeks to produce these rosters, but I had less than a week for this one; it was a case of trying to get hold of people to see if they were available or not and to amend their start/finish times. As most of us were only in it for the money (or so we had been led to believe) any overtime wasn’t a problem.
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Both power cars have already changed into GNER colours, with 43120 leading, heading north on the 14.00 Aberdeen service, passing bridge 26 near Ryther, 29 March 1997. (Gavin Morrison)
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91124 heading north, past Alnmouth on the Kings Cross–Edinburgh service, with the North Sea in the background, on 17 March 2004. (Gavin Morrison)
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91029 leading the Kings Cross–Leeds service past Carcroft, north of Doncaster, on 19 November 2005. (Gavin Morrison)

Technical cover for the HST ‘Birthday’ train 12th to 16th May 1997 (VIP trips).









	Mon 12th

	S. Draper rostered 14.00–21.30




	 

	Dep Kings Cross 19.36 to Peterborough




	 

	Arr Kings Cross 22.41
















	Tue 13th

	R. Senior rostered 12.00–21.15




	 

	Dep Leeds 19.40 to Newcastle




	 

	Arr Leeds 23.08
















	Wed 14th

	R. Senior rostered 12.00–21.15




	 

	Dep York 19.49 to Grantham




	 

	Arr York 23.05
















	Thurs 15th

	G. Campbell rostered 06.00–1300,




	 

	Book on 16.00 to 23.30 (guaranteed day Friday)




	 

	Dep Newcastle 19.25 to Berwick-upon-Tweed




	 

	Arr Newcastle 23.05
















	Fri 16th

	A. Macdonald rostered 14.30–21.30




	 

	Dep Edinburgh 19.25 to Alnmouth




	 

	Arr Edinburgh 22.30








I had two journeys and, on both occasions, used my own transport as there were no services running that late on my return to both Leeds and York. I was offered a taxi to take me back to Doncaster, but in both instances I would be passing close to my home so it was more convenient to use my car. The train turned out to have a serious problem with the service vehicle and the power cars. Part of the kitchen equipment wasn’t working when it first arrived and the power cars had problems with the fire detection circuits, which kept setting off the fire alarms on both power cars, but not the fire bottles. Whilst the train was located at York for two days, 13th & 14th, prior to leaving on the VIP trip we spent time in trying to rectify these problems. Eventually both problems were tracked down to the new type of through control jumper cables. The original ones occasionally suffered from corrosion and were now life expired, the new ones had a smaller locating pin and were prone to bending easy if the plug and socket were not correctly lined up. This was the problem and once found was easily remedied, but gave us some head scratching moments trying to work out what was wrong.
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43118 bringing up the rear of the 10.30 Kings Cross–Aberdeen service along the Northumberland coast near Tweedmouth, on 9 August. (Gavin Morrison)

Sandy, Hatfield and Great Heck derailments

Tuesday, 16 June 1998 was a bad day for the Great North Eastern Railway. The 1730 Kings Cross–Edinburgh service was in a major incident approaching Sandy (Bedfordshire) in which the last but one vehicle became derailed at high speed. One of the wheels on the leading bogie of 11224 fractured with a large piece flying off. Because of this incident the whole of the MkIV fleet was withdrawn from service pending a full investigation. The fracture was found to be due to holes drilled in the wheel for balancing purposes which had not been finished off correctly, allowing fracture lines to emanate from these holes with the eventual fracture extending to the outer edge of the wheel and the end result at Sandy. There were no fatalities, but several people suffered from minor injuries due to the excessive movement of the vehicle. The driver had no knowledge that his train had derailed, and at first questioned the information he had been given, namely the loss of door interlock immediately after the wheel fractured causing the application of the brakes. I had been on the day shift and was at home when the news was announced that a train had derailed. I contacted Control to ascertain if there was anything I could do, but was told just to report in the morning as usual.

In the morning I had already heard that the MkIV fleet had been suspended and every vehicle was being examined to determine the extent of the problem with radiating wheel fractures. My first job was to check out an HST after its power modules had been renewed and to travel only as far as Peterborough. On arrival at Peterborough Control now required me to travel to St Neots, to where the defective vehicle had now been moved during the night. It was having the complete bogie changed in the local sidings, carried out by Bounds Green staff using a road crane. The rest of the train had gone forward to the sidings at Peterborough. Having arrived at St Neots on a local service I made my way across to the yard where the new bogie was just being fitted under the vehicle. Examining the coupling that was at the north end of the vehicle I could see that as the vehicle bounced over the tracks and ballast a lot of damage had been done in this area, and I enquired through Control if the adjacent vehicle had been examined. Control had no information on this and I was now required back at Peterborough to examine the rest of the set for any wheel fractures. Again I took a local service and, after walking to where the remainder of the set stood, firstly examined the area around the coupling. I found that several bolts had sheared which held the coupling at the correct height and, as I knew this set was to be hauled back to Bounds Green, I informed Control that some remedial repairs were required before the train could be safely moved. Checking the wheels I found no evidence of any fractures, but a more thorough examination would be carried out back at the depot.
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This view of the fractured wheel on 11224, at Sandy on 16 June 1998, shows how bad the damage was, and also the wheel skate already assembled around the wheel set prior to removing 11224 and the DVT to the sidings at St Neots, where a replacement bogie would be fitted. The damaged wheel would then be sent for tests to determine the actual cause of fracture. (Steve Buxton)
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A general view of the bogie and the amount of wheel missing. (Steve Buxton)

Every wheel on every vehicle, except the loco, had to be checked for any signs of fractures radiating from these wheel balance holes. Any wheels with fractures would have to be changed; even wheels without any fractures but the holes not finished as per the spec would also have to be changed eventually, in the interim period these wheels would be checked on a regular basis. The HST fleet was used to run a few services, but eventually as each set was given the all clear services began to return to normal, but it wasn’t until Saturday, 20 June that the service returned to a normal timetable.
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The view taken over the replacement bogie shows the DVT on the left, with 11224 on the right, waiting for the road crane to lift it off the damaged bogie. (Ray Bond)
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Speed certificate issued for normal running, after checks had been carried out on the vehicles, after the incident at Sandy. (Own collection)

October 2000 was a turning point in the way the new privatised rail network was run. On this day, Tuesday 17, the 1210 Kings Cross to Leeds service was derailed rounding the curve at Hatfield. The following investigation into this derailment has been well documented, but the disruption caused by the incident was to have a lasting effect on the way the rail network was maintained. I was on the previous 1110 KX–Leeds service and received a call from Control asking my whereabouts. Having told them which train I was on I was given the news of the incident at Hatfield and was asked did I feel anything when passing through Hatfield. I replied, ‘no, just the normal rumbling of the wheels as they ran over the rough part of the rail head.’ I was then asked to wait at Doncaster after I arrived to examine the 1200 KX–Inverness service for any signs of anything unusual on the bogies or running gear as this was the last train over that section of line before the derailment. Normally the Inverness service is not booked to stop at Doncaster mid-week, but today was not a normal day. I found nothing untoward with the HST and it was allowed to continue its journey. I went home waiting to see the news on the television, not expecting it to be as bad as it was.

A fractured rail was found to be the cause, and that resulted in widespread speed restrictions being imposed by Railtrack until investigations had cleared these suspect track defects, known as gauge corner cracking. The consequence of this was longer journey times. As there was a diversionary route via Hertford the service to KX was maintained, although reduced.
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The view of the derailment at Hatfield. The rear of the train, with DVT 82200 and first class 11248 standing on what is the down slow line. (Martin Mousley)
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The front of the train at Hatfield, with 91023 and the first two standard class vehicles still remaining upright and on the rails. (John Hooper)

After my weekend off it was back to an early morning start on Monday, 30 October. hoping for another quiet week. The incident at Hatfield had not yet started to affect the rail network, but other forces were about to make travel on the ECML even harder for the travelling public. The 0525 Newcastle–Kings Cross service fetched the wires down at a place called Frinkley Lane, between Newark and Grantham, having to be loco hauled eventually to Kings Cross.

The next day there were more problems on the East Coast, caused by flooding in several places, resulting in sets being out of balance for the next day’s working and 91010 had failed at Doncaster on a late evening service and had been terminated. The fitters had already finished duty and it was left for us to rectify in the morning, if possible. This set was booked on the Leeds to Aberdeen service as there was a shortage of HST sets at Neville Hill; it would be used to cover the diagram starting from York with a set swap into an HST at Edinburgh, but first we had to fix it! The problem was traced to a wire burnt off the bottom of No 2 radiator blower c/b. There was no way I could repair the wiring so I made the usual bypass arrangement across the relevant proving relay so the microprocessor computer unit would allow traction power. The blower c/b was tripped and taped over as well as the end of the burnt off wire to prevent it from touching any other wire.
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Memorial plaque to the four victims, and those who were injured, during the Hatfield derailment on 17 October 2000. (Steve Draper)
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Nothing more to say. (Steve Draper)
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The remainder of the train, showing the vehicles derailed after the broken rail allowed them to cross over to the down slow line. (John Hooper)

[image: ]

The scene looking south, with the photographer stood between the up and down main, shows the amount of track damage to the down main on the right, and the down slow outer rail. The DVT and first class vehicle are behind the camera. (Adrian Clement)

Because of the derailment at Hatfield more and more speed restrictions, known as Temporary Speed Restrictions (TSRs), were now being introduced which, with the flooding, was causing severe problems in trying to maintain the advertised timetable. Great North Eastern Railway in conjunction with Railtrack introduced a temporary timetable which allowed for the increased journey times. This was not something that could be done overnight and took several days to work out the planning and organising. Other train company’s services had to be considered as well and once finalised then this information had to be passed to every station and to train crew departments before it could be implemented. The diversion round the Hertford loop also had to be taken into account as only a limited number of trains were allowed, and this led to some services being terminated and started from Stevenage.
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A general view of the memorial garden. The land was kindly donated by the Marquess of Salisbury. (Steve Draper)

On Thursday, 2 November, the disruption to the service was not getting any better. The River Ouse, which was crossed north of York at Skelton Bridge, had reached a critical level and the engineers stopped all trains from crossing over the bridge. There are two bridges, one carrying the main lines and another a single line bridge to the west of the main line bridge which was primarily used by freight services passing north through York. The water level under this bridge was apparently too high and if this bridge had collapsed it would have fallen into the main bridge structure. Until the water level had receded, the engineers would not allow any services to cross until the bridge foundations had been examined for any signs of damage by the fast flowing river. Train services were now being terminated at York from the south and Darlington from the north, with a bus shuttle service ran between both stations.

The rest of the year continued with TSRs being imposed on a daily basis, and at times it was difficult to keep up with where they started and ended. The start of 2001 saw the amended timetable introduced since the Hatfield derailment still in place, but Railtrack had now begun to remove some of the many TSRs imposed since the cause of the derailment had been identified. Although the floods had disappeared there were still parts of the railway with TSRs in place due to flood damage. There were still some TSRs imposed since the Hatfield derailment, but these were now also being removed although some would remain for another six months. Flooding again caused disruption from the beginning of February and, with TSRs still in place from the Hatfield incident, the modified timetable was still in use. It remained in place until the start of the summer timetable.
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The view of the derailment at Great Heck. The rear of the train; 91023 is out of view through the bridge. (Gordon Campbell)
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Another view of the derailment at Great Heck, showing the leading first class vehicle minus its bogies. (Gordon Campbell)

But worse was to happen with the tragic accident at Great Heck, on Wednesday, 28 February, resulting in the loss of ten lives. I was taking a lieu day that Wednesday, but would have been on duty that morning. On hearing of the accident I contacted York Control to offer any assistance, but was thanked for the offer as there were plenty of people at the site and at the moment; it was closed to all personnel as it was being treated as a crime scene. Later of course we all knew why.

In both the Hatfield derailment and the Great Heck accident 91023 was the loco involved. In the Hatfield derailment the loco wasn’t involved in any way as it and the first five vehicles were in front of the vehicle that derailed due to the failure of the track, but in the Great Heck incident, although the loco was trailing, it suffered minor damage to the No 2 end of the vehicle resulting in the main frame being slightly bent. A week after the derailment the loco arrived in Doncaster works for assessment of the damage and to undergo the HGR modification if it could be repaired. Superstition sometimes requires things to change, and, on 21 Dec 2001, 91023 came out of works after repairs and HGR overhaul as 91132, this number change being seen as removing the bad luck from 91023.
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One of the many plaques in a memorial garden, that overlooks the field in which the GNER train came to rest. (Roger Senior)
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Another of the many plaques. (Roger Senior)

After months of speculation, on Sunday, 7 October 2001, the Government announced that Railtrack was to be put into administration. As far as Great North Eastern Railway and all the other train operating companies were concerned nothing would change. Where this left Railtrack as a company would now be decided by their management, the Government and the administrators. Eventually Railtrack became known as Network Rail.

Eurostar Service

GNER had now been running the ECML franchise for nearly four years and in that time passenger numbers had grown above that predicted for the same period. The franchise had only been granted for seven years and one of the first things that Christopher Garnett wanted to achieve was a longer term franchise to allow more investment in new rolling stock. Unfortunately a franchise extension would not be granted by the Government and a formal bidding procedure would be tendered to run the ECML from 2003. Regarding the running of extra trains the rail regulator had listened to the arguments put forward by GNER on the now overcrowding on some of our services and two days before Christmas GNER were informed that, from May 2000, they would lease two trains from Eurostar to run additional services between London and York. Eventually the Eurostars would run to Leeds instead of York once the major remodelling at Leeds station had been completed in 2002. These Eurostar sets, known as class 373 ‘Regional Eurostars’, were the original sets for the north of England to Europe via the Channel Tunnel. This did not in fact take place and consequently there were six spare trains standing idle at the Eurostar depot in London; there were actually seven sets, but one was only a shell having been robbed of most of its components to keep the Channel Tunnel services running. It was originally built with sixteen vehicles, but due to length restrictions at various locations GNER ran them with only fourteen, even so these trains were still longer than most of the platforms and special arrangements were used to prevent passengers alighting at stations with vehicles not at the platform. The platforms at KX were also too short and only platforms 1 & 6 could be used for Eurostar sets so as not to block route access to other platforms. These sets were made up in two halves with the leading power car having the conventional Bo-Bo powered bogies and the leading bogie next to the power car also a powered bogie. The trailing bogies, along with the next five vehicles, were mounted on what are known as articulated bogies. This is when one bogie supports the adjacent ends of two vehicles. The last bogie of each half is another conventional bogie. The two dedicated sets had been covered in GNER colours, but the spare set retained the original Eurostar colour. Eventually another set would be introduced to cover for the refurbishment of the MkIV fleet starting in 2003. At the end of October 2005 the MkIV fleet refurbishment would be completed and the Eurostar sets would be returned back in readiness for the new Channel Tunnel link from St Pancras starting in November 2007. Technically the class 373 were far superior to anything that ran in this country; in the event of any problem the on-board computers would direct the driver to either resetting the relevant bit of the system at fault or instruct him to consult the operating manual, which was carried in each cab, and the page to turn to. As technical riding inspectors there was nothing we could do to assist; we wouldn’t be issued with the necessary software to download the computers and we wouldn’t have any key access to the cab from the train or from outside unless the drivers let us in. There was no problem with drivers letting us in, but these trains were not ideally suited for travelling to failed trains unless we could gain access to the cab. Travelling in the train and then trying to get out at a non-platform location was virtually impossible. Only occasionally, when going to meet another train or alighting at a platform where another train had failed, would I use one of these trains. As these sets would only run to York then Leeds, only Steve, Neil and I from the TRIs, and the Doncaster and Kings Cross fitters, would see them in service. A week’s course at their home depot of North Pole in London required people to be booked into hotels in London but, due to personal reasons, I declined to go. As we had already been told that there was very little that we would be able to achieve in repairing these trains I didn’t see that I would be missing much. Although these trains were designed to run at 180 mph they initially only ran at the modest speed of 110 mph. Eventually, after alterations to the pan head, they could run at 125 mph.
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Eurostar unit 3312 arriving at Retford, on 18 October 2003. (Paul Corrie)

The Eurostars occasionally failed and would have to be hauled away. This was no quick couple-up using a conventional coupling. The coupling head, which was covered over by the large rounded nose end, was called a ‘scharfenberg’. Eurostars had dedicated vehicles converted to allow automatic coupling using a flat wagon and conventional diesel locos, usually class 37s. But if these were not available, and there were none positioned on the ECML route, then our own T-Bird would have to be used. This involved two people with at least one being a fitter trained on the coupling assembly process. The other would be the driver who was with the train to assist in lifting what was quite heavy and bulky equipment. Not only that, but in our conventional trains all the emergency coupling equipment is carried in the power car, whether an HST or a class 91. In the case of the Eurostar sets this equipment was located three vehicles back and underneath the vehicle. This meant having to carry it to the front before it could be assembled. Once all the pieces had been collected it then had to be erected like a giant jigsaw across the buffer beam and around the buffers of the assisting loco. Once finally assembled the engine could then move forward to engage the two couplings after which the air pipes could be coupled and the brake test carried out.

On the same day as GNER received news regarding the Eurostar sets, it was learnt that the only other train operating company bidding for the East Coast Main Line franchise would be Virgin Trains. Considering that they were running the present West Coast Main Line and the Cross Country route, giving another main Anglo-Scottish route to the same TOC, this appeared to be not viable. GNER, in the few years that they had been running the ECML franchise, had become the top train operator in the country with accolades from both outside and inside the industry. There were more trains running and more services, and, with the introduction of the Eurostars, there would be even more. This was extremely good news for all of us employed by GNER.
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Eurostar set 3301–3302 leaving Leeds on the 10.40 service to Kings Cross, after completion of the remodelling in 2002. (Paul Corrie)

To ensure that the service could be maintained GNER also hired class 90 locos from English Welsh & Scottish (EWS), mainly to run on the Leeds service. They were also used while the class 91 locos were going through their major overhaul at Doncaster works starting in 2001. Although not quite as powerful as a class 91, and with only a maximum speed of 110 mph, they were far quicker at moving off from a standing start and would just manage to keep to the timings of a class 91 service. The class 90s were used mainly on the WCML and, as I mentioned earlier, we required only the ones fitted with the TDM system, but it was not as reliable and gave us frequent problems. The circuitry was different and we struggled at times to keep the loco running; even though the principle was the same it was the location of the equipment that presented the biggest problem. Not all drivers were passed out to drive the class 90 loco and rostering drivers to these locos had to be monitored closely, but on one occasion, when set swaps had taken place at Leeds due to a previous failure, a driver took a train out unaware that the loco at the back was a class 90 and he hadn’t been passed out for that traction. Initially he had no problems, but going down Stoke Bank to Peterborough he struggled to reach 125 mph and kept on getting intermittent wheel slip indications. He reported this to Control, but as there was no TRI in the vicinity he continued to London, the wheel slip problems having gone away once the speed dropped down to 115 mph or less. On arrival at KX he was met by the station fitters, who already knew that a class 90 was on the rear: as each set arrives into KX the set number and loco numbers are passed through to the fitters in the morning, and updated as and when required. On being told that the loco was a class 90 he said, ‘I’m not passed out to drive those.’ But too late; he had come 186 miles unaware that if he had had a real problem then who knows what would have happened. After that a printed note was always put into the DVT cab reminding the drivers that a class 90 was on the rear and they were restricted to a maximum speed of 110 mph. The locos going faster than 110 mph was due to the controlling speed limit when driving from the DVT cab controls and not from the locomotive; with the loco leading, no problems. EWS, who owned the class 90, kept complaining that we were driving these locos too hard, but only very rarely had a driver forgotten that the loco on the rear was a class 90.
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90029 in Deutsche Bahn German State Railway colours of red, leaving Leeds on 2 February 1999. From the length of the shadows it is possibly working the 10.05 Leeds–Kings Cross service. (Paul Corrie)
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The same location as 90029 in February; this time 90028 is seen in Belgium national colours. Taken on 25 May 1999, working the 11.37 Bradford–Kings Cross service, leaving Leeds at 12.05. (Paul Corrie)
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90032 in Rail Freight Distribution grey, passing Bentley, north of Doncaster, working the 16.40 Kings Cross–Leeds service on 4 September 1999. (Paul Corrie)
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The Royal Dragoon Guards, 43039, passing Blindwells, south of Edinburgh, on 4 September 2004. (Paul Corrie)
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An unidentified HST, passing Eaton 4 miles south of Retford, on 18 October 2003. (Paul Corrie)

Because GNER could not reach agreement on having the franchise extended, time had run out and, in 2001, the Strategic Rail Authority (which had replaced OPRAF) had started the formal bidding process to see who would be running the ECML from 2003. Part of this new franchise should include faster journey times and more trains, and GNER had already put forward proposals to include these in their bid to have an extension.

After the two derailments at Hatfield and Great Heck this brought up a whole new set of problems for the Government, and it was obvious that some of the prerequisites for the new franchise would not now be met. After negotiations with the SRA it was announced in January that a two-year franchise extension had been agreed providing that a refurbishment of the MkIV vehicles was progressed (see chapter 13) along with leasing another set from Eurostar. Great North Eastern Railway had now been given the franchise until 2005.

Extracts from daily logs (4)


Monday 30/7/2001

1A23 1405 Leeds–Kings Cross, ridden Doncaster–Kings Cross

82222 leading

91004 trailing

No door interlock on 91004 until train moving, No 1 bogie brake n/w when rheo fades out.

Door Interlock ok on set, MkIV switch on 91004 in loco mode. No 1 bogie brake fault due to blender card relay sticking. Also problems on the set with:-

12225 A/Con C/B found tripped, reset & cooling ok

12439 ‘D’ door Interlock buzzer not working

11250 Broken window east side @ Retford resulting in running @ reduced speed of 100 mph.




1S36 1900 Kings Cross–Edinburgh, ridden Kings Cross–Doncaster

91012 leading

82226 trailing

Routine




Tuesday 31/7/2001

1X31 1230 Kings Cross–York, ridden Doncaster–York

3301 leading

3302 trailing

Routine




1S28 1300 Kings Cross–Edinburgh, ridden York–Newcastle

91127 leading

82214 trailing

Intermittent loss of ETS

No problems to Newcastle, no doubt it will fail again shortly.




1E16 1400 Glasgow–Kings Cross, ridden Newcastle–York

82229 leading

91021 trailing

Loss of power check, no problems to York.




1X30 1750 York–Kings Cross, ridden York–Doncaster

3312 leading

3311 trailing

Routine




Wednesday 1/8/2001

1A25 1406 Newcastle–Kings Cross,

1S36 1800 Kings Cross–Glasgow, ridden Doncaster–Kings Cross–Doncaster

82214 leading (to KX)

91018 trailing

Loss of ETS, I had no problems in both directions.




Thursday 2/8/2001

1A23 1405 Leeds–Kings Cross, ridden Doncaster–Kings Cross

82228 leading

91127 trailing

Routine




1S42 1730 Kings Cross–Edinburgh, ridden Kings Cross–Peterborough

91015 leading

82227 trailing

82227 Speedometer fluctuating

No 2 probe fluctuating output, isolated & speedometer settled down.




1D11 1750 Kings Cross–Skipton, ridden Peterborough–Doncaster

43107 leading

43110 trailing

Routine




Friday 3/8/2001

1D42 1550 Kings Cross–Bradford–Failed after leaving Doncaster

5D42 1940 Doncaster–Kings Cross, ridden Doncaster–Grantham (see below 5D11)

91018 leading

82215 trailing

91018 OHL tripping out when pantograph raised

Rescue engine sent out and dragged the set back to Doncaster, OHL dropper found hanging from pantograph frame, set terminated & hauled to Kings Cross.




5D11 2025 Grantham–Neville Hill

43038 leading

43111 trailing, ridden Grantham – Doncaster

Reported permanent wheel slip problems

Set already terminated, fault found to be a defective wheel slip lamp holder lens that had moved and was showing the RED lens instead of the normal BLUE.



From the above weekly extract it shows just how diverse our job can be. Riding the Eurostar sets was just a means of getting from one station to another as there was nothing we could look at travelling in the train as a passenger. The number of failures had also reduced hence more routine journeys with a normal walk through check carried out. It’s surprising what could be found on these trips.





Chapter 11

Vandalism, Passengers and Animals

Vandalism has always been a problem on the railways with objects being thrown or placed on the lines leading in some cases to loss of life, but invariably damaging a train and causing severe delays. Throwing stones has on many occasions caused services to be delayed and also run at reduced speeds due to broken windows.

On 22 January 1995 a concrete sleeper had been placed over the left-hand running rail which was hit by an HST shortly after leaving Leeds for Kings Cross. The train would only have been travelling around 60 mph in this location, but as it was on a bend, by the time the driver had seen it and made an emergency brake application it was not enough, and the leading bogie suffered damage to its brake system and other equipment underneath. The train had been declared a failure and I was sent out with the T-Bird to rescue the stranded train. Even though the train was only some three miles outside the station there were too many trains standing behind to allow a return back into Leeds; the only option was to assist to Doncaster. Due to the layout of the track, the T-bird had to travel all the way from Wakefield Westgate on the same line as the failure to be able to couple to the front of the HST. This all took time and we were not allowed to proceed until all the necessary safety precautions had been put in place. On my arrival and inspecting the damage I could see the damaged pipe work underneath and, after making temporary repairs to enable the brake system to be established, the rescue engine was attached and we set off for Doncaster. The passengers were de-trained at Wakefield to another service, allowing the HST to be put directly into the sidings at Doncaster where a more permanent repair was carried out to enable the train to return back to Neville Hill for repairs under its own power. The delay to other services was nearly three hours before services returned to normal.

An HST failed at St Neots, after hitting an object on the track, causing it to lose all its air pressure. I had already travelled from Doncaster to Darlington, then up to KX and was making my way home when I got the call regarding the HST failure. I was still some twenty minutes away, but as usual I was dropped off alongside, and, after locating the reason for the loss of air, decided that it wasn’t a five-minute fix. So I made the train fit to travel the half mile towards St Neots station to allow the passengers to join another service. As we were blocking the main line the train was put onto the slow line approaching the station and, after all the passengers had been transferred, we shunted into the adjacent siding giving me access to the air system drain valve that had been damaged. Once I managed to remove the broken part I had to then bung up the hole. This was achieved by an old and tested method of using a piece of wood or even part of a tree branch hammered home hard which usually manages to stay in place, allowing the air system to fill up. This done and the air pressure being maintained I set off again back towards KX to ensure my temporary bung stayed in, finally returning back to Doncaster three hours later than I originally planned.

In an effort to reduce the number of people trespassing on the railway and causing damage, new high security fencing was being erected all over the country. This had the desired effect of limiting vandalism and as more and more of this fencing was put up it also limited our ability to attend to failed trains when travelling out by other means than rail. At numerous locations gates were provided so that access could be gained by the track workers, but all these gates had padlocks. It was possible that if any of us attending to a failed train arrived by other means we would not be able to gain access. We asked our manager for a key, pointing out the possibility that at times we would not be able to attend to a failed train if we had to go by road. This request was approved and eventually we were issued with a key which I have used since on several occasions.

Vandalism is not always objects placed on the line or stone throwing, but has occasionally been attributed to interfering with the train itself. On Monday, 10 April 1995, the 1505 Leeds to Kings Cross service had come to a stop in the middle of the country north of Sandy with loss of door interlock. The guard couldn’t open and close the doors again, which was the usual procedure at stations, and was struggling to locate the vehicle involved. Arriving at the side of the failure which had now been stationary for forty-five minutes, I climbed aboard the DVT. Eventually the loss of door interlock was found to be on the service vehicle 10302 and using the bypass switch now allowed the train to resume its journey while I continued to find the cause. All the doors were manually locked and there was still no interlock, but on service vehicles there are two extra relays for use by the catering crews to operate local doors independently. These relays are in a cupboard in the vestibule end and, on opening the door, I found that both relays had been tampered with in such a way that it was clearly deliberate sabotage by someone who knew exactly what these relays controlled; the catering crew knew nothing of course. Leaving the relays in the position found for verification on arrival at Kings Cross, the supervisor agreed with me, they were refitted correctly and tested OK.

Another incidence of possible staff sabotage occurred on two consecutive days in December with service vehicle 10313 (*see riding chart). On both occasions no water had been reported in the service vehicle and drain taps had been found open. But the water tanks remained full due to the supply cock also being shut off: this was to allow the water level gauge to register full. It was believed that this was a deliberate act by someone to prevent a service vehicle from being used allowing the catering staff an easy ride due to no boiler available. In both cases I found the problems and reinstated a full working boiler.

After an incident at Kirkcaldy in which it was alleged that a door had opened resulting in a passenger falling out of the train onto the platform while the train was stationary, I was asked by Control to check the door lock on arrival at Edinburgh. Already at Edinburgh, waiting for the same HST set to carry out a pre-exam on one of the power cars, I asked the station supervisor if the train could be put into an appropriate platform while I checked the door lock as requested. Finding no problems I left it locked out of use to be checked on the depot at night with the correct gauges. Having informed Control of my findings I thought no more of it and carried on as normal. Three days later booking on duty I was informed by Control to get in touch with the British Transport Police (BTP) at York station when next in York, reason unknown. I had given statements before when examining vehicles after fatalities or vandalism and couldn’t think why they wanted to talk to me, and, as it wasn’t urgent, I didn’t make any special arrangements. After another week I was told that I must make arrangements to see the BTP at York and given a specific police constable to speak to. I now knew that it was the incident at Kirkcaldy so I made a special journey from KX and, on reporting to the police office and asking for the policeman, I was told he was on rest days and not back for two days, and that I was to come back then. I told them I would be on rest days for the next four days after his return. The BTP were now insisting that I talk to them asap. The following week I was told a policeman would meet me on my arrival at Kings Cross and pass on a direct contact number which I must ring immediately. The BTP at York had been given the job of taking my statement because they thought I lived at York as I was shown as based there. Once it was understood where I was based I made out a statement to the local BTP at Doncaster, again thinking that was the end of it. Not so: four weeks later I received a letter at my home address to attend at the local sheriff’s court at Kirkcaldy and to give them any dates that I was not available. Duly filled in I posted off the letter expecting a reply, but nothing came back. From information I learnt later the person was claiming damages due to falling out of the trai,n but he was apparently under the influence of something stronger than railway tea and missed his footing after opening the door, and the case never came to court.

Pigeons think they can out-fly a train travelling at over 100 mph and on the new electric services were responsible for numerous delays. Normally as you approached a pigeon, they would fly off at speed away from the advancing train, but for some strange reason would then turn slowly and start to fly back across in front of you. This usually meant that by the time you had caught it up it was too late and it either tried to fly over the train or would crash into you with a loud thud. If it hit the windscreen you can imagine the rest as the pigeon hits windscreen, which doesn’t break, but if it stayed low it would always seem to finish up hitting the one spot that mattered most.

When first introduced both the class 91 and the DVT had jumper connections at the front ends which allowed for connecting to another MkIV. These consisted of a socket at one side and a flexible lead at the other which plugged into a dummy socket. The dummy socket was mounted on the buffer beam behind the buffer head, but these pigeons always seemed to manage to hit this one part of the vehicle causing the plug end to be damaged. As this cable also carried the TDM, FDM & door circuit wiring, invariably the train would come to a stop due to going short circuit. The repair was quite straightforward: all that was required was to separate and insulate each wire individually, and then secure whereever it was easiest. This would allow the train to run the rest of the day until the damaged cable was renewed. Eventually a modification was carried out to remove the jumper cable and fit another socket with a special jumper cable carried in the loco and DVT to enable through connections when coupled to another MkIV train.
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A typical repair to a damaged UIC jumper cable, allowing the train to continue after being hit by a pigeon. (Martin Mousley)

Apart from birds there was another small insignificant insect which caused all sorts of problems in the early 1980s for the HST fleet: greenfly. This tiny insect had a massive population explosion due to a lack of predators like ladybirds. Due to the speed of the trains, greenflies became stuck to the windscreens in huge numbers and the window washer system wasn’t capable of cleaning them off so they became a hazard as the action of the wiper smeared the screen and allowed more and more to build up, and at times resulted in nearly covering the whole of the windscreen. Trains had to be stopped en route for special windscreen cleaning and eventually a small inverted ‘V’ was fitted below the windscreen to create an air flow away from the windscreen. This worked fairly well, and in the following years the greenfly numbers returned to normal; the modification also helped in reducing other insects collecting on the windscreen.





Chapter 12

Heavy General Repair

In 1997 the class 91 locos were now going through Doncaster works on a major overhaul known as Overhaul 1 (OH1). This was not the first time these locos had been back to Doncaster works, usually for bogie changes as the wheel set bearings were becoming life expired after completing 750,000 miles. Initially on release from works they would be sent light engine to Bounds Green where they would be checked over before being released in to traffic. Part of this contract included being fit for service immediately on release from works and the locos were now being attached to the early morning 0620 Doncaster – Glasgow service with the original loco being the next one diagrammed into the works. To ensure that the ex-works loco would not fail it was usually Neil or myself who travelled through to Glasgow and back.
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All major components removed from an unidentified class 91. (Courtesy of Eversholt Rail)

Since their introduction in 1988, the class 91 locomotives had been giving concerns for many years due to some of the electrical components which were not up to the required standard, and had consistently caused problems and failures. Several modifications had improved the reliability and it was only ours and the depots’ constant monitoring that kept the failures to an acceptable level, but there was still a need to improve their reliability. Back in late November 2000, 91027 had been sent to Doncaster works for what was known as a Heavy General Repair (HGR). This was a major overhaul of all the components, and required a complete removal of all the cubicles and other components inside the locomotive leaving only the main 25kV cable from the roof to the underslung transformer. The bogies, cab front and all the under-floor equipment were also removed, allowing the body shell to be inspected for corrosion and repair work to be carried out.
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The empty shell of a class 91 undergoing an HGR overhaul. The 25KV cable, as described in Chapter 5 regarding 91011, can be seen in the middle of the picture, with the green bag at the bottom. This bag is actually covering the main air pipe to the large air reservoir, which has been removed for testing. The electrician is looking as though he wished he hadn’t started! This view looking from No 1 cab. (Courtesy of Eversholt Rail)

All the electrical cubicles were sent back to the manufacturers to be completely modified and fitted with what were known as sealed relays for most of the control circuits. The traction motor, field contactors and reversers remained the same, only requiring an overhaul. These new relays also required new schematics as the original control circuitry had been modified to improve the reliability. Many other modifications and improvements had also been fitted during this HGR overhaul with a number of them giving the driver more information in the cab when faults occurred.

As TRIs we also benefited from these modifications with a dedicated computer port in the cab allowing us to sit with our laptops on our knees instead of standing up in the noisy engine room. New fire systems were also fitted having the fire extinguishers filled with a gas that had less impact on the environment called ‘Argonite’. This was a 50/50 mix of argon and nitrogen, both being naturally occurring gases. This new fire system was more environmentally friendly having both zero global warming potential and zero ozone depleting potential. The change to Argonite had been due to the new regulations regarding the use of ozone depleting substances. A black box recorder was also installed as part of the requirements from previous rail enquiries which would record how the train was driven. The DVT s had already been through a works overhaul, on a much smaller scale, but these too had been fitted with a black box recorder. Another change was the renumbering of the locos as they returned to traffic: each one now was classified as a 91/1 which resulted in 91027 now becoming 91127.
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Ready for returning to GNER, 91127 after its HGR overhaul. (Courtesy of Eversholt Rail)

91127 came out of Doncaster works on 20 January and, on return to Bounds Green, would be coupled to a MkIV set for door tests; following that it would then be used for both depot staff and driver training. Following this initial period at Bounds Green 91127 entered service, but failed shortly afterwards with an electrical problem with the loco being returned to Doncaster works. After repairs it returned to traffic only to fail again on 3 April at Darlington with a Safeset activation. After ensuring that nothing had seized, 91127 departed Darlington at 75mph maximum speed back to Doncaster works again for rectification, coming out the next day along with the next ex-works HGR loco 91107.

As TRIs we were not involved in the initial training and we now had to ride as often as possible on these modified locomotives to gain knowledge and expertise on the control circuits. These sealed relays also meant that where before we could bypass a certain problem by clipping onto the terminals, this was not now possible and new methods had to be employed to try and get round what problems did occur. There were still crimped terminal connections inside the cubicles so it was a case of identifying which part could be safely bypassed without compromising either safety or the correct operation of the loco. With the old style relays it was a case of looking at each relay to check if the contacts had made when faults occurred; these new sealed relays all had a LED indicator showing that the feed to the coil was present. These LEDs helped under certain conditions, but we didn’t know if the actual coil had energised and closed or opened its interlock contacts until we checked the next part of the circuit which could be in another cubicle at the other end of the vehicle. Also coming in for modifications was the way the on-board computer recorded faults. The experience gained since their introduction allowed the software to be modified to record faults that when first introduced were not considered as being required, and to remove those that were recorded that were no longer seen as a problem.

The class 91 locos were doing better, but some of those ex-HGR were still giving cause for concern and it had now been introduced that a loco off HGR would be attached to a set with a back-up class 91 in case of problems. A good example was 91131. Released from works on 20 September it was in trouble the next day with one of the diodes going short circuit. The assisting loco was livened up ensuring the train ran to its destination, 91131 being returned to Doncaster works the following day. On the 24th it was again released into traffic and again the next day failed with loss of power, but that day I was on board and found one of the new sealed relays had failed. Isolating the defective circuits enabled the train to continue to Doncaster where 91131 was taken off and sent back into the works again. After that 91131 performed as it should.
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82202–91101 heading south after passing Colton Junction, September 1999. (Paul Corrie)

We were now experiencing several failures with the previously reliable Safeset system with nearly one a month, culminating in both No 1 and No 2 traction motor Safesets failing at the same instance on a service south of Peterborough. Ensuring that there were no serious problems, the train was hauled to Peterborough where the loco was sent light engine to Doncaster works with the set going back to Bounds Green. It appeared that during the bogie overhauls the locking pressure between the two plates had been reduced slightly, but under certain starting loads the pressure was not strong enough to stop the plates slipping, causing the system to detect a fault. After resetting the pressures to the original the problem eventually went away, but there were still some more failures from those previously set lower. Another problem was with the modified fire detection system. Several failures had occurred with the firing detectors going open circuit which caused the vacuum circuit breaker to open and fail the train. Only until the defective firing head had been bypassed could the loco run again, and then usually only to its destination and being escorted by a TRI. Sometimes if only one of the three main bottles failed it would be allowed to continue without a TRI all the way, but if two failed then it had to be escorted all the way. Once a solution had been implemented this problem ceased, with locomotives going through the HGR programme being modified prior to release. The last to receive its HGR was 91124, released on 8 April 2003.

As well as the class 91 locos receiving a major overhaul, the High Speed Train power cars had also begun a similar major overhaul, at Doncaster works. On 16 February 2001, 43112 entered works after the power unit suffered a con rod failure, fracturing the crank case. They were undergoing the same total strip down to a bare shell with the major components all going away to Crewe works for repair and renewal as required.

The body shells were now showing signs of their age with parts that had not been visible since they were first built now starting to corrode. This was not too serious a problem and could be repaired quite easily. The electrical cubicle was also being fully overhauled and brought up to date. Since their introduction in 1976, numerous wiring modifications had been carried out at various depots with no real standard of where the new wiring was run providing it was carried out. With each modification a separate wiring and schematic would be produced to show the work required, but the original drawings were never updated and, in my case, I would draw in the modification by hand. New drawings were produced by the leasing company which owned the HSTs, but unfortunately these new drawings did not include some of the very early modifications; information was probably lost due to privatisation. Crewe works now had the responsibility of bringing each cubicle up to the required standard and to match the wiring diagrams accordingly; some modifications had been done in the early days without any of the new wiring having reference to a wire number. To ensure as short a time as possible for each power car to undergo this major overhaul the spare electrical cubicle was used to allow Crewe works staff the time to rewire and overhaul the relays and contactors for 43112, and then using the electrical cubicle from 43112 to be modified for the next power car in works and so on. Power car 43110 was the last one to receive its major overhaul returning to traffic on 25 June 2004; the cubicle going into Crewe would then become the spare. The HSTs would also benefit from a new fire system called Inergen (Inert Nitrogen) which is a mixture of nitrogen, argon and carbon dioxide. This new fire system, again as for the class 91, was more environmentally friendly. This new system also had its teething problems, with three fire bottles instead of just the one, and again gave us problems with the control systems. Other modifications included having a black box recorder fitted and also a locked axle detection system which was designed to advise the driver immediately that one of the power cars had developed a serious problem, and at the same time it would also apply the brakes. This was required after a power car belonging to another TOC had suffered a seized wheel set; fortunately the driver had the presence of mind to stop his train rather than carry on as sometimes had been done previously even with the present operating instructions.
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91029, leading an unidentified 91, approaching Colton Junction on 25 April 2004. This is either a spare loco needed at another depot, or a backup loco for the leading loco on a test run. (Paul Corrie)
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43112 Doncaster on the rear of the 07.55 Inverness–Kings Cross service, on 25 March 2004, disappearing into Carlton Tunnels. (Paul Corrie)

Loss of coolant in an engine has always been an issue, and in the early years was a daily occurrence, with many HSTs running on one engine. Even after the improvements to the power units there were still times when an engine would shut down due to loss of coolant which by then was too late. A modification was designed and fitted where a gauge in the cab would advise the driver of the coolant level in the power car he was driving from, and a red fault light would come on when the coolant level in the rear unit was down to a ¼ level. This improvement would then allow provision to be made to arrange for top-ups on the route before the engines shut down, saving time.

Along with new wiring for the improved modifications and the black box recorder, a lot of the original wiring would also be renewed during this major overhaul especially at vulnerable areas that had been identified with previous problems, for example under the cab floor, which suffered from water ingress at times, and around the areas at floor level in the engine room where years of oil and water had deteriorated the wiring. Once the first few had gone through works and a method of working had set in, on average an HST would take around six weeks to go through the works overhaul.

With the release from works of 43112 on 25 May and then 43107 on 20 July 2001 it was found that there were slight discrepancies between the drawings we were using compared to how the control cubicle had been rewired. Just after the start of the New Year in 2002 we had been told that the cubicle from 43038 in Crewe works was found to be different to the other cubicles they had previously received for overhaul. This discrepancy was due to the fact that the first production High Speed Trains built in 1976 from number 43002 to 43055 were original Western Region power cars with the Eastern Region numbers starting from 43056 (43000 and 43001 were the original prototype power cars originally numbered 41001 and 41002 built in 1972). The Eastern Region power cars had been built with slightly different cubicles following modifications. Crewe was concerned that these differences would be a problem to rectify and required clarification as to what to do. On 21 January 2002, Alistair Macdonald and I were asked to visit Crewe works to discuss this and other issues that had been found by the Doncaster staff when testing the power cars. It appeared that Crewe works were not working to the latest issue of drawings and to resolve this problem Alistair and I had been given the job of checking both the schematic and wiring diagrams for the power cars, and to ensure that the overhauled cubicles matched the latest issue of drawings. This meant going into Doncaster works and visually checking the returned cubicles to compare against the drawings. Once the staff at Crewe works were working to the latest issue drawings, the wiring discrepancies was no longer a problem.





Chapter 13

MkIV Refurbishment (Mallard Project)

Background

The MkIV fleet was built for the new East Coast Main Line (ECML) electrification and was known as Intercity 225. Built between 1989 and 1991, they were assembled by Metro-Cammell at their Washwood Heath works in Birmingham. The body shell was designed to have a tilt system, similar to the Advanced Passenger Train, allowing it to run at 140 mph, but was never fitted. Other features included plug type doors, an improved vestibule end passenger environment and better access for wheelchairs.

When Sea Containers, the Bermuda-based shipping and transport company, won the right to operate the new ECML franchise from 1996 till 2003, when it became known as the ‘Great North Eastern Railway’ (GNER), they also gained what was then regarded as the cream of the railway with the new electric Class 91 locomotives and MkIV trailers, along with the fleet of eleven HST sets to cover the north of Edinburgh, and other services not electrified such as Bradford, Hull and Harrogate. Bradford was eventually connected to the electrification network in 1994.

As a company, GNER were achieving high numbers of passenger usage and the interiors of the MkIV’s were beginning to show signs of deterioration after being in service for nearly fifteen years. They were also due for a major overhaul, known as OH3; these overhauls were mileage based with approximately 1.1 million miles between each. OH1 & 2 had been only bogie changes and minor repairs to the underframe; OH3 would see the vehicles fully stripped back to the body shell. Under the terms of the franchise agreement major overhauls were the responsibility of the Rolling Stock Leasing Company (ROSCO). With a joint partnership between the ROSCO and GNER it was seen as an opportunity to include new interiors and new safety designs after recommendations from the investigations into the Ladbroke Grove, Southall, Hatfield and Great Heck incidents, the last two involving the MkIV vehicles.

GNER had been trying to negotiate a franchise extension from the initial seven-year franchise which was due to expire in 2003, which included an upgrade to the MkIV fleet. The extension was unsuccessful and the Strategic Rail Authority (SRA) started the formal bidding process for the new ECML franchise from 2003, which included the refurbishment of the MkIVs.

The two derailments at Hatfield and Great Heck brought problems for the Government, and it was obvious that some of the details for the new franchise would not now be met. In February 2001 bidding for the ECML franchise was halted as information from Railtrack stated that the costs of upgrading had now doubled, and in April 2001 it was reported Railtrack was in financial problems.

After the general election on 7 June 2001, with Labour winning a second term in office, GNER were invited to negotiate with the SRA an exclusive two-year franchise extension to 2005 giving the Government time to reassess the implications of the ECML upgrade. On Sunday, 7 October 2001 the Government announced that Railtrack was to be put into administration; eventually Railtrack became known as Network Rail.

After negotiations with the SRA, it was formally announced in mid-December 2001 that GNER had been awarded a two-year franchise extension till April 2005. Part of the agreement with the SRA to extend GNER’s franchise was a commitment to overhaul the MkIV vehicles, which included new interiors, ride quality improvements, new toilets, improved facilities for the disabled and improvements to the catering facilities.

With the major overhaul of OH3 the responsibility of the ROSCO invitations to tender for the main contractor had been put out in October 2000, but due to the problems with Railtrack and other issues it was delayed, finally being awarded to Bombardier Transportation in early 2002 with the overhaul being carried out at their Horbury site, near Wakefield.
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Trying out the new door colour prior to implementation, on a scrap MKIII sleeper in Doncaster works. (Roger Senior)

Before Bombardier were in a position to carry out a full overhaul, three sets required bogie changes, due to the wheel set bearings requiring renewal having done 1.1 million miles since their last overhaul (OH2). As an interim measure two sets were sent to Horbury BN01* & BN02, for new bogies and minor underframe work, with the third set, BN05, done at Bounds Green having only new bogies fitted. The three sets would then be sent to Horbury as the last three for the internal modifications retaining their bogies, etc, to be refitted. BN01 went into Horbury on 18 November 2002 and returned to traffic on 17 February 2003, followed by BN02 which was released on 7 April. BN05 was stopped at Bounds Green in September 2002 and was returned to traffic mid-December. (* new set numbers would be applied once converted to a MALLARD set; original set numbers began at BN53)

It wasn’t just a case of pulling in a set for Horbury; there was a lot of hard work done by many people. To have a set sent to Horbury required vehicles that were coming up for their equivalent OH3 having nearly reached 1.1 million miles. The first set (BN01) was already made up and required no vehicles to be swapped, but as time went on sets had to be made up from vehicles out of other sets. For the past four years vehicles had been taken out of sets for various reasons to be replaced by a spare and never returned to their original set; consequently there were different mileages on different vehicles in one set and all this involved complicated planning moves by the resource controller to get two sets together at Bounds Green to allow vehicles to be shunted about from one set to another. Once a set had been made up then every effort was made to make sure it was kept together. There were to be thirty sets totalling 300 vehicles including the DVTs with only two spares, one TOE and one DVT. This required some vehicles to be renumbered and others completely altered, as detailed later.

Safety Development

The ROSCO employed consultants looking into the reports and findings of the crashworthiness recommendations published after the Ladbroke Grove, Southall, Hatfield and Great Heck derailments, and produced their own recommendations, with time spent on reviewing the two incidents involving the MkIV vehicles. They had the objective to comply or even exceed any recommendations, wherever it was reasonable to do so.

Some of the recommendations are described as follows:

Windows

The original saloon windows (known as bodylights on the railway) were double glazed with both panes toughened glass.

The refurbishment required the passenger saloon windows to be changed to a double-glazed unit with the outer pane laminated and the inner toughened. Laminated glass is difficult to break and was preferred; experience of vehicles involved in incidents of overturning had shown that passengers could be thrown through toughened glass windows, seriously increasing their likelihood of injury and even causing fatalities.

The Lord Cullen inquiry into the Ladbroke Grove accident had found that the normal emergency window hammers were not always effective and an automatic means of breaking windows was required. The K-Tex emergency window breaker was developed by Pickersgill-Kaye as an automatic means of breaking the glass in the event of a major accident. All the passengers had to do was to slide a cover to reveal a pull handle; this held a latch mechanism which released a strong spring that shot two chisels into the top edge of the glass to shatter both panes simultaneously. This required the windows to remain toughened on both sides. When the cover was opened it also set off an audible alarm and applied the brakes. The K-Tex system was fitted in the middle of each vehicle, one either side, except on the designated smoking vehicles where one was also fitted each side in the smoking area.
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12306 was the vehicle involved in the Great Heck incident, and was used as the trial for the new café bar interior, as well as spares for other vehicles at Horbury. This view is inside ‘Y’ shop, where the trial for the K-Tex window breaker was carried out. (Roger Senior)

A trial was conducted to ascertain at what angle it failed to shatter both panes. The test was carried out on a scrap vehicle from the Great Heck incident (12306) and used nearly fifty windows. Although it could not be faulted, there was an element of doubt that in an incident, if the area around the K-Tex chisel unit was damaged, it was possible that the unit wouldn’t be able to shatter both panes. At one point it was considered whether to abandon the K-Tex system; in the end it was decided to continue installing the equipment, but with conventional emergency hammers mounted adjacent to each K-Tex window unit. As a side note, a laminated window was put in amongst those used for testing by mistake. It had been condemned due to a faulty seal: the chisel unit did shatter the toughened side, but the laminated one only cracked in several places.

Seating and Tables

The tables and seats came in for special attention to comply with rail vehicle interior crashworthiness standards set out in the Association of Train Operating Companies (ATOC) code of practice AV/ST9001. This code of practice sought to minimise potential passenger injury caused by vehicle internal fixtures and fittings when a rail vehicle was involved in an accident or collision. Chapman Seating Ltd were chosen to supply the seat design including the aesthetics and ergonomics, as well as complying with the code of practice. The tables were manufactured by Havelock, again meeting all the requirements. These seats and tables were the first to meet the standard to be fitted to a refurbished train meeting this code of practice.

AV/ST9001 has now been withdrawn and the content, revised and updated, and has now been incorporated into Railway Group Standard GM/RT2100 ‘Structural Requirements for Rail Vehicles’, published in December 2010.

Emergency Lighting

Another innovation which arose out of the Great Heck incident was the provision of emergency lighting in the event that the normal lighting provided by the vehicle’s own batteries were damaged. In these circumstances, and especially in the dark, some form of lighting would be essential to guide passengers to points of exit. MARL International, who are specialists in the design, manufacture and supply of LED lighting components and solid state lighting systems, and who have been market leaders in the LED lighting field for forty years, were chosen to supply the emergency lighting. MARL developed a self-contained rechargeable unit which only lit up when the normal lighting system was lost for whatever reason. It gave approximately three hours of light, ample time for people to be able to escape and provide help to others. They were fitted at suitable locations in the ceiling.

Collision areas

In the two derailments involving the MkIV vehicles, investigations into crashworthiness found that since these vehicles were built standards had been raised and there were two areas that required modifications to the structure. The vestibule was designed to absorb end-on collision damage while protecting the passenger area, and to improve this area the vestibule corner pillars were made stronger. The other was the bogie centre pivot where it was bolted to the vehicle body floor. It was found that in minor end-on collisions with other vehicles, usually when shunting, the centre casting bolts would shear. The floor area was found to be of sufficient strength to allow for a larger bolt, but still within the design of allowing the bogie to break free in the event of a serious derailment.

Other Improvements and Modifications

GNER appointed a new head of design whose expertise was in interior design, commissioned to come up with the most cost-effective, ergonomic design which would go with the OH3 refit. This included improved lighting, new seating colours, interior panelling, passenger requirements as well as health and safety, and all this had to be approved by James Sherwood, the President of Sea Containers.

The service vehicle came in for the most radical refit/design. Apart from the vehicle being turned, nearly the whole of the kitchen/buffet areas were affected; only the boiler and dishwasher remained in the same locations as before. In the new design of the service vehicle the crews and especially the chefs, along with the unions, were consulted throughout the design process, which included a better preparation/cooking area. Unfortunately, when the first vehicles re-entered service, some of the crews took a dislike to them; when they were told they had been designed by their own colleagues they said they were not all asked their opinion. The kitchen area as mentioned has the original boiler, dishwasher and ventilation/extractor fans, but the new design and layout was provided by a German company who specialised in stainless steel fabrication for various applications. The catering equipment was specified by GNER and was then designed to fit in with these requirements. The kitchen was preassembled outside the vehicle, and then slid into place through the vestibule end starting with the cafe/bar area and working backwards. Refrigeration was by means of mobile trolleys which would be plugged into dedicated sockets, the trolleys being placed under the worktop and secured by means of straps. As mentioned earlier the vehicle from the Great Heck derailment had been used to test the K-Tex system, but prior to this it was used to provide a full mock up of the kitchen cafe/bar layout.

A separate cafe/bar area was designed with a curved counter allowing a better view for the passengers to see what was on offer with a standing area between the counter and the seated area. This was a radical improvement from the previous restricted view of the original counter which only allowed the customer to see what was on offer when actually being served. By turning the vehicle this also reduced the previous problems of passengers queuing down the aisle of the adjacent coach. The cafe/bar had a large chiller cabinet for sandwiches, etc, and a coffee machine installed to provide fresh drinks.

At-seat sockets were provided at all window seat positions on both first and standard class although none were provided in the SV; they are for powering laptops and charging mobile phones, they are not designed to power hairdryers, etc, as this would trip the relevant circuit breaker.

The toilets were one of the weak areas in the original MkIV, especially the door locks. New improved toilets were fitted, but reduced to only one per vehicle. These were provided by a company from the Netherlands, which had designed toilet facilities for aircraft. A larger wheelchair accessible toilet was provided in both first and standard. The toilets came as an assembled unit but, due to the design of the Mark IV they had to be part-dismantled to allow them to be fitted inside the vehicle. A dedicated space for wheelchairs was also provided adjacent to the disabled toilet with one in first and two in standard. A ‘call-for-aid’ button was located in each wheelchair accessible toilet and also a similar button was situated adjacent to each wheelchair saloon space. The saloon button could be switched out when not required. Both call-for-aid buttons activated a recorded message over the train announcement system.

To comply with an amendment to the Disability Discrimination Act 1995 (DDA) for the blind and partially sighted, the disabled toilet operating buttons had Braille on them, while the normal toilet sliding door had Braille on both the toilet door notice and the direction to open.

The external plug doors also had to comply with the DDA being painted red, with the door operating push buttons also modified to include Braille. A trial painting was carried out at Doncaster works to see how a red door would look against the blue of the vehicle; this was done on a withdrawn MkIII sleeper coach.

The tip-up seats in the vestibule ends were removed to be replaced by a perch type seat at No 1 end only in the location of the removed toilet in the standard class, except in the disabled vehicle. No perch seats were fitted in first class. All the interiors have new carpets, wall covering, ceilings and lighting.

At the time of the refurbishment smoking was still allowed, but had been reduced to just seven seats in first and twenty-six in standard, both areas separated from the rest of the vehicle by automatic sliding doors, laminated glass panels and increased ventilation. The intermediate ones, to separate the smoking areas, were also fitted with a break-through panel in the event of an incident and the door becoming jammed. There was a pull tag that allowed the clear panel to be pulled out of its seal allowing passengers to step through easily. The original vestibule end automatic sliding doors were refitted.

With the introduction of a ban on smoking in public places due to become law in the near future, it was announced that GNER would withdraw all smoking from its trains from 29 August 2005. This was in response to passenger feedback. Even so the last few sets were still fitted with the intermediate doors. This was seen as an opportunity to allow these areas to be booked for groups who required an area for a meeting, etc, but was never pursued and the intermediate doors were eventually removed.

Emergency kits were fitted to every vehicle in a dedicated box at luggage rack height which included first aid equipment and a torch.

Loss of door interlock had been a problem from the early days when first introduced. As time went on staff became familiar with the complexities of the door system; the number of problems reduced but did not go away and, at times, caused considerable delays especially if the door interlock was lost away from a station.

Staff had been asked to submit suggestions on how to improve reliability and one suggestion by several members of staff was that each vehicle have its own door-closed indicator lamps to aid in fault finding when the door interlock was not made. A trial on one vehicle had already been carried out, but the indicator lamp was in the environmental cupboard. One vehicle out of 300 was of only limited success, but the concept was going in the right direction. This suggestion was accepted as being a significant improvement to reliability and the solution to it was to fit additional door interlock indicators, one inside door control panel ‘A’ and one either side at sole bar level in place of the redundant water tank gauges at No 1 end. These would only be lit to show that the doors on this vehicle had not all closed and locked. This would assist staff in determining which vehicle did not have door interlock.

Bicycle racks were provided in the luggage area of the DVT, again another good idea as they could now be secured upright without falling over and restricting the walkway.

Improved ride quality was achieved by fitting new dampers, new air suspension levelling valves and modified pipe work. Noise reduction was carried out by fitting new bushes to the body-to-bogie retaining straps and an acoustic barrier under the air conditioning ducting.

There had been problems with the roof-mounted toilet water tanks splitting and leaking in service with the leaking water spilling over the electrical cupboard. It was very difficult to replace a water tank: the vestibule end had to be stripped down which took several days with a vehicle out of traffic. To overcome this they were fitted with an inner bladder liner as a trial. This proved very successful and, as each toilet tank was removed at Horbury, they would be fitted with one of these inner bladder liners.

The vehicles batteries were also changed from the lead acid type to alkaline. This had a somewhat less favourable operating performance for GNER as lead acid batteries had approximately seventeen hours of life when a vehicle lost its static convertor for charging, against 8–9 hours for alkaline batteries. This change came about due to alkaline batteries requiring less maintenance, being more environmentally friendly, and more easily disposed of.

Loss of air conditioning had been a major problem in the early days and, although the problem had been mostly resolved, there was still the problem of air conditioning failure. This could only be reset by technical staff going down under the vehicle to reset the microprocessor controlled system. A remote access port inside the vehicle electrical cupboard in the vestibule would allow staff to reset the system using their laptops. Another remote access port was also fitted to monitor and reset, if possible, the vehicle’s static convertor.

Mallard sets

To give the OH3 overhaul a more positive approach GNER ran an internal competition to come up with a new slogan or name; the one chosen was ‘MALLARD’ which had been suggested by several members of staff. The OH3 overhaul now became known as the Mallard Project and was marketed as such.

All the new Mallard sets would become what GNER called Pullman sets, ie 3 first class and 5½ standard class; the ½ was the service vehicle which on the Mallard sets was turned so that the catering end was towards the first class with the seating reduced to standard.

Prior to the overhaul of the twenty-nine sets then available to GNER only seven were Pullman sets. By making all the Mallard sets similar, better use and greater operating flexibility was achieved. Although there was a slight reduction in the number of first class seats in a Mallard set compared to a Pullman set, it was offset by the increase in the number of standard seats. Also, with the additional thirtieth set, there was in marketing terms an increase of 538 seats.

After the two accidents reduced the number of sets to twenty-nine, there were enough spare vehicles to make up another set, but this would have included three service vehicles which operationally was not feasible. The Mallard project was based on increasing the number of seats and making up thirty identical sets. To make the additional set from the remaining vehicles two service vehicles, 10314 and 10316, had to be converted into first class vehicles, 11998 (set BN29) and 11999 (set BN30) respectively. The reason for the odd numbers is due to the original design, as service vehicles had smaller water tanks and there was no way a larger toilet water tank could be fitted. The numbers were chosen so maintenance staff could identify they had less water capacity. The only other odd conversion was 12531 Tourist Open (TO) having to be converted into a Tourist Open Disabled (TOD), 12331.

With thirty sets and ten vehicles per set this left only two spare vehicles: one was a TOE, and the other a DVT, for thirty sets. In the event that another vehicle developed a fault it would either mean stopping the whole set or running with one vehicle short, which at times was more inconvenient to passengers than no set at all. As well as a new set number the majority of the first class vehicles on each set would be given a new number. The original first class prefix numbers 11*** would be retained, but the next number would be either a 3 (denoting disabled toilet facility) or a 4 (denoting smoking facility). The last two numbers referred to the set number, ie 11401 has a smoking area in set 1, 11308 has a disabled toilet in set 8. The other first class vehicle was the restaurant/dining car and the remaining seven first class vehicles, 11201/19/29/37/41/44/73, kept their original numbers with twenty-one standard vehicles being converted to first class vehicles all having a prefix 112** and continuing from 11277–11299 minus 11297. All the remaining standard and service vehicles retained their original numbers. From an operational point of view it was deemed easier to send a set to a depot for repairs and wait until it was ready, rather than a lot of shunting vehicles in and out of sets which played havoc with the vehicle mileage and exam frequencies.

The first set to enter the Bombardier site for the full refit was BN03 on 8 April 2003. As with anything new it always takes extra time while procedures and processes, and ways of working, are learnt and then implemented. Other issues included material deliveries, which inevitably encountered delays due to the design issues. Unfortunately this caused problems and, instead of the planned release date of mid-July, this overran by seventy days, being on site 121* days, finally leaving on 30 September 2003 (*days on site do not include weekends).

As the staff at Bombardier had never worked on these trains before they had a steep learning curve, but other people from GNER were on site to assist at times. As the vehicles began to be rebuilt, a major problem began to emerge: the automatic passenger doors were giving all sorts of problems and one of these was getting them to refit correctly. It transpired that when the vehicles were stripped, all the doors and their components were just removed for overhaul without any reference to which vehicle or even the door position they had come from. This proved to be a major issue on BN03 as the doors had to be made to fit in some vehicles where in others they were too small. Eventually they were all made to fit and work.

Originally there were 314 MkIV vehicles made up as follows:


32 DVT, Driving Van Trailer

34 SV, Service Vehicle (Catering Car)

69 FO, First Open

31 TOD, Tourist Open Disabled (wheelchair and disabled toilet access)

116 TO, Tourist Open

32 TOE, Tourist Open End



The two derailments at Hatfield and Great Heck reduced the number of passenger vehicles, due to damage beyond repair, from 282 to 271, and 31 DVTs. The following twelve vehicles were scrapped:


1 DVT 82221

2 FO 11213, 11224

2 SV 10322, 10327

2 TOD 12306, 12314

4 TO 12412, 12413, 12516, 12525

1 TOE 12206
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In mid-June 2003 I was invited to a meeting to look at the new schematics for the Mallard sets. Like all new things there were several errors, and this meeting was arranged so that we could go through them and highlight these errors. Most of them were just simple omissions such as a wire number missing or a reference point in the incorrect place. This still produced quite a large number to be rectified and even then we didn’t have enough time to go through each individual sheet. Some drawings were common to several vehicles such as the standard or first class, but others were for individual vehicles resulting in quite a lot of paper. I offered to take a copy of each one and review each one highlighting any errors, and let Bombardier know when I had completed them. This meeting also gave me the opportunity to see how the modifications were shown on the drawings and how they related to the working of the rebuilt vehicles compared to how they operated now.

My next visit to Horbury was on the 5 August for just a day’s visit, along with other GNER staff from Bounds Green, to see the modifications that we would need to know about. At that time I wasn’t involved with the project until early September 2003 when I was asked to return to inspect BN03 prior to release. I went back in September from the 15th to the 19th, and the following week from the 23rd to the 26th, checking out the train ensuring that the doors and all the other aspects of the train were working correctly. There was a lot I didn’t understand to start with: the new disabled toilet, the new type saloon sliding doors for partitioning off the smoking areas and, most of all, where all the new equipment was located. I had no problems working with the Bombardier staff and they appreciated my help when things didn’t quite work as they should. Finally, BN03 left Horbury for Bounds Green where the staff could get to know the new systems as I had done. Any information I had gathered I passed on to the depot and other colleagues.

Bombardier staff worked a day and night shift, with some staff on afternoons, but the afternoon was utilised for moving round all the vehicles into their next location. Even so BN03 was taking far longer than originally estimated and, as most of the vehicles had now progressed to the test shop, BN04 was sent on 21 July to allow the production line to continue.

Because of the complexities of the service vehicle conversions and the modifications to the DVT it was found that the time allocated for a set to be on site was not sufficient. One of each SV, 10309, & DVT, 82208, were sent to Horbury attached to BN04 to allow time to carry out the necessary work so that these two vehicles would be ready for when BN06 was released, reducing the number of days on site. The DVT and SV from BN06 would roll over to the next set and so on. The additional two vehicles took 111 days to go through the refit process, but were ready in time for BN06. To try and recover some of the time lost with BN03, an extra three standard class vehicles were sent to Horbury in October 2003, making five vehicles now available for the next set out; this would remain this way until the last set, BN30. These extra vehicles helped to reduce the number of days a set was on site, which was planned to be thirty-seven days, sets BN01, 2 & 5 all retaining their original vehicles.

To introduce the new train to the public and the media, Her Majesty the Queen was invited to launch the first Mallard service on 9 October 2003 from Kings Cross. This had been planned months ahead, but with the late delivery of BN03 there was extra pressure from the staff at Bounds Green to ensure the train was in good order. There were also two special media/public relations (PR) trips arranged for 15 and 16 October. The first one was the 0926 from Kings Cross (KX) to Leeds and return. A technical riding inspector (TRI) and I were involved on the first day, one on the loco and one in the train. The TRI looked after the loco, while I was in the train having been involved at Horbury. The second day the service again started from KX, departing at 1008, this time to York.

After these two trips BN03 was sent back to Horbury for rectification to a number of the problems that had appeared. On 21 October I was up at 0400 in the morning to travel with the locomotive that was to bring BN03 from Horbury, which was booked to work the 0943 from Leeds to Kings Cross, again another PR trip. On arrival at Horbury there were still people working on the train, to attach a class 91 loco, sequence test it and then travel to Leeds – and we had to go back to Doncaster. Any delays could mean a late start from Leeds and I made it quite clear that this train must be ready within the next fifteen minutes. Bombardier were still carrying out their fitness to run certificate, which had to be completed to allow the set to leave. We finally left at 0610 for the journey to Doncaster. At Doncaster we had trouble with one of the passenger communication valves which we had to isolate to maintain a brake, finally arriving at Leeds with thirty minutes to spare before our booked departure time. At Leeds, after creating a brake in the DVT for the journey south, another brake problem occurred, this time with the overcharge system which would not settle down. Having had this problem with DVTs before I was expecting to have trouble later in the journey, but eventually the fault cleared, possibly due to a sticking valve that had freed itself from the vibration when running at speed. On Monday, 27 October, BN03 entered normal service working the 0720 Leeds – KX and 1033 return to Leeds again with me on board. It would later be sent back to Horbury on 12 August 2004 for partial refurbishment to the interiors due to changes made since its release in September 2003, leaving on 8 October 2004.

BN04 had left Horbury without any checks on 3 December 2003, having been ninety-eight days on site, thirty days more than planned. However it was considered that Bombardier staff now understood the principles that were required in carrying out the overhaul on the MkIV vehicles. I had not visited Horbury whilst BN04 was there, but after being released to traffic it was obvious that things weren’t as they should be. So, when it was time for BN06 to be due for release, I was asked again to carry out checks and inspections on behalf of GNER. I was there for four days from Monday 9 to Thursday, 13 February; Friday for Bombardier was a short day, and Tuesday 17th. On Wednesday, 18 February 2004, BN06 was released. BN06 was not in good order and was sent back two days later for rectification to a number of issues, one of which was static convertor problems and another was with the service vehicle. On February 23, BN06 left Horbury for Doncaster, again with me on board, with a class 91 loco waiting at Doncaster to take the set to Bounds Green. 91121 was attached to BN06, but failed when carrying out a brake test due to a fault on the electronic brake control card, but luckily Doncaster works had a spare. BN06 finally set off for Bounds Green in the late afternoon.

In January 2004 Bombardier were advised that the company supplying the seats, Chapman Seating Ltd, had gone into administration, and, with the project only just starting, finding another company to supply over 530 seats per set would take at least six months. Bombardier’s solution was to buy Chapman’s as a going concern, thereby protecting the project.

Now that the Mallard refurbishment programme had started and sets were now entering traffic it had been arranged that a two-day pilot course be set up at Horbury on 8 and 9 March, with the GNER technical trainers from both Craigentinny and Bounds Green invited along with other technical staff from the two depots. This was to form the basis of what the technical trainers would be teaching back at their respective depots to the other staff. As I had been involved in the early fault finding and testing of the vehicles I was asked to provide as much information as I could in the two days, showing them where new equipment was located and how it worked. Because BN06 had left in late February, the next set was in various stages of rebuild and having at least one vehicle in the test shop undergoing its initial testing provided useful information. The other vehicles in the erecting shop proved invaluable to the trainers as they could see how things were fitted; in a fully built-up vehicle some items were often in restricted locations. I also benefited from this as I never really had the chance to inspect vehicles in the erecting shop.

BN07 was on site for only eighty days, but it was obvious that on these timescales the project was not going to finish within the required time of April 2005, the end of the franchise extension. To try and bring the project back into line required a third set to be on site and working with all parties. A plan was worked out, but the April 2005 deadline still wasn’t achievable and 29 October 2005 was now set as the finish date. This recovery plan needed the approval of the SRA and this was received in April 2004; it was implemented in August by the return of BN03 for its partial refitting. From then onwards there would be three sets on site, until the very end when four sets would be required on site. The extra set on site also required additional staff and many were employed on a temporary basis, which was seen by the car park now being full and spaces difficult to find at times.

Resident Engineer, Mallard Project

Our team meeting at York on 25 March 2004 was a turning point for me. GNER senior managers had now realised that a full time Resident Engineer was required at Horbury to represent the company and, more importantly, to help out with any technical issues that Bombardier staff had. I think that by the time the meeting had started everybody except me knew what was required and when the subject came up everybody looked at me. As I had already been involved in the checking of BN03 & 6 I was asked if I would be prepared to take on the role of resident engineer till the end of the programme and was given a couple of days to think about it. Although it was a new post it was not automatic promotion as the post was only on a temporary basis as I was expected to return after the contract had finished to my previous post, as team leader for the technical riding managers. This new post was a Monday to Friday, starting at 0800hrs and finishing at 1500hrs. Even so I had to sign a new contract andn after negotiating a salary and ensuring I wouldn’t lose any of my TRI conditions of servicen I accepted.

The last few weeks were spent on routine work. My last job as a technical riding inspector was Friday, 23 April on the 1033 Kings Cross to Leeds service checking out a report of weak compressors on 91101. I started at Horbury on Monday, 26 April.

As I had only been involved with the final inspections, which were all carried out in the test shop, I was given a safety brief followed by a guided tour of all the different shops and departments, introducing myself as the technical representative from GNER. Everybody was pleased that at last someone was on site who they could talk to regarding any issues that arose.

I shared a portacabin with two other people involved in the refurbishment project, both representatives of the ROSCO. They were responsible to ensure the vehicles were overhauled correctly, to oversee that the standards and methods were adhered to, and update the necessary documentation. Both had been on site since the arrival of BN03 back in April 2003.

It was required that all the vehicles should be brought up to a required standard and a process of what was called snagging was carried out as each vehicle progressed through the overhaul. This involved inspections after vehicles had been through the sand blast operation, identifying damage and repairs that required rectification which was outside the initial budget, inspection of vehicles after being through the internal painting, inspection of the underframe areas at either end prior to fitting of the bogies, and then finally inspections in the test shop when the vehicles were ready for internal, external and underframe inspections, with an additional check on the service vehicle kitchen/buffet area. Once all the snagging repairs had been done, there was a final check to ensure they had all been carried out correctly. In the first few weeks I spent most of my time getting to know staff and the different shops and processes. As the next set of vehicles were now ready for inspections, I accompanied the ROSCO representatives to see how they carried out the checks and the method of recording them. I also wanted something to do as most of the problems Bombardier staff had were on final testing. The snagging was carried out with a member of the Bombardier inspector’s team as a joint inspection. The vehicles were supposed be presented to us in near-perfect condition, but in reality snags were always found. There was an inspector responsible for different parts of the overhaul. Any snags found were marked by placing a piece of yellow tape at each location and writing a number on the tape. This number was then recorded on a form identifying what the defect was; as each snag was found a different number was given. If a defect in a different location on the same vehicle was the same as a previous snag, the same number would be used, eg a seat cushion split or paint scratches that required touching up. The snagging sheets were then taped to either the bodyside or an internal window for the snagging teams to rectify and sign off. Having done a few vehicles with the ROSCO representatives, I felt confident that I would be able to do one by myself, with help from the Bombardier staff.

As more vehicles were brought round to the test shop, then our snagging increased as well as technical issues. It was usually up to Bombardier staff to advise us when a vehicle was ready to be presented to us for snagging, but occasionally some areas were being missed, and so to help ourselves, and Bombardier, a check sheet was made which we kept in our cabin showing vehicle, area, date, by whom checked and how many snags required actioning. These showed how many vehicles and areas were outstanding as the release date got nearer.

Stripping/Refitting

A typical vehicle procedure through the works is described as follows:

The sets would be propelled onto the arrival line adjacent to ‘A shop’. The first job was to debug all the vehicles with no one allowed inside for 24 hours; then to ensure all the underframe-mounted Chemical Emission Toilet (CET) and flush toilet tanks were empty, although we called the CET tank as ‘carrying extra trouble’ due to its vulnerable location. This was a GNER responsibility prior to leaving Bounds Green to ensure the tanks were empty, but it was not always done; it was carried out by an outside contractor who also removed all the toilet pans and sinks simply by smashing them and putting them into a designated skip.
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This was the last set to arrive, BN02, on 26 August 2005. (Roger Senior)

Each vehicle would be given its unique Bombardier code known as the SMB number which, being a French Canadian company, stood for Le Systeme de Manufacture de Bombardier Transportation. Internal inspections would be carried out to check the vestibule ends, environmental cupboard, and the vehicles’ body side windows; some had to be used again for the K-Tex positions. External inspections were carried out to identify any body side, underframe and end skirting damage. The set would then be split, using Bombardier’s own diesel shunter, and taken into the pre-stripping shop T shop in the order they would progress through the works. Bogies were removed and shipped off to Crewe works for a full overhaul, the centre casting removed and sent to the fabrication shop P shop for inspection and repair if required; some were even scrapped if they were too badly worn for repair. The vehicles now on temporary bogies were moved around the works premises using forklift trucks with specially adapted tow bars. The underframe brake module also went to Crewe, the toilet CET tank was removed, but remained in the pre-stripping shop to be repaired as required, the air conditioning module went back to a dedicated repair shop at Bounds Green, and the static convertor was sent back to the manufacturers for modifications and wiring for the remote port.

With one body side window removed the seating and tables would be thrown out. Doors and vestibule gangways were also removed in the pre-strip shop, followed the next day by underframe and body end cleaning.

The remainder of the internal fixtures and fittings were stripped out in K shop leaving only the environmental panel cupboard and the wiring left in place, all these being suitably covered over prior to shot blasting and painting. Shot blasting and priming in red oxide was carried out in R shop, followed in either F or S shop by the underframe and interiors being given a coat of black Ameron, and the next day by a light grey undercoat. From there the vehicles were put in the body repair H shop, allowed on average three days. This work included all underframe, body side and roof repairs as required. Roofs were repaired which were too pitted, too thin or even holed; shot blasting found the weak areas. If more than 40 per cent of a roof required attention, then a complete new roof would be fitted rather than try and patch it. Most of the body side corrosion was around the window frame area. The vestibule corner strengthening, as mentioned earlier, was also carried out in this area.
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Vehicles on the arrival line waiting their turn for the first stage strip. The white tag hanging underneath the vestibule is the SMB number. (Roger Scanlon)
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After being debugged they are then moved into the stripping shop where bogies and all the under-frame and internal fittings are removed. (Roger Scanlon)

After the bodyside repairs had been treated another undercoat was applied followed by the navy blue gloss which was a two-pack paint. When dried this was followed by the red body side line, usually in F shop. This was on a roll and was applied using a self-adhesive backing. To ensure it was put on straight a special platform trolley was used, one each side, that would move along the length of the vehicle so allowing the staff to gently roller on the line whilst always at the same height. After painting we would be asked to inspect the interior paintwork for any missed areas, prior to the vehicle being moved to the fitting out bays. There were always some parts that had been missed, especially around the air con floor ducting where it passed through the floor, and sometimes around the window frame area and vestibule areas. Eventually these areas would be painted correctly the first time, as the painters realised it took more time to undertake touching up.
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Waiting for the temporary bogies to be fitted before being taken for under-frame and vestibule end cleaning. (Roger Scanlon)
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Under-frame and vestibule end cleaning of a service vehicle. (Roger Senior)
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DVT 82229 waiting its turn for an under-frame clean. (Roger Senior)
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TOE 12200, after stripping, on its temporary bogies. Internally, only the seats, tables and toilet equipment have been removed so far. The internal walls, flooring and ceiling will be removed later. (Roger Senior)
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Stripped-out interior. The blue bag covers the environmental electrics. (Roger Senior)
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Internal view looking from No 2 end. (Roger Senior)
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A part-stripped service vehicle. (Roger Senior)
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DVT 82207 ready for shot blasting. (Roger Senior)
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Body repair shop where all the under-frame, roof and body side are dealt with. This was one of our inspection points. (Roger Scanlon)
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12414 (BN01) with external and internal primer painted, now waiting for the GNER colours to be applied. (Roger Senior)
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The view of assembly shop ‘A’, with first class coach ‘K’, 11299, formally 12532, nearest the camera, with the vehicle behind just arrived from the paint shop. (Roger Scanlon)
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The view shows DVT 82202 on the left. Behind it, service vehicle 10302 is in the kitchen assembly bay, with 12450 standing on its own, waiting to have its bogies refitted. (Roger Scanlon)
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Window seal leakage check prior to any internal assembly work starting. (Roger Scanlon)

‘A shop’ was where the refitting would be carried out; the vehicles would be lifted off the temporary bogies and placed onto hydraulic stands with small wheels. These stands allowed the vehicle to be lifted or lowered as required as they progressed through the fitting bays. The service vehicle would also be turned at this point using the two overhead cranes. The fitting bays were split into three sections, depending on which type of vehicle was involved. Fitting bay 1 undertook any wiring modifications installed, the air conditioning ducting and insulation refitted, then floors, followed by wall and ceiling panels, external doors, and finally the windows. After the windows had been fitted the vehicle was taken outside and given a water leak test to check if any of the windows leaked. Once water tight they would then be moved to their respective bays for the rest of the internal fittings, starting with the toilet water tank as this had to be fitted before the toilet and vestibule end could be built, luggage racks, partitions, sliding doors, end wall panelling, carpets, seats and tables, and vestibule doors. The DVT and service vehicle were fitted out in specially designated areas away from the production for other vehicles.
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Plan of Bombardier’s site at Horbury Courtesy of Bombardier Transportation

Shop identification as used by the Mallard vehicles:









	‘A’

	Fitting shop




	‘D’

	Test shop




	‘E’

	Shop was only used to store the bogies of sets BN01, 2 & 5




	‘F’

	Painting




	‘G’

	Site electricians




	‘H’

	Body, roof, windows and vestibule repairs/modifications




	‘I’ & ‘J’

	Vehicle storage waiting to be stripped/shot blasted




	‘K’

	2nd Stage strip




	‘L’

	Stores




	‘P’

	Stores/fabrication/repair




	‘Q’

	Main line access from test shop




	‘R’

	Shot blast & prime




	‘S’

	Painting




	‘T’

	Pre-strip




	‘Y’

	Used for testing the K-Tex window breaker system, also access to the traversor








Lastly came the fitting of the underframe modules, the couplers, the vestibule gangways and, once these had all been connected, it was finally the bogies. Prior to fitting the bogies we would be asked to inspect the underframe in this area to ensure that the painting and fittings, etc, were satisfactory. The bogies would be lifted onto a special wheeled stand, then the vehicle would be lifted off the hydraulic stands and the bogies pushed under, and the vehicle lowered down onto the bogies. Because the bogies were in the air so to speak, the fitters could easily connect them up as there were no pit facilities in the fitting shop. From there they would be transferred to the test shop.

In the test shop D shop each vehicle had what was known as a single car electrical and mechanical test, a day for each.

The passenger plug doors were tested for correct opening and closing, but required someone to permanently operate the door controls for a considerable time to allow the doors to be fully tested. Eventually a test box was designed which had two counters, one for opening and one for ensuring the interlock was achieved before opening the doors again. This allowed the doors to be cycled for long periods without being monitored, and, providing both counters read the same, then no problems; of course if there was a discrepancy then the problem would have to be identified.
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Inside test shop ‘D’. The nearest vehicle is 12202, along with other vehicles that form part of the last set BN02 to undergo checks and inspections. (Roger Scanlon)
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The last job before release, checking the vestibule connections for leaks. Each one stood for about a minute, with any leaks being rectified after setting back into the test shop. (Roger Senior)
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The two short rail wheeled platforms are for standing the new bogies on, and allow the fitters room to connect them up before being lifted clear and lowered back down to rail level. (Roger Scanlon)

Once all the vehicles were formed in the correct order then the set sequence checks would be carried out. On the last day prior to release the set would be given a water leak test for the vestibule gangway ends. The works diesel shunter hauled the set out, stopping for a few minutes for each vestibule seal to be checked by someone inside the vehicles checking for water ingress.

Bombardier achieved the thirty-seven days on site from set BN13 onwards which was on site from 1 September until 21 October 2004. Sets 15–19 were on site longer, but this was due to holidays and Christmas. Only towards the end of the programme did the number of days increase, but even set BN05 achieved thirty-seven days without earlier vehicles in the programme. Set BN02 arrived early, but progress was slower due to sets BN30, 1 & 5 already being in the works.

Shakedown runs

Following my appointment as resident engineer BN08 was the next set to be released on 17 May 2004. It had only been on site 58 days compared to 121 days for BN03, 98 days BN04, 78 days BN06 and 80 days BN07. As mentioned earlier the days on site did not include weekends. With the problems encountered on sets previously released, it had been decided that each set should now have what was called a shakedown run. These shakedown runs were designed to identify any problems that weren’t obvious in the test shop, but running at 125 mph might show up.

As the technical engineer from GNER, I took the responsibility of ensuring that the set was in a safe and fit condition to leave the site, travelling with it to Doncaster accompanied by a member of the Bombardier test team. Once the class 91 had coupled up, a sequence check was carried out between the loco and the DVT. The set would then stand overnight ready for the shakedown run the following morning.

The operations department had worked out a diagram which was Doncaster to Newcastle. On arrival at Newcastle all the catering equipment would be loaded into the service vehicle; then from Newcastle up to Peterborough; then back to York to allow any staff who wished to leave the train to do so before returning to Doncaster.

On these shakedown runs would be a snagging team from Bombardier, the ROSCO representatives, a member of the team who had overhauled the doors and myself. These shakedown runs also required the passenger doors to be tested, but releasing the doors at a station was not ideal as passengers would try to board so it was arranged for our train to be routed into loop lines at various locations away from any passengers. These were at Darlington in both directions, Newark on the up road, and the goods road at Peterborough. From Peterborough back to York was a final high speed run. When travelling between stops, we carried out a walk through inspection listening for anything unusual, and checking that all the saloon doors and toilet doors were working correctly, the air conditioning was working and noting any minor repairs that required rectification – you can always find something! At Doncaster a final pre-delivery check was carried out by Bombardier, and any outstanding issues would be resolved before Bombardier officially handed the set over to GNER.

Once a set had left Horbury then there was very little for us to do in the way of inspections. The next set for overhaul usually arrived around midday following the shakedown and for the early sets we were not involved in a pre-inspection, but later on we were invited to have a joint inspection agreeing what was required as extra to the contract.

With the additional five vehicles on site sets were now leaving Horbury on average one every four weeks, which gradually reduced to one every 2½ weeks, with technical problems becoming less when in the test shop.

The original contract was for the overhaul to be carried out at Doncaster, but Bombardier decided that their Horbury site was a more suitable location for the project and it was agreed that GNER would arrange transit from Bounds Green to Doncaster where Bombardier would then arrange for the set to be transferred to Horbury. Unfortunately, with the early sets not always ready when plannedm the company booked to take the set to Doncaster didn’t always have the resources available at short notice. It was left for GNER to utilise their own diesel rescue engine for bringing the sets off Horbury, usually asking me to arrange the necessary loco. It was also necessary for GNER to have a reliable release date as they had to provide a class 91 at Doncaster, crews for the shakedown run the next day, and also have the next set for overhaul available for dispatch to Horbury. The operations department were of the opinion that Bombardier had unlimited access to our loco which was not the case. GNER’s first priority was always the service, and utilising the rescue engine for Horbury releases was not acceptable, but again outside forces resulted in the use of the GNER engine. These outside forces were a requirement that the Mallard project should be completed by 29 October 2005. Although this date seemed a long way off, with the time scale for each set on works there was very little room for sets to be delayed. The 29th October was a stipulation in the contract agreed with the SRA after renegotiating the recovery plan.

On one occasion the set had been ready the previous evening, but due to a late problem regarding a static convertor failure which required changing it was arranged for GNER to collect the set in the morning, followed by the shakedown. Travelling with the rescue engine to Horbury instead of making my own way there we were stopped on signals passing South Kirkby to be told a train had failed outside Wakefield Westgate and required hauling to Doncaster. Informing Bombardier that we were required to assist a failure, and it would be at least a couple of hours before we would be available, they were not too pleased, but there was nothing they could do. We finally arrived at Horbury at midday and, after carrying out a safety check, finally departed at 1330. That wasn’t the end of our troubles: approaching Fitzwilliam on the Leeds–Doncaster line, after coming to a stand I was advised the driver wanted to talk to me. He informed me that his air pressure was low and he could hear an air leak at the front of the loco. On investigation I found the main reservoir air pipe and isolating cock missing. The usual wooden bung repair cured the leak enabling us to continue without any more delays – still not lost that quick fix for a failed train! Eventually as the release dates became more reliable the use of the GNER rescue engine was no longer required.

BN12 was released on 23 September 2004, having been on site only forty-four days. Enquiring through Control of our reporting number, I was advised that the run to Newcastle was cancelled due to overhead line problems and would now be carried out on the Saturday. There were other people involved in the shakedown now: a member of the air conditioning team from Bounds Green checking the new air conditioning software; also a representative checking the static convertors after their modifications during their overhaul. But it was explained that being a Friday no one would be available over the weekend, resulting in the set standing at Doncaster until Monday.

Asking if we could go south to Kings Cross then back to York before returning to Doncaster, permission had to be authorised by the operations manager. I said that travelling to London would give us more 125 mph running and, as it transpired, the catering equipment was still at Kings Cross. We set off for London around 0900 and, after arranging door test stops at Newark and Connington, south of Peterborough, on the up road, arrived in Kings Cross just before 1100hrs. The stop in Kings Cross also gave us time to carry out any checks or tests, which at Newcastle wasn’t allowed as we had to have only the one door open and, blocking a platform, we delayed other services. We had to leave Kings Cross before 12 noon due to platform requirements, but a thirty minute stay was ample time for us, and the driver, to take a break. On the return we only did one door test, at Grantham, before running nonstop to York and returning to Doncaster. This run was far better than the Newcastle–Peterborough diagram and we also found out that the catering equipment that was loaded at Newcastle actually travelled up on a service train the previous day. On return to Doncaster I contacted the operations manager to ask if future shakedown runs could be to London, citing the catering equipment and also not conflicting with services at Newcastle. He stated, ‘if we left at our normal 0830 dep from Doncaster and, providing we didn’t arrive before 1030 and left before 1200, then there shouldn’t be a problem.’
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Set BN12 released from Horbury on 23 September 2004, passing Fitzwilliam, 82212 leading 91115. The white dome on top of the DVT is the aerial for the Wi-Fi connection to the internet, which is available in all of the trailer cars. (Paul Corrie)

As sets returned to traffic, complaints were being received from staff regarding wind noise from the passenger doors and this noise was beginning to be a major concern. Train staff were used to having no wind noise from the passenger doors and they thought that the door was not shut correctly, resulting in a couple of instances of the passenger communication being operated. As each vehicle was completely stripped down, the areas around the step door well, where the doors formed a tight seal against the step board at the bottom, were renewed. When the vehicles were first built each door was made to fit by either packing or removing the wooden frame in the step board well area. With the new ones formed as a one-size-fits-all, making any adjustments was not possible. Bombardier disputed that wind noise was a problem stating that there must have been wind noise before. As more sets were released, more wind-related noise problems were being reported. Eventually an agreement was reached with representatives from Bombardier and staff employed to overhaul the doors that they would be taken on a set that was due into Horbury in February 2005, taking notes on doors that were considered windy.

I had arranged for a trip from Doncaster to Newcastle on BN14 which had just been released from Horbury five days before on 15 November, and then return on the next set due into works in early December, which would become BN18/19. As I mentioned earlier each set was five vehicles in front of the set to be released so as to ascertain if the problem was due to the overhaul; both sets BN18 and BN19 would be closely monitored on release. Both groups of representatives agreed that the set due into Horbury had no wind noise problems that could be associated with the doors, so I knew that after BN18 was released, Bombardier would have to rectify all the doors that were now being reported.

For comparison, out of 36 doors per set, BN18 had 26 southbound and 23 northbound with wind noise. BN19 had 23 south bound and 28 north bound, again monitored by the same team prior to the overhaul. After several meetings a solution was found by using commercially bought draught excluders and sealing around the ends of the step well with sealant. BN22 had 5 doors southbound and 8 doors northbound with wind problems on the shakedown run, mostly down to the sealant not being done correctly. BN23 had no wind-related door problems reported at all. Now that this problem had been resolved it was now up to Bombardier to carry out the same procedure on the previously released sets and again there was reluctance to do any such work as it was not possible for the staff at Bounds Green to do it due to the amount of warranty work that was being required in other areas.

This wind noise problem was also a cause of complaints regarding cold draughts felt in the saloons especially when heading to London. One of the major changes to the vehicles was the removal of one of the toilet modules in the standard class, leaving one toilet per vehicle. The toilet wall which formed the vestibule end also acted as a blank for the air conditioning ducting, but the removal of this wall opened up the air con ducting which was at floor level and ran the full length of the vehicle. The wind being blown past the step board area had direct access to this ducting and passengers were complaining that the seats at the London end (No 1 end) of the vehicle on that side could feel cold air blowing around their legs. The original first class vehicles also had problems with cold air from the ducting, even though they only had the one toilet when built, as the original vestibule wall was also removed to be replaced by a laminated glass partition again uncovering the air con ducting. After I was asked to investigate and found the reason for the complaints, Bombardier refused to accept it was their responsibility to rectify the problem as there was nothing in the contract regarding these issues.

Other Problems

The scrap vehicle mentioned before also played its part in supplying spare parts for Mallard vehicles. In early March 2005 there was a loud bang under a set standing in Kings Cross; it was thought it might have been a bomb so the station was evacuated. After the initial investigations by the security services it turned out that one of the 1000v ETS cables had shorted to earth. This vehicle, 11319 (BN19), was sent back to Horbury for repairs as it was in the last set released a few weeks earlier. Investigation of the damage to the cable and the surrounding area were inconclusive as to the cause. After renewing the cable the vehicle was returned to GNER. I didn’t have to wait too long to discover how the cable had come to be damaged on 11319. Arriving as normal at 0800 I was just making myself a cuppa when I was contacted by the site manager to come down to the test shop as they wanted to show me something that I might find interesting. Leaving the kettle to its own devices I made my way to the test shop to be greeted by the project manager, site manager and the test shop supervisor. They said, ‘look under the vehicle in that area and tell us what you see?’ It was the same damage that had caused the panic at Kings Cross. It turned out that when the bogies were being fitted, one of the nuts had been put on cross threaded by the air gun and wouldn’t come off. Previous practice had been to burn the bolt head off, but access was difficult in this location and the burner was used on the nut end. Being close to the ETS cables the insulation had been burnt through along with part of the cable support system, only this time it was found in the test shop. The ETS cable ran through a conduit above the bogie area and this had been severely damaged by the cutting gear. The same conduits were still intact on the scrap vehicle and undamaged, saving time in making replacements. It was agreed that the incident with the previous vehicle had been caused by the same burning action.
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11319, the vehicle involved at King’s Cross, with the damaged ETS wiring being shunted out of the barrier vehicles with Bombardier;s shunter. (Roger Senior)

In the process of overhauling the vehicles, the environmental cupboard was rewired in part to accommodate the new circuitry, and also to fit new and additional circuit breakers. It was discovered in one vehicle that all the DC circuit breakers were in fact AC type and not suitable. Again the scrap vehicle came good as its circuit breakers were used to replace some of the AC type, but not all, with others having to be purchased. It was never discovered how the wrong type of breaker had been fitted.

Part of the mechanical test included an air leakage test and, in most cases, wasn’t a problem. The odd leak on a flexible pipe could always be nipped up, but on the service vehicles there was a problem in getting the new air suspension system levelling valves to sit in the mid-lap position. This was due to the weight distribution not being equal on each side. The kitchen side was heavier which meant the vehicle leaned over, which could be clearly seen when the vehicle was lifted onto its bogies. This weight anomaly caused the levelling valves to vent continuously, and was due in part to a smaller tolerance in the lap position of the new valves. As Bombardier at Horbury didn’t stock any spares there were two options depending on how bad the air leak was: (1) was to fit another bogie, but that would delay the testing and release date; (2) to apply for a concession to allow the train to run. Any concessions asked for would only be allowed following discussions between GNER and the ROSCO, and then only so long as the concession didn’t affect the safe running of the train or include any safety critical item such as doors, brakes, etc. These concessions only had a short time limit in which they had to be rectified, sometimes only a week depending on the fault. The air suspension problem was eventually solved and was the one concession that had an open ended time limit.

There was a warranty from Bombardier for three years from the date of release which covered everything on the set. A small team of Bombardier staff were permanently at Bounds Green depot to cover any warranty issues, although GNER staff could carry out a warranty repair and then reclaim the time back from Bombardier especially if the repair was carried out at another location.

It was required that each vehicle be brought up to the same standard and any modifications not approved would be removed, but one modification that Bombardier thought was genuine got through the whole process until spotted on the underframe snagging in the test shop. A pandrol clip, which is used to hold the rail to the sleeper, was found neatly embedded underneath the fibre glass end frame. Bombardier staff even repaired the hole around the entry point with a fibre glass patch and put it through the painting programme; they thought it was used as a towing eye. The staff had not seen one before and, having explained what it was, I asked for it to be removed.
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The object hanging from underneath this vehicle is called a ‘pandrol clip’, and is one of the devices used to hold down the rails to the sleepers. This one picked up at speed, and lodged itself into the fibre glass surround under the vehicle end. I spotted it when carrying out an under-frame check on the vehicle at Horbury. When I enquired why it had not been removed, I was told they thought it was a towing hook! (Roger Senior)

What started as a routine underframe inspection turned into a major disagreement. It was noticed that one of the brake discs had not been fully pulled onto the axle mounting hub; there was a 10mm gap showing at one side of the hub with a corresponding part of the disc overhanging the other side, and, although we tried to pull it in with the locking bolts, it wouldn’t move. It was noted as a snagging issue, but two days later no action had been taken. Asking the project manager what was intended received no real answer and it was left for them to inform us what action they would take. Meanwhile inspections and snagging continued with the rest of the vehicles. Six days had now passed and the release date was only two days away. Both the ROSCO representatives and I were not happy with the inaction regarding the disc issue and wanted to know what was being done to resolve it. Because the bogies are overhauled at Crewe works, someone from Crewe was asked to come and inspect the disc, which was arranged for the following day. At around midday while we were all in our office the project manager came in with the engineer from Crewe who said in his opinion running at 125 mph he couldn’t guarantee that the disc wouldn’t work loose. I could see that the project manager wanted me to say that we (GNER) would accept the responsibility. There was no way I was going to agree and said that ‘if the expert from Crewe thinks it’s not safe then I won’t overrule him’ (having already had first hand experience of a disc coming loose at 125 mph and the damage it caused). A comment was passed that any delay would be down to GNER, but I had to point out that this issue was raised six days previously and GNER could not be held responsible for any delay as Bombardier could have informed Crewe earlier. The only option now was to change the bogie, and although this did delay the vehicle for a while, it didn’t put any extra time into the final release date.

After the first few sets had returned to traffic I was advised that several vehicles from all the sets had developed wheel slide problems. The fault had been traced to the wheel slide cable from the axle end probe to the under body connection box having been pulled out at the connection box end. It was found that the cables were too short coming out of the bogie conduit to the connection box and, when negotiating some of the tighter curves on the depots, there was not enough flexibility to take the tight curve. I was asked to investigate the reason why these cables were shorter than normal. When the bogies were sent back to Crewe the wheel slide cables were examined for damage and fitness for further use. Some cables had been renewed, but others only had their connections remade again; this had resulted in cutting off a few inches to remake new connections and this was one of the causes. The other cause was fitting new cables: there appeared to be no definite length coming out of the top bogie conduit and this could be seen by the large loop at the probe end which was far greater than specified. When each bogie was returned to Horbury we checked each one to ensure that the correct cable length was achieved. This gave the electricians quite a job in trying to pull through some of the new cables, and also to try and pull some of the original ones with new connectors a bit more if possible. One or two had to be renewed as they were of insufficient length at both ends.
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12472 in Crewe works, after cutting out all the previously damaged bodywork. The new sole bar metal is in place. (David Morphew)

Another problem appeared that had a knockon effect from BN23 to BN30. One vehicle, 12472, after going through the strip and shot blast process, was found to have had a body side repair that appeared to be below standard. We were asked to come and inspect it, and to offer our opinion. In the middle of the vehicle, from the sole bar to the bottom of the window frame, a patch repair had been carried out. On enquiring through our records it was found that this vehicle had been in a side-on collision at Neville Hill and the vehicle had been sent to works for repair. As the ROSCO were responsible for the overhaul, and the repair was not up to the required standard, Bombardier were asked to carry out the necessary work. Bombardier at Horbury didn’t have the required body support jigs on site so it was sent to their Crewe works site. Unfortunately the sole bar repair required special steel and had to be ordered. This delay resulted in another vehicle having to be taken from the inward set to make up the next set for release. As time passed it was becoming very close to the last make up set BN30 being a vehicle short, but it arrived back just in time to be completed for BN30.

Up to BN26, release dates had more or less been as planned, but from BN27 problems began to appear and release dates began to slip. BN27 was also sent back to Horbury straight after the shakedown due to black water coming out of two of the vehicle toilet flush water tanks. Nobody knew what the substance was as it had never occurred before. It was subsequently found that the tanks had been left outside, but the protection over the inlets had come off. After being flushed out several times the set left Horbury the next day. BN28 was now expected to be a week later than estimated and with BN01, 2 & 5 still to arrive, and all vehicles to be refurbished, as these sets required a longer downtime, there was an issue that if BN29 and 30 were delayed then there would be very limited space to accept BN01.

The release of BN28 was now expected to be Friday, 5 August which meant the shakedown run had to be done on a Saturday, but as I mentioned earlier re BN12, nobody was available. Fortunately there were too many vehicles still to snag on the Friday and there were also stat con problems that required resolving. Due to the last day approaching fast and calculating that any days lost might cause the programme to overrun, it was arranged for another member of GNER to carry out the release inspections on the Sunday with the shakedown on the Monday. BN28 also had water tank contamination, but this would be flushed out at Bounds Green once the set arrived. This set failed its shakedown run due to a brake problem. It didn’t return to Horbury, but spent the next two days in the sidings at Doncaster while the problem was rectified, finally leaving for Bounds Green at 0900 on Thursday, the 11th. The pressure was now on; BN29 was another expected release on Friday, but again there were too many vehicles to snag and, with stat con and air con problems outstanding, it finally left on the following Tuesday, the 23rd. Again problems arose with the shakedown run and the set was kept at Doncaster for another day after problems with the DVT overcharge system and a speedometer fault. After repairs and a short test run to York and back to prove everything was working correctly, the set continued on to Bounds Green, otherwise it would have been sent back to Horbury.

In July 2005, as the last sets began to arrive, it was noticed that there was a possibility that there might not be enough emergency windows left for the K-Tex positions. This was due to many of the windows having been discarded previously and those that were left were not always up to the required standard, having chips and scratches which were outside the criteria for refitting. Luckily the last two sets had enough good ones to make up the shortfall along with a few spares.
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Service vehicle 10314, which has just arrived at Horbury. This will be converted into first class 11998 in set BN29. (Roger Senior)

Last Set

BN02 was the last set to arrive, on the 26 August, 2 days after BN05, and, with BN30, BN01, and BN05, this now meant four sets were on site at Horbury and there was very little room for vehicles to be shunted around. Initially BN05 was to be the last set to arrive, but only having the bogie changes carried out at Bounds Green there was more underframe work than on BN02. Although BN02 was on site it took longer to go through the process as BN05 took priority.

BN30 was made up of the last spare vehicles, but only had three vehicles in the test shop where there should have been at least six upon the release of BN29, and just to make things worse a service vehicle, 10306 (BN15), arrived back at Horbury on 30 August between two barriers for repair due to the ceiling collapsing below the toilet water tank after being filled at Kings Cross. The water tank had expanded to such an extent that it bent the frame it was mounted on. The reason for the tank expanding was found to be that the vent of the bladder was smaller than the original and the pressure of water was greater than the amount of air which could be vented. The amount of water and trapped air expanded the whole structure. The toilet tanks on the service vehicles were smaller than on normal vehicles and it was for this reason that the tank expanded, although it was found that all the other inner bladder fitted tanks had a smaller vent. The problem was rectified by fitting a choke to the water filler pipe which reduced the input pressure to allow the air to vent.
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DVT 82202 on final checks, waiting for the final paper work to be signed off prior to departure. (Rick Hill)

The damage to the frame was so bad that it looked as though this would be a serious setback to returning the vehicle to traffic. The answer was again found in the scrap vehicle as the toilet tank frame had not been damaged in the derailment and it was used to replace the damaged part. It was never understood why the other water tanks didn’t have the same problem on the previously released sets.

BN30 should have been ready for release on 8 September, but was put back to Wednesday, the 14th, and as usual I made my way to Doncaster to catch the train to Wakefield Westgate. Before the train arrived I received a call from the site manager informing me that there was a problem with the set and the 1700hrs release time could not be guaranteed. I said that if he could be sure that the set would be ready for no later than 1900hrs I would still turn up, but this couldn’t be guaranteed as there had been a problem with one of the couplers and it would not be possible to renew it before 1900hrs. It was agreed that we would leave it until the morning, arranging a 1000hrs departure from Horbury. Arriving next day I found that the vehicle with the defective coupler had been changed at the wrong end and there was also now a door interlock problem. Because the vehicle had to be taken out of the set again for the coupler change, the door interlock problem had to wait. It also emerged that many of the snags identified on the Tuesday prior to the original release day had not been rectified. Friday was now the expected release day, but by lunchtime BN30 was still having problems and it was arranged that providing all the repairs had been done, and a safety check carried out before I went home, we would accept a release on the Sunday with the shakedown on the Monday. This was finally agreed and BN30 left Horbury midafternoon on Sunday, 18 September, ten days later than planned. BN01 left on 29 September with every door having a wind noise problem. In order to gain some time the seal modification had been left as a concession. BN05 left on 13 October. There were also the two spare vehicles to check out and these needed a shakedown run, but as they couldn’t be put into a set from Horbury it was arranged for them to be moved to Bounds Green, to replace the DVT and TOE with the spares, and given a shorter shakedown from Bounds Green to Doncaster and return, utilising another member of GNER and a small team from Bombardier. The last Mallard set, BN02, left Horbury on 27 October with numerous detonators placed along the exit track. Senior managers from Bombardier, GNER and the ROSCO were present to see it off.
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Rick Hill (left) and Martin Fawcett (right) with me in the cab doorway. Both Rick and Martin were representatives of the ROSCO. I don’t know what was said, but I don’t think it was ‘say cheese’. (Courtesy of Rick Hill)
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Myself, stood in the cab of DVT 82202, on 27 October 2005, waiting for the signal to depart on the last set, BN02. (Rick Hill)
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Ready for the off, just waiting for confirmation that all the correct paperwork has been signed off on to GNER at York. (Rick Hill)
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Mallard set overhaul dates
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The last set after arrival at Kings Cross from the first part of the shakedown run. (Rick Hill)
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12202 on set BN02, leaving on 27 October 2005. The small blue object is a plastic cup glued to the rubbing plate, which was used by one of the electricians and was constantly in his hand, as mentioned in the text. (Rick Hill)

As the last vehicle, the TOE, passed the exit gate of the site someone noticed a blue plastic beaker had been stuck onto the vestibule rubbing bar. The story behind it goes like this: every morning the site manager would go into the test shop to have an update from the test shop supervisor on the night shift’s progress and any problems. Each morning he saw an electrician with a blue plastic beaker full of tea in his hand walking through the test shop. Eventually the supervisor was told to stop him and a comment was passed that if he sees him with a cup in his hand tomorrow they would both be sacked. The following morning the same electrician entered the test shop and started to walk towards them. Convinced that both of them would be given the sack, but before either of them could speak, the electrician continued to walk past them and said, ‘Don’t worry I haven’t got a cup in my hand – I have two, one inside the other.’ The site manager’s face apparently was a picture; he just turned and walked out with nothing more ever said. When this was told to the group watching the train leave they just laughed; even the site manager saw the funny side in the end.

A cake had been arranged and I was given the honour of making the first cut. This was done in Kings Cross on our arrival and, with the last run back to Doncaster, the last shakedown went well with no problems.

In early 2005 I had decided that if financial means were suitable I would apply for early retirement. Having made the required requests and many discussions with my other half we worked it out that, subject to any major issues, we should be OK. I put in my retirement request, which was accepted, and I said I would stay until the last set had been delivered, which should be on 29 October 2005.

As I walked over the bridge at Doncaster for the last time back to my car, I was wondering what the future had for me as a pensioner. I had no idea what I would do. There was work requiring attention at home, but that wouldn’t take long. Sitting back and reading a railway magazine of a driver’s experience on the main line it was suggested that I should write down my experiences as a TRI. I had kept all my notebooks so I had plenty of items I could recall, but little did I know it would take nearly five years to complete.
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The last set after arrival back at Doncaster from its shakedown. The bridge over the train will be my exit as I take my departure and new start into retirement, 28 October 2005. (Roger Senior)
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The cake presented on arrival at Kings Cross on the last shakedown run. (Rick Hill)





Chapter 14

Route Knowledge

Before any driver is allowed to drive a train, he must be assessed on that part of the route he has been learning. They must know every speed restriction, where signals are located, and any local instructions relating to the area they are driving through, along with the relevant rules and regulations that apply. It can take several months to become familiar with all of these things, and is known as signing for the route. It is even more important when driving through fog and snow, especially at speed. With all my travelling up and down the East Coast route I got to know it like the back of my hand, which with the HSTs proved very useful. Knowing when the driver was going to shut off power gave me time to make a few adjustments, especially when it came to tweaking the fuel rack to governor settings. With a class 91 there was nothing to adjust, but knowing where and when the traction power was to be shut off was still required, especially when monitoring the outputs from the MPU.

Did I ever get to drive a train? Yes. My first tentative attempts were back when I was still at Holbeck. Some drivers would let you move an engine occasionally for a short distance in the yard. Then when we moved to Neville Hill on the night test runs to Darlington and back, and some drivers would say, ‘If you’re testing it you might as well test it properly.’ Once I had completed all the necessary checks, it was up to the driver to invite me to have a go. These driving lessons, as I will call them, where few and far between but gave me an idea of how a train responds, especially judging distances when braking. After a few years of riding up and down the route, the drivers who had been on the test runs would now let me have a go on service trains. They were confident that I knew the ‘road’, as it was known, as well as they did. Officially I wasn’t supposed to. but all the responsibility was still the drivers, so they ensured that if they thought I was going to make a mistake they told me immediately. In some instances, when they saw me standing at the platform end as they came to a stop, by the time I had reached the cab door they would be out of their seat indicating it was my turn now; but I usually had to decline as I had a specific job to do. But as soon as I had finished whatever I was doing they used to say, now, test it properly, indicating it was my turn to drive. Over my sixteen years of riding I have driven a train in both directions between Kings Cross and Edinburgh in various stages. I never had a drive to Glasgow as I didn’t really know the route that well, but I was offered the chance a couple of times. Once the drivers had gone to single manning for 125 running I was given more opportunity to drive, but from the late 1990s it became less and less with a lot of the older drivers retiring and the new younger drivers not knowing me. Apart from the East Coast I was also given the opportunity to drive a train as far south as Derby and on the Settle and Carlisle. I occasionally had a brief drive on the class 141s when they were first introduced on the local services, mainly on the Leeds to Goole route.

From my journals, in all my sixteen years of travelling over both the East Coast Route and Midland Main Line, I have covered 1.1 million miles, which does not include the first eighteen months as I have no records of the journeys made. To put it into context this is to the moon and back twice. Both my colleagues Steve Draper and Gordon Campbell will probably have passed that mileage, certainly Steve who is still a TRI. Gordon took early retirement in late 2007.

These journals are only a sample of what I and the other TRIs achieved; we would not have been able to carry out what we did without the cooperation of all the other staff employed by BR and GNER. We all worked as a team to ensure the service ran with the minimum of delay and to the highest safety standards. From comments constantly passed on to us we were always told that our achievements saved BR and then GNER far more than our wages.

Letter from Christopher Garnett (CEO of GNER until 2006):


Dear Roger,

I had not realised the history of the TRIs and how you had to prove their value.

It certainly bought back a lot of memories. The rebuilding of the air con units on the Mk IVs and sorting out the air con on the Class 91s. The joke about how on hot days you were always assured of a warm welcome on the east coast!

Also, the rebuilding of the Class 91s, which was such a success and the Mallard sets so well overseen by yourself.

Thank you for all you did.

However, I suppose my real thoughts on the work you all did would be around the following: Friday afternoon the phone would go to say a Class 91 had sat down on the two track stretch approaching Stoke Summit on the up, “Immediate thought is that if we don’t get the train moving we will loose the evening peak out of the Cross. The next question was, where is Roger and can he sort it out?”

You guys dug us out of so many difficult situations it was amazing.

Best wishes,

Christopher.







Appendices

The following charts show how many times each vehicle was ridden.

Column A shows how many times a defect was reported to York Control which impacted on the performance and resulted in a delay or termination.

Column B shows how many times the train was ridden with no defects that caused a delay or termination.

Any defects found would be entered in the relevant repair book.

Appendix I: HST Power Car Yearly Riding Charts 1990 to 1995
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Appendix I: HST Power Car Yearly Riding Charts 1996 to 2004
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Appendix II: Class 91 Yearly Riding Chart 1990 to 1996
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Appendix II: Class 91 Yearly Riding Chart 1997 to 2004
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Appendix III: Class 90 Yearly Riding Chart 1990 to 1996
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Appendix IV: Class 89, 90, 91 Yearly Riding Chart 1997 to 2004
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Appendix V: DVTs Yearly Riding Charts 1990 to 1997
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Appendix V: DVTs Yearly Riding Charts 1998 to 2004
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Appendix VI: Yearly Chart 1990 to 2004
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Above are the lists of faults, failures, routine trips, VIP trips, test runs and other details of each year’s work from 20 August 1990 to 17 April 2004. They are shown in no particular order only to show how events and failures fluctuated; all these statistics are from my own personnel daily records. This chart does not have any reference to the individual charts produced at the end of each year as the criteria for this chart reflects events rather than individual vehicles.

Row A3 shows that the number of trains that failed and then continued in service, although delayed, far outnumbered the ones that were terminated. These figures justified our continued role and from 1998 there was a downward trend in all categories except with the DVTs.

The DVT problems (row N) related to mainly three areas: 1- Static convertor failures, 2- TDM problems, and 3 – Speed probe problems. Although item 3 does not cause a train to fail it, does have an impact on the actual running as the speedometer fluctuates above and below the set speed. If the Automatic Speed Selector (ASL) is set for running at 125mph, and the speedometer fluctuates above this setting by more than 1mph, this fluctuation can cause the loco to go into the rheostatic braking mode, resulting in lost time. From my journals there are references to speed probes and isolating the defective one allows the speedometer to settle down again. The down side to this is that the wheel set with the probe isolated has no protection when braking which could lead to a wheel locking up, resulting in tread damage. Probes on DVTs were always renewed at the first opportunity, many at Kings Cross.

There were nearly four times as many pre-exams (row D) compared to post-exams (row E). This was due to there being other more important issues for us to investigate, especially if sets and locos coming off exams had been in traffic for more than three days.

Also, from 1998, air conditioning (row M) issues virtually disappeared with no checks at all from 1999. Rows M1 & M2 show the % of vehicles having air conditioning problems.

Door problems (row G) also became less as a better understanding of how to set them up and better checks improved their performance. Class 91 loco run rounds (row R) eased slightly between 1994 and 1998 for me, but the trend continued for the other technical riding inspectors. Test runs (row S) also continued at a similar rate.
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BRITISH BROADCASTING CORPORATION
KENSINGTON HOUSE
RICHMOND WAY, LONDON W14 0AX
TELEPHONE: 01-895 6611
TELEX: 265781
CABLES: TELECASTS, LONDON

Roger Senior - Technical Riding
Inspector, 22nd March 1989
Neville Hill Maintenance Depot,
Osmondthorpe Lane,
Leeds,
LS9 9BJ.

Dear Roger,

Belated, but nonetheless heartfelt, thanks to you for allowing
our crew to record your work onboard a 125.

The item was included in our "Railwatch” week and was most
successful.

Without the co-operation of people like yourself we would have
been unable to show the breadth of tasks needed to run a
railway. It can't be easy to do your job at the best of times,
but I hope our crew didn't make it too much more difficult.

Thanks again,

Yours sincerely,

\

David Pickthall,
Producer,

"Railwatch",

0.B. Sport and Events.






OPS/images/ufig_31.jpg
INTERCITY

Brilish Railways Board

Regional Headquariers

York YO1 1HT

Telephone York (0904) 653022 ext 3542
Telex 299431 BRHOLN-G-YKTO

Your ref

ourrel " yem,
Date July, 1989

HST TECHNICAL PERFORMANCE ON T8E E.C.M.L.

I have, during the last few months, been enormously impressed by
the improvements in performance that have been produced by all the
M.& E.E. staff working on HSTs on the E.C.M.L.

There have been several days recently when not a single minute has
been lost due to EST faults. This is a remarkable achievement on a
service that covers in excess of 30,000 miles every day.

In recognition of your efforts, I am enclosing a £10.00 voucher
which can be redeemed at any branch of Marks & Spencer.

Please accept this with my thanks for the efforts of yourself and

your colleagues.,

The Summer Timetable which includes both Class 91 introduction and
extra diagrams overall will be a further challenge to the M.& E.E.

Function and I am sure I can rely on you to improve still further
the performance and reliability of the fleet.

Thank you again for your support.
Yours sincerely,

Lok

S.J. Fraser
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General Manager

Eastern Region
British Railways
YORK YOI IHT
John Nelson 0904 653022 Ext. 2200
R. Senior, Esq.,
Technical Riding Inspector,
NEVILLE HILL 27th February, 1989

(. BIPP
'

Having seen each of the Railwatch programmes put
out last week by the BBC, I felt that I must write to express my
appreciation of your contribution. The manner in which you
conducted yourself was a credit not only to you but also to the
Industry as a whole.

Many thanks and congratulations.

,,7“‘7.
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BN 19

BN 20
BN 21
BN 22
BN 23
BN 24
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BN 26
BN 27
BN 28

BN 29
BN 30
BN 01*
BN 05
BN 02+

18-Nov-02
18-Feb-03
08-Apr-03
21-Jul-03
Sep-02

30-Oct-03
0-Dec-03
26-Feb-04
3-Apr-04
20-May-04
26-Jun-04
26-Jul-04
2-Aug-04

01-Sep-04
23-Sep-04
2-Oct-04
29-Oct-04
9-Nov-04
08-Dec-04
08-Jan-05
27-Jan-05
12-Feb-05
03-Mar-05
19-Mar-05
08-Apr-05
23-Apr-05
12-May-05
27-May-05
15-Jun-03

04-Jul-05
21-Jul-05
08-Aug-05
24-Aug-05
26-Aug-05

17-Feb-03
07-Apr-03
30-Sep-03
03-Dec-03
Dec-02

23-Feb-04
08-Apr-04
17-May-04
18-Jun-06
22-Jul-04
24-Aug-04
23-Sep-04
08-Oct-04

21-Oct-04
15-Nov-04
07-Dec-04
06-Jan-05
25-Jan-05
10-Feb-05
01-Mar-05
17-Mar-05
06-Apr-05
21-Apr-05
10-May-05
25-May-05
15-Jun-05
04-Jul-05
20-Jul-05
7-Aug-05*

23-Aug-05
18-Sep-05
29-Sep-05
13-Oct-05
27-Oct-05

46
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* Partial overhaul, bogies and underframe
* Partial overhaul, bogies and underframe
First full overhaul

Additional SV & DV'T sent with BNO4

* Only bogie changes carried out at Bounds
Green

Additional 3 vehicles sent in October

* Returned for retro fitting, 3rd set now on
site

#* Standing two days at Doncaster, brake
fault. Dep on 11th for BN

* Full overhaul minus underframe and bogies
* Full overhaul minus bogies
* Full overhaul minus underframe and bogies

Note: Days on site do not include weekends or shakedown runs, but include bank holidays. There
were staff working at weekends but only a few, and usually only when the release of a set had overrun
the booked date.
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March 1994

1 am writing to thank you for your cfforts over the last three years, and your part in
making Intercity IEast Coasl the suceess it is today.

As an organisation, the East Coast has had a short but eventful life, having been set up
as part of the Organising for Quality initiative in 1991. I know that at the ime many people
questioned whether the concept would work. We have shown that people in all railway departments
could come together to work as an effective and happy team. From next menth, East Coast family
members will go their separate ways into the new and unfamiliar world of the pre-privatization
railway, with some of you leaving British Rail for the new Railtrack company.

1 personally am very proud 1o have been a member of the East Coast family. In aimost every

aspect of our business | see significant progress. More importantly, our customers s¢¢ progress 1o,

and their opinion of us has improved significantly over the period

What have you helped to achieve?

Despite problems last autumn, our services are much more reliable. Last summer
saw the best imekeeping ever achieved on the route.

We have improved our information to customers and our welcome to them on
our stations.

Qur service to customers on the train has improved. Every East Coasl train now
has an at seat wolley service for example.

Qur track. signalling, overhead line cquipment, and 223 trains are more reliable than
they ever were three ycars ago.

When things go wrong, we now have the Customer Service Control, and our Senior
Conductors have personal communications facilities and support to help our customers.

Despite the worst recession since the 1930°s we have improved carings and reduced costs.
We have played a major part in Intercity staying in profit over a difficult period.

Qur railway is safer. Fewer employees, contractors or customers are hurt in accidents.
My sole disappointment is that the financial climate has stopped us investing as much
as | would have wished in stafT and customer facilitics and accommodation.

Don’t get me wrong — | am riot claiming that we arc not running a perfect railway. We all have much further
to go to have NO late trains, unhappy customers, or injuries. What | am saying is that we were making steady
progress in all of these key areas. Morcover we would have continued to move forward il we had been allowed
1o continue as one team.

My task - and vours — now is to ensurc that we pick up the baton in our new organisations and (o continue
making progress. | am sure that the East Coast train services will still be a success, and will continue to improve with
your help.

Again, I would like to thank you for your past efforts, and pass on my best wishes to you for your future.
'/'2?.9-@;»; [ NP DR

R v~ Do Ty
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RAILTRACK

LONDON NORTH EASTERN

Area Production Manager
7 Trafford Court

DONCASTER
South Yorkshire-
Tel: 01302 345560/1  Fax: 01302 345563 DNI IPN @
Mr. C. Garnet,
Chief Executive,
Great North Eastern Railway,
Room M40, Main HQ.,
Station Rise,
YORK.YO! 6HT 28th July 1999

Dear Mr. Garnet,

On Saturday, 17th July, 1999, one of GNER’s Technical Riders, Mr. R. Senior,
observed that a contact wire was possibly adrift from a registration arm, and
reported this immediately through the appropriate channels.

Through Mr. Senior’s swift actions, the delay to train services was kept to a minimum
and a possible major dewirement was avoided. On behalf of Railtrack London North
Eastern, | would be most grateful if you could pass on our sincere thanks to him.

Yours sincerely, ; ?

WARRICK DENT
AREA PRODUCTION MANAGER

=
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4 August 1999

To: Roger Senior N

Copy : Richard McLean
Gordon Dennis

Dear Roger,

Attached please find a letter that was received from Warrick Dent, Area
Production Manager at Doncaster commenting on the work that you
undertook on the 17th July.

T would like to pass on my thanks and appreciation, not only for this, but also
for the way that you, and all the other technical riders, do to keep the trains
running. Iam always impressed by all that you achieve.

Well done and many thanks.

Christopher Garnett
Chief Executive
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Giizct North Bastern <oy

TO DRIVERS OF GNER ELECTRIC TRAINS
HIGH WINDS SPEED RESTRICTION
DATE: SATURDAY 20TH MARCH 2004
TIME ISSUED: 12:58
MESSAGE No: No. 5

FOR ALL ELECTRIC TRAINS

STEVENAGE TO BORDER
DONCASTER - LEEDS
80MPH
MAXIMUM £PEED BOTH UP & DOWN
EDINBURGH NEWCASTLE SLEEDS TO ISSUE TO SOUTHBOUND
KINGS CROSS &YORK TO ISSUE TO NORTHEOUND TRAINS.

GNER CONTROL YORK
DUTY OPERATIONS MANAGER
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at

Mon 10th

Tue 11th

Wed 12th

Thurs 13th

Fri 14th

Service

1A01 0600 York—-KX
1S12 0600 KX-Edin
1A13 0755 Lds—KX
1D37 1110 KX-Lds
1A19 1305 Lds—KX
1D40 1405 KX-Lds
1S08 0620 Donc-Glw
1E08 1000 Edin—-KX

1D41 1505 KX-Lds
1A01 0600 York—KX
1512 0600 KX—Edin
1E05 0800 Glw—KX

1S08 0620 Donc-Glw
1A16 0900 Ncle-KX

1E05 0800 Glw—KX
1A18 1205 Lds—KX
1D39 1305 KX-Lds
1A01 0600 York—KX
1A02 0615 Lds—KX
1D32 0700 KX-Lds
1A10 0703 Bfd-KX
INOS 1130 KX _Ncle

Ridden
Donc-Nwk
Nwk-Done
Donc-KX
KX-Donc
Donc-Pboro
Pboro-Donc
Donc-Edin
Edin-KX

KX-Donc
Donce-Nwk
Nwk—York
York-Donc

Donc-Ncle
Ncle-Tursdale

Dham-Donc
Donc-Pboro
Pboro-Donc
Donc-Nwk
Nwk-Pboro
Pboro-Nwk
Nwk-KX
KX_Donc

Set No

76

63

73

55

57

54

79

Set not checked due fault on loco
91005

72

59

Set not ridden follow up to 91005
Check out rough riding report on
SV

56

61, Asked to attend a class 37 loco
failed at Tursdale, returned to
Durham on a local service.

70

65

71

64

Set not ridden, fault on 91010

62

HST set with low power

60
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May 3rd, Air Temp 12°C, 1015 am FJuly 25th, Air Temp 30°C, 3 pm Aug 2nd, Air Temp 21°C, 0810 am

Veh No  Ind Temp % full Veh No  Ind — Temp % full Veh No  Ind Temp % full

11262 G 23 n/a 11262 Y 24 n/a 11262 G 24 60

11263 G/Y 23 n/a 11263 Y 24 n/a 11263 Y 23 60

10302# isolated 25 n/a 10333## n/w 34 n/a 10333 'Y 29 90

12330 G 25 n/a 12330 G 26 n/a 12330 'Y 30 80

12523 G/Y 24 n/a 12523 G/Y 24 n/a 12523 G 24 50

12449*  G/Y 25 n/a 12487%% n/w 34 n/a 12487  n/w 27 40

12488 Y 28 n/a 12488 n/w 36 n/a Vehicle missing no replacement
12489 Y 23 n/a 12489  G/Y 23 n/a 12489 G 24 30

12231 isolated 28 n/a 12231 G/Y 24 n/a 12231  G/Y 22 30

comp u/s
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In loving memory
of the
10 men who lost their lives
inthe
Great Heck tragedy
on February 28th
2001 §
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Saturday 26-3-00

Sunday 27-8-00

Monday 28-8-00

G. Campbell

R. Senior

K. Mack

A. Macdonald
G. Campbell
R. Senior

A. Macdonald
K. Mack

R. Senior

K. Mack

G. Campbell
A Macdonald

0540-1515

g

1045-1945

12002400

0600-1800

0645-1745

0815-173

0845-1900

14002400

0530-1430

13002400

0540-1310
1200-2115

Iravel out to Newark on 1A03 0600 Ncle—
KX arr Newark 0836 and stay until arrival
of 1S07, travel back to Ncle, arr at 1457
Travel out to Newark on 1E04 0700 Glw—
KX, arr Newark 1215 and stay until arrival
of 1S33, travel back to Donc, arr at 1936
Travel out to Newark on 1E11 1200 Edin-
KX, arr Newark 1610. Taxi to hotel to book
in etc, then back to Newark for 1830 to cover
for rest of the day

Work to Control’s instructions

Travel to Newark on 1A05 0700 Ncle—-KX,
arr Newark 0926 and stay until 1435, travel
back on 1S25, arr Ncle 1727

Work to Control’s instructions

Work to Control’s instructions

Stay at Newark and as required for failures

Travel to Newark on 1A00 0505 Lds—KX
and stay until 1315, travel back on 1S10, arr
Donc 1420

To stay at Newark and as required

Work to Control’s instructions

Work to Control’s instructions
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This memorial garden has been

created in memory of those who died

in the

Hatfield rail tragedy
on October 17th, 2000
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125 MPH SPEED CERTIFICATE

TO TRAIN CREW SUPERVISOR:- EDINBURGH

DATE ISSUED SATURDAY 20™ JUNE 1998
PLEASE ISSUE THIS CERTIFICATE TO THE DRIVER WORKING THE FOLLOWING TRAIN:-
1E11 1200 EDINBURGH TO KX

IS AUTHORISED TO RUN AT MAXIMUM SPEED OF :-

125 MPH

FOLLOWING THE COMPLETION OF THE NECESSARY TESTS
REQUIRED AFTER THE RECENT DERAILMENT AT SANDY

LOCO 91029 DVT 82222 SETNO BN72

THIS CERTIFICATE SHOULD BE DRAWN TO THE ATTENTION OF ANY RELIEF THE
DRIVER MAY RECEIVE DURING THE JOURNEY AND DRAWN TO THE ATTENTION OF
ANY CONDUCTOR DRIVER DURING THE JOURNEY.

THE C.0.L. (TRAIN GUARD) OF THE TRAIN SHOULD BE ADVISED OF THIS AUTHORITY
ON COMPLETION OF A SATIFACTORY BRAKE TEST PROIR TO THE
COMMMENCEMENT OF THE JOURNEY.

SIGNED DUTY OPERATIONS MANAGER
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In memory

of the four men
who lost their fives,
- and those who were injured, -
in the Hatficld rail tragedy

on
October 17th 2000,

R
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IC225 Time lost ECML : Jun 1989 to April 1990
Class 81 + HST Trailer set + Power Car.
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Train Doctor

“Trouble Shooting with Diesel
and Electric Locomotives

Roger Senior
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Record Breaking Run Newcastle to Kings Cross
June 2nd 1995
Drivers Wally Hobson & Jimmy Woolf
Tech Riders Gordon Campbell & Roger Senior
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Wil Dep time Path Description rC No Set No PG No
1E19 1455 Abdn—KX  Loss of power & brake Retford — 43113Sth — ECIS — 43106Nth
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Grect North Eastern koiwey

TO DRIVERS OF GNER ELECTRIC TRAINS
HIGH WINDS SPEED RESTRICTION

DATE: Sunday 8th Febuary 2004
TIME ISSUED: 12.20
MESSAGE No: No2

FOR ALL ELECTRIC TRAINS

Botany Bay to Askham Tunnel
Huntingdon to Tallington

Newcastle to Widdrington
80MPH
MAXIMUM SPEED

EDINBURGH & DONCASTER TO ISSUE TO SOUTHBOUND
TRAINS.
KINGS X & NEWCASTLE TO ISSUE TO NORTHBOUND TRAINS.

GNER CONTROL YORK
DUTY OPERATIONS MANAGER

W Tenen v
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Depot MELVIHST Depot HST only

Bounds Green 6 - Hull 2
Neville Hill 6 2,542 Cleethorpes 1
Heaton 7 1+1 Derby 6
Craigentinny 4 1,4 St Pancras 1
Doncaster 1 - Bournemouth 1
Polmadie 1 - Penzance 2
Aberdeen - 2+1 Longsight 2
Inverness -

Totals: 25 MKIV for the ECML, 31 HSTs as follows: 10 ECNI., 12 MNIL, 9 Cross Country. The
depots with a + sign indicate additional HSTs allocated to the \\ cotorn oo,
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Brian Burdsall
Managing Director

05 June 1995

fear g

BRITISH SPEED RECORD

Room 42

Main Headquarters
York

YO1 1HT

Tel 01904 522200
Fax 01904 523392

Can we sincerely thank and congratulate everyone involved in making last Friday’s run such a

huge success.

Notwithstanding the media comments on “what the French can achieve” etc., you can rest
assured that informed opinion and, indeed, the opinion of the general public is that it is a superb

achievement which demonstrates what we are capable of.

Another important lesson is that if the industry is to move forward, it can only be done through

co-operation between all of the parties. Last Friday demonstrated that.

Once again, many thanks for your contribution.

RPR S @L%

BRIAN BURDSALL BOB CLARKE

MANAGING DIRECTOR DIRECTOR, RAILTRACK EAST COAST
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INTERCITY : EAST COAST MAIN LINE
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PETERBOROUGH TO LONDON KINGS CROSS
WEDNESDAY 17 JULY 1991

PETERBOROUGH (Platform 2) DEP 1543
Huntingdon pass 1554
Sandy = pass 1602
Hitchin == = 1609
Stevenage = pass 1611
Alexandra Palace ’ pass 1624

KINGS CROSS (Platiorm 1) ARR 1634
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LONDON KINGS CROSS TO LEEDS

17 SEPTEMBER 1993

KINGS CROSS (PLATFORM 8)
Stevenage
Peterborough
Grantham
Newark Northgate
Doncaster

Wakefleld Westgate

LEEDS (PLATFORM 5)

dep
pass
ar
dep
ar
dep
ar
dep
ar
dep
amr
dep
ar

1410

1456
1457
1517
1518
1528
1529
1553
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1615
1631
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FRIDAY, 19 DECEMBER 1997

LONDON (KING’S CROSS) TO GRANTHAM

King’s Cross Depart 10 10
Stevenage Arrive 1028
Depart 1029
Huntingdon Pass 1048
Peterborough Arrive 10 59
Depart 1100

Grantham Arrive 1119
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BRITISH TRANSPORT POLICE
123Uty 1977

DIVISIONAL HEADQUARTERS
LEEDS

British Railways Board: Eastern Region

Area Manager,

Yorl/( '

) ‘7’“Ju|y 1977

THE BEARER, MR A O crter
GRADE T coco/osannn

1S AUTHORISED TO BE ON DUTY IN THE BARLOW/BRAYTON AREA ON THE
NIGHT OF 12/13 JULY 1977 ON RAILWAY SERVICE.

/]
(
Signed 7 / / yicd

forAREA MANAGER.

ArCr

11
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1998 1999 2000 2001 2002 2003 2004
VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B
82200 0 82200 3 10 82200 3 82200 2 82200 2 16 11 82200 11
9 82201 2 1 82201 5 82201 4+ 11 82201 9 5 82201 5
2 3 8 2P 82202 0 82202 2 10 82202 8§ 8§ 82202 8
1 82203 6 82203 0 82203 7 82203 2 10 2 6 82203 2 6
82204 0 82204 2 12 82204 8 82204 9 82204 11 110 82204 1 10
82205 7 82205 8§ 82205 7 82205 12 82205 1 14 8§ 82205 8
82206 5 82206 10 82206 9 82206 17 82206 1 11 8§ 82206 8
82207 8 82207 1 2 2 82207 2 6 82207 9 2 7 82207 2z 7
82208 11 82208 19 82208 29 82208 2 5 82208 9 82208 6 82208 6
82209 i 5 82209 2 15 82209 3 82209 2 10 82209 1 15 82209 7 82209 i
82210 1 13 82210 4 3 82210 3 12 82210 5 16 82210 9 82210 9
3 2 16 82211 0 39 29 17 1 7
24 82212 1 8 2 14 L 9 6 6
1 18 3 4 4 8§ 7 7
2 i 27 29 2 3 35 2 13 2 13
10 1 15 82215 10 7 1 7
315 19 2 82216 17 18 18
3 16 82217 10 82217 12 82217 12 82217 1 82217 1 11
19 82218 6 82218 1 2 82218 310 82218 12 82218 12
10 82219 7 82219 1 6 1 12 82219 1 12 82219 1 12
14 9 210 6 82220 116 1 16

12 11 5 82221

3 2 10 11 14 82 7 7
11 2 1 12 1 15 8§ 8
26 13 12 2 12 10 10
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Year 1990 1991 1992 1993 1994 1995 1996 1997 1998 1999 2000 2001 2002 2003 2004
(1) (2) 3) 4) (3) () (7) ) [l (10) (11) (12) (13) (14) (13)

(A1) Trains Terminated and 3 15 11 7 4 § 10 7 7 10 7 4 7 + 2
sent to a depot

(A2) Tra erminatedand 3 10 11 8§ 3 5 10 9 + 3 3 2 + 2 0

(A3) 15 35 29 27 23 32 43 + 48 37 24 20 18 20 3

(B1) 52 57 36 20 20 27 23 18 16 19 19 18 23 17 7
reported 3

(B2) HS'T Tollow up Reports 68 99 36 31 19 27 20 13 27 29 30 39 27 18 12

(€1 C191 Loss of Power 8 2 34 33 70 65 65 53 37 40 13 15 31 15 6
reported same day

(C2) CI91 Tollow up Reports 7 35 79 86 92 90 94 85 62 70 55 35 30 15 4

(D) Pre-xams 2 2 3 33 49 “ 34 37 33 35 23 20 V4 0

(I) Post-Iixams 2 0 7 4 8 19 12 6 3 0 1 7 4 2

(I Routine Journeys 83 223 358 323 290 259 218 305 285 300 212 265 220 45

(G) Door Problems (MKIV) 6 11 21 31 18 16 11 9 9 5 3 2 1 1

(H) VIP journcys 2 9 4 2 3 8 10 8 10 5 2 5 4 8 2

1)} Class 90 problems 0 1 11 8 9 4 0 0 2 3 4 6 1 0 0

(K) Class 47 problems 0 3 1 1 1 3 1 0 0 1 1 1 1 0 0

(L) Other Class of loco 0 0 0 1 1 0 0 0 0 0 0 0 0 0 1
problems

(M) Air Conditioning Checks 0 2 1 62 58 64 29 17 22 8 0 0 0 0 0
(sets)

(MI)  © of Air con overheating — 75 13.8 344 45.7 62 49.6 47.8 35.1 13.4 = - = - -
in summer above 240(;

(M2) 9% of Air con no heatin =~ — 28 17.7 174 142 7.8 113 6.4 2.1 18 - - - - -
winter

(N) DVT Problems + 11 3l 3 18 23 16 2 16 29 18 34 26 21 3

(0) Service Vehicle Problems 2 11 7 9 8 4 13 10 4 7 3 7 7 3 1

P) TDM problems 9 22 14 13 10 8 7 9 5 4 12 15 3 11 3
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Snow Checks

Class 91 Locos Run
Round

“Test Runs

Midland Main Line
Journeys
Over Head Line Checks
Works Visits
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Class 89 Follow up
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1990 1991 1992 1993 1994 1995 1996
VehNo A B VehNo A B VehNo A B Veh No B VehNo A B VehNo A B VehNo A B
90002 1 90003 90016 1 90016 3 90021 3
90003 1 1 90016 3 90018 1 90017 2 90023 3
90016 1 90017 90021 2 2 90019 1 1
90017 1 1 90020 2 90022 1 3 90021 3 2
91022 3 7 90021 90023 4 90022 5
90018 2 1 90022 6 90024 2 90023 3 5
90019 1 90023 4 90024 2 1
90020 1 90024 4
90022 2 6 90025 5
90023 3 6
90024 4
90025 3
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1997 1998 1999 2000 2001 2002 2003 2004
VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B
91023 6 91126 5 91132 2 5
*91132 2 91127 2 14
91024 2 18 91128 1 14
§9001 12 5 89001 4 9 89001 2 5 89001 1 91025 8 91029 2 8
91026 2 12 91129 +
91027 1 91130 2 15
90029 2 1 90024 2 90022 2 91127 5 91031 3 3
90025 4 90024 11 91028 2 8 91131 2 2
90027 1 90025 1 91029 1 19 91132 120
90029 4 90033 1 1 91030 1
90030 1 90039 1 91130 1 6
90032 12 91031 4 8
90034 1
90038 1
90040 1
90018 1 1 90022 1 90019 1
90021 1 90038 1 90030 1
90024 1 90039 1
90142 2 1 90221 1 1
90222 1 90238 1
90225 2 3

90238
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1990 1991 1992 1993 1994 1995 1996
VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B
91001 2 4 91001 5 4 91001 B 91001 13 11 91001 6 7 91001 129 91001 500
91002 4 91002 10 6 91002 12 6 91002 § 12 91002 9 19 91002 9 10 91002 13 13
91003 13 91003 10 1 91003 9 6 91003 8§ 15 91003 1616 91003 10 15 91003 13 12
91004 1 2 91004 4 4 91004 6 9 91004 § 18 91004 4 1 91004 4 8 91004 8 10
91005 1 2 91005 6 10 91005 4+ 8 91005 24 6 91005 79 91005 5 12 91005 2 11
91006 1 3 91006 10 4 91006 § 4 91006 5018 91006 1216 91006 9 7 91006 6 10
91007 4 91007 2 12 91007 + 10 91007 T 91007 508 91007 2 16 91007 6 14
91008 33 91008 2 2 91008 2 8 91008 4 15 91008 37 91008 113 91008 12
91009 4 91009 5 4 91009 2 12 91009 516 91009 77 91009 507 91009 6 12
91010 3 91010 2 4 91010 39 91010 5004 91010 5004 91010 1 12 91010 13 12
91011 1 2 91011 3 7 91011 § 7 91011 9 11 91011 6 17 91011 6 13 91011 I 4
91012 2 3 91012 6 3 91012 6 6 91012 6 9 91012 6 11 91012 4+ 17 91012 6 14
91013 1 91013 308 91013 6 11 91013 4+ 10 91013 4 14 91013 § 13 91013 § 15
91013 1 5 91014 3 91014 10 6 91014 7 12 91014 3 8 91014 8 8 91014 5 12
91017 1 91015 3 9 91015 9 .5 91015 6 12 91015 1m 9 91015 17 8 91015 4+ 11
91018 1 91016 8 2 91016 9 11 91016 4 7 91016 5 11 91016 7 9 91016 3 10
91019 2 91017 3 4 91017 § 11 91017 11 10 91017 5 05 91017 8 10 91017 5012
91020 25 91018 4. 1 91018 33 91018 4 1 91018 5012 91018 12 21 91018 4 11
91021 3 3 91019 36 91019 7 4 91019 4 12 91019 2 17 91019 7 16 91019 718
91022 Z 91020 3 & 91020 13 8 91020 7 13 91020 502 91020 1016 91020 4 17
91023 1 91021 2 10 91021 49 91021 6 13 91021 6 17 91021 5013 91021 69
91024 1 91022 3 5 91022 37 91022 3 2 91022 4+ 13 91022 7 8 91022 616
91023 4 5 91023 109 91023 9 18 91023 5013 91023 Z 2 91023 34
91024 4 5 91024 9 16 91024 9 13 91024 2. 1 91024 3 8 91024 2 10
91025 4 35 91025 15 6 91025 510 91025 8§ 13 91025 4+ 15 91025 413
91026 2 2 91026 610 91026 12 11 91026 4 15 91026 3013 91026 5011
91027 g 4 91027 6 11 91027 4+ 1 91027 6 9 91027 + 6 91027 7 8
91028 + 1 91028 614 91028 5015 91028 2: @ 91028 4+ 8 91028 § 9
91029 6 4 91029 1m 1 91029 § 12 91029 10 8 91029 2 12 91029 § 14
91030 2 2 91030 § 13 91030 79 91030 4+ 11 91030 17 91030 19
91031 5 7 91031 4 14 91031 6 14 91031 2 19 91031 9 g 91031 5 11
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1997 1998 1999 2000 2001 2002 2003 2004

VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A
91001 + 12 91001 + 1 91001 4 U7 91001 3 91001 1 2 91101 [ 91101 12 91101
91002 5 10 91002 6 14 91002 321 91002 3 91101 70 91002 1 2 91102 13 91102
91003 4 13 91003 6 13 91003 5 13 91003 3 11 91002 2 91102 29 91103 4 91103 2
91004 7 2 91004 6 10 91004 3 16 91004 4 1 91003 2 2 91103 1 11 91104 4 91104
91005 6 6 91005 36 91005 3 13 91005 5 7 91103 1 3 91004 2 91105 8 91105
91006 304 91006 31 91006 14 91006 115 91004 1T 91104 2 6 91106 28 91106
91007 § 7 91007 6 9 91007 3 11 91007 4 5 91005 7 91105 33 91107 1 8 91107
91008 713 91008 4 12 91008 5015 91008 19 91105 5 91106 3 12 91108 112 91108
91009 4 7 91009 502 91009 3 19 91009 2 18 91006 6 91107 1 11 91109 1 10 91109
91010 12 6 91010 2 12 91010 5 16 91010 7 8 91106 8 91108 2 10 91110 1 11 91110
91011 5015 91011 312 91011 6 10 91011 8 91007 91109 6 91111 2 1 91111 2
91012 50006 91012 613 91012 4+ 17 91012 5018 91107 I8 91110 16 91112 11 91112
91013 4+ 7 91013 § 19 91013 4 12 91013 11 91008 7 91011 4 4 91113 7 91113
91014 6 5 91014 3 10 91014 3 10 91014 3 14 91108 1 1 91012 4 91014 3 1114 1
91015 6 3 91015 5010 91015 2 16 91015 215 91009 2 2 91112 8§ o114 2 10 91115
91016 12 91016 6 8 91016 2 10 91016 1 10 91109 1 2 91013 2 91115 1 6 91116 1
91017 1010 91017 15 91017 5017 91017 308 91010 301 91113 110 91116 8 91117
91018 5014 91018 29 91018 509 91018 4 10 91110 5 91014 2 4 91117 1 12 91118
91019 m 3 91019 5 3 91019 5010 91019 309 91011 116 91015 4 91118 2 6 91119
91020 6 17 91020 79 91020 2 14 91020 1 12 91012 11 91115 8 91119 1 6 91120 1
91021 3 6 91021 72 91021 2 3 91021 3 3 91013 19 91116 11 91120 19 91121 1
91022 2 15 91022 50014 91022 17 91022 304 91014 10 91117 3 91121 28 91122
91023 1 8 91023 713 91023 4+ 8 91023 2 5 91015 115 91018 2 8 91122 12 01124
91024 6 7 91024 4+ 15 91024 116 91024 1 3 91016 110 91118 3 91124 7 91125
91025 1013 91025 8 1 91025 309 91025 217 91116 1 91019 18 91125 6 91126
91026 8§ 7 91026 714 91026 1 5 91026 5004 91017 10 91120 310 91126 10 91127
91027 6 2 91027 10 17 91027 5016 91027 16 91018 4 13 91021 2 9 91127 27 91128 2
01028 5 91028 3 16 91028 4 11 91028 12 91019 1 12 91122 1 6 91128 2 8 91129
91029 3 11 91029 2 14 91029 2 16 91029 1 6 91020 1 10 91024 3 # 91129 10 91130
91030 6 14 91030 3B 91030 5014 91030 27 91021 13 91025 6 91130 6 91131 1
91031 210 91031 9 16 91031 3 10 91031 1 13 91022 3 9 91026 9 91131 2 6 01132

~ N e —
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1990 1991 1992 1993 1994 1995 1996 1997
VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B VehNo A B
82200 2 82200 2 1 82200 15 82200 23 82200 4 2 8 82200 2 3 82200 1 9
1 2 82202 706 82201 4 2 82201 216 82201 2 1 3018 82201 11 82201 209
205 82203 10 3 310 82202 113 82202 3 1 65 308 82202 110
307 82204 504 2203 6 18 12 9 8 7
1 82205 6 4 82204 19 2 2 1 4 10 9 6
28 82206 302 82205 413 82205 3012 82205 4 M4 10 2205 12 17
1 2 82207 5006 4+ 11 82206 114 82206 2 17 117 82206 2 17 116
82207 1 2 82208 4 2 2 1 82207 218 82207 1 82207 5 82207 505 82207 8
82208 205 82209 6 7 110 82208 7012 82208 116 82208 2 15 82208 o2 82208 5010
1 2 82210 9 6 5 5 82209 4 18 82209 12 82209 2 §2209 8 82209 1 10
4 82211 41 34 82210 2 12 36 82210 2 15 82210 7 307
1 82212 4 3 2 3 82211 16 113 82211 2 10 82211 6 82211 7
1 82213 33 4+ 8 82212 219 1 6 13 2 12 82212 2 5
1 82214 56 9 82213 18 216 10 on 82213 5
1 82215 5 2 28 82214 710 17 17 10 82214 303
2 2 82216 2 4 2 82216 5009 3 2 4 2 15 82215 1 6
12 82217 21 18 82217 2106 12 29 + 19 82216 5
82218 4 5 2 8 82218 3016 50017 13 308 17 303
82219 6 1 57 82219 18 10 2 15 82218 2 6 82218 10
82220 2 1 13 3016 115 4+ 16 82219 9 9
1 2 1 | 13 11 21 82220 11 R R
82222 4 3 82221 3010 15 110 2 15 222 18 18
82223 6 82222 4+ 5 2 1 216 2 9 222. 2 8 209
82224 2 2 §2223 + 14 36 21 17 2 115 135
82225 6 5 82224 3 7 5 9 1 9 110 4
302 82225 18 2 1 1 22 12 13 8
6 82226 4+ 11 82227 113 35 4+ 1 3 » 2 17
701 82227 4 18 82228 2 12 12 2 3 8 9
11 82228 29 82229 4 23 117 [ 18 3
2 2 209 2 18 2 9 2 8 13 4
3 507 2.9 309 12 4 110
111 82231 10 2 12 13 16






