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Club Corner 
 
Wed 9th June   Illustrated talk by Brian Sibley, ‘Southampton’ from old photos. 
Sat Sun 12th/13th June  OPEN WEEKEND incorporating NO TRAINS (see note page 5) 
Wed 7th July   ‘Play Link’ day at track. Support for this event is required. 
Wed 14th July   Evening running at track. Turnout those 3½” engines. 
Sat Sun 17th/18th July  Guildford Rally 
Kinver IMLEC   10/11th July 
Guildford Rally   17/18th July 
Oxford Dreaming Spires Rally 24/25th July 
Sat 15th Aug   Fun Day at track for members and guests. 
Wed 8th Sep   Ian from Exbury Garden Railway a talk on the railway. 
 

The Track will not operate on Sunday 20th June due commitment at Exbury. 
 
 

Obituaries 
 

Lena Perrett 
 

Passed away on the 16th April aged 77.  Lena was the wife of Bill ‘IMLEC’ Perrett . Bill was instrumental in 
the Building of the track in Riverside Park. As we all know it takes two, and without the support of Lena allowing 
Bill out to play nearly every Sunday for as long as I can remember the club would not be in its present position. 
His unselfish work in building most of the rolling stock that is still in use on the raised track was matched by 
Lena’s help and support on many open days etc. Our thoughts go out to daughters Jan and Lin at this time. 
 
 

Pauline Hoad 
 

 Passed away also on the 16th April aged 72. Pauline was the wife to Dennis and although they have only 
in recent years been members of the Southampton Society, having moved into the area from Hastings. Pauline 
had become known to us on open days and club events. We wish Dennis and family our sincere condolences. 
 
 
 
 

All meetings are normally held at the Royal British Legion, Manor Branch, Bullar Road, Bitterne Park, 
Southampton on the second Wednesday of each month at 8:00pm. 
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The AGM – 10th March 2004  
Ron Bray 

 The AGM was a well attended meeting and I after many years as treasurer, found myself in the body of 
the membership, and from there I must say I thought that it was a very good and entertaining meeting. 
 One of the comments raised has prompted me to help by investigating the circumstances behind the 
subject matter that was raised concerning the accountant’s fees and what could be done to try and ease them. 
 The society is a company limited by guarantee, and as such when it comes to annual accounts then we 
are bound by quite stringent obligations by the financial services authority to produce these annual accounts for 
their inspection, which become quite involved and need to be compiled by a registered accountant, and not a 
certified account. 
 These accounts could be compiled by substituting a lay audit for a professional audit, and thus reducing 
the fees but only if, not some of, all the relevant criteria are met, and there are three items here. 
 1 The society rules would have to be amended to allow a lay audit. 
 2 The society membership would need to pass a resolution at a general meeting to allow 1 to take place; 
this would need to be done annually. 
 3 The annual total of receipts and payments are below £5000, the total membership is below 500 and the 
total assets do not exceed £5000. 
 So it is understood that the society cannot meet the requirement of item 3 and therefore a full professional 
audit has to be undertaken by law, and the society would be heavily fined if this was not done. In the end the 
answer to the second paragraph is not a lot, and could any independent advice overcome this situation? The FSA 
cannot offer any guidance concerning advice on a course of action – they only regulate the rules. 
 The point is raised in my mind, and feel I feel sure in the minds of other members too, as why other 
society’s  who may have company status , get away with such low auditing fees. Without being able to investigate 
individual societies, it may have been that they have been incorporated as trading companies, which is quite a 
different matter, and would be subject less stringent regulations, especially if turnover was a very low figure. So 
why is this society one that is limited by guarantee and not one where there is less need to consider such 
obligatory rules and the answer is that by so doing, there are greater advantages for the membership, particularly 
from the insurance perspective.  
 
 
 
 
 

National Rail System 
‘Underated’ 

Ron Bray 
 
 The following item was printed in the January 2004 edition of ‘Trains’, which is an American publication. It 
is thought to be worthy of much wider reading, as it is quite thought provoking. 
 “All that you ever read about British Rail Privatisation makes it sound like an unmitigated disaster. But that 
is far from true. 
 In the most recently reported 12 months, the network posted almost 40 billion passenger-kilometres, and 
carried 976 million passengers. Both figures represent significant growth over the past several years. Passenger 
train-kilometres rose to 443 million from 376 million in just six years. That is a huge increase in service. 
 The United Kingdom has 16,800 route miles (over 14,000 passenger route miles) packed into an area the 
size of Michigan (one of the fifty states). There is a great variety of equipment, with new and rebuilt rolling stock 
coming on line. Trains are comfortable, service is friendly, and there is great enthusiasm for railways throughout 
the country spurred on by the branding and marketing campaigns of the new train operating companies. 
 The same lines also haul 19 billion freight tonnes-kilometres, which is up over 30% from a low in the early 
1990’s. Despite the tight clearances, intermodal is second to coal in freight movement, and freight trains have to 
share the infrastructure with commuter, regional and intercity trains. 
 Britain’s total investment in rail infrastructure is only about$7.4 billion, less than the US has in about 1000 
miles in the north east. 
 So despite the difficulties shifting from a monolithic public system to a more nimble public-private system, 
the railways are comfortable, they are friendly, and the schedules take up almost 1,000 timetable pages.” 
 
 This is an overview from the American point-of-view, where they are more positive in their outlook. The 
corresponding part in the ‘overrated’ section concerns the French railway system, where beyond the TGV routes, 
the non TGV services leave a lot to be desired in terms of equipment, schedules, and customer service. 
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Mr. REIDINGER and his VALVE GEAR. 

A couple of years ago I went to a talk about the working of the St. Pancras District of the LMS railway in the 
1950s. During the talk the speaker mentioned that some of their locomotives, the Horwich ‘Crabs’, had been fitted 
with ‘Reidinger’ valve gear. Now at the time my reaction was - ‘I know about that, it was a poppet valve gear. 
Great! I know about such things.’ But on the way home I thought again and realized that I knew absolutely nothing 
at all about Reidinger except that there was such a valve gear-- stupid boy! Therefore I thought that, for being a 
bit smug, I should do some reading, find out what I could and, maybe, feel less stupid about it! 

So, who was Reidinger and what was different about his valve gear? Well, to begin with, we have to go back to 
the valve gear designed by the Austrian engineer Hugo Lentz (1859-1944) who was a designer and builder of 
many forms of steam engines. The poppet valve, then known as the tappet or drop valve, had first been tried in 
steam engines in the late 1700s but had not been much used as it was, in those days, very difficult to make. So 
the slide valve, introduced by Matthew Murray in 1802, became the normal type. However as the users expected 
more speed and power the slide valve began to exhibit its own problems, notably of lubrication and high friction 
loads. By the 1890s Lentz saw that the poppet valve might solve some of these problems and so he invented his 
form of a poppet gear. He was then working in Brno, Czechoslovakia, and the new system was initially applied to 
large stationary engines. 

The Lentz system was first used on a locomotive by Hanomag in Germany in 1902. This version had a linear cam 

that was oscillated to and fro to operate the valves but this was driven by a conventional Walschaerts mechanism. 
Not surprisingly, this meant that the resulting steam events were really no better than would be given by 
Walschaerts gear operating a slide or piston valve. However the system did have one particular merit inasmuch 
as it enabled an existing engine to be directly converted to poppet valves. Indeed, later on, there was a form of 
the Lentz system that was specifically designed to be fitted in place of a conventional piston valve. The piston 
valve was removed and then an inlet and exhaust valve assembly, with concentric stems, was put in, one such at 
each end of the valve bore. 

Lentz’s second design changed to a semi-rotary camshaft placed transversely across the middle of the cylinder 

block but it was still operated by a conventional valve motion. This system was adopted as a standard by the 
Austrian State Railways. 

The third Lentz design moved on by including a fully rotating camshaft, with shaft drive, and the inlet and exhaust 
valve events could now be designed independently of each other. The cam shaft incorporated an individual cam 
for each setting of cut-off, forward and reverse, and the entire shaft was slid along, one way or the other in order 
to use the required cam. One account suggests that this version was produced by the British licensees at the 
instigation of Gresley. Certainly the LNER started fitting this type to a number of classes from 1926 onwards. It 
was probably this version that Gresley used on the original P2 2-8-2 loco ‘Cock o’ the North’ in 1934. That loco 
had six settings of cut-off, in forward and reverse, and was said to be not so strong as the second engine, which 
had Walschaerts gear with, of course, infinitely variable cut-off. 

The story then moves on to the LMS in 1931 when some 2-6-0 Crabs were fitted with the Lentz gear for, it 
appears, comparison with other locos which had Caprotti valve gear. But again the fact that the design only 
permitted the driver to adjust the valve events by steps was found to be a disadvantage by comparison with the 
Caprotti system. 

There was then a pause in such developments, presumably due to the war, and then (at last you may well say !) 
an A. Reidinger, of Lentz Patents, came into the picture. In 1953 he devised a new cam mechanism that gave the 
desired continuously variable adjustment of cut-off and the Crabs were duly changed. Unfortunately for Messrs 
Lentz in Britain this was all too late because shortly afterwards BR went for the Caprotti valve gear whenever 
poppet valves were used. Outside of the UK Lentz valve gears were used quite widely, notably in France by 
Chapelon. They were also used in road vehicles and ships. 

Reidinger does not himself appear in any of the references I was able to consult but as Lentz died in 1944 it 
seems reasonable to assume that by the 1950s Reidinger was the chief designer, or possibly the owner, of the 
British company licensed by Lentz. However when I got to the very end of my bookshelves I found a little book 
‘Valves and Valve Gears for Locomotives and the point that immediately caught my attention was that the authors 
were Chas. Lake, M.I.Mech.E, M.Inst.Loco.E. And ---------- A. Reidinger, A.M.I.Mech.E., M.Inst.Loco.E. !! So, as 
the book deals, in much detail, with the various Lentz systems, I believe we are safe in assuming that this is the A. 
Reidinger that I was looking for. I really had forgotten all about this book although I can remember first reading it 
some fifty years ago! It was originally a M.A.P publication but has been reprinted by TEE Publishing. Reidinger’s 
co-author, Chas. Lake, was occasionally a contributor to the ME. 
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Now then, as an after thought, why in the model engineering world have so very few people tried poppet valves 
on a loco? One notable exception is the gentleman, Dennis Evans, who has modelled the BR. Class 8 ’Duke of 
Gloucester’. This, of course, has the Caprotti valve gear and I can imagine that Mr Evans spent a great deal of his 
time making tooling of all sorts in order to machine the cams, scrolls and gears. I believe he built the Class 8 in at 
least 3 1/2 in. and 5 in. gauge. Presumably, having spent much time and effort in making the jigs and tools he 
thought that he might as well get some good use out of them. His 3 1/2 inch gauge model was on show at the 
Centennial M.E. Show in 1997. There is a photo of some parts in the ME. For 21st July 1995 (p.85) and for 11th 
September 1998 (p.329). 

I also remember reading an article, in the ME I think, many years ago, by someone who had built a model with 
poppet valves. It was a very simple set up and the valves had a single seating, that is they were not of the double 
beat type used in full size. Unfortunately I cannot find the article or a reference to it. 

The main references that I found of use were: -- 

‘The British Steam Railway Locomotive 1825-1925’ E.L.Ahrons (The Locomotive Pub. Co. 1927) 

‘A Biographical Dictionary of Railway Engineers’ J.Marshall. (David & Charles 1978)  

‘The Evolution of Locomotive Valve Gears’ T.H.Shields (TEE Publishing 1999) 

‘Model Locomotive Valve Gears, M.Evans. (MAP 1962) 

‘LNER Locomotive Development’ J.Armstrong. (Peco Publications 1974)  

‘LMS Locomotive Design and Construction’ A.F.Cook. (RCTS. 1990) 

‘Valves & Valve Gears for Steam Locomotives’ Lake & Reidinger. (TEE Publishing 1981) 

‘Nigel Gresley : Locomotive Engineer’ F.A.S.Brown (Ian Allen 1961) 

‘World Steam in the Twentieth Century’ E.S.Cox (Ian Allen 1969) 

‘A Short History of the Steam Engine’ H.W.Dickinson (Babcock & Wilcox 1938) 

‘A Century of Locomotive Building by Robert 

Stephenson & Co. 1823-1925’ J.G.H.Warren (D & C Reprint 1970) 

{This note first appeared in the Spring 2002 Newsletter of the Westland and Yeovil District S.M.E.} 

Derek Lampard, Jan. 2002 

 
 
 
 
 

Lord Nelson 850 
Paul Clarke 

 
 These notes are taken from STEAM ON the newsletter of Eastleigh Railway Preservation Society 
(ERPS).   
 It would seem that restoration has been going flat out since my last connection with the loco some time 
ago. It would appear that having sorted out the boiler problems which looked set to stall the project completely at 
one point. Work on the loco has really been cracking on at pace. It would appear from the list of work carried out 
to date that most of the chassis work has been completed, including fitting of air brakes to the loco.  
 Pridham’s have been busy with the boiler and are now putting things back together rather than cutting 
them apart. The list of work that has been carried out is quite astounding and it makes me wonder how much of 
the old boiler will be left. 
 We get a mention for our support at the opening of Chandlers Ford station were we had the portable track 
in attendance as mentioned in a previous newsletter. 
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Open Weekend June 12/13th 
 

Our open weekend this year will incorporate ‘No Trains’ as well what with rebuilding the Brit and other happenings 
I have not had time to disarrange a date for ‘No Trains’ proper. However it would be most helpful if anyone can 
give a hand setting up on Friday evening/night and of course breaking down on Sunday afternoon evening, as 
there is always plenty to do. We intend to continue our last year’s policy of no charges. We do seem to have 
clashed with other fairly local events which are on, but any summer weekend will always clash with something or 
other. Doing the gardening/ cutting the grass being the last on the list! If you can support the club during the 
weekend we can and will find you something to do! 
 
 
 
 

The ‘Brit’ 
Paul Clarke 

 
 By the time you get this newsletter the Brit should have had its boiler test and be back as a running 
engine. The hydraulic test to twice the working pressure was a great success. It seemed fool hardy to reduce the 
operating pressure on the boiler. Given that if it’s not safe to run at full pressure then it’s not safe at any pressure 
in my book. Work under taken since the last newsletter include the fitting of new nuts and nipples to the super 
heater ends this would seem a simple task until you find that the steam pipes have slightly different diameter 
threads requiring one of them to be screw cut. The boiler bands gave me some agro as well. To strengthen the 
ends of the bands I decided to solder barrels onto the ends! Enter the only un-solderable piece of brass rod I have 
ever come across. Much cursing and burning of fingers later I changed the barrels to bronze and had no further 
problems. The top feed clacks for the injector and axle pump have been re- made. These were drawn on the 
computer first and manufactured from start to finish absolutely nothing like what I had drawn. I did have a flash of 
inspiration, at one point when making the caps to keep the overall height of the clack down. I struck on the idea of 
making them with ‘allen’ key socket heads. I made the threaded part and then screwed it into a mandrel, faced of 
the end, drilled into the end followed by a piece of broken ‘allen’ key pressed into the hole drilled previously. End 
result a very tidy if somewhat over scale top feed clack. 
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The Scamell Boys 
 

I have had correspondence from the Scamell boys whom unbeknown to each other I believe; set about 
building models of the Iron Horse three wheeled vehicles. These Lorries are probably the forerunner of the 
articulated Lorries that we see around today. I know that some steam wagon makers built articulated versions but 
generally only to special order more bespoke. I am sure that many people will have seen these Lorries in railway 
liveries all over the country. I must applaud the builders of these vehicles for the individual approaches to basically 
the same problems. Long may the ingenuity of these builders and model engineering continue? Heaven knows 
the group that built these machines did not require degrees in fancy subjects just a through understanding of what 
was required. 

 
 
  
 

 
 
 
 
 
 

LENA PERRETT 

A personal reminiscence by Richard Upton. 

On 7th May a small group of members from this society attended the funeral of Lena Perrett, widow of the late Bill 
Perrett, a long standing member up to the time of his death in 1986.Bill Perrett, often referred to as "The Foreman" 
was heavily involved in the building of the raised track and together with his 1500 class Great Western tank loco 
was featured on the cover of the Model Engineer on 13 September 1962, following the opening of the new track. 
Bills other claim to fame was as winner of IMLEC on two consecutive years, the first person to win the competition 
twice. But what do I remember of Lena. I suppose it was Lena and her daughters, Janet and Linda, who got me 
into model engineering. Lena was a member of the same Methodist church in Eastleigh as my parents, and so I 
knew Janet and Linda in Sunday school and Youth Club. In the summer of 1963, Bill brought his loco and portable 
track to our church fete. I spent most of the afternoon watching and during one quiet period Bill offered me a drive. 
Well as you can imagine I was hooked. This was to be the first of many happy hours behind his loco. Well to cut a 
long story short, I was made to feel most welcome at the Perrett household. Over the years my visits were many 
and frequent. Always greeted by Lena with a cheery smile, and the comment “he’s in the shed" or a call into the 
house “come on Willam, Richards here". If Bill was watching television I was invited in and a cup of tea was 
usually available. Lena was most supportive of Bills activities at the track and could often be seen sitting in the car 
or at the trackside knitting. On track open days she was often involved with the catering. After Bills death I was still 
welcome to borrow tools from the workshop. `'Here's the key" Lena would say, "You know where everything is". 
Lena remained fully involved with her church up until her death. She will be sadly missed and much remembered 
by all who knew her. 
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Thank you’s Page 
 

  The Society would like to thank Alan Knowles for his contribution of supplying and laying the vinyl flooring 
in the club toilets. We now have what can only be described as very modern conveniences. The work put in by 
Ralph and Ron to bring the sanitation up to scratch, if that is the right wording? Must also be recognised in this 
modernisation of our facilities. 
 
 The May meeting held at fairly short notice at Exbury Gardens was one of the best that I have attended 
away from the regular monthly meetings at the Legion. Staff at Exbury were very accommodating of us and our 
wants. After a ride on the garden railway some of members went off on a guided tour of the garden the group that 
went came back to the engine shed almost as the light faded. Much tea was drunk many a biscuit dunked and it 
was time to go home all too soon. 
 We are indebted to Exbury for there hospitality. We are mounting an exhibition for the ‘Narrow Gauge in 
the Garden’ weekend on June 19th/ 20th. Later in the year there is the ‘Steam in the Garden’ event for the traction 
engine lads. 
 
 Last but by no means least I come to Jack Staines a long time member of the Society who on several 
occasions has donated sums of money. All though I do not know Jack personally I feel I owe him quite a lot. 
Members who have gone before have kept the Society alive for me to enjoy at this present moment in time with 
out there contribution we would not have the facilities we have today. 
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Dordt In Stoom 
Ron Blizzard 

 
I expect, like myself, this title will probably mean very little to you. In fact until I read an advert in the Old Glory, I 
had never heard of it. So it was with a little apprehension that I endeavoured to obtain a place on a tour going to 
this event and other places in Holland in early May. My travelling companions were equal numbers of men and 
women. There would be two coaches attending, one leaving from York and the other from southern England, the 
trip taking five days in all, leaving early Thursday 13 th May and returning late Monday 17 th May. The coach 
leaving from York was of an elderly one, vintage 1959, the other a new modern vehicle. 
 
The coach from the south collected its passengers from various locations along the M25 and its final collection 
point was the Eastern Docks Dover. The crossing to Calais was uneventful and once in France we headed north 
to Holland, arriving at the hotel in the outskirts of Dordrecht in the early evening. The hotel was a little off putting 
as the area close by was like a construction site; a new rail link was under construction. However, the hotel was 
very modern and overlooked one side of a canal. 
 
On the Friday our first port of call by coach was a visit to a very unusual steam pumping station at a place called 
Cruquius. This pumping engine was fitted with eight beams, each operating a single pump cylinder. These beams 
are driven from a central steam cylinder HP surrounded by an annular LP. From the Cruquius pumping station we 
travelled to a second pumping station at Halweg which was very different from the first as the engine drove a 
bucket wheel which scooped the water. After lunch, we headed back to Dordrecht where we joined the 
S.S.Shieldhall which had arrived the previous day from Southampton. At around six that evening all the steam 
boats set sail to join the famous Parade of Steam comprising of about 20 boats and floatables,  These paraded 
around the canal in some sort of order, one behind the other, dodging the canal barges which were travelling up 
and down the canal system. Who ever was in command ashore had quite a task keeping them all apart. The 
S.S.Shieldhall was required to have a tug fore and aft during this parade, as at the last event we understand, she 
managed to go aground. Whilst onboard, we learnt that yesterday on arrival from the UK, she had been in 
collision with a tug and the Captain of the tug was lost over board. This tragedy added a sad note to the 
proceedings. In respect for the lost man all the vessels flew their ensigns at half mast. The parade of steam 
continued until dark, when they all returned to Dordrecht and tied up for the night. Our party returned to the hotel 
by coach all being quite exhausted by that time. 
 
The following morning we travelled by coach once more to Dordrecht, this time to the main railway station where 
we were provided with a ticket which gave cover to ride on any of the various modes of transport available, as the 
rally itself was free. At the railway station we boarded a train drawn by a steam locomotive, the exact class I am 
not quite sure, but it did have lots of wheels. The train ride was of approximately 15 minutes duration. Once we 
had reached our destination which appeared to be the end of the line, we alighted via wooden steps to reach the 
ground, unfortunately one of our number managed to trip and break an arm. From the train we strolled to the local 
refuse recycling depot where a large under cover area had been acquired for the display of a number of model 
projects and miniature railways. On the road side there was a number of stationary engines in motion from various 
countries. After leaving the model display we boarded a bus that transported us to the canal side, where we 
boarded an old steam tug which conveyed us to Dordrecht main quay. The current was quite strong at this point 
as it took the skipper four goes to finally tie up along side the quay. Once alighting from the tug we were free to 
roam at will along the quay and inner basins to inspect the various exhibits comprising of steam boats, fire 
engines, traction engines, floating grain lifter, dredger and many other pieces of equipment old and not so old on 
display. Mixed in with the displays were market stalls, street theatre, music, food vendors and the  normal things 
found where large numbers congregate. 
 
As the end of the day drew near we had to travel back to the railway station to meet up with our transport, the 
conveyance was a 1952 Mercedes Benz coach which commenced life in Switzerland. Other vintage coaches also 
provided this service. After a short wait for the rest of our party we returned to the hotel for evening meal and bed. 
Judging by the number of people present this event would appear to be very popular.  
 
The rest of the holiday was taken up with a ride on a steam railway from Hoorn to Medemblik, and then we visited 
another pumping station with a large display of various steam engines and associated equipment. After this we 
travelled to Bataviawerf to view a replica of the vessel Batavia which was a Dutch armed merchantman lost on its 
first voyage. The final day we travelled to Kinderdijk to see a large collection of 16th century windmills I counted 
nineteen. We then returned to Dover and home.   
 
 
ED I have asked Ron to email me some pictures for the September Issue.  “notrains2002@ntlworld.com” any 
other items and pictures can be sent this way.  
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