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THE MODEL railway hobby, like most technical

subjects, has its own language which, although it is
well understood by the * experts,” can be very confus-
ing to newcomers. Some people have been so terrified
by the “ technical terms ” that they have fled the hobby
altogether, and taken up knitting or tropical fish. The
purpose of this series of articles will be to explain all
the terms used in railway modelling from a beginner’s
point of view, and to clarify a few common misunder-
standings. Some of the terms discussed will be purely
modelling terms, others will apply equally to both
model and prototype.

Most MM readers will be familiar with the terms
“scale” and * gauge,” and, indeed, they are probably
the most frequently used terms in the hobby. * Gauge ™
is the distance berween the inside faces of the head of
the running rails and nor, as some people believe, be-
tween the centre line of each rail. Most main line
railways in Britain, and throughour Europe, are built
to the gauge of 4 ft. 8% ins., which is known as *‘ stan-
dard gauge” and was adopted by George Stephenson
with the birth of railways in the early nineteenth cen-
tury. Any line with a gauge of more than 4 ft. 8} ins.
is termed “ broad gauge” and any gauge less than
that figure is “ narrow gauge.” In fact, only one main
line in England was ever built to a broad gauge;
the Great Western Railway was engineered by I. K.
Brunel with the magnificent gauge of 7 ft. o} in.,
which, as might be expected, made for very roomy
carriages, big and powerful locomotives, and steady
high speed running. The only drawback was that all
the other railways in the country were of standard
gauge, which meant that passengers had to change
trains and freight be transhipped wherever the Great
Western met another line. This proved to be so in-
convenient and uneconomical that the Great Western
company was forced to slowly convert its lines to
standard gauge, and by 189z the broad gauge had dis-
appeared altogether. All this happened so long ago
that few modellers ever have the desire o model a
broad gauge Great Western train but, nevertheless, the
story is an important episode in the history of gauges.

Narrow gauge railways in Britain have had a hap-
pier history than the unfortunate broad gauge, and
many are still operating, particularly in North Wales.
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Left: Mixed narrow (3ft.) and broad

(5ft. 3in.) gauges in lIreland, at Larne

Harbour. Below: A working party of

enthusiasts ride a trolley along an intricate

timber bridge on an Australian 2ft. 6 in.

gauge line. See " Australia’s Puffing Billy ™
on page 40,

Most of these were built as local industrial lines, to
link remote slate quarries with the nearest standard
gauge main line. In mountainous country, narrow
gauge railways are cheaper and easier to construct than
standard gauge lines; earthworks and bridges can be

of lighter construction because of the smaller trains,
and curves can be made much sharper. These factors,
combined with the attractive scenic aspect of most such
lines, makes the narrow gauge railway a firm favourite
with many enthusiasts, but the many different gauges
employed, mostly between 3 ft. and 2 ft., pose some
problems to the modeller, which we will look at later.




Now we come to the term “ scale,”” and once again
we must take a trip back in time, this time not to look
at real railways, but at models. Although model rail-
ways of a sort have existed for almost as long as rail-
ways themselves, it was not until the early years of the
present century that reasonably accurate models were
readily available from such famous firms as Bassett-
Lowke, Mirklin and Hornby. The smallest of these
models were built to a scale of % in. to the foot, and
ran upon a track of 1} ins. gauge. This was O gauge,
which survives to this day, although now the scale and
gauge are expressed in metric measurement: 7 mm. =
1 ft., 32 mm. gauge. After the last war O gauge lost
most of its original popularity owing to competition
from the smaller gauges, but many serious modellers
have always remained faithful to it, and today the
introduction of the Tri-ang “ Big Big Train ” seems to
indicate a revival.

The end of O gauge popularity dates from the early
1930’s, when there arrived in this country from Ger-
many the riniest model train anyone had ever seen. It
was exactly half the size of an O gauge model, and ran
upon a track of 16.5 millimetres. The scaie was 3.5
millimetres to the foot; HO, or Half O gauge, had
arrived. The newcomer sold very well indeed, because
enthusiasts found that they could lay out a sizeable
layout on an ordinary table-top, a thing that had been
guite impossible to do with O gauge, which had really
required a large loft for anything like a reasonable
“ main line.” As the popularity of HO gauge in-
creased, British model manufacturers took an interest
in the possibilities of the new small trains, but they
doubted that successful electric motors could be fitted
into such small locomotives. As a result, the British
models were built to a scale of 4 millimetres to the foot
instead of 3.5, although the track gauge used was still
the 16.5 mm. of HO gauge. In this way, OO gauge
was born, and to this day it remains a uniquely British
phenomenon, HO gauge being standard in America
and the Continent. Although the terms “ OO gauge”
and “ HO gauge > are in constant use by both enthusi-
asts and the model railway trade itself, the terms are
very confusing to the newcomer, because the gauge, of
coursz, is the same in both cases, that is 16.5 mm. It is
really the scale that is different, and “ QO scale ” and
“HO scale ” would be much more sensible definitions.
However, there is yet another sequel to the confusing
story. Those enthusiasts who are sticklers for absolute
accuracy in their models soon realised that the scale-
to-gauge ratio of OO was quite wrong. The 16.5 mm.
gauge, coupled to a scale of 4 mm. to the foot, gives a
track gauge equivalent to only 4 ft. 1} ins.—a scale
seven inches too narrow for the standard gauge of
4 ft. 8% ins. The “ purists ” had two choices open to
them; to return to the more correct HO, and therefore
‘build almost all their locomotives and rolling stock
themselves, or to use a completely new track gauge, to
‘which existing proprietary models could be converted.
“They decided upon the latter course, and the gauge
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they chose was 18 mm., or EM gauge. Although many
successful layouts have been built to EM gauge, it
remains very much the preserve of the die-hards, as
the average enthusiast is quite prepared to “ live with”
the incorrect scale-to-gauge ratio of OO, which is
really only apparent when locomotives and rolling
stock are viewed from * head-on.” No ready-to-run
models are available in EM.

The third part of our story takes us up to the latter
half of the 1950’s and the introduction of TT gauge.
This gauge had been popular in Europe for some years,
and used a gauge of 12 millimetres with a scale of 2.5
millimetres to the foot. The small size of the models
made even OO scale look enormous, and very ambi-
tious layouts could be fitted into small spaces—an
ideal characteristic in an age of small houses and flat-
dwellers. Then a funny thing happened; the events of
twenty years earlier, the OO/HO controversy, were
almost exactly repeated. British TT appeared, using
the established 12 mm, gauge, but a scale of 3 mm. to
the foot. This, of course, gave a track gauge equiva-
lent to only four feet, and a scale to gauge ratio worse
even than that of OO! Qddly enough, though, this
large discrepancy is hardly noticeable in so small a
scale, and TT has been deservedly popular, and many
fine layouts have been built using it.

When TT arrived upon the scene, many people
nodded their heads wisely. “ This is it” they said.
“ Model railways will never come any smaller. They
wouldn’t work properly, and anyway, you could hardly
see ‘em.” Well, as enthusiasts sometimes are, they
were wrong. On page 47 of this issue you will find
reviewed some of the latest N gauge products of
Wrenn/Lima, built to 1:160 scale and running on a
gauge of only 9 millimetres. They do work, very well,
and you certainly can see them! However, for the
third time in thirty years, there is more than one scale
for the same gauge. Some favour 1:148 scale instead,
while a few enthusiasts have been building models to
2 mm. to the foot scale for many years. This scale
was, and is, OOQ. All use the 9 mm. gauge, which is
a blessing!

The introduction of the very small gauges like TT
and N proved a boon to those who like to model
narrow gauge railways. The 12 mm. gauge of TT
gives a gauge of three feet in 4 mm. scale, and many
actual lines, like the Isle of Man Railway and many
of the Irish lines were built to this gauge. For the two
foot gauge lines of North Wales, the 9 mm. gauge of
N is just the job. For those who like their models a
bit bigger, 7 mm. scale using OO gauge track (16.5
mm.) i1s a good combination, giving a track gauge of
about 2z ft. 3 ins. The formula for expressing these
narrow gauge scales is quite simple. An OO scale
model (i.e. 4 mm. to the foot) representing a three foot
gauge prototype (using 12 mm. gauge) 1s designated

On3. A model of the same scale modelled upon a
two foot gauge original (using 9 mni. gauge) would be
OOnz. Very simple really—if you're in the know!

Below: A train of tiny narrow gauge coaches by
Mr. Don Boreham. They are to Tmm. scale, on
16.5 mm. gauge.
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ABC of Model

Railways Part 2 Steam

AST MONTH, we discussed the terms * scale ™ and
“gauge ™ as applied to railways both real and
model. In this article, we shall look at the various terms
applied to locomotives, and perhaps dispel some com-
mon misunderstandings. For the moment, we shall not
worry too much about the functions of the various
parts of a railway engine, but will just concern our-
selves with their names.

Wheel combinations

When describing a steam locomotive, a good place
to start is with the wheels, which can be divided into
two categories: “ Driving @ wheels, and “ Carrying ”
or “Idle” wheels. The driving wheels, as the name
implies, are the ones which are actually driven round,
by direct connection with the cylinders, and propel
the locomotive along the track. The carrying wheels
do not transmit any power, but merely support part
of the locomotive’s weight, either in front of or behind
the driving wheels. The driving wheels are always
much larger in diameter than the carrying wheels;
most modern express engines have driving wheels of
well over 6 ft. in diameter, while the carrying wheels
are usually half that size. The diagram shows some of
the wheel arrangements which have been most common
in the British Isles during the Age of Steam. The sys-
tem of describing these wheel arrangements is known
as the “ Whyte Notation,” an idea from America which
first came into use here in the early years of this cen-
tury. The first figure in the code stands for the number
of carrying wheels (counting both sides of the engine)
forward of the driving wheels. The second figure

2-2-2

2-6-0 "Mogul"
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This very fine O gauge model represents
one of the famous 4-4-0 express engines
of the old London, Brighton and South
Coast Railway. First introduced in the
1890's, they were very modern machines
in their time. As the cylinders are inside
the frames, only coupling rods are
visible. The object alongside the boiler,
between the driving wheel splashers, is
the air pump, which supplied compressed
e air to the train braking system. The
livery of the locomotive is mustard yellow.

<

Locomotives

stands for the number of coupled driving wheels, and
the last figure denotes the number of carrying wheels
behind the driving wheels. Thus a 4-6-2 locomotive has
four carrying wheels (two each side) followed by six
coupled driving wheels (three each side), with two more
carrying wheels (one each side) right at the back, under
the cab. It is interesting to note that, on the Continent,
a slight modification of the Whyte Notation is used; the
number of axles is counted instead of the number of
wheels. Thus a 4-6-2 becomes a 2-3-1.

When four carrying wheels are arranged on a mov-
able sub-frame, the whole unit, as most of you will
know, is called a “ bogie.” However, when only two
wheels are so arranged, the complete unit is correctly
named a * truck ’—a “ two-wheeled bogie ™ is really
a contradiction of terms. Some of the more common
wheel arrangements have acquired names in addition
to the usual code, and these names, which also originate
in America, are widely used in railway circles. All
4-6-2"s are ““ Pacifics,” 4-4-2’s are * Atlantics,” 2-6-0’s
are ‘“ Moguls,” 2-6-2's are “ Prairies,” 2-8-0’s are
“ Consolidations ™ and the very rare o0-10-0’s are
“ Decapods.” In the very earliest days of railways,
locomotives like Stephenson’s ‘‘ Rocket ” had only one
driving axle, but it was realised, even at that time, that
by coupling together more than one pair of driving
wheels, a great improvement in hauling power could
be obtained. Strangely enough, some 60 years later,
there was a revival of the use of engines with single
driving wheels, which were used for hauling light, fast
trains. Several types were built during the closing years
of the 19th century, particularly by the London,

4-6-2 "Pacific"
S TN, =

THEWHYTE
’ @ NOTATION

2-8-0 "Consolidation™

v G

One or two of
the more common
wheel arrange-
ments of British
steam locomotives.
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The model on the right is a replica of +
one of the most famous ** singles " ever =
to run in Britain. She was number one :
in the Great Northern Railway’s fleet,
and has outside cylinders and a domeless
boiler. The large splashers have decor-
ative perforations—a tricky task for the
modeller !  The picture below shows
one of the perky little J69 class 0-6-0
tanks which were once a familiar sight
at Liverpool Street station. A typical
example of a small tank engine with
inside cylinders.

Brighton & South Coast and Midland Railways. With
their large single driving wheels, unencumbered by
coupling rods, they were very handsome engines indeed.

Cylinders

An aspect of locomotive design which has a great
effect on the engine’s outside appearance is the position-
ing of the cylinders. On the older engines, these were
usually positioned between the frames, and so were
quite invisible .from the outside, coupling rods only
connecting the driving wheels together. This meant,
of course, that the connecting rods, which connect the
pistons to the wheels, together with the complicated
system of rods which operates the valves, all lay be-
tween the frames of the locomotive, under the boiler.
This arrangement is wonderful from a modeller’s point
of view, as so many working parts are hidden from
view, and need not be modelled; in actual practice,
however, the system made maintenance difficult, and
nearly all relatively modern steam locomotives have the
cylinders, connecting rods and valve gear outside, and
in full view. Valve gears themselves form a fascinating,
but very complicated, subject, which we will talk about
in a later article.

Superstructure

Having dealt with wheels and wheel arrangements,
we now turn to what might be termed the “ super-
structure ”’ of a steam locomotive. The time-honoured
profile is so well known (we hope !) that we hardly
need to describe it in detail here, and all railway-
minded readers will be familiar with the difference
between a tender engine and a tank engine. However,
one or two terms do cause some confusion among
newcomers to the hobby, and we hope to clarify these,

Some of the morelimportant
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with the aid of the drawing. The term * footplate ™
applies, not only to the space in the cab where the
crew stands, but to the whole platform, from one end
of the locomotive to the other, on which the cab and
boiler rest. The boiler itself is always in three distinct
parts; the smokebox at the front, the boiler * barrel
in between, and the firebox (in fact, the furnace) at the
rear. The chimney is always called such, never a
“ funnel.” The cab may have windows in the sides,
but the circular windows in the front of the cab are
always called “ spectacles.” The small mudguards over
the driving wheels are known as * splashers.” Most of
the remaining terms will be made clear by referring to
the drawing; they are all simple enough, but worth
knowing.

components of a locomotive

Safety
~ Valves

ER

Water Filler

Pony Truck Connecting

Slide Bars Rod
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Broke Footsteps Axlebox  3Spring Spring Hanger

Block
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ABC of Model Railways
Part 3

PASSENGER
ROLLENG
STOCK

IN ORDER to fully understand the modern railway

passenger coach, it is necessary to take a peep back
into the very earliest days of railways themselves. The
terms ““ coach * and * carriage ” are both very old, and
applied to certain types of horse-drawn road vehicles
long before the coming of the first railway line in the
early years of the nineteenth century. Back in those
days, the pioneer railway companies found themselves
faced with two definite problems; the first was to make
the trains go at all, and the second to persuade people
to travel upon them! These days, it is difficult to
imagine the fear with which some people approached
the new-fangled railway trains, but it is easier to under-
stand when it is realised that, until the coming of steam
rail traction, man could travel no faster than a gallop-

A typical six-wheeled coach of the late ninetcenth century.
The vehicle is a ** brake composite,” as it has both second and
third-class accommodation and its own guard’s compartment,

i
3 3 2

A very early railway carriage. The vehicle is virtually two

** stage coaches "’ mounted on a single underframe. The three-
cornered windows and roof rack are typical features of the era.

Jaoag D
b o

|

ing horse. Then, almost overnight, there were trains
which could travel thirty or even forty miles in one
hour! It is little wonder, really, that many were very
uneasy about travelling by railway. The railway com-
panies thought that the best way to combat this mix-
ture of fear and ignorance in their potential customers
was to make the vehicles in which they were to travel
look as much like the familiar road coaches (or * carri-
ages ”’) as possible, Thus, the very first railway coaches
used on lines like the London and Birmingham Rail-
way and the Liverpool and Manchester Railway looked
exactly like slightly enlarged “ stage coaches,” rather
like those vehicles that are familiar to us through the
medium of Wild West films. These coaches were very
short, with one central door in each side, and carried
six or eight people, facing each other across a gangway
running across the vehicle. A luggage rack was usually
provided on the roof (shades of the modern motorist’s
roof rack) and the windows in the sides were usually of
the * three-cornered ” type (see drawing). It should be
mentioned that coaches such as these were usually only
provided for first-class passengers—second and third-
class travellers had to put up with far worse things,
usually with no roof at all, and often without seats!

As passenger traffic on the early railways grew, the
little * stage-coach” wvehicles were found to be too
small; too many individual vehicles had to be attached
to each train. The logical answer to the problem was
to provide longer coaches and these took the form of
two little * stage-coaches ” mounted on a single under-
frame. Unwittingly, the well-known British * com-
partment " coach had been invented.

As time progressed, the two-compartment coach grew
to three and even more compartments and the “ stage-
coach ™ look gradually disappeared. Longer vehicles
needed extra wheels to carry their weight and provide
steady running on curves. Usually one extra axle was
added, midway between the other pair (see drawing)
and the six-wheeled coach in this form was the most
common type of vehicle found on British express trains
between the years 1870-1890.

Coach lighting was, for many years, crude in the
extreme, usually consisting of oil lamps which were
simply fitted through holes in the roof. First-class
compartments generally boasted a lamp for each com-
partment, but lower classes often had only one lamp
shared between two compartments.

About 1880, bogie coaches as we know them today
began to appear on the best main-line trains. These
were not only much longer than the four and six
wheelers, but also gave a much smoother ride and were
safer at high speeds, having a flexible wheelbase. Gas
lighting made its appearance, but was not entirely
popular because of the very high fire risk involved.

During the 'nineties, corridor coaches started to be-
come familiar, and this innovation made the restaurant
car a practical proposition for the first time, and put
lavatories within 1each of the entire train. Electric
lighting, using accumulators and belt-driven dynamos,
provided a safe and satisfactory answer to the carriage
lighting problem. At the turn of the century, the main-
line coach, as we know it, had arrived. Since then,
coaches have become much longer, and construction is
of steel nowadays instead of wood. Third-class has
been abolished throughout the country, leaving only
first and second, and greatly simplifying passenger
accommodation.

Back in the early days, continuous brakes were un-
known; the engine had its own brakes, but the pas-
senger carriages had none. As the brakes on the engine
would be insufficient to pull up the whole train in a
respectable distance, a “brake van™ was provided,
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An American Pullman Car of the 1860%s,

Bogie coaches made

their appearance in the United States many years before they
were common in Britain.

usually at the end of the train. This vehicle, as the
name suggests, was a van equipped with a screw brake,
which was worked by the guard. Luggage space was
also provided in the brake-van, and sometimes a couple
of passenger compartments as well. The term “ brake-
van ” has stuck znd it is still in use today for the
guard’s compartment of a modern coach, although it
has really lost its true meaning.

We have briefly traced the history of the railway
coach, and seen that the modern, all-steel vehicle is a
direct descendent of the little vehicles of the 1830’s,
and even of the horse-drawn road coaches of the
eighteenth century, Now we shall look at some of the
terms applied to railway passenger rolling-stock, which
often mystify newcomers to the railway and model rail-
way hobbies.

Any coach which provides accommodation for more
than one class of passenger is called a composite. Thus,
a vehicle with both first and second class compartments
is a 1st/2nd composite. If the same coach included a
guard’s (or * brake”) compartment, then it would be
termed a 1s1/2nd brake composite, It must be remem-
bered that the word composite only applies where more
than one class of compartment is used in the same
vehicle; therefore, a brake coach with, say, only second
class accommodaton is called simply a brake second.

Many modern coaches are designed without any
compartments, as such, at all. There are no internal
bulkheads, and a gangway runs between the seats, cen-
trally, from one end of the coach to the other, Such
vehicles are called open coaches, and most modern sub-
urban coaches are built to this pattern.

Queen Victoria’s Royal Saloon, built by the London and North

Western Railway, on its way by road to an exhibition.

It is

over 60 feet long.
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ALTHOUGH TRACKWORK is the basic necessity

of any railway, a great many newcomers to the
hobby find the terms used rather confusing, and in this
article we hope to explain some of the mysteries of
pointwork formations. We couldn’t possibly cover
everything in one short article, so there will be more
to follow at a later date.

As mentioned in a previous article (“ Scale and
Gauge?’ January) the standard gauge in Britain, with
the exception of Ireland, is 4 fr. 84 in. Railwaymen
always refer to the space between the running rails as
the “ four foot” and to the space between the tracks
themselves as the “ six foot.” The minimum distance
apart of two parallel tracks is, in fact, 6 ft. 6 in.,
measuring the distance between the two inside rails. It
should be remembered that this is the minimum dis-
tance, and a little more clearance is usually provided if
possible. On the Western Region of British Rail,
parallel tracks are often very widely spaced; this is
because the Great Western Railway was once broad
gauge (7 ft. o} in.) and conversion to standard gauge
over 70 years ago entailed moving the innermost rails
inwards to narrow the gauge; this resulted in a very
wide “six foot,” and accounts for the very spacious
appearance of many Western Region stations.

Improvements

Most railway enthusiasts will be aware of the basic
construction of railway track; in recent years, however,
great improvements in ‘‘ permanent way > have been
made, to give passengers a smoother and safer ride.
The old style “ bullhead ” rail, held in cast chairs, is
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ABC of Model
Railways

Part 4

TRACK
FORMATIONS

Left: In this picture, taken on the L.M.

region of British Railways, a double-slip

can be seen, partly hidden by the building

in the foreground. At the foot of the page

is the Peco Strcamlin]e double-slip for OO
scale.

rapidly giving way to heavy-section * flat-bottomed "
rail, welded in long continuous lengths, and very -often
carried upon concrete sleepers. The familiar * dum-de
dum” sound of wheels on rail joints, which has been
a feature of rail travel since railways began, is fast
disappearing, greatly to the benefit of passenger com-
fort.

When travelling by train, many of you have prob-
ably marvelled at the extremely complicated pointwork
formations used at the approaches to large stations like
Waterloo or Euston. From the train, these appear to
be a fantastically complicated jumble of rails and
sleepers, almost impossible to “ sort out ”” with the eye
as the train speeds over them. Although this sort of
trackwork looks complicated, it is really only a collec-
tion of individual points, which in themselves are quite
simple. The basic point, which provides for one route
turning off another, is known to railwaymen as a
“turnout.” Our diagram shows the component parts
of an ordinary turnout, with the correct names for the
various features, These are really self-explanatory, but
it is important to remember that the term * frog,”’
much used by model railway enthusiasts, would not be
understood by a true railwayman; to him, it is a
“ crossing.”

Useful formations

Now we shall look at some of the more common,
and most useful, pointwork formations. The first dia-
gram shows a facing crossover between two parallel
main lines. It is called * facing” because, in this
country, sll trains run on the left-hand track, and in
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this case, the crossing faces the train, which can run
straight through on to the other track. Below it is
shown a trailing crossover; in this case, in order to
change tracks, the train must stop and reverse over the
crossover. When designing a realistic model railway
layout, it must always be borne in mind that, in actual
railway practice, facing crossovers are avoided like the
plague; they are only used when absolutely necessary,
because it is always safer for trains to run at speed
through trailing points, rather than facing ones. When
planning pointwork for a layout, it is a good idea to
remember that two left-hand turnouts make a trailing
crossover, and two right-handers a facing one. In your
railway is based on American practice, of course, you
will run on the right, and the above rules will be re-
versed.

The third diagram shows a scissors crossover, which
is really facing and trailing crossovers superimposed
and incorporating a diamond crossing in the centre.
This formation is not all that common, but can be very
useful, particularly outside terminus stations, where it
can give universal access to, and exit from, two plat-
forms.

Diamond

Next we come to the simple diamond crossing, where
one track simply crosses another, intersecting it, but
providing no method for trains to change from one
track to the other. Remember that this sort of forma-
tion is known as a crossing—mor a crossover. A very
useful development of the diamond crossing is the
single slip, which is shown in the next diagram. Here,
the *““ diamond ” is interlaced with two turnouts, enab-
ling a train to miss the “crossing” altogether. The
advantages of the single slip are rather difficult to put
into words, but a glance at the drawing should make
things clear. The double slip is an even more useful
piece of equipment, and is satisfyingly “ complicated *’
to look at. We have included a photograph of a double
slip from the Peco track range, and the picture is well
worth studying. As you can see, the double slip really
performs exactly the same duty as two ordinary turn-
outs placed back to back, but requires very much less
space. .

It is seldom possible for the manufacturers of model
railway trackwork to build pointwork in exactly the
same manner as the full-size article. Widths of wheel
tyres, and depths of flanges on model rolling stock are
usually over scale, and the radius of the curves over
which we expect our model trains to run is really
ridiculously sharp. If you have an oval of track, with
curves of, say, 15 in. radius in OO scale, you are ex-
pecting to turn your express train round through 180
degrees in about the length of a football pitch. Because
of this, most model trackwork is a compromise, and
individual manufacturers often solve problems in their
own way.

A STANDARD TURNOUT

S~
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A.B.C. OF MODEL RAILWAYS
PART FIVE

Goods Rolling Stock

Freight train working on real railways is a compli-
cated business, and there are many different types
of wagons and vans, each designed for specific
jobs, in use on British Rail. In this article, we
introduce some of the more common types of
goods rolling stock, and pass on a few hints on
operation to the model railway enthusiast.

GOODS TRAINS are very popular with model rail-

way enthusiasts. This is probably because of the
tremendous variety of goods rolling stock that is avail-
able from the proprietary model railway firms, and the
fact that goods trains are more interesting to operate
thar passenger trains. Let’s consider, for a start, the
most common types of goods wagons to be seen on our
railways.

Until very recently, the standard British open wagon
was a four-wheeler, without anything in the way of
continuous brakes whatsoever. The various wagons in
a goods train were ‘‘loose-coupled ”; that is to say,
they were simply coupled together by loose three-link
“ chains,” and when the couplings were pulled tight,
the buffers of adjoining wagons did not touch. Most
Meccano Magazine readers will have heard such a
train slowing down for a signal; the distinctive * clink,
clink ” of the wagon buffers meeting is now becoming
a thing of the past, as more and more goods trains are
being fully fitted with the continuous brake, in the
same manner as passenger rolling stock (see ABC of
Model Railways for March). Because of the absence
of continuous brakes on the wagons, these loose-
coupled freight trains always had a brake van at the
rear. This vehicle combined the duties of guard’s van
and extra “brake”; the guard himself operated a
mechanical screw-brake, which worked upon the wheels
of his van only, and helped the locomotive to bring the
train to rest. In order to increase the braking effici-
ency, goods brake vans were always very heavily
weighted, with concrete ballast under the floor, and
most such vans weighed 20 tons. They make fascin-
ating models, and several types are available in OO
scale. Almost always of planked wooden construction,
a balcony was provided for the guard either at one end
of the vehicle or, more often, at both. The interior
contained a coke stove to keep the guard alive on cold
winter nights, as steam heating could not be provided
from the locomotive in the normal manner, as all the
wagons in between were not “ piped.” Today, the
familiar goods brake is fast becoming obsolete; freight
trains will soon all have continuous brakes, and the
guard will ride in comfort in the rear cab of the train’s
diesel or electric locomotive.

Perhaps the most common type of wagon to be seen
is the open mineral type. Usually seen carrying coal,
these wagons are now usually of the all-steel type (very
rusty) but some of the old wooden-bodied ones are still
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seen from time to time. Normally without continuous
brakes, there were thousands of these old vehicles
creaking around the country until very recent years.
Although crude in some respects, they had the advan-
tage of being very easy to repair. If one of the boards
of a side became damaged, it was a very simple matter
to replace it with another—that can’t be done with a
steel wagon! Before the war, many large firms owned
their own wagons, which were painted in colourful and
distinctive liveries. These *‘Private Owner” wagons
make enchanting models; Trix make a good range, and
the Peco wagon kits are well known.

The covered van is probably the next most common
type. These were also usually four-wheelers, but often
had longer wheelbases than their open counterparts,
as they were more often required to run in passenger
trains, and consequently had to be able to travel safely
at higher speeds. Only vans fitted with continuous
brakes, of course, could run with passenger stock. Since
Nationalisation in 1948, unbraked stock has been
paintéd grey, while “fitted” vehicles are brown. If
you are running a “ mixed ” branch-line train on your
model railway, with a few goods vehicles attached to a
passenger train, always be careful to see that your
coaches are coupled next to the engine, and the * un-
braked ¥ wagons are tacked on to the rear. This is
essential in actual practice, of course, as if the un-
braked wagons were berween the locomotive and car-
riages, the coaches would not be coupled to the con-
tinuous brake.

There are very many varieties of closed van. Some
are specially adapted for carrying fish, others are in-
sulated for perishable goods, a few are actually re-
frigerated (for transport of fish fingers, etc.), and some
have special suspension for carrying very fragile loads.
Cattle-trucks also come into the closed van category,
and so do horse boxes. The latter two types nearly
always run in complete trains of the same type of
vehicle, in conjunction with farm sales, race meetings,
etc. However, this need not worry the model railway
enthusiast too much as, on the average small layout,
a train of four or five of the same type of wagon looks
most impressive, and quite as long as a real 20-wagon
train appears.

Oil and petrol tank wagons are also usually four-
wheeled, although some giant bogie ones have recently
entered service with British Rail. They are nearly al-
ways brightly coloured, and a complete train of them
looks most attractive. Unfortunately, they are really
out of place in the ordinary “ general ” goods yard, as
they need specialist unloading equipment and storage
tanks. How about a model oil depot? It's not often
done. One thing to remember; never run a tank wagon
next to a steam locomotive if you can avoid it; it’s a
fire risk, and is frowned upon in real railway practice.

Many Meccano Magazine readers will be aware that
the pattern of freight operation has changed a good
deal on DBritish Rail in the past year or two. The
Freightliners, with their huge silver containers carried
on massive bogie wagons, have revolutionised long
hauls, and an excellent model of one is available from
Tri-ang. Most Freightliner trains do not have a con-
tainer on every wagon; there are gaps every so often.

Another feature of modern freight operation is car
traffic. This is of two kinds. Firstly, there are trains
like the long ones carrying Fords from that company’s
Liverpool plant, which can be seen every day racing
south along Midland Region metals. These, of course,
are new cars being delivered the fast way. The other
type of car trains are the holiday trains, carrying both
cars and their owners who just can’t face the long drive
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The short train depicted above includes three very different

types of freight vehicle. The wagon on the left of the picture is

a typical wooden-bodied ‘' Private Owner '’ mineral wagon,

followed by a six-wheeled slatted-slided milk van. The Sou

Railway vehicle at the end is really designed to run in passenger

trains, carrying milk, newspapers, etc, On the right u a model
lime plant, complete with ** Private Owners.”

from, say, London to Scotland (who can blame them?).
These pecople just relax in the comfort of a railway
carriage, while their car rides on a railway wagon at
the rear of the train, probably faster than it has ever
been on the road! Such trains are easily represented
in model form; a couple of main-line coaches, with
two bogie “ flats ” with cars should look quite impres-
sive.

Probably the most interesting goods trains from the
modeller’s point of view are the * pick-up freights.”
These trains are becoming less common now that
short distance traffic is more often going by road. As
the name implies, the pick-up goods train stops at most
stations on its route, and either picks up wagons from
the goods yard or drops off a couple. This involves
quite a bit of shunting at every stop, and the train gets
longer as the journey proceeds. All this must be done,
of course, without interfering with main-line traffic.

On the right is an unusual model of an unusual open wagon. It
belonged to the narrow-gauge Glyn "ulley Tramway, in North
Wales, and was used for carrying granite from the quarries
down to the canal at Chirk. The combined central buffer and
coupling is usual narrow-gauge practice. The long-wheelbase
van below is typical of a vehicle designed for specialist traffic;
it is an ex-Great Western Fruit Van. Th ““ XP " on the side
means that the van is suitable for running in Express Passenger
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Above: Interesting track work in Barmouth station with a
locomotive standing in a parcels bay platform on the left.
Behind the right-hand engine is a trailing crossover.

HEADSHUNT q

\

Below: A scene at a station on the layout of Mr. J. L.
Holbrook.

The scale is O and the station itself is characteristic
of the ** island ™.
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STATION TRACK LAYOUTS

LL RAILWAY stations fall into two easily defined

categories; “ through ” or “ terminal.”” There are

a few stations which incorporate both through and

terminal tracks (a good example is Blackfriars, Southern

Region), but in these cases, each section of the station

is usually considered separately from an operational
point of view.

From the railway modeller’s angle, it is difficult to
say which type of station gives the most operational
enjoyment. Whilst the terminus provides the necessity
for turning round trains, and servicing and stabling
locomotives, the through station on a single line rail-
way can provide passing facilities and a goods yard.
Figure r.shows a simple passing station on a single
line, with a loop and two platforms. Notice how the
two points are arranged, so that the straight run is
taken in the facing directions (see ABC of Model
Railways for April, 1968) and the curve in the
trailing direction. This means that non-stop trains can
run through the loop at speed with greater safety than
if the points were arranged the other way round. On
the sketch, we have shown the platforms set opposite
each other, on the outside of the loop itself. This was
the usual arrangement in the early days of railways,
but many lines built towards the end of the nineteenth
century and early in this century, used the “island ™
platform arrangement. As the name suggests, the
platform was placed between the tracks; the advantages
of this system was that it saved money in wages, as
fewer staff were needed to deal with trains, as the
trains all, in effect, called at the same platform. Only
one set of station buildings and shelters was needed,
and buffet facilities could be used conveniently by
passengers waiting for both “up ” and “ down * trains.

Figure 2 shows a simple terminus layout which has
become a classic with model railway enthusiasts over the
years. There must be thousands of layouts based on
this theme, with minor variations. This particular
layout is not intended to represent Waterloo or Euston,
but a small country terminus of the sort that is be-
coming all too rare these days. Passenger facilities are
provided by just one platform, with a small “bay”
behind it for parcels and milk traffic, and possibly an
extra passenger train on ‘“ Summer Sundays.” There
is a single-siding goods yard, mainly for coal traffic,
and a run round loop; the latter is an essential part of
all termini, as it allows the engine of an incoming
train to be released from its train, and run round it to
the other end, whereupon the train can depart again
with the same engine. At large termini, the situation
is somewhat different, as it is unusual for the locomotive
which brought a train in, to take it out again, and at
some such stations, run-round loops are not provided.
Instead, the empty stock is taken back to the carriage
sidings by the station pilot, a locomotive which * lives »
at the station all day and makes itself generally useful.

When designing a model terminus, based on Fig. B,
there are several points to bear in mind. First, the
“neck ” of the run-round loop (y) must be long
enough to accommodate your longest locomotive, to
allow it to run back over the crossover and past its
train, An uncoupler at point X is a good idea, as it
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Back in the days of steam a local train starts from Peterborough
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station; the leyout here is unusual as the left-hand track is
served by two platform faces.

makes the whole operation of running round the train
“ untouched by human hand " and bound to impress
VISILOrS.

The length of the platform road itself must also be
of ample length to hold your longest train without
fouling the points at either end. Incoming goods trains
are dealt with in a rather different way. On arrival,
the train is routed, not into the passenger platform,
but on to the run-round loop itself. The engine can
then run round the wagons via the platform road; now
it is at the back end of the goods train, ready to shunt
the various wagons into either of sidings a or b. If a
track g is provided, long ¢nough to hold the complete
train, then shunting operations can be carried out

These views of G.
typical model terminus
little over two feet wide.
with the goods yard behind.

Track

without interfering at all with passenger traffic.
q is called a * headshunt.”

Figures A and B are both very simple versions of
typical track layouts found at stations. Both can be
elaborated upon in model form; A, for instance, has no
goods facilities in our sketch, but it easily could have.
A simple siding, running behind one of the platforms
and possibly a headshunt running parallel to the main
line, would complete the picture. Do not be tempted
to include too much trackwork in a small space; it is
always very tempting to include just one more siding,
but that siding will probably be one too many. Include
only trackwork which is necessary and you will be
following real railway practice.

Williams EN gauge layout show how a
can be developed

Only a single platform is provided
The locomotive shed can be seen

on a baseboard

in the background of the left-hand picture.




