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_EDITORIAL _

I wish to devote some space in this column to comment upon what I, and
others whithin our Bociety, heve obmerved "over the fence" during our visits
t0 other societies so fer this sesson.

It ig far from my mind to decry what others do, after all it is their own
business how their sffairs sre run, but with the advent of common insursnce within
the Southern Federation, especially the third party risk policy, I feel more’
sttention should paid to safety of operation egpecislly where the general public
heve even @ remote chence of coming incontact with our operstions. I stand %o be
corrected, but it is my thought thet even visiting club members, end their families,
would be considered third parties,in the sdvent of sny serious mishap,ceusged by
8 Society's poor operstional methods or poor equipment. ' S

We sre fortunete at Meidstone becsuse we operate in s public plece and in

congequence have hed to become safetyconcious in every move we meke. There ie no ('

ezcuse for s trsin to be signalled on by e men with & green flag, when some ten
ye -ds further round the corner stend s number of stationsry trains, eimilarly, e
little thought snd enginuity would prevent a number of traversers I have geen
from being pushed in front of sn oncoming train.

At lesst two tracks we visit have no gusrd reil or anti~tipping device,
which I think most Societies todasy, thet give a regular public service, agree 1s an
abgolutely essential device, while if we tske none of our own trucks, which msy
not fitthe track in question for one reason or other, we are generally confronted
with e'roller skete" driving truck. These are »in my experience, due
meinly to their design, are normally highly unsteble devices with insufficient
breking cepacity for en engine plus driver,let alone s two car train which I have
seei loose coupled to the rear of such a device,

The above obgorvations, I beleive, demostrate the need for a
coinnon safety code to be obsexved by all connected with the Southern
Poderation's insurance scheme. jjpilest some Socleties nay infer fronm
the forgoingthat I am trying to put the lHaidstone Soclety on a

pedustal I can assurethem that I do not,in that our arrengements, in (-

the 1light of an aceident concerning the guard rail, are not entirely
100% and there is still tho human element in any acocident.

But less of {these introspective ramblings, This edition, I hope,
contains a useful cross sechklon of lltoerary and engineering genius
to delight even the most fastidious palette, Hy apologles %o
Ray Wilkinson for not including an excellent article, but T haven's
got the drawing back yet from the printer, and ny deadline for publi-
cation loons ominously close,

Tallilng of deadlines,articles for the next edition musf be
with me Dby Septenmber 26th, LATEST. So with that thought I pass you

on 0 our Chairman for his bit,




'GHAIRMAN'S NATTER SPOT

In the last newsletter, Eagter was just around the coxner,
with & nmess of work to complete, I'm pleascd to.say thet all thie wo
work is done, apaxt fox odds and endsg, thanks to the efforts of our
menbers, :

Auvgust looms around the same corner but we are now the proud
owners of a new coal store and some of the beat steaming bays in the
south.

I'm pleased to may, despite expenditure due to oux rebuilding
programme, the finances of the Society aré smound, This again is due to
the haxd work put in mainly by the 1adies of the Society,.Drlving '
our- trains etc. _‘ _ _

' He hope to run our ususl Auguﬁf 'show' at Mote Park on’ fha"“
- 29%h, . of August, With a1l the new and old models on show ,plus the
statlonary steam engines, We hope the sun continues "on the day““

- Speaking of the sun, during this long spell, the track
suffered fron expanslon. Two rather nasty kinks- appeared in the r&ils
but these have now been put to rights,

We now have a systom for blowing down engines and the dlsposmal
of sshesg, Thexe are trays made te catch 'dumped' ashes but when blowi
blowing down, please make gure that these trays arc cloaxr of. the. steanm,
The alxr linescan De used to empty the smokebox of ash using an eejootor
fitted to the alr line, with a bag to catch the ash, Also, please keep |
the steaning bays clear of oil by making sure your loco wheels areclean,
Finally, make sure that all the water cranes, notices, etc, are put
away nfter use. In other v01ds take care o¢ the new setup,

o 1 hope you Wlll all enjoy the rest of this, oux 26th, year
- at Hote Parxrk,

Thanks for readlng,

AVH W, Payne (Jack)
Chairman

[ b

FOR THE DIARY

. The underncted eventsare addltional to those listed in the
last iassuse of the Neuslettaruw

AUGUST. Tth, H,M,B,8, to visit Tonbridge Society.
. 2lst, Tonbridege visit Hote Paxk,

SEPTEMBER, 18th, Chingford visit Mote Park,



JORTH LONDON S,M.E, VISIT MOTE PARK {

He were hosts to the Noxrth London: Seciety on Saturday,10%th,
of July., Although the party wa s relatlvely small, they made up in
quality whqt they lacked in nunbers, The engines ‘in action were1~

Bi .Gy Prlncess Harina R ST .G Luxfoxrd
BE‘ G, Netta o0 - TeGhuxford - .
3? . Brittania R,H,Roberts
32" G« L.B.8,C, Mona P,J.Roake
e ‘r5“ Gy . LyN.W.R,. Geoxge the Fifth -G MCashmore -
C5" Gy L.B,8.0, Tercier ‘ D.CiChisrall

Aiter ‘an earlf lunch the first engines were soon in steam, N
e fadrly quickly had new problems ceused by the sun, which has been
roas&ing the track, However the permanent- ~-way gang soon pulled back
thé ‘gduge fron SLn %055“ and. scewed down the loose bits, Wewere then.
“tréated to‘a display of oontlnuous, trouble free, running until

early evening. Tt was difficult to pick out any one engine Dhut the:
George the Fifth probably had the edge, I think an enjoyable time

was had by all, helped no doubl by the flow of refreshments from ouxr
remarkable lady menbers. Lo , J '

 Barry'Laﬁson.

‘18 THIS AIY BUSINESS QF YOURS?

LORD KELVIN (I quote)

. When you can measure what you are 5peaking about and express
‘ it in numbers, you know somethling about ity but when you cannot :
measure 1%, youx knowledge ig of a meagre and unsatisfactory kind"‘_'
- : o . =000~ : . ; - ; T
. * Wihilst we are enerallg 1nclined to assoai %e measuxement only
with technology, the: full significance of this axiom will bée realized
Af we. analyse a-normal intelligent conversationj for in it neasurements
‘are :often ‘expressed as comparative values, as code words and as accepted
‘values needing no further description, . (-
‘ Fox examples in describing an object tbat is"heavier" you are
using a cohparative value which implies a.krowledge of the ba51c unit
and its weight, The expre531on "todrg" is o pode word for the 'x'year,
the 'Y'month, the 'z day.

A further example in deseribing position, such as "Hote Park"
using the expre531on as acode word for 'x degrees lattitude, 'y'degrees
longitude, and '5'feet altitude,

The more abstroct Fforus. of expr9551ons inveolving colours,
sounds , temperatires, etc,, are oll code words that qualify sone
frequency, amplitude, direction or wavelength of a beneratlng system,
aend which can be classified exactly by anumbers,

It is amazing the amount. of. datsa that the human nind can store
in measurements and nuambers; to be able to olc? out a Xnown person from
& huge crowd involves rememnbering the personts physical mneasurements in
detail, his colour in light frequency, his voice in tinbre, pitch and
amp11tude, his weight and measurement and angle of stride; before the
advent of recoraed pletures both the observer and the obsexrved had to
be in range at the sane tine,

E.G.Rix,



*_HODEL_JOILEE PROPORTIONS

. igrmopucrzon .

. On. going through ny files somne weeks ago I came across an
essay, which was writhen nearly.40 years ago., Knowing that the Editer
is alvays ready to accept anything of inlterest for the Newsletter,

I offered 1%t to him.for coiments as to whether he thought it sultadble
for publication, - S . : = ' T

‘ 7 You will notice in the text that, a complete analysis of the
proportions of model locomotive boilexs is mentioned and it.is from.
this that any ratios given, are taken, Al) the dinensions for heating
suxface, grate ares, ote,, were either neasured or. taken  from desligns
given in the lHodel Bngineer over the yeazxs, .together with some others
given-to ne Dby friends, The ones from the I{,E, are,,of course, mainly
L.B.,8,C, designs and are therefore mainly 24" gauge, . - .. *~
| ~ The whole exercise was actually a"hobby within a hobby! ‘and
‘entailled quite an amount of_workg‘the.lotﬂcovering,-ifimy memory o
serves me correctly, ,about four foolscap sheeots-of figures, T

© - About this time thers wos a considerable amount of corrés-. .
pondénce in the M,E, on this subject and I had guite an amount of
ccrréspondenqe privately with several peoeple, One genitleman with . -
~ Whon I”corresponded at some length, was ab that time the Chief .
“ Draughtsnan of the Avonside Bngine Co, of Bristol, He kindly sent
me & conplete set of ‘calculations for & typical industrial loco as
were made by Avonside, and in addition;some time later, carried out
the same idea for a typical 5" gauge loco, - Cor Tl

In actual fact, locos were designed from expexrience and

enpirical rules varying from company.to compahny, depending on tlie
,main type of traffic, and it was only after work with thHe British
" Radlways Btandard locos thatb sone sclentdfic approach was possible,
8o hexre it is, I hope that at least some of you will finad
it interesting, - Sl -

‘HL,ﬁ5d¢1'Eoiiﬁilﬁrdpérﬁions

o   f'Iniprebarigg the design of any model locomotive some knowledge
" of the ‘characteristic features and debails of previous designs, which
have proved successful is of considerable assistance, ' L

‘With this in mind and in owrder, if possible, to arrive at sone
Gefinite’ factors and empirical ratios, for use in the design of model
locomotives, a study of the characteristics of. asg many models: as possible
has Dbeen nade exbending over a number of years and all the information
possible, gleaned from various sourses providing material and information
for the use of -model engineers, in the making of model locomotives,

The nain difficulty in reachlng these figures and ratios ad the
present time is to know which model locomotive has been sucecessiul ar
otherwise, is the number of designs published in the nodel engineering
papers, Some nust be better proportioned than others, -+ =

I have, so far as possible, included models made to'free lance’
design particulars, which hove been given to me by their builders,
together with what I consider to ba a faixr and unbiasged opinion of their
performance, In addition, I have seen some of the locomotlives under
stean and have, naturally, formed my own opiuniong. S '

With published designs this is not generably possible as they
~are not all made by aguaintances 4o whom ono could apply for information,
From all accounts, ihe published designs are, in the main, sucecessful,
as the nunhers of engines bullt and »unning definitely shows,
particularly the Fayetto, Dyak and Princess Royal series designed and

(cOnt’d-bppositej




degscribed by L,B,5.C. Others, I understand, are not quite so goodi.
At any rate, taking them on the whole, we can say that the proportions
are satisfaoctoxry, and if a model to any othexr design or type is chosen,
a successful locomotive will emexrge if the ratios of existing designs
are adhered to,; within certain limits,
~Some latltude is of cause allowable but the ratios should
‘keep within thoge specified fox the type of looco, chosen, whebher
freight, mixed traffic, oxr express, Again, it nust not be assuncd
that any design outside the range shown will be & failure, ag some
-other detall may have been developed by the designer, which may have
& conglderable bearing on the success of the completed design, In
othex woxds, the tables given may not be complete, ' 7
© 0 It will be seen that 234" gauge models are well represented,
With the %i"gauge, the same ratios are, I think, satisfactory, but
-with the 5"and T4"sizes some latitude may be allowed; due to lack of
sufficient inforxnotion from whiech to draw definite conclusions,
. Before describing,in detail, the various ratios nscessary fox
an estimate of the model locomotive'sperformance, a few words on whab
the boiler is supposed to do would not bhe out of place., It must be
able to provide steam at working pressure to the engine at all usual
speeds with 2 stated load, to do which, it is necessary to buxrn a . |
cextain amount of coal, It is the duty of the firebox to consume as
nuch fuel as possible with as low snokebox vacuum as possible, The
more fuel consumed, the higher the evaporation,or ateam production,rate,
The conditions governing hoiler performance axre, therefore i1~
~de the efficiency of heat production or Combusition Efficiency
2y the effiolency of heat absoxrption : o
3. the maximum steaming copacity,

The flrst is dependent on the rate of firlng, the volume and
surface of the flrebox, The second is govexdd by the length and diameter
of the tubes, plus, to some extent, the rate of gas flow through said
tubes, The maximum steaming capacity im related to the total ares .
through the flues,

‘ Tractive effoxrt, o mneasure of the powexr of o locomotive, is
directly proportional to the cylinder volume-and boiler pressure, and
inversely proportional to the wheel diameter, The value obtoined by
- these proportions alone are further reduced by & percentage which varies
according to the percentage cut off in full gear, plus an asgsuned all
allowance for pressure drop between boilexr and steam chest, This {
. percentoge is genexaly stated es 85% of hoilox pressure for valvae o
gears giving o cut off of about: 75% of the gtroke in normal working,
and at {5% of boller pressure for & cut off in the region of 504 in
full geax, ‘ : ' ' - -
‘ For oum purpose, o general value is chosen, of 859, As the.
figures are used for comparison, its value is not critical, glving
. only the maxinun power at glow or starting speed, Providing the sane
constant is uvssd in all the caleulations,a direct comparison between
one engine and another becoues a slnple natter of figures, showing
the respective,naxinmun, power outputs, ’
' -The tractive effort in pounds force (1b,.f,) is given by 1=

7By = DiLJLP

5358

r
—

35
Wheret =~ SRR ' : I .
D w dismeter of cylinders (ins, P’z boilex pressure (1b,f,/sqg.in,)
L = Jength of stroke ins,,; - 4 = driving wheel dia, (ins.%

¥ = number of eylindexs
- The value given is reduced by the entry of -the 2+35 dividing

constvant., In the design of any locomotive the tractive effortlis important

and forus the basis for most of the caleculations necessary, From it the



boilexr capacity nay be computed leaving the arrengement and detalls
of the heating surfaces to be fixed later, The formula also denotes
the amount of "pull“, dependent upon the lever arms of the-piston -
and the wheels,v and, therafore, o measure of the drowbar horsepOWer
~at any given spead, -
" Howse power vories dccoxding to the speed, and is glven by
the expression 1=
DBHP. = Ti B
. -3
Uneﬁe V is the speed in ml]es per hour o
The tractive effort is restricted by certnin eyternml
influences and cannot exgceed the weight on the coupled wheels, :
- multiplied by the coefficient of frdction hetween the :wheels and the
‘rails, a factox vwrylng con81dermbly accordlnoly with the materlals
'Y and the state of the woather and the rails, In full size practice
the coefficient varies from about 0'25 to Qs v3, giving as . a'factor of
edhesion", the reciprocal,le. 3+:33 to 4, meaning the adhesive weight
nust be at least 4 .times greater than the draw bar pull or maximum
tractive effoxt, ' ‘
: I% will be seen that in {he formula for tract1Ve effort the
amount of steam that a boiler can supply ig not.shown, but it is obv
obviousthat at higher speeds the amount of stewm a bolley will produce
has a considerable bearlng on the sustained eff0£t The Dboiler ean
supply sufficient steam totthe cylinders to produce maximum 'theoretical
vractive effort only at low speeds, but with the same cutoff and mean
effective pressure, the work performed as the speed increases WOuld
soon dralh the boilex,
: ' The maximun speed at’ Which the - boiler is able 1o maintaln
steam to develone maxiaum tractive effort 1s referred to6 as the
“Criticals Speed", A& the Speed rises above critical, the boiler
hecomes the main partner in the tractive effort and the formula must
“he mod1f1ed accordlngly, the cylinders haVlng now only & small part
to plﬁy compareu with their proportion at starting.
Fox: models,'uhe critical speod must be reached shortly after
‘starting, owing to the restricteu sbeam spaces and water capacity of:
the boller, but as the maximum speed is comparatively low, it does not
appear necessary to- reduce, the tractive effort flgures o allow for
the increanged speed and shorter cutoff,
: * Bollers arrunbed to sunplj steﬁm for a naximun tractive effort
“at all speeds ‘usually. encounuered on short,staight,tracks, should, Af
called upon Ho woriz on a long or contznuous track, be well within their
cqpﬁ01ty, glnce the engine will be run notched up as far as possible
vith the regulator fully Open ., '
-+ The boiler output ot any tine is depenoent on the speed and
tractive effort obtaining at that speed, and-is represented by what-.
is known as the Boller Demand Factor, which is the xatio between the
‘tractlve effort and heating surface ;- : o
: = BOlle Demand Factor = T,E,
- H.S. .
thls gives the amount of heating surface per unlt of iracilve eifort

x ¥
5

at.any given speed,in miles per hour, and is proportioned to the horse

pover per sq,ft, of heating surface.

- If this x»atio is nultiplied by the dlameter of the uheels» a
better rotio for our purposes- it sives H.S, on a revolutions pex
minute bosis. This raticis based on the assumption that the H,S. is'a
neasure of the steam production and therefore of boiler horse power, -
This 1o a great extent is true, but some dlfferences may occur due
to ilue and front end d651gn..



‘ Stean production actually depends on the amount of gas ‘
liberated at the grate per sq.ft, of heating surface and the cfficienc
of the boller at a given output is governod by the firebox volunme

and the grate area, The ratio T.E,/H.,S. varies between faixrly narrow
tinits, depending on the type of traffic the locomotive has to perform,
Wivh full size englnes the ratios are genernlly in the region oft~

20 for frelght engines - ' ' o

17 for mixed traffic 3

14 for express locomotives =~ -

In models the sane applies hut with a greater variction
betieen individual units, thus TFayette, a typlcal express locomotive
with ample boilexr capacity, has a watio of 15+9, Siaple Sally, Ussa
Haximus and Kingette with 17+4, 1640, and 17:3% respectively., A e ,
Boddie 18 an exception, with large driving wheels with a figure of 22.5,
an -exceptionally large value, showing a small H.S, compared with otherx
engines named., Lady Kitty, Hary Ann and the Southern Maid, give typlcal
freight figures of 31+6,32+0 and 42149 respectively and Dyak a mixed
traffilc loco, gives 3043, ‘ S o o L _

-7 Iu comparison with full sized locos. nodels have a much snaller
heating surface giving, with scale size cylinders, figures for the
T.E./H.S, ratio slightly higher than the corresponding prototype. Asa%
fai = average th Ffollowing can be taken for 21" gauge model locomotive.,

70 28 & up freight engines ' ' ' '
- 20 to 28 Mixed txraffic
15 to 20 Express locomotives S -

- One oxr two exeepitions will generally be seen,as it nusgt be
noted that a low figure does not necessarily infer an unsuccessful
locomotive or a high figure an excellent one, ALl things being equal
a low figuro denotes & speedier and usually lighter model, not able to
pull the loads thal engines with a high ratio could manage easily,.
With, say, the same size boller the engine with the higher ratio will
haul a greater load, but, it must bé remembered, nay lose steam in so
doing, owing t¢ the greatexr number of revolutions of the smaller driving
wheels or lncreased Volume of the larger cylinders, _ :

On an up &and dowm track such as is usually found in nodel
engineers' gaxdens and Societies tracks,the draiaig of the boiler may
not be noticed as time will bhe given at sach end- during reversing-
~for the steam pressure to regain some lost ground,

The ratio of firebhox heating surface to total,seldonm reaches
10% in mainline engines, one or two noteable exceptions being the
Lelly,5.R. class 8F 2-8-0 freight engines, with 10+6¢%, and the Shire
class, 3 cylinder engines of the L,N,E.R., with 12+26%, By far the
lightest percentage is reached in & German tank locomotive, with a
boller pressure of 300v,s.l., in this engine the firebox cotributes
2948% of the total heating surface, This of curse shows whexre the
heating surface should be for high pressure engines(and no less so
for lower working pressures), - : ' .

As stated previously, the H.S, of a model ig deficient compared
with the full sized engine, nore particularly due to the necessary
reduction in the number of flues and of their overscale size, This is
nore tha counterbalanced when we lookat the ratio of firebox surface
to the whole, being never less %han 25% and in some cases as nuch as 509,
: - In full size practise a firebox H,S. of only 10% of the total
is . responsible for at least 404 of the total evaporation so that in
nodels, with from 30%to 50% in the firebox,it nust be considerably
more and probably in the region of 70% to 80%, This figure we shall
he unahle to verify until a model boiler is nmade which is divided into
its seperate compartments such as the one for the Trench Railways sone
considerable time ago, ' ' (

In this particular test it was found, with a boiler divided



into equal comparitments, the evaporations werep-
Firebox 347 1b sq.ft, HeS. par hour

: lst.eony, 916 ' ' . ' o S

coo2ndlconp, 4'5) 19¢1 1b sq.ft, H,S, per hour

Lo 3rd.comp, 300) 0 - ' T

0 4th,comp, 240 . - “ S
The steaning powor of ‘the hcatingxsurfaccs‘dcpends'Oﬁ‘ﬁhCir'rQ;atiQn
to the grate area and the size of the firebox, the greater the percen
- percentage of “heating surface provided by the firebox; the greater the
steaning capacity, Anothér important ratio- probably one of the best
for model work~ 'is 1~ - Heaving Surface  +this, in full size .
Co L R ST ’ GIf@.JDe Area ’ ' .
practice, gives the total heat weceiving surfaces, ineluding the

superheaters, in relation to fuel buxning axrea, _

- In the values given hereé, the total heating surface does not
include the superheaters; as these, in nany cases, do 1little more than
dry the steam so that at the steanmchest &ll that is received is dry
saturated slteamn, more especially in the smaller gauges, I have been
led to: this conclusion'from“many-facts_and'figures published in articles
on models in several papers and also the tenperature of the smokebox

| of ‘& number of snall gauge engines when running, -Again, the ‘apearance

of thie exhauvst is to somne extent an lndicatlon of the ‘superheat, and
from observation, Tdoubt the efficiency of the usual spearhead type -
superheater, = -~ . - ' S ST T

' Alow value .of the H,S./G.A. factor generally indicates & freeo
steaming hoiler with a good grate ared in comparison with the total
heat weceéiving surfaces, a high ratio means a lower evaporation per
sgy in, of heating surface with a coxresponding rise inefficioncy,

© - Bfficient -combustion depends on the volusie of the firebox
and 1s one method of calculating the boilex outputs this alone is used,
ne account being taken of the heating surface of the box, This method
of caleulation gives results which are very neaxr to rewults obtained
from experimental tests., Proper mixingof the gases is essential and
devernines the completeness of the combustion, a very important function
of the boilexr at the higher rates of working, - , :
The efficliency of heat absorption of a locomotive hoiler remains

constant over a very wide range of firing or working rates, but the
overall efficiency is reduced in direct proportion to the firing wate
80 that the sctual reduction is due slitply to losses in the combustion
- procesm and the loss of fuel through the tubes and out %o atnosphere
through the smnokebox and chimney, This is seen in the difference in
~‘the amount of ash found in the smnokebox after a turn of light or heavy
- duty, In other words the boiler efficiency is governed by the capacity

of the firebox ahd grate to ‘produce heat, ‘ _ '

By dividing the Firebox Surface / Grate Area a value ig found

which indecates how the anount of grate area stands with rezard to the
amount of fuel fired, The factor varies but should not be less than 4,

& figure of between 6 and 8 being obtained with engines with the fire-
box Dbetween the Frames wWhere the grate area is restricied, A high
figure should not he artificially obtained on any acecount by restricting

the grate area, & Tevision of +the surfaces ghould Pe made and the design
altered accordingly, For a wide firebox type loco., in the larger cauges
the lowest ratio that should be used is 3*54 Hore firebox surface can

be given by the provision of a combustion chambexr which it part of the
firebox and gives added volume where it is essentially required, I anm

of the opinlon that the value of 325 is rather small and should be
inereased by the addition of extra volume in the firebox, In all cases
whatever the type of loeo, the grate area should by as large asg possible




without detracting from the scale appearance, There are nany reasons
for keeping the grate axrea on the large side, not the least being, _
the lovwer rate of firing, which increases the efficiency proportionaly,
The eifficiency, being proportional to the firing rate, at all xates,
the heating surfaces are always sufficient and able to.abgoxrb the heat
given,Of,f.' ] _ o - R .

' The furnace . .must under all conditions be kept at the highest.
tempexature possible~ neaxly white heat- as only at tbese dazzling
heats can the radiant heat do its work officlently, It is well known
that the firebox surfaces recelve their heat by radiation and the tubes
by convechbion and conduction from. contact with the hol gases passing
through to the smokebox, e

In many cases I have seon, the radiant healt effect in the
firehox is.  entirely forgolten or neglected, as time after time on
2%“ gauge 1ocos.; the firebex is loaded with fuel up to the undergide
of the firehole, probably 1" to 13" thickness of firxe, so that the
firebox is simply filled with flame from the burning coal and not the
incandescent mass that it should be, This does not usually occur with
the larger size, -as the grate 1ls larger and the thickness of the fire |
is, with reasonable skill, kept to a mimimum. Vith the tiny fireboXxes
of the smallexr gauges, drivers can easily ovexload the grate in an
effort to force matters and increase the rate of firing to kesep pace
with the steam demand necessaxy for passenger hauling,

" Hever the lesw, it is remarkable what the 24"gauge engine will
do in capable hands when the firebox is allowed to obtain it's heat
by radiation and not conduction, The overloaded firebox filled with
flame brings the coal fired hoiler down to the level of a methylated
spirit firing, a system thatl cannot be forced, except within vexry.
narrow limits. - . - - - - ' ' i -

JosN.Liversage.

EDITORIAL HOTE T included theforegolng .aritlicle because,in my opinilon,
it contoins infoxmation which I, 4in all my rcading on the subject of
model loeonctives, have never come across, and which is Just as .
pertinent today as when it was wrltlen, o : ‘

| THANKS . o L

By the time you read thase notes the compressed air distribution
system in the steaning bays will he complete, and & 1little more work in
the bullding line will see the project finished, - coE : ‘

. Our Chalrman has already thanked those assisting in “the work,’
but I would like %o thank all those who have sometimes been infrequent
visitors to the paxk, but have given great assistance to the projeci by
providing factory space,: the loan of plant, and lots of natexial without
charge t0 Club funds, This made a difficuli task that bit easior,

_ _They say that the camel is a hoxse designed by a commnlttee, E
Well, as far as our present facilities are concerned, I "ike to think
“that, not only has our Society produced & hoxse, but a thoroughbred at
that ' : ST s - S

In conclusion, may I remind members that we started wiith clean
rails and surroundings. Please try to keep it that way. i RN

Barry Lawson,

[

R



