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Seasonal greetings to all our readers! This is the issue to enjoy with a mince pie and a suitable 
festive spirit. 

As always, my thanks to all those who have put pen to paper (or, more accurately, finger to     
keyboard) to provide a range of articles on diverse aspects of modelling the LB&SCR.  

The front page, unusually, is in black and white, to provide an interesting comparison with the 
view of the prototype Newick and Chailey on page 5.This is an excuse not only to show off some 
lovely modelling by Phil Taylor, but also to demonstrate some of the issues of interpreting old 
black and white photos, as discussed in the subsequent article by Ian White.  

For modern image modellers, we have two items on the Elevated Electric. Ian Buck describes the 
first steps on his model entitled Deptford Road and Edward Hart reviews the components that 
have recently become available for the Brightonôs overhead catenary.  

In describing the refurbishment of a model of a G class single, John Shaw manages to introduce 
more Gaelic into this edition than usual. Colin Paul describes the construction of a 7mm scale 
model of a loco that the Brighton never actually built (but might have done) and David Rigler 
shows a CAD model of the original goods shed at Lewes. 

Finally, seasonôs greetings to all our readers - and feel free to write up your models of Brighton 
subjects for a future edition! 

Eric Gates, Modelling Steward, The Brighton Circle,  

ericgates1310@gmail.com 

  

 Editorial  

Return to contents page 

mailto:ericandannegates@btinternet.com
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If the front 
cover looks 
vaguely      
familiar, this    
image from 
the Lens of 
Sutton      
collection 
may provide 
the clue! 

Cover photo 
by Ian White. 

Newick and Chailey - a project in progress  

By  Phil Taylor  
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The following pictures were all taken by Ian White on a visit to Shropshire in summer 2023 to view 
my model railway, which is a representation of Newick & Chailey station on the LB&SCR Lewes to 
East Grinstead line circa 1898. It is to 4mm scale, P4 standards. The extent of the model covers 
the area from Cinder Hill tunnel at the south end, to the Station Road (now A272) overbridge at 
the north end. Ianôs camera(OM System OM5 with Olympus 12-45mm F4.0 lens) has the          
capability to take multiple versions of the same image at varying focus points and blend them   
automatically very rapidly. The end result of this incredibly impressive technology is a picture that 
is in focus throughout. 

Please note that the scenery is far from complete and the structures were only placed temporarily 
in position, hence the various gaps and missing elements. The signals and ground signals have 
been constructed but were not in place at the time of photography as they are very vulnerable to 
damage while working on the layout. I am planning to carry out the detailed scenic work (grass, 
trees, hedges, fences, telegraph poles and so on) starting from the far edge and working forward, 
eventually fixing the structures in place and blending them properly into the scene. Further  
weathering is also required. In some of the views you can see where I have marked up the         
location of the various landscape features, using the 25ò Ordnance Survey maps, historic        
photographs and modern day surveys as guides, aiming to make the result as closely              
representative of the original in the chosen timescale as possible. For practical reasons the    
overall model is somewhat compressed in length, although I have tried to keep all elements in the 
correct relationship to each other. I am also planning to build in some forced perspective towards 
the rear of the scene. The backscene consists simply of heavy grade white paper in one          
continuous roll so as to eliminate joints and sharp corners. It is hoped that this will effectively fade 
into the background when viewing the model (as it has no points for the eye to focus on) and   
represent an early winter overcast sky. My sadly lacking artistic talents do not allow for a painted 
backscene! I apologise for the lack of headboards on the engines, itôs on the to-do listé 
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The station from the goods yard area. The south signal box, cattle dock, station buildings,        
canopies and goods shed are all visible. The overall ballasting is typical of the period. 
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The station building from the forecourt side. This was unusual in that it had three storeys,           
necessitated by the line being in a cutting at this point. The model represents the building as   
originally constructed but over fifteen years old, complete with deterioration and weathering of the 
plastered upper parts. These were covered over with protective tile hanging shortly after this date. 
Note the date stone and stylised LBSCR monogram, stained glass and decorative plasterwork. 
Although not a large building, it is very complex and extravagant in its typical late Victorian        
detailing, such as the porch, tilework and brickwork, particularly on the chimneys. 
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Billinton B4 class 4-4-0 No. 52 óSiemensô (brand new at this period) hauling the 1895 Pullman set, 
approaching the south signal box. In reality this train would never have travelled on this route, but 
itôs my railway! 
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A train that is more representative of those that would have been seen on this line at the time. 
Billinton E4 class 0-6-2T No. 560 óPemburyô hauling a typical train of mixed 4 wheel, 6 wheel and 
bogie stock in the down (southbound) direction. This engine isnôt really suitable for this time      
period, as it was not built until November 1901, a consequence of me refining my modelling      
period after the model was built! 
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The rogue Pullman express again, this time a little further south. The train has just emerged from 
Cinder Hill tunnel and is about to pass over the underline farm occupation bridge. 
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The station area looking from the north east. Both trains previously described are in the station. 
The north signal box (in reality just a ground frame controlling the north crossover) and footbridge 
are also visible. This scene will look very different when completed, as the background here    
consists of a heavily wooded area known as the óGreat Roughô. In the foreground will be the    
station garden and well house. 
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Stroudley D1 class 0-4-2T No. 26 óHartfieldô is running light engine under the Station Road     
overbridge, having just left the station heading towards Sheffield Park (or is it just arriving?). It is 
evident that the bridge needs to be built into the scenery. Despite there being no trace of the real 
bridge today, it still exists under the present day A272 at this point, minus the parapet walls. The 
cutting and bridge were filled in with rubble and rubbish after the line was closed. 

Return to 
contents 
page. 

Photographs   
copyright Ian 
White (except 
where noted). 
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I chose to model this little 0-4-2T/WT because it was appropriate to a small diorama I am        
constructing, based on Hailsham, and for the challenge of its gothic firebox. My last scratch build 
was of 2-2-2 óSeafordô (L.B.& S.C.R Modellersô Digest 12:93) which had a similar firebox, but half 
hidden by a partial cab, making it much simpler to achieve a symmetrical appearance. On No.115 
there would be no hiding of any imperfections in symmetry. Iôd like to thank Chris Cox, Gerry 
Nichols, John Minnis and Ian MacCormac for their help and advice with this project. 

A great many early LB&SCR locomotives underwent a series of changes that were so drastic that 
metamorphosis might be a better description than rebuild. No.115 started off as Joint Committee 
No.119, an outside cylindered long-boilered 2-2-2 with flangeless drivers that entered service in 
July 1845, and almost immediately passed to the London and Brighton Railway as their No.119. 
As an outside cylindered 2-2-2 it would have looked very similar to Jones No.97, depicted here 
after its rebuild to 2-2-2WT. No.119 was renumbered to No.39 in October 1846, then to No.34 in 
1848, before being fitted with inside cylinders in 1849 and allocated No.115. It continued to run as 
2-2-2 No.115 until 1858 when it became an 0-4-2. Then in 1863 it lost its tender and was fitted 
with side tanks and a well tank, and as the original brakes would have been fitted to the tender, 
the tank locomotive brakes must also date from that time. This was its final form, but it did have 
another two number changes, becoming No.260 in 1875, and then No.404 in 1877; it was      

Jones and Potts No 115Jones and Potts No 115   

--   an OO finescale modelan OO finescale model   

By Ian WhiteBy Ian White   
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withdrawn in 1879. There is a drawing of 0-4-2T/WT No.115 in Burttôs serialised article, the 
ñLocomotives of the LB&SCR 1839-
1903ò, which was   published in 
Mooreôs Monthly Magazine, and later 
reprinted as a book. The book           
illustrates a few more of the described 
locomotives than the original        
magazine articles, so a great many of 
the figure numbers differ between the 
book and original. Figures 5 and 6 
from the magazine  article are           
reproduced here (subsequent          
references to Burttôs figures refer to 
numbers used in his 1903 book, and 

Figures 5 and 6 from Mooreôs Monthly 
Magazine (1896) show two of the    
rebuilt Jones and Potts 2-2-2           
locomotives (these were Figs 7 and 8 
in the book). The two drawings have 
been approximately matched for scale 
and aligned by their boilers (both 11ft 
long). 2-2-2WT No.97, originally Joint 
Committee No.121, gives an           
impression of what No.115 would 
have looked like as long-boilered       
2-2-2 No.119. 
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0-4-2T/WT No.115 worked the Polegate to Hailsham and Eastbourne branch lines during the   
early 1860s, before being moved to the Lewes-Uckfield line, and then hired to Mr Furness in 1868 
for building the Hayling Island Railway. Hailsham Station had opened in 1849 as the terminus of a 
short branch line from Polegate, and it became a through station in 1880. 

There is a photograph of Hailsham Station, a cropped section of which is reproduced on the     
following page, which includes No.115. The locomotive history dates the photograph to between 
1863 and 1868. The locomotive was returned to LB&SCR service in the late 1860s and had    
several allocations but is unlikely to have served Hailsham again. The carriages in the photograph 
are of pre-1870 designs, with low footboards which would have been replaced by higher boards 
early in the 1870s, so the carriages also fit with an 1860s date for the photograph. 

Frank Burtt (b.1871 ï d.1949) would have had access to the entire LB&SCR drawing office      
collection but the solitary official drawing only shows cross sections and a half-plan (LB&SCR 
No.1015, 2/10/1862; NRM ref. 23-135.496). Most surviving drawings of early LB&SCR               
locomotives are similarly lacking in the external and other finishing details depicted in Burttôs 
drawings. As the surviving Drawings Register only starts in 1870 (NRM coll.), we have no way of 
knowing if more comprehensive drawings were available for each locomotive when Burtt          
produced his great work. Burtt was also a collector of locomotive photographs, amassing a       
collection of glass plate negatives that include a great many that date from well before he was old 
enough to have operated a camera; that collection is in the NRM.  

Following page - No.115 at Hailsham, with a rake of four carriages, plus at least two vans further 
along the line, perhaps just shunted off the train; there is an open carriage truck at the end    
loading dock to the left. Note that some structures which appear to belong to the dome and     
firebox may belong to the building behind. The nearest carriage has 4 compartments and may be 
a Type 9A or 9D Second; the next is a 3 compartment First such as Type 2A or 2F; the third vehi-
cle is a brake, but it is not clear if it was a full brake or perhaps a Type 8F brake Second; the last 
carriage has 5 compartments and must be a Third. Photo courtesy of Lens of Sutton Association. 
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It is therefore possible that a great many drawings in Burttôs work were based on his interpretation 
of cross section and half plan drawings, augmented where possible by photographs. Even if he 
did have access to more comprehensive drawings, it must be remembered that drawings show 
the way the prototype was originally planned, and not the way it was built, let alone later modified. 

The photograph shows that the loco had features that were not included in the Burtt drawing, 
some of which may date from the 1863 rebuild, and other, possibly later additions. These included 
a rear spectacle plate, rear guard irons, and a communications gong. The steps appear to have a 
form of guard plate to the leading side and back. The handrail was fitted along the tank side rather 
than being confined to the boiler, and the buffers appear to be sprung, although their design    
cannot be determined. There is also a vertical handrail on the cab-side. 

My first step to scratch building is to use CAD software to create a cutting plan for the sheet metal 
parts and the lathe turnings. These were based on the Burtt drawing and the official drawing in 
the NRM collection. The Burtt drawing was pasted into the CAD software (TurboCAD 20) and 
scaled so that parts could be digitally ñtracedò. Various possible gearbox plans were also tested 
against the Burtt drawing, and I chose to use a HiLevel RoadRunner PLUS 45:1 gearbox and a 
1020FE Iron Core motor. 
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Left 

The cutting plan which was printed to final size 
(4mm scale). 
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Above left - Lathe turnings for the two tank fillers, 
firebox top, inspection cover, dome, and the two 
parts that form the chimney. Each drawing was 
printed x10 final size (40mm scale) on graph pa-
per so that each 1mm square represented a 
0.1mm cut with the lathe. 

 

Lower left - The layout of the gears and motor, 
shown in red, on the Burtt drawing. Also note the 
complex brake gear. 
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Body parts were cut from 10thou sheet brass and chassis parts from 15thou nickel silver. Paper 
cutting patterns were pasted to the sheet metal using a glue stick and most cuts were made using 
a jewellerôs piercing saw, but the footplate was milled (see The L.B.& S.C.R Modellersô Digest 
11:63). Traditionally, the first task with any scratch build is to make the coupling rods, as their 
length sets the lengths and positions of other related parts. My attempts at producing acceptable 
rods with rectangular ends failed and I resorted to using a set of ready-made rods out of the 
spares box! The driven axles run in bearings set into beams that pivoted between the frames, and 
jig axles were used to set the bearings in the beams to exactly match the coupling rods. The   
trailing axle was set in hornguides, and the whole chassis assembly set up on an axle jig (see The 
L.B.& S.C.R Modellersô Digest 9:66). 

 

Some of the body and chassis 
parts, plus gear box and motor as-
sembly. Frame spacers were from 
the spares box and probably of 
South Eastern Finecast origin. 
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Forming the tiny crank clearance curves in the footplate was a challenge. The original plan was to 
form the valences from 1mm square brass but I found it impossible to get the tiny curves looking 
right. Instead, I cut 10thou brass sheet into six 3mm wide strips, bent each individual strip to 
shape, and then soldered three strips on top of each other to create the required thickness. The 
footplate was similarly bent, and the two sets of strips soldered under it, slightly set in from the 
side. The bends were formed by arranging a piece of 1mm square brass under each bend        
position and pressing hard on each side with a small piece of brass bar, practising first on scrap 
strip. The result has a few imperfections, but most observers of the completed model will not     
notice them. 

The other challenging part to create was the gothic firebox which had to look symmetrical in the 
side, front and back views. I made the firebox in two parts, each comprised of a side wall cut to 
shape, and a rectangle that would later be shaped to form the front or back wall. The upper 
curved section of each side wall was slightly over height so that when bent to shape the finished 
height would be correct. An internal former of the finished shape (less 0.5mm to allow for the wall 
thicknesses) was also cut (see cutting plan). Each side plus front/back wall was bent to             
approximate shape, then folded to form the corner; the straight portions of the side walls were 
then soldered to the internal former and along the remaining two corners. The sides were then 
bent to fit the former and soldered to it. Finally, the rectangular front/back walls were pressed hard 
against the shaped sides and soldered into shape. The excess metal on the rectangular front and 
back walls was then roughly cut away with a slitting disk and then filed to fit the shape of the 
sides. The first attempt was scrapped; the second resulted in good symmetry in each view but the 
top was slightly rectangular, i.e. the sides were not exactly the same shape as the front/back. The 
third attempt was rubbish, so I opted for the second, as the error was negligible. The internal    
former was then largely cut away using diamond burrs, and the motor recess opened out using a 
slitting disc and burrs. A test assembly of the chassis, footplate and firebox followed (see following 
photo). 
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First test assembly to check footplate 
clearances around wheels and the fit 
of the firebox over the motor. The top 
part of the firebox was lead filled. 
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Second test assembly to check the fit of the smokebox and boiler assembly over the motor. Note 
that the buffer beams (made from layers of a wooden coffee stirring stick) were fitted to the   
chassis rather than the footplate. The rear half of each side tank and the front half of the boiler 
assembly were lead filled. 
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Scratch building a locomotive from this era is always a voyage of discovery and taking a few 
wrong turnings is inevitable. Burttôs drawing led me astray in a few places, e.g. it does not show 
rear guard irons and I forgot to add them to my cutting plan, so I had to add them as an              
afterthought. I also fitted dumb buffers as per his drawing, and it was only when I came to write 
these notes that I realised that the photograph shows some sort of sprung buffers. However, they 
donôt appear to be of the usual self-contained type common to a great many Craven locos and  
rebuilds, and the official drawing does not show any buffers, so I decided to leave the ones that 
match Burttôs drawing. I also followed the drawing for the cab entry steps as it was impossible to 
interpret those seen in the photograph. His depiction of the lower section of the smoke box and 
cylinder chest sides is also difficult to reconcile with the official drawing, and with hindsight I 
should have fitted a standard smokebox wrapper. Instead, I made the smokebox using brass tube 
with the intention of creating the cylinder sides as a separate fitting. 

Compromises are inevitable to create a model that works, and the gear box unfortunately        
protrudes about 1mm forward of the side tanks. I did consider extending the tanks further forward, 
but experience shows that when you change a body dimension you can set off a chain of          
unintended consequences. Burttôs drawing did not include any sanding gear. Some locos of the 
era had a single sand pipe set vertically between the drivers, so I fitted a freelance sandbox in 
front of each side tank, and that conveniently hid the protruding gearbox. 

The brake gear was challenging but luckily only had to be fitted to one side of the model. The 
brake hangers and blocks were etches found in the spares box, including two that originally had 
curved backs and were intended for use on a Stroudley Terrier, but I filed back as much of the 
curve as was feasible without damaging the integrity of the part. The official drawing showed that 
the mechanism depended on a crank next to the firebox. Had the brake gear been replicated on 
the right side of the loco there would have to have been a linking shaft through the firebox!      
Discussion with Gerry Nichols and Chris Cox led to the conclusion that this locomotive had brakes 
on one side only, and subsequent study of drawings in Burttôs work identified other tank   
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 A - as drawn by Burtt. Movement is     
controlled by a screw, operated by the 
footplate crew; the screw moves a lever 
which pulls or pushes on the vertical    
purple rod; that links to the centre pair of 
brake blocks; the green pull rod links the 
movement of the near-centre green brake 
block to the front green brake block; the 
blue pull rod links the movement of the 
near-centre blue brake block to the rear 
blue brake block.  

B - the brakes are ñonò. When the screw 
is turned clockwise it pulls the purple   
vertical rod up, squeezing the centre pair 
of brake blocks against the wheels, and in 
turn, moving the green pull rod back, and 
the blue pull rod forward, thus transmitting 
the ñonò movement to the front and rear 
brake blocks.  

C - the brakes are ñoffò. When the screw 
is turned anti-clockwise it pushes the   
purple vertical rod down, pulling the    
centre pair of blocks away from the 
wheels, while also moving the green pull 
rod forward, and the blue pull rod back, to 
release the front and rear brake blocks. 

Brake mechanism diagrams.  
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locomotives that appeared to have had the same limited braking. The drawings all show the      
left-hand elevation but one example was right-hand side braked, namely 2-2-2WT No.14, and 
some details of its brake rods can be seen showing from the opposite side of the loco (Fig.21 in 
Burttôs book). All the other tank locomotives that had this style of clasp brakes were left-hand side 
braked, e.g. 2-2-2T No.98, later known as Seaford (Fig.42 in Burttôs book; also Figs 33, 35, 39, 
47, 85). Some other tanks had similarities to this clasp arrangement, including Jones and Potts 
single tank No.97, depicted here with No.115 (see  also Burtt Figs 2, 29, 93, 101, 102). 

The position of the rear spectacle plate is not clear from the photograph, and the likelihood of it 
being to the front or rear of the 
coal bunker was discussed with 
Chris and Gerry. The NRM 
drawings showed that the    
bunker was only 1ft 4ins from 
front to back, and there are 
known examples of locos with 
similar plates in both  possible 
positions, e.g. LCDR 2-4-0T 
No.145 had the plate to the rear 
but SDJR 0-4-4T No.12 had it to 
the front, in the manner of an 
enclosed cab. The photograph 
shows what might have been 
coal behind the plate, and if that 
interpretation is correct, the 
plate must have been in the   
forward position. 
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Burttôs drawing only showed a handrail along the boiler side, but the photograph appears to show 
a handrail along the top outside edge of the sidetank, and that is likely to have been continuous 
with the front of the boiler, like the modified ñWest End Well Tankò 2-4-0T No.378 (see The L.B.& 
S.C.R Modellersô Digest 17:68). The photograph also shows a vertical rail on the cab-side, and 
we can assume there was a rail on each side of the cab entry. The handrail knobs on the boiler 
side needed to be moved and I had a couple of goes at positioning the second knob before I was 
happy with it, and that left some messy soldering to clean up before painting. 

Burtt appears to have drawn a slightly oversized dome. The boiler is very small, and when I drew 
the dome with the flange size drawn by Burtt (as measured along the boiler), the flange extended 
much further down the boiler sides than in his drawing. I reduced the dome diameter slightly to 
make it a more plausible shape, but ensured it was still large enough to cover the internal fittings 
shown on the official drawing. 

We may assume that there was an inspection cover fitted to the front of the upper section of the 
gothic firebox, although it was not shown in the Burtt drawings. A simple lathe turning was made, 
ensuring that its button-like shape was thin enough to be bent to fit the curve of the firebox front. 
To bend it, it was fitted to a brass bar of suitable diameter, over which a brass tube was fitted, and 
the whole assembly was then crushed in a vice to bend the lathe turned fitting. 

Like No.58 that I described previously (see The L.B.& S.C.R Modellersô Digest 11:57 and 17:68), 
No.115 had both a well tank and side tanks. No.58 had a single filler within the cab area but 
No.115 had a tall funnel-like filler on each side tank. The official drawing shows a 4 inch pipe in 
the cab area connecting the well tank to the inner side of right-hand side tank, and presumably 
there was a similar pipe for the left-hand side tank. The pipe connected to the side tank just below 
the filler funnel, so the side tanks had to be almost full before water flowed into the well tank (it is 
not clear from the official drawings if the side tanks were also linked by a pipe under the boiler to    
ensure an even loading across the locomotive). 
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Final test fit prior to painting. 
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The completed body was painted with Railmatch post-1928 GWR green, chosen because it is a 
plausible match that I could buy in an aerosol to save having to get the airbrush out. Despite what 
I thought was vigorous mixing it went on thinly along some edges. Luckily, I had also purchased a 
separate pot of the same colour, but in acrylic. I decided this was an ideal time to try air brushing 
an acrylic paint for the first time, but I over diluted it resulting in an uneven splatter which I did my 
best to wash off, but some stuck fast, giving some areas of the boiler a blistered appearance, 
which might even pass as added realism! That still left the problem of the thinly painted edges, 
but luckily the colour match between the acrylic and enamel paints was so good that I was able to 
brush paint those areas, and with hindsight I should have tried that to start with. I resisted any 
thoughts of stripping the model and starting again because the imperfections are barely            
noticeable under normal on-layout viewing conditions, even if they do look like the Himalayas in a 
close-up photograph! 

The photograph of the prototype indicates that the lining comprised an inner pale line, probably 
white and a broad dark line, most likely black. There is a slight trace of what might be an outer 
pale line immediately above the buffer beam, but no sign of an outer fine line elsewhere. It is likely 
that there was an outer fine line, but it could not have been white as that would be seen as easily 
as the inner line. Given that the red end of the spectrum was not captured in monochrome      
photographs until 1906 when panchromatic film was introduced, locomotives lined in colours such 
as white, black and red appear to be lined with only white and black. (See associated article). 

Given the uncertain lining colour, the difficulty of achieving a smooth finish over the crank curves 
in the footplate, and my dwindling supply of suitable transfer lining such as white-black-red, I     
decided to restrict lining to the boiler bands, represented with red-black-red transfers. The        
cab-side number was Fox Graphics and the ñB 115ò was made up from leftover bespoke transfers 
printed on a micro-dry printer (OKI DP-5000) for a previous project. Finally, a coal load and crew 
were added, and the spectacle plate was glazed by drawing some Humbrol ClearFix across each 
opening. 
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Running with the new style 1020FE iron core motor is smooth with a Gaugemaster Model W   
controller but erratic with the Model HH feedback controller that I am used to using with my other 
small loco models, all of which have Mashima motors (mostly 10 series; some 12 series). 
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Return to contents page 

Photographs copyright Ian White 

The completed model. My project for this coming winter is to complete 
the Hailsham Mill layout and pose the loco with some suitable stock to 
recreate the c.1865 Hailsham photo! 
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On the left is óLeadenhallô from Hornby, and on the right óBrightonô from Dapol. 

Both are great models. Previously, I have complained that the split boiler on the Hornby model is 
more conspicuous than the cab roof on the Dapol model. Also, Hornby uses only one cab for all 
variants, with the additional holes for A1X additional pipework giving a machine gunned effect. 

Comparing TerriersComparing Terriers   

By Gary SmithBy Gary Smith   
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These pictures really highlight the different design choices. To my eyes, the darker shading on the 
name, the less prominent white lining and black pipework on the Hornby model make the          
Improved Engine Green appear darker. By contrast, the Dapol model includes additional details 
like lining on the buffer shanks, the copper capped chimney looks correct, and hand rails and     
fittings like lamp irons all come together to make it a much brighter model all round. Although you 
canôt see it here, Brighton's wheels are lined out, whereas Leadenhallôs are not. Weaknesses are 
the rivet detail on the Hornby cab back, and the lack of coal in Dapolôs bunkers. 

Return to contents page Photographs copyright Gary Smith 



 35 

  

Since the last, much enjoyed, Patcham gathering, I have spent virtually two thirds of my modelling 
time enthusiastically working upon óImberhorneô; this work is producing dividends, as I trust the          
following two groups of photographs and paragraphs will demonstrate. 

Introduction: Before we get into the photograph analysis, two essential aspects to consider:  

i) livery details;  

ii) traction and coaling. 

Livery Details: When Stroudley came south from the Highland Railwayôs Lochgorm works in    
January 1870, he brought with him some already existing locomotive design features e.g. white 
cab roofs and their shapes, plus the already applied (1865) improved engine green with elaborate 
lining. This livery was of the Scottish Highlands inspiration, not of the Sussex chalk downlands. 
Pendon Museum proclaims that their wonderful creation shows óthe railway in the landscapeô. 
Stroudleyôs livery proclaims the locomotive being absorbed into the Highlandôs changing colour 
palette of late summer, autumn and early winter in the Highlands, good tracts of which were  
clearly visible from Inverness, especially from the top of Ness Castle, including several Munros 
e.g. Beinn Bhreac Mhor (about 2,650 ft); this livery is a Highland scenery colour m®lange, both of 
the exposed rocks and the vegetation. I have explored a great portion of the Highlands, with the    
major exceptions of the Strathnaver and Strathallerdale zones. The following would seem to hold 
true for areas even as far west as those great Torridonian sandstone peaks such as Stac Pollaidh 
(about 2,000 ft) in the environs of Assynt-Coigach. The lining-out, especially on the very            
noticeable, white linesô sections of the boiler bands, can viewed as the mountain torrents and 

The Renaissance of ImberhorneThe Renaissance of Imberhorne   

By John ShawBy John Shaw   
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burns flowing in rapid profusion down the sides of the great u-shaped glaciated valleys, including 
the Great Glen. The adjacent colouring being that of the micro-climate induced vegetation on the     
incised valley sides and their floors. The very prominent white cab roofs conveyed the essence of 
the very many, prominent beinns, sgurrs and stacs, with their early winter snow-covered summits. 
The astonishing blue of the number plate backing, can be seen as representing the lochs or even 
the smaller, more profuse lochans of, say, the Flow Country. Nevertheless, it all fitted rather   
comfortably into white, chalky óSussex-by-the-Seaô for some decades! 

Traction and Coaling: 

Success on both fronts! 

The traction problem is nearly resolved. Electrics are not my strong point, but I have persevered 
to the point where traction occurs in both directions on a regular basis and the ófireworksô, whilst 
not fully eliminated, are greatly reduced. 

How the tender centre axle came to be drilled 1.5mm higher than the other adjacent two is a  
mystery, but the wheels did not reach the rails, but windmilled away to no great effect! After much 
thought and with some trepidation, I cut the frames immediately abaft the centre wheels, whilst  
also partially unscrewing the front and after frame structure retaining screws. This ploy worked  
immediately, with the powered centre axle dropping squarely onto the rails. With aid of plastic 
splints and super glue, the split frames were rejoined and the allowed to set really hard for a   
couple of days, before being painted over; you really canôt see the join! Traction was better both 
ways, but it was not yet good enough. Extra weight on the motor was needed, plus some          
additional remedies too. 

Fishing, both fresh water and coastal sea fishing, have a strong following in my city. Having        
located the main piscatorial equipment suppliers in some far-flung back road of an industrial      
estate, I set out during a quite spectacular thunderstorm to purchase large sea-bed functioning 
lead base weights; there was quite a selection to choose from, therefore, the additional weight 
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problem was heading for solution. For emplacing this lead on the tender top, the ideal photograph 
came when I found the well-known one (RAS WP102), c. 1898 of the Class B2 4-4-0 No. 209, 
ñWolfe Barry ñ, (built 09/1897), which had a wonderful mynydd (mountain) of very carefully        
selected and stacked, best Welsh steam coal on its large tender top. Stroudleyôs tenders of this 
era were large and long, as I can see from looking at the completed building of my second,     
contemporary L S W R 1879 Beyer, Peacock ñSteamrollerò 0162. These magnificent chunks of 
fresh coal were not as large as those upon B2 No.315 ñDuncannonôsò (built 07/1895) tender 
(Bluebell Railway Archives), but were nevertheless goodly sized chunks. Concerns about chunk 
sizes and shapes were highly relevant as, once I had carved up (N. B. in very safe conditions) the 
170 gm. lead weight into the preferred shapes/sizes to make a longitudinally-shaped half        
hard-boiled egg that I could glue to the tender top. I could then use appliqu® work to fashion the 
coal pieces onto the lead, with the greatest weight being directly above the centre, powered axle, 
thereby also making the shape as close to ñWolfe Barryôsò load, as I could. This did the traction 
aspect a world of good, whilst visually it looked quite compelling. 

The best steam coal was extracted from the central valleys of the South Wales Coalfield, with the 
anthracite laying to the west and the household coal to the east. Coal comes in many forms, but 
all the main forms, with the exception of lignite (brown coal, which does not have enough age nor 
metamorphic pressure) and anthracite (with its greater age and exaggerated formation pressure) 
allow óschistosity ô, i.e. having cleavage lines, like in slate. This meant that the fireman, faced with 
such photographed tender loads, had to develop a technique to break up such chunks rapidly, 
even as their train was on the move. I have seen two old films showing how this was achieved.  
Allowing the large coal chunk to jigger through the tender coal hole onto the firemanôs shovel held 
by the right hand in the lower part of the haft, the lump was so positioned that the cleavage lines 
faced upwards. Then, with the pointed end of his coal hammer, the coal was struck hard along a 
prominent cleavage line. The resultant, more manageable pieces were then cast into the firebox, 
once his driver had opened the firebox door via the spring-loaded handle to the left of the      
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backplate tray. To create further authenticity for the model, I went to my old F. J. Roche drawings 
book for shapes and dimensions for a firemanôs coal shovel and a coal hammer, both with shaped 
wooden hafts. Scratchbuilt, these items reside on the top of the coal on the  firemanôs side. 

This coal, I assume, came to the óBrightonô coastwise by colliers to Shoreham port from Cardiff or 
Barry Docks. There had to be shed staff who were true experts of dry-stone walling techniques, 
akin to those practised in the Yorkshire Dales. No mortar, nor glue kept their tender coal         
mountains in place and they had to remain both self-secure and be able to deliver their coal at a    
useable rate to the coal plate door. In pre-1914, the rank order table of coal stacking in shed 
grounds, would prove to be a very valuable and interesting read. The Great Eastern was fully   
devoted to stacking, as pre-1914 photographs of both Stratford and Ipswich sheds show, with 
large ôfieldsô of immaculately stacked coal. The North Eastern was no slouch at this activity, either. 
Consequently, colliery to consumption had to be a reasonably quick continuum. Where did the 
óBrightonô stand in this activity? Additionally, you cannot stack coal forever as a source of energy. 
Coal loses its calorific value very quickly. Furthermore, it is not advisable to transship it between 
transport modes several times, for even, if coal is a metamorphic rock, it is brittle, consequently, it 
does not take kindly to being dropped from a height into a collierôs hold, nor into a railway wagon, 
especially metal ones. What types and capacities of loco coal wagons did the óBrightonô possess 
and how many did it have? The L B & S C R seem to have been at at the top of the game with 
their coal procurement policies, which I trust the photographs and the model demonstrate. 
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Loco front. 

This, you might think, is the completed front of 
the engine, with burnished lamp brackets, door 
hinges and strappings and a plethora of route 
discs, together with later pattern Brighton 
headlamps ï do any of these survive? I have 
fitted the Westinghouse brake pipe and have 
ensured that we now have two buffers with 
burnished heads, one was missing upon       
arrival and a burnished draw hook with three 
link couplings has also appeared ï so far so 
good, but one main item is not correct and will 
need replacing, if at all possible. Whilst under 
some further research, it would appear that the    
cartouche apparently should have a different 
sequence of colours, including CREAM, plus 
the vermillion centre. The new waterslide 
transfers from Mike Waldron look as though 
they will solve this one. The model lacks a 
centre buffer beam lamp iron and the recent 
article in the Brighton Circular Vol 49 Issue 1    
suggests that this may need to be corrected. 

I have ordered from the NRM, two AO -sized 
prints of Brighton Worksô drawings, both at 1/2ò 
to 1ft. BTC relic 419/59 is of 2-2-2 ñGrosvenorò 
and Roll 496 is of ñGladstoneò. I am very used 
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to dealing with NRM North Eastern Darlington Works drawings, with my Raven Pacific GA being 
some 8ft by 3ft. Therefore, I shall be intrigued to see what Brighton Works drawings are like. I 
would like to build some between the frames details as there is a very visible, gaping hole         
beneath the boiler with plenty of the inner red frames on display. The details for the cylinders/
valvesô fronts, plus drain cocks could also then be built. 

 

Following page  

Firebox, Westinghouse brake pump, speedometer gear and number plate fixing. 

The firemanôs firebox side was adorned with the Westinghouse brake pump and its related piping. 
Steam drifting from it when it was at work might have caused some sight problems for the crew, 
just like that from the Salter safety valves, but these could only have been short-lived. I discussed 
renovating and fully lining out the pump in the initial article. The whole ensemble was much       
enhanced by the fitting and polishing of the copper piping. 

A speed recorder was fitted on this side too - a chain driven affair from the driving wheel centre 
boss. This was very advanced kit for the time. That which you see is my second attempt at it: the 
first did not pass muster. The rear brass boss was cut from thin brass sheet using a paper hole 
punch. Then the raised centre for the bearing end was stamped in, using an old centre punch and 
the outer bearing end fitted into it, as was the retention at the opposite end. This finished the rear 
end of the body fabrication, which was fixed behind the valence; the brass outer face being      
polished and varnished, just like the prototype. The boss on the driving wheel was made from a 
very conveniently shaped and sized top hat bearing that was super glued to the driving wheel 
boss, once the central location of it had been divined. The prototype speedometer was chain-
driven, the best photograph I have seen would suggest a double chain. At this scale, I viewed 
chain building as a ñbridge too farò exercise, so a substitute was made from doubled-up, twisted 
claret cotton, which was then dipped in diluted varnish, one end being formed into a closed loop 
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in the process. This when dry and made flexible again, was put around the bearing and boss 
ends, gently tightened and ends knotted, leaving just a little sag in it, as with bicycles of old. It has 
passed operational testing. 

Number plate and works plate fitting can cause a good stir with me, because of the delicate and 
precise nature of the work involved. These two sets of plates came from Ian MacCormac and they 
have delighted me. Virtually all of the initial work was completed in a box so that nothing could 
spring away and be lost on the floor. I carefully and very slowly cut a number plate and a works 
plate from the fret with my finest pair of scissors, ensuring that the outside rim of the plates        
retained their curvature, any roughness being gently chamfered off with the finest of emery       
papers. The blue background paint, from the same tin I used for óFalmerô 25 years before, was 
used in slightly let down form to ófloodô the background areas. Cleaning activities by shed          
operatives would have left thinner areas of this paint and this has been achieved. No glue was   
allowed anywhere near the fixing processes. Careful measuring was performed several times to 
define the emplacement spot and trial placings followed. When all was thought to be óA1ô, the   
engine was laid on its side, the plate was removed northwards to allow a small spot of let-down 
varnish to be laid at its centre. The plate was returned by gentle, slow sliding so that no bow wave 
of varnish went before it. Using two fine-pointed, new cocktail sticks, I shunted it about until I was 
satisfied all was correct; this was then left for an hour to set. After that, using a broad, very          
fine-bristled  varnish brush, the whole cab-side was painted with let-down varnish and left to dry 
overnight. This varnishing routine was repeated three more times. 

This method was repeated for the workôs plate, with the additional proviso of using a good      
magnifying glass, to ensure the text was correct way up! 
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Cab Details 

This has been the major constructional task of 
this project!! It could not be escaped, nor was it 
going to be, for there was nothing in the cab 
but empty space - not even the initial paint on 
the walls was the correct colour. 

The only reliable drawing was to be found in 
that slim, but brilliant book by F. C. Hambleton, 
his óLocomotives worth Modellingô p.18. This 
should be improved when I receive my 
óGladstoneô drawing from the NRM, as this one 
has the features drawn as looking from the 
rear to the front. Photographs, clear, good 
quality ones, seem just as scarce. There is one 
in P. J. Wisdomôs HMRS book and one in an 
early NRM brochure of óGladstoneô, when they 
were setting up, but after that you have to trust 
to experience. Whilst Hambleton records the 
cab wall colour as óyellowô, this does not agree 
with the NRM photographic evidence. After a 
long discussion with Ian MacCormac at 
Patcham, we concluded that óTanô was the   
appropriate colour, thus the walls were so 
painted. 

A plethora of the correct scale brass castings 
sourced from Ian Young at Sanspareil Models 
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in Carlisle, to whom I am very grateful, now 
came into play, boiler backplate first. The      
already fitted checkerplate cab floor needed 
some gentle burr work before the backplate 
slipped into position. Then it was centred and 
secured. Next the two prominent gauge   
glasses, the double-faced Westinghouse brake 
gauge on the left wall and the boiler pressure 
gauge on the right wall were installed - N. B. 
not on the front wall. Proper printed faces were 
sourced, far better than the efforts I tried       
initially. They were varnished onto circular 
plastic bases, cut by a paper punch, then fitted 
into brass rings. Following fitting to the walls, 
their copper pipings were then attached. Two 
brass spectacle rings were conjured up to the 
size in the Hambleton drawing N. B this is of a     
different diameter to the cab front version - 
how has this occurred? A whistle handle      
appeared too. 

The regulator handle came next, perhaps the 
most prominent item in the cab ï but how to 
build a convincing, moveable one? Using 
some nickel strip I drilled a fine hole in it, then 
shaping it into the main handle and burnished 
it. The straight bullhorns, with their pommel 
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ends were then added; they are the ones in the photographs. I judged them too intrusive in the 
end and made two more narrower, shorter spindles, still with the pommel ends and these look 
much better. 

The boiler regulator hole, already cast into the back plate, was slightly enlarged to take a nut and 
then drilled through. A small washer was then placed behind the main handle. The body was   
separated from chassis, so that the main spindle could have another washer added in the firebox 
space, followed by a locking nut, which had a blob of glue dabbed on the spindle to stop it     
working loose. Some oil was applied to the cabside nut/washer zone and movement ensued. It is   
usually kept in the shut position. 

Gauge glasses came purchased from a new supplier, coming in two brass cast top and bottom 
parts and a 3-D printed light blue translucent glass, which I made up, drilled holes in the back 
plate and fitted. The left hand one has had to be re-adjusted so that it stands vertical, like the right 
hand one - they look suitably convincing. The requisite piping was then added. Seating was made 
from a marquetry sheet of burr maple, both being very carefully chamfered and shaped to fit a 
round the backplate edge and into the cab corner, whilst the edges were bevelled; both then      
received three coats of varnish. 

Many kinds of other equipment followed, including the reversing wheel, which I think still needs 
some latch gear on the top and the speed recorder gauge, which had a liquid filled vertical glass 
tube to give the readings. Some thirty years ago, I persuaded the Science Dept. technicians to 
extrude some glass tubing into a very thin section. They produced some lovely thin tubes, the last 
of which I had available to make this gauge. Using two filed down hand rail knobs, I slid the glass 
through their apertures and glued them in place. So far so good - now to fit them into the top   
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right-hand corner (firemanôs side) of the cab without breaking the glass. This was achieved by  
rolling the engine unit onto its side, then placing two blobs of glue at the top and bottom locations. 
Using my finest pair of tweezers grabbing the bottom brass knob and with the aid of a cocktail 
stick, I carefully put it in place and let it solidify; its piping followed. All the other piping sections 
and other apparatus followed, including some items of unknown purpose to me, such as the large 
item with a tap top at the right rear base of the driverôs óseatô. 

I use the word óseatô with some caution, as that on the firemanôs side could only be used by  
squatting down, and the driverôs by perching on the narrow óshelfô, inwards of the reversing gear. 
Hambleton described the cab layout as ówonderfully neatô. That it may have been, but I suspect 
there were operational difficulties with it. The driver had to stand behind the reversing screw,      
almost standing on the fall plate to operate it and being left -handed would have helped. This may 
also explain the need to have the two rearward extension spindles to the regulator, which also 
had to be very easy to move. The driver could not stand further to the right as he would have    
obstructed the firemanôs throw. The cab sheeting design is, essentially, pure Highland Railway, 
like that on their No. 2 óAldourieô, with the exception of round spectacle plates, not square ones. 
This meant the driver standing to the right of the cab cut out, enjoying all the all-season benefits 
of fresh air. At least they were spared extra fresh air by the non-provision of ventilation holes 
along the top of cab front sheet. Perhaps it was true that the óBrightonô only allowed funnel front 
running, as there were no tarpaulin tags along the cab roof rear nor any extended retaining irons 
on the tender coal space front as the L S W R tended to do; these are very difficult to model, as I 
know from experience. 
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This and following page 

 

Tender rear: 

Good detailed views of this area are hard to 
come by, but persistence has paid off.        
Burnished coupling hook and bright          
Westinghouse pipe restraining chain in real  
silver to enhance the views. Enhancement was 
further extended when I sourced and fitted two 
sets of working buffers. The heads were     
burnished and the stocks painted claret, but no 
lining out has yet occurred. One view, has the 
red lamp in position, the other has it removed 
to show the engine number transferred on to 
the tender flare. Whether the transfer font is 
fully correct is open to question. There are no 
commercial transfers apparently available, 
whilst the Brighton number font contained a 
very unusual font for the seven ï a ó2ô inverted 
clockwise and without the circular end to the 
upper top lefthand extremity. This, and the   
associated number plate design were direct 
descendants of the Highland Railwayôs plates. 
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Coal hole door partially open. 
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This and preceding page 

 

Tender Front: 

If you want clear photographs to help you with 
modelling the tender front, you are in for quite 
some search, but there have to be some 
somewhere. Better still are the drawings in 
Hambletonôs excellent work on pages 94-95. 
From them, you can build the two water supply 
taps at the front of coal space (done), the ôpepô 
pipe tap towards the base of the driverôs side 
on the front of the coal space plate (done), 
front plate top coping (done) and a working 
sliding coal space door with its brass knob 
handle (done). Next, you can paint the non-
brass parts in Stroudleyôs dark olive green 
(done). Note that the coal hammer and the 
coal shovel are resting on the coal top, along 
with scratch-built fire irons, a bucket, spare 
lamps on the shelf and one of Brightonôs 
uniquely shaped oil bottles in its correct place 
according to J. N. Maskelyneôs drawings. 

This records progress up to 19/08/2023, more 
progress has been made since and there is 
more still to do! 

Return to contents page Photographs copyright John Shaw 

Coal hole door closed. 
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Lewes Station Goods Shed of 1846  

a 3D CAD Model  

By David Rigler  

In previous articles I have   
described and shown my     
efforts to create 3D models of 
the buildings associated with 
the first and second stations 
at Lewes. The goods shed 
was the last major structure 
of that era remaining for me 
to complete. 

The goods shed in Lewes  
appears to have been       
constructed at the same time 
of the first terminal station. It 
lasted well into the 20th    
century before being           
demolished for                     
redevelopment of the area. 
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The primary modelling has been carried out 
to reflect the very early days. As usual as 
much information as possible was gathered 
to start estimating the building dimensions. I 
have repeatably found the large scale 1/500 
1879 Ordinance Survey Maps of the area 
useful as one of the triangulation points when 
the building footprint is shown. However,  
caution is needed as in this case the loading 
bay openings are shown equally spaced 
whereas the photographic evidence showed 
they were not. 

This footprint also indicates it was after the 
wooden extension was replaced by a brick 
built one. You will see later that, as an         
exception, I have modelled this later addition 
for comparison. 

Also visible in the aerial photographs is a   
canopy over the right hand loading bay. I    
believe this was a later addition and is not 
modelled. 
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Many years ago, I was fortunate to have acquired prints of 
some detail of the building in its later days. The central   
window, I believe, is a late modification which I chose not to 
model. Similarly the far extension looks to be a later addition 
and again is not modelled. 

These prints helped me work out that there was a slight 
slope down on this side from the doorway to the loading 
bays. The down pipe style with hopper is modelled from an 
earlier photograph.  
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This and the following page show various 
views of the building in its earlier period, 
with timber extension at the southern end. 
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This view shows the later period, with 
the southern extension now built of 
brick. 

The photograph below is after the 3rd 
station was built and shows the       
rerouted Uckfield line running behind 
the goods shed. 
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I donôt usually model the interiors of the building 
but, having a good photograph to work with, I 
have included some of the structural roof detail. 

I was also intrigued by the loading bay doors and 
how they opened. The wall structure and step 
back above the doors all indicate that the doors 
slide into the wall. I have not seen this before so 
would be interested in comments regarding this. 
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 To finish, here are two aerial views of the model, 
showing the roof frame structure, alongside a    
photograph of the goods shed in its later form. 

Having completed a physical model of the first    
station, which can be seen near the top of the     
picture, I am contemplating modelling the goods 
shed and creating a working model of this limited 
area. 

My reservation is having to also model the stock of 
that period to go with it! 
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Standard Elevations of the Goods Shed 

Images copyright David Rigler Return to contents page 
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How this came about is the culmination of many factors. When I started my railway career at 

Selhurst in 1975, there were still people working there who had worked on the LBSCR ñElevated 

Electricò trains, mostly at Peckham Rye, and I was fascinated by some of their stories of a system 

of which I was vaguely aware. At that time the AC electric shed at Selhurst was still in use as the 

paint shop and the high doors and electric tie-offs for the overhead told their own story. I started 

looking into this system and, although not much was written at the time, I started noticing old 

switch cabins and the bases of the overhead masts. 

Over the years this developed into an interest in early electric railways, ie pre 1914, and, with my 

interest in the LBSCR in general and my fascination with the Edwardian period, I started thinking 

about an Elevated Electric model. 

After a number of false starts, I was spurred on at the last 2023 Wealden Railway Group           

exhibition when I was asked will I ever do the AC layout! Challenge rather stupidly accepted. This 

coincided with what passed as retirement, so I thought that I would have plenty of time to do this. 

As this is an exhibition of small layouts, the layout had to be small and this was the first problem. I 

wanted to produce a ñwhat ifò type layout based in South London in 1911. This I reasoned would 

allow the running of Crystal Palace stock at some point. First of all, I needed a name. Modelling 

an actual station would be out of the question in the space available, so I settled on Deptford 

Road which sounds South Londonish. 

Deptford Road  

By Ian Buck  



 60 

  

This layout was rather bizarrely inspired also by a mug. 

I have, as a family heirloom, a mug issued to my  

Grandma at a large gathering of schoolkids at Crystal 

Palace to celebrate the coronation of George V. As she 

lived in Hammersmith, I like to think that she would 

have caught the very new Elevated Electric service to 

Crystal Palace from Victoria, having firstly caught the 

electric District Railway. 

Some of you will probably shriek in horror when I say 

that I am using Peco 00 Streamline track and the few 

vehicles that I have use commercial couplings at the 

moment. 

I set myself the following parameters  

- the main line must be on a viaduct, 

- the station will be similar to those at Queens Road 

Peckham, Old Kent Road and East Brixton, 

- the main line shall be electrified on the overhead    

system (which was the whole point), 

- there will be a low level goods yard for added interest, 

- the year shall be set at 1911 and 

- there shall be an electrical switch cabin. 
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At this stage I have to mention the inspiration that I have got from the erstwhile Brighton Road P4 

layout. 

One thing about modelling an urban scene is the amount of buildings and structures that have to 

be constructed, even with a layout as small as Deptford Road. This meant an almost bottomless 

pit of materials were required, including sheet plastic of various thicknesses and several sheets of 

Wills building materials, predominately cobbled stone and Victorian pavement. 

Most of the buildings in South 

London, including the railway 

ones, are made in brick, which 

meant the use of numerous 

sheets of Slaters embossed 

plasticard. Wood was also 

used for platforms and station 

shelters and for these I have 

used scribed plasticard to keep 

the costs down. However, 

where possible, I have used  

recycled material. The columns 

holding up the platforms are 

from a couple of metal coat 

hangers. 

The station buildings are based 

mostly on East Brixton and 

South Bermondsey, as that is 
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where most photos seem to survive. The switch cabin is based on that at East Brixton. The South 

London cabins were surprisingly modern especially when compared with what followed for the  

later schemes. 

The overhead gantry supports were unique in their concept and, on the original South London 

Line electrification, were well over-engineered. They were also built to fit their location meaning 

that few were the same. I have used this to my advantage, making gantries out of Woodland  

Scenic plastic girders and cross truss sections. 

One thing you notice about Edwardian street scenes are the number of people present. So far I 

have only acquired a few and these have come from Langley Miniature models, as have the few 

road vehicles. 

Railway vehicles so far collected are mostly freight, consisting of some open wagons, vans and 

rectangular tank wagons. I have a Bachmann E4 radial tank and a Hornby Terrier named      

Earlswood. This is not strictly relevant to the era modelled, but I live in Earlswood, so the        

temptation is there. I have models of a South London driving trailer and a South London first class 

trailer. I had also modelled a South London power car but, after completing it, I realised I had 

made a mess of the width and have had to start again. 

Things still to be done are many and varied. They include the overhead catenary and the        

construction of at least one SL power car to go with the driving trailer I already have. After this, I 

shall make two more SL power cars in original condition, to match the first class trailer. I am also 

eagerly awaiting the Rapido E1 tank engine but I shall not hold my breath. 

The platform buildings and canopies need to be completed, as well as platform details. Signals 

will also be required, controlled from an above-the-tracks mounted signal box ¨ la Battersea Park. 
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Several more figures need to be acquired, as do more horse drawn road vehicles and perhaps 

one or two early cars. 

The initial intention is to get Deptford Road into a condition that can be exhibited at the Wealden 

Railway Group exhibition in Steyning in March next year. Following that, it is intended to upgrade 

the layout, fit 3 link couplings to wagons, enhance details etc and to build phase two, which will 

essentially add to the station 

and viaduct section. I would 

like also to build models of all 

pre-first world war overhead 

stock, which basically means 

the Crystal Palace stock and 

the overhead line         

maintenance vehicles.     

However, just to throw a   

wobbly into the mix, I have 

started working again for a 

short while, so the time I 

thought I had is not there any 

more! 

I hope that by the time of the 
next Modellersô Digest, I shall 
have a lot more to report. 

Photographs copyright 

Ian Buck Return to contents page 
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One fine day, I was idly chatting with Chris Cox, proprietor of 5&9 Models, and he mentioned that 
there was a requirement for an LB&SCR timber truck kit, preferably from an earlier period. There 
had been a timber truck kit in Eric Gates' Woodham Wagon Works range but, as I understand it, 
the drawing used was one of my very early ones, using the best information available at the time - 
which was not very much. 

Since those far off days of the 1980s, copies of the timber truck designs of both Stroudley and 
Billinton have come to light and this seemed a good opportunity to make some use of them (see 
drawings on following pages). I therefore undertook to create a master, from which Chris could 
make a mould for casting, and set to work with styrene, scriber and scalpel. 

Creating masters requires some thought. Most wagons are "more or less" symmetrical. If you are 
canny, you can get away with making only one side, one end and one solebar. The big caveat is 
that each must fit the others in both left and right orientations. 

A second caveat is that "more or less", which I put in inverted commas for very good reason. Most 
of the masters I have made have been for prototypes from before, sometimes well before 1900. 
This means, typically, brakes on one side only. So, while the wagon is symmetrical in body        
design, it may have lugs and brackets which appear on only one side, and there is then a         
decision to be made whether to cast detail and remove from one side when in the construction 
phase, or to cast separately. In this case I decided to omit the brake lever fulcrum, as it was a 
simple blob and easier to add subsequently than to cut off. Some may disagree. 

A Stroudley Timber Truck  

By Simon Turner  
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The next issue to ponder is how close to the prototype can we go. I have for many years used 
compensated axleguards of various types but they are designed to a standard which reflects the 
axle lengths of available model wheels. So you need 24.5-25mm between the solebars, unless 
you are going down the road of bespoke axleguards and making your own axles. It can be done 
and I have done it - which is why I don't do it now: life is quite literally too short. 

So, to the purist, the kits I design will never be perfect, but your axleguards will fit, once the soles 
are in place, and, should you go down the route of sprung buffers, there will be enough clearance 
for those as well. 

To the case in point, the Stroudley timber truck of 1876. I first thought that this would be a doddle 
but should have known better. The largest, most visible part of a timber truck is the floor and, 
since there is only one, each spin of the casting machine generates a spare, as I only did one 
side, one end and a sole. You also get a spare bolster. 

The floor is an absolute pig as it has a large circular rail for the bolster to turn on. This required 
cutting a 0.75mm wide circle on a radius of about 15mm. The result is OK, but this is where 3D 
printing would have the edge. In principal if you can draw it, you can 3D print it: your drawing is 
your master. 

However, you cannot 3D print white metal and a little wagon like this needs to have weight to be a 
decent runner, so the light materials of the 3D print world are not ideal in this instance. You come 
across the same problem with open wagons in styrene, whether scratch or kit built. A floor made 
of 1mm thick lead sheet is one solution but, even then, in my humble opinion, you need extra 
weight. 
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Picture  1  

The completed master. This is how the kit 
starts out. As can be seen, the large radius 
curves have proved difficult, but they can be 
tidied up with files etc. when cast. More       
serious was the fact that, being lazy, I used 
Evergreen planking for the floor, with the     
unfortunate result that, in some places, the 
"ironwork" sank into the grooves. On the  
model, once painted black, this defect will be 
noticeable only by those with supernaturally 
good vision. 
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The Kit  

Picture 2  

The kit of parts. This is what comes out of the bag. Chris has added axleboxes, springs and a 

brake lever. 


























































































































































































































































































































