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EDITORIAL 

By now, most members will have come out from 
hibernation and many will be making visits to old 
haunts in these islands and perhaps going further 
afield to the Continent, and, for the bolder ones, 
beyond. 

Other members will carry on with the arduous 
but rewarding work of preservation. Others still 
will be delving into the archives of History 
searching out new facts about this fascinating 
subject of ours. 

But whatever their interests, each member 
will discover something new to think and talk 
about. Well, why not write about it too? These 
pages are ready and waiting. The Editor awaits 
every visit of the postman with expecba+Lon, So 
put thoughts of the gardening aside, grab pen and 
paper ••••• and write. 
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A GASWORKS t LOCOMOTIVE PRESERV'i:D. 

Last year the little gasworks' Locomotive which is 
illustrated in this issue travelled south from the 
Provan Gasworks, in Glasgow, where it had worked all its 
life, to the headquarters of the Railway Enthusiasts' 
Club at Farnborough, R:'UD.pshire. 

This Club had successfully launched an appeal for 
funds to save the locomotive for preservation. The 
locomotive was built by Andrew Barclay, Sons & Co. Ltd., 
of Kilmarnock, in 194-6, being their works I number 2207. 
It was purchased to augment the stock of forty-year old 
Barclay tank locomotives working at the gasworks and it 
was an exact replica of the earlier locomotives, being 
an 0-4-0 front tank locomotive. These locomotives were 
built to a restricted height as they were required to 
work under retort houses in order to collect the ash. 

When the narrow gauge system at Provan fell out of 
use the Club decided to preserve the locomotive as no 
other Barclay front tank_locmotive was in preservation 
nor had any 2'611 gauge industrial locomotive been 
preserved. Furthermore the Club thought it desirable 
that a modern narrow gauge steam locomotive should be 
preserved. 

The locomotive arrived at Farnborough on 7th April, 
1962 and the Qlubts Curator of Equipment, Roger Thornton, 
bas sent us the following report: 

"After our little locomotive first arrived at Farnborough 
in .April, 1962, there was, for a short time, a tremendous 
burst of enthusiasm for cleaning and polishing of brass, etc., 
but it was obvious that more than this was required to put the 
locomotive into a condition such that it could truthfully be 
described as preserved. 

Study of the maker's photograph and general arrangement 
drawing showed that the amount of work needed to achieve this 
was going to be more than could be done in a single Summer so 
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it was decided to strip the engine of all the removable 
parts and to concentrate on getting what remained into 
a fit condition to vvithstand the Winter. To this end 
the loccmotive was cleaned down thoroughly, (and with 
16 years accumulation of genuine gasworks' muck to 
remove that was no ten-minute job J) At the same time 
the handrail stanchions and front buffer beam were 
straight"ened up and then the whole given a couple of 
coats of paint;. 

As these notes are written the loccmotive· is still 
h-'.l.lf-buried in snm.r but work goes on indoors on such 
tasks as making new coal bunkers, sandboxes and foot 
plating. Patterns have been made for casting nev; lids 
for the water tanks and a replacement works' plate will 
have to be cast to replace one that got lost when the 
sandboxes were removed at Provan. Happily, one of the 
drivers salvaged a maker's plate so we have a pattern 
to work fran. Meanwhile various smaller parts are 
being restored and repainted ready for refitting when 
(and if') the warmer- weather arrives." 

There is, of course, a lot more work which will 
have to be put into the locomotive. The appeal fund is 
still open and if anyone feels that he would like to 
send a donation to help with the work he should write 
to C.E. Rickwood, 38 Argyll Avenue, Southall, Middlesex. 

The locornotive1s principal dimensions are as follows: 

Wheel dia. 
Vfueelbase 
Cylinders 
Boiler pressure 
Heating surface 
Weight in working order 
Overall length 

II width 
11 height 

2' O" 
3' 011 

7" X 10" 
140 p.s.i. 
135 sq. ft.· 
7! tons. 
13' 1" 
4' 5!" 

. 5' 9-i" 

- - - - - - - - - - - - - - - - - - 
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T.ffE NARROW GAUGZ LOCOMOTIVES OF HUDSWELL CLARKE & CO. LTD. 
by R. N. Redman, 

Part 1 - Narrmv Gauge on the Roof of the World. 

One of the most interesting narrow gauge railways 
in South America, a country of outstandi.i.,g railways, is 
the British ovmed .Antofagaster (Chili) and Bolivia 
Railway Co.Ltd. (F.c.A.B.), originally ~.J:J.ilt to a gauge 
of 2' 611

, The first section was constructed in 1873 by 
the Compania de Salitres Y Ferrocarriles de Antofagasta 
to bring· 'Caliche' or nitrate bearing soil from Salar 
Del Carmen to .Antofagasta on the coast, a distance of 
35 kilometres. 

The British canpany acquired the railway on 27th 
November, 1888, but granted a lease to the Ccmpania 
Huanchaca de Bolivia for a period of 15 years as from 
1st January 1889. Upon the tennination of the lease 
at the end of 1903, the F.c.A.B. resumed possession 
and has operated the line ever since. The expiration 
of the lease coincided with the beginning of considerable 
industrial expansion in the area. The copper industry 
began to expand and caliche was now being treated on 
the parnpas, prior to shipment by rail to the coast; this 
gave an immense :impetus to the nitrate trade and left 
the railway inadequate to handle the resultant volume 
of traffic. A concession was obtained and a line was 
built to Mejillones, a sea port with a fine harbour to 
the north of .Antofagasta. 

Many new locomotives were required and orders were 
placed with English and American builders. The Railway 
Foundry supplied four locomotives, two of these were 
0-6-2 side tanks , works' numbers 782 and 3 of 1906, 'No.55 
LAST.E:NIA' and 'No.56 ANITA' later numbered 5 and 6. The 
other two were 2-8-2 tender locomotives, works' numbers 
787 and 8 of 1906, 'No.139 LEONOR' and 1No.140 :Ni.ARIA'• 
All four engines were placed in service in 1907. 

Even with a gauge as narrow as 2'6" standard goods 



wagons warTied as much as 20 tons, and sleeping and 
dining cars were provided on the main line trains, but., 
as the Company gradually assumed control over other 
railways in Bolivia, which., like the Chilian Government 
railways were of metre gauge, the board decided on a 
programme of ccmplete conversion to metre gauge. The 
First World War put a stop to most of the work until 
1926, when the company's workshops at Mejillones were 
faced with the task of converting 61 locomotives, 103 
coaches and 2,140 wagons, as well as the co~struction of 
new and larger rolling stock. Work started at the rate 
of two loccmotives and 60 to 80 wagons per month, but 
later speeded up to a rate of 250-300 wagons per month 
towards the end of the programme. 

Work on the line itself proceeded rapidly until 
the end of June, 19281 when all was ready for the final 
conversion of the main line. Due to a large number of 
bridges it was not possible to 'third rail' the track 
as had been the practice, both rails had to be moved 
to preserve alignment, and this left a distance of 
286 kilometres of main line to be changed. To do this, 
the necessary authority was obtained from the Chilian 
and Bolivian Government to close the section for six 
days, 5th. July to the 10th inclusive. This meant 
converting 48 kilometres a day in mid-winter at 101000 
to 131000 feet above sea level. All went well and the 
work was finished on the 9th July, and on the evening 
of the 1oth1 the first metre gauge international train 
left .Antofagasta on the run of 1,173 kilometres (just 
over 700 miles) to La Pas, accomplishing the journey 
without incident. 

The present total length operated by the Company 
in the ~no states is 1847 miles, part of which is the 
216" gauge, 88 miles long Aguas Blancas Railway acquired 
in 1908, and it is interesting to note that the metre 
gauge branch from Ollague to Punta Alta in Chile, a 
distance of 59 miles., built in 1907 to serve copper 
miries at Collahuassi, attains a height of 151835 feet, 
the highest point reached by any railway in the world. 
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All four of the Hudswell locomotives were converted 
to metre gauge in 19281 and the two 0-6-2 tanks to oil 
firing in 1921. Works' No. 782 was sold in March 1935 to 
the Sooiedad Fabrica de Cementa of El Melon in Chile as 
a works' shunting engine. 

My records with regard to the other locomotives 
only cover their history up to 1960, w-ith the unavoidable 
spread of diesel-electric traction since then all three 
will have more than likely been scrapped~ In 1960 No.783 
was workshop's shunter at Mejillones, havang had a new 
firebox in 1946 and its last general repair in 1954. No. 
787 was converted to oil firing in 1919 and had its last 
general rebuild in 1951. It ran 216,000 kilometres up to 
1960 and was then awaiting scrapping. No.788, the other 
2-8-2, was converted to oil firing in 1923 and was rebuilt 
in 1949 aft er which it did 177,000 kilometres in times of 
intense traffic on the railway up to 1960. It was then put 
on a stand-by, and with the new diesels :imminent was not 
expected to run. It is very doubtful if this engine will 
have been placed back in service. 

In closing I should like to thank Hudswell Clarke & 
Co. Ltd., for permission to reproduce the \Yorks I photographs 
for the two designs and Mr , R.H. Dobson, Managing Director, 
F.c.A.B. for historical and performance details of the 
individual locomotives. 

The leading particulars for the two designs as built are 
as follows: 

Cylinders 
Dia. of coupled wheels 
Dia. of bogie wheels 
Rigid wheelbase 
Working pressure 
Gauge 
Weight in w.o. 

Nos. 782/3 
15" X 1811 

3 'O" 
1 '11" 
810" 

160 lbs. 
2 '6" 

34t.12 cwt. 

Nos. 787/8 
15" X 2011 

3 '3" 
2'311(Tender 2r3u) 

10'7" 
i 60 lbs. 
21611 

66t. 10 cwt. 
(with tender) • 
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SOME NOTES ON Tills INTERNAL-COMBUSTION V?.:JITCLE_.§. OF THE 
RAVENGIJl.SS & ESKDALE RAILWAY - by A. R. Douglas. 

'ECONOMIC' This was a very small four-wheeled scooter 
built by Robert Johnston, R & E.R. engineer, at Raven 
glass circa 1919. It was fitted with an Econanic air 
cooled two-cylinder two-stroke engine of 1~2! h.p., 
intended for use on a pedal cycle. It had a B & B 
carburetter and Bovfden controls., and drove the rear 
axle by a chain, no gearing or reverse being fitted. 
The driver sat next to the engine., and a mail basket 
was fitted at the rear (The R & E .• R. carried mails 
until 1926). A passenger could sit on the front., but 
if tho basket was loaded first the vehicle tipped over 
since it only weighed a few hundredweights! One vehicle 
could be towed. This scooter was scrapped circa 1923. 

'DOUGLAS'. This was a second scooter built at Ravenglass 
circa 1922. The engine was a Douglas air-cooled type 
of 4-4-!- h.p. and it drove t hrough a two-speed gearbox. 
This scooter could haul one coach and was often used 
on winter trains. It was later fitted with a dish-shaped 
streamlined fairing with a small grille in it and the 
driver sat behind it. It was scra:-pped at sane time before 
1925. 

'MODEL T'. A most peculaa- vehicle built circa 1923 by 
Francis Theakston Ltd., of Crewe and London. The chassis 
of a Ford Model T oar , complete with engine, was mounted 
on a four-wheeled rail chassis. The four cylinder., 2.9 
litre 22.4 h.p. engine drove via a three-speed, one 
speed reverse, epicyclic gearbox, to a jackshaft. There 
was no clutch, there being one pedal for each gear. Tho 
jackshaft wus connected by outside chains to tha rear 
axle, which wn.s coupled inside the frrunes to the front 
axle. 

The engine, with the original bonnet and radiator, 
was mounted several feet above rail level, together with 
a high wooden bench seat for the driver. The rail chassis 
wns outside framed, and the chains were covered in. The 
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unit was unsuccessful, and was scrapped in Autumn, 1925, 
although the engine was later incorporated in the next 
vehicle to be built. 

'ICL N0.1 '· Still in existence, this locomotive was built 
by the R.&.z.R. in Autumn 1925, the wheel formation being 
4-4-0. A Douglas two-cylinder 8 h.p. engine, which originally 
powered a First World Viar W .D., lighting pln.nt, drove through 
the gearbox taken from the 'Model T'., T>.e drive led into the 
differential case, but the gears drove directly onto the axle 
to which the wheels were shrunk. The wheels were mounted in a 
two-axle f'rame rigidly fixed to the maan-f'ramc, 

The body was of the 1steeple-cab1 type, built of teak, 
and had twin circular lookouts, with a horizontn.l grille at 
the front. The engine was found to be too weak and so in 1 927 
it was replaced by the one taken frcm the 'Model TI and at the 
srune time twin headlights were fitted. The plates fitted to 
the locomotive stated, incorrectly., that it had been built in 
1927. In this fonn the locanotive and one four-wheeled coach 
once flew fran Dalegarth (old station) to Ravenglass in 15 
minutes 25 seconds, an average speed of 26.7 m.p.h • .A maximum 
of 36 m.p.h. was reached, truly remarkable on the alpine 
gradients and sharp curves of 'Ratty'. · 

On 2.10.28 the locomotive and ICL N0.2 collided head-on 
near Muncas ter Mill and tro body wrecked, The deal for the 
new body was ordered on 11.10.28 and this appeared as another 
'steeple cab' type, but was considerably broader and squatter 
than the previous one. There being little space between the 
roof and the top of the bonnet, the lookout was composed of 
one long strip of glass. The rear half of the body was a tool 
locker. Tvlrin headlights and a horizontal grille were fitted, 
also a 'cow-catcher'. 

The locomotive was much used on light trains up 
till 1940, but running ceased circa 1954. In the summer 
of 1962 the engine was removed, and four new seats 
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replaced the original two, the vehicle being used for 
passengers and luggage. It has now been fitted wi.bh 
doors., and the intention is that track parties will 
use it in winter. (N.B. The Ford engine may have been 
changed, since the railway owned a total of three of 
these engines. A new one was bought for £50.12.6d on 
30.1.29.) 

'SCOTT'. This was a third scooter about which little 
seerns to be known. It was built by the R. &.E.R • ., the 
parts being ordered on 26.4.27. A Scott engine was 
the motive unit, and the speed is reputed to have 
reached 70 m.p.h~ Once the scooter ran into Ravenglass 
engine shed, removing its body., which was similar to 
that of a coupe car, and the shed doors as well! It was 
scrapped circa 1930 and the last parts were sold for 
scrap in early 1961 • 

'!CL NO. 2.' In 1927 the Heywood 0-6-0T steam Loccmot.ive , 
ELLA, was scrapped and a new petrol locanotive was built 
on the chassis. Work began under Mr. E.H.Wright on 
10.1. 27 to his designs, the body teak and other parts 
being ordered on 26.1.27. ELL.A's frrune was extended each 
end by frnmes about two feet long carrying a pair of 
1Qk" wheels each. These extensions were fitted with 
oak buffer beams. A Lanchester six-cylinder 6! litre 
38.4 h. p .• engine and chassis of a Tourer model car 
was purchased for £108, and the chassis forward of the 
carburetter was mounted on wooden baulks 6'x8"x4", 
which in turn were fixed to the main frames by angle 
iron brackets. The drive was through the Lanchester 
three-speed., one-speed reverse., gearbox., then a Parsons 
Marine reverse gearbox to a 9.3Li-:1 worm drive., via a 
universal joint (the last two items were from the origi 
nal car.) The wonn drove a gearv,heel bolted onto a 
boss which replaced the differential. Chains connected 
the axle and the rear driving wheels which were of 
11 1l" diameter. The original connecting rods took the 
drive to the other wheels. Two sandboxes and a pump to 
assist water circulation were fitted. The teak body was 



a stumpy 'steeple-cab' type, with only short bonnets. 
Rectangular lookouts and opening side-windows were 
fitted, with brass framing, and the front was pierced 
by a horizontal grille. The Loccmottive was primarily 
used for st0ne traffic, hauling 38 tons at 15 m.p.h. 
Its life was brief, for it never ran after the wreck 
with ICL N0.1 in 1928, and the remains were scrapped 
in Janua.ry 1930. The main frames and one extension 
are still lying at Murthwaite~ whilst the wheels are 
under the partially-constructed diesel locomotive. 

'MUIR-BILL~ This locomotive was purchased from 
Muir-Hill Service Equipment Ltd., of Trafford Park on 
19.7.26 for the stone traffic. The chassis is composed 
of two heavy castings as side members, supported by 
channel and angle irons. The engine is a Fordson 
petrol/paraffin unit of the type then standard in 
their tractors (starting is on paraffin, and then 
either that fuel or petrol may be used). Four cylinders 
4!"x5" produce 20 h.p. and drive a Muir-Hill two-speed 
gearbox and separate reverse gear. A chain takes the 
final drive to both 3!" diameter axLes , on which 17!11 

diameter wheels are shrunk, and which run in roller 
bearings. A hand brake operates on all four wheels. 
The visitor to Murthwaite will find no less tru:ui seven 
Ford oval fuel-tanks removed frCTn this engine and its 
two sisters; vlbration has caused them to leak and of 
course they cannot be welded due to the risk of an 
explosion. The radiator was originally a Ford one 
which matched the engine, but a home-made article is 
now fitted. The cab was an almost flat plate supported 
on four pillars, but is now enclosed except for the 
entirely open rear, with one window in front and one 
on one side only. This veteran was quite powerful, but 
now carries the only ganger on his trips0 

1MUIR-1ITLL NG39A' Descriptive details are as for No. 2 
The locomotive was bought on 12.3.29, and unloaded at 
Ravenglass on 15.3. 29,~ The t .A' in the works' number 
has been supposed to s ignif'y that construction was 
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undertaken by an associate finn, In any event the '.A' 
does not appear on the works' plate and tho manufacturers 

- built another number 39. It was used for the stone traffic 
until 1938 when it was rebuilt for passenger use. The bogie 
from the steam locomotive IS.ANS PAREIL I was added to a 
rearward extension of the frames, and tho bodywork was 
drastically rebuilt. In its new form the locomotive is a 
very crude imitation of a sterun tank locomotive. The 'tanks' 
have rectangular spaces cut in them for engine access. The 
1smokebox' is a radiator with the top tank of semi-circular 
shape to match the 'boiler'. The chL~ney., however, does have 
a brass cap. A new engine was fitted on 5.5.54. Since 
reconstruction the locomotive has been used a great deal on 
the heaviest passenger and works I trn.ins. Unfortunately Fords 
have scrapped all spare parts for this model of engine and 
parts have to be removed from No.2 when required, these in 
turn being replaced by new parts manufactured at Rn.venglass. 
ROYAL .ANCHOR has now taken over much of this locomotive Is 
work. 

'MUIR-HILL NGL:-1/29', Descriptive details are as for No. 2. 
This was the third similar locomotive purchased for stone 
traffic, It was purchased on 28.3,29 for £205., and was 
unloaded on 2.4.29, It was scrapped about June 1953., when 
stone quarrying ceased., but the chassis with transmission., 
and cab., are still at Murthwaite, 

'KERR STU.ART 4421-@1 This locomotive was used on trains of' 
crushed granite on the mixed gauge section between Ravenglass 
and Murthwaite. It was of standard gauge, but is included for 
the sake of ccmp.Let enesa, It arrived at Ravenglass on 5.1229, 
having cost £1657., and the first trip was made next day. The 
engine was a McLaren-Benz six-cylinder 90 hs p , diesel, which 
drove the six wheels by chains. The locomotive being of no 
use after stone trains ceased to run, it ~us offered for sale, 
and in December 1955 it went to the N.C,B, Wingate Colliery, 
Co. Durham; for £90. 

'ROYAL .ANCHOR' This locanotive was built in 1956 by 
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Mr. Chas. Lane of the Ro;:;r.cJ. Anchor Miniature Railwo.y., 
Liphook., with Mr,. J. R. Green. In the same year it was 
loaned to the Romney Hythe and Dymchurch Railway, but 
was rejected by them, and soon went into storo.ge. In 
March 1 961 it was loaned to the R.&..E.R • ., by whom it 
was later bought. 

ROY.AL ANCHOR bus a modern streamlined aluminium 
body mounted on two four-wheel bogies0 Trap-doors for 
engine access are fitted each side and the four cab 
doors are s:imilar to those of a car, with slidi..'1.g windows. 
There are two windows at each end, with a single headlight 
undernea+h; and 'ROYAL .A.I-DHOR' in gold lettering above; 
The cabs at each end seat two in individun.l bucket scats, 
the controls being on a polished wooden facia. 

The engine is'a Ford 4.D diesel., which drives a 
hydraulic pump. The pump draws hydraulic fluid 
(lubricn.ting oil) from a. tank between the frames and pumps 
it to a hydraulic motor on each axle, via a valve v.rith one 
neutral position and two speeds in each direction. The 
loccmotive is decidedly weak in power, and is only used on 
light passenger and works' trains. 

PARTIALLY-CONSTRUCTED DIESEL. This locomotive consists of' 
a six-wheeled frame and two four-wheeled outside framed 
bogies lying in Ravenglass shops. These items were designed 
by Mr. T. Jones and built by Messrs. John Heathcote of 
Cleator Moor. The main fro.mes are on the wheels of ELLA 
(later ICL N0.2) which still incorporate the drums which were 
part of the Heywood system of articuln.tion. The diesel engine, 
a Ford 4D, is stored at Murthwaite. 

These notes have been compiled with the very kind help 
of Messrs. T. Jones, (Engineer of the R. &. E. R.), E.s. 'I'onks , 
n.nd F. Jux:. No claim is made to ccmpleteness. 
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. Ii & UPNOR - 1935 by P • s. Hal tC'·· • 

.tm1ong my very early memories are a rai.Lway bridge 
and a 'double-deck' level crossing; nothing more since 
trains never seemed to operate. However, I did know 
that these two land marks were both part of tho Chattenden 
& Upnor Railway because I had been told so by my mother 
and her relations. You see, each year from the time I 
put in an appearance I made a pilgrimage to Strood to visit 
my maternal grandparents, and several times during our 
holiday trips wer'e made to the 'sands' at Upnor , There were 
no 'buses then and so the journey involved a pleasant walk 
mostly through fields and thus it was that the c.&.u. became 
firmly imprinted on my mind. 

The years continued to roll by; the routine remained 
pretty much the same, but still the c.&.U, did not produce 
a train. In fact, during tho whole time I visited it I never 
saw one, or the gates at Upnor opened, except for 0ne 
memorable time in 1935. 
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It so happened that by this tdrne my brother 
n.nd I were beginning to be a great deal more inter 
ested in railways, although we had not yet reached the 
stage of booking numbers, and our curiosity on the 
amazing lack of trains on a line obviously well used 
was getting to be more than we could bear. 

In the summer of that year on a lovely sunny 
afternoon a group of us left for a walk through the 
fields to Chattenden and Upnor, for since 'buses 
had now reached the latter place we were able to 
walk further round to Upnor. Would the railway break 
its I duck 1 ? I hoped so. 

Around 5 p.n. six rather wann walkers slowly 
burst out of the surrounding woods onto the mainline 
just short of Chattenden depot. There, standing., but 
ready to leave, was a well filled workman Is train. 
We had done it ! i'-l.s my brother and I gazed at this 
wonder a gentleman shouted to us and asked if we 
wanted a lift into Upnor. Moments later we were 
hurrying past a gleaming green locomotive which 
impatiently hissed steam at us, and as we passed it 
the name NORBURY stamped itself indelibly on my mind. 
As soon as we had been bindled into the first coach 
senior officials only compartment - we were off. For 
a few brief moments as we passed the locomotive shed 
there seemed to be engines everywhere. What they 
were I don't know but there seemed to be three or 
four peering 0ut at us from the shed and my brother 
says he best remembers II a peculiar looking loco" in 
front of the shed. But all too soon it was gone, and 
we were plunging through the woods, then out over 
the road, and then before we realised it we were 
getting off near the 'double deck' crossing and 
watching the loconotive pull its train through those 
large mysterious doors in the wall which surrounded 
the Naval Estn.blisbment • 

.Af'te1~ that memorable half hour the c. & U; again 
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·1apsed into its ghostly existence once more and 
during 1936 and 1937 nothing was seen of it except 
the remains of the locomotives in the scrap yard 
outside Strood station, and I ai~ aJJnost certain 
that these ha.d gone by 1937. 

Although so little of the railway ~~s seen, 
it has a.Iways remained a finn favourite as the Upnor 
end was in many ways quite picturesque and I always 
thought that it should have had a little station 
on the strip between the road and the shingle beach 
it would have looked really good. 

Perhaps this summer I aha.l.L get down that 
way and have another look around, perhaps, I don't 
know ••••••••• I like to remember that day twenty 
eight years ago and I don't want to spoil it. 
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LOCOMOTIVE STOCK OF THE HAMPSHIRE NARROW GAUGE RAILWAY 
SOCIETY - by G. E. C. Webb. 

Forty years ago when a load l1ke a locomotive was 
moved by road, steara traction was almost invariably employed. 
In more recent times steam locomotives have been conveyed 
by internal-combustion engined vehicles. The tables were 
turned when a narrow gauge petrol locomotive was removed from 
the Fawley Refinery of the Esso Petroleum Co. Ltd., and taken 
to the Workshops of the Hampshire Narrow Gauge Railway 
Society at Fair Oak, near Eastleigh, Harrt s , 

The journey was made by a smartly turned out Super 
Sentinel steam lorry of 1921 vintage, owned and driven by 
Mr. Jim Hutchens of Ferndovm, Dorset. The locomotive, 
AGVIT PET, La the sole survivor of a fleet of s beam and 
petrol locomotives which worked at the fonner AGV/I Refine!"J, 
Fawley, Hants, in pre-war days. She was presented to the 
Society by Esso Petroleum Co. Ltd. 

With works' number 4721i-, she cnme from the Simplex 
Works of Motor Rail Ltd., Bedford, in 1939. She has the 
usual two-cylinder side valve Donnan engine, both axles being 
chain driven through a gear box giving two speeds in either 
direction. 

In pre-war days she was a conunon sight to travellers 
on the boats between Southampton and the Isle of isYight, as 
she made the run of half a mile or so along the old AGvVI 
jetty. During bad weather, her unfortunate driver, lashed 
by salt-spray and rain, must have been acutely uncomfortable 
to say the least. Future drivers will be well prc,tected, for 
a cab is under construction by members. 

AGVfJ. PET is the Society's locomotive No.21 No. 1 
being WENDY, an 0-4-0 saddle tank which arrived at 
the Society's Fair Oak workshop in Autnmn, 1962. So 
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far, WEJ\IDY has spent all her working life high among 
the slat quarries of North Wales. Built at Stafford 
by W.G. Bagnall Ltd., in 1919, she first saw service 
at the workings of the Votty & Bowydd Company at 
Blaenau Festiniog, later being sold to the Dorothea 
Slate Quarry at Nantlle, Caernarvonshire, vn.ere she 
was given her present name. 

She was last steamed in 1945. Since then she 
has been standing, half forgotten, on a disused siding, 
growing more rusty and forlorn year by year in the 
frosts and mountain drizzle of those winters. There 
is no denying that her condition is bad, but notso 
bad, say the experts, that she cannot be restored and 
steamed again. 

No.3 is the 0-4-0 saddle .bank CLOIS'l'ER from the 
Dinorwic Slate Quarries. Built at the Leeds works of 
the Hunslet Engine Co. Ltd. ip 1891 with works' number 

542, she is still in astonishingly.good condition with 
sound boiler. Cabless, she has the typically low pitched 
boiler of the period, outside frames and cylinders with 
inside Stephenson's link motion,. She is a delightful 
example of a late nineteenth century industrial locomo 
tive. Why she was ever given such an unlikely name as 
CLOISTER was a complete mystery until it was learned that 
Cloister was a famous race horse of the 'nineties. 

The biggest and most modern locomotive so far to 
arrive at Fair Oak is No. 4, another Dinorwick locomotive. 
She is one of the well knovm Andrew Barclay well tanks, 
a class E 0-4-0, works' number 1995. She was supplied to 
the Durbrun County Water.Board in 1931, later being sold to 
the Raisby Hill Limestone Co. In 1948 she was sold again, 
this time to tho Dinorvvic Slate Quarries, and, before coming 
to Hampshire, she was at work on the two foot gauge system 
at Port Dinorwic on the north coast of Caernarvonshire. 

Other e~ipment stored at the Fair Oak workshop 
includes a 12 KW electric generator, which is being 
mounted on one of tho flat cars owned by the Society. 
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TlIB LIGHT TRACK FROM ARRAS by T• R. Heritage. 

Last year one of our members, Brian Tb.jmidis, 
lent the editor a small book with the above title. 
Published before the Second World War, it was printed 
in limited quantities on a small hand press and is 
an account of the activities of the 19th and 31st 
Light Railway Companies of tl1e Royal Engineers during 
the First World War. Happily the author's address 
was shown in the book and he readily gave his pennission 
for parts of his story to be reproduced here. We think 
you will agree that it is worth repeating. 

TALES OF THE TRJU:NS 

On one occasion I took over a Westinghouse P.E. 
(a petrol-electric locomotive-ed.) and ran the rule 
over it ready for a spell of duty. While engaged on 
this task Taffy Owen (acting as guard) came along and 
said we had to proceed to s. Arras with three bogie 
wagons and take a workilng party to their jobs on the 
Wancourt Line. Having arrived at s. Arras, To.ffy went 
in search of the party and later came back with a party 
of Infantry consisting of a Lance-Corporal and about 30 
men. On getting II line clear" we proceeded towards 
Wancourt as per our original instructions, via s. Arras 
Junction and Neuville Vi tass e ( C 11 ) • On arriving at the 
latter place I asked the Lance-Corporal where he actually 
wanted his party set down, and not being al-lo to understand 
by his description, asked him to get into the cab of the 
P.E. and tell me when he came to it. I knew it could not 
be far along th;e line from C11, as the area round the curve 
was under enerny observation and work was only carried out 
at night in consequence. Off we started apd on and on 
we went till the line took us amongst the •••••••• 
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numerous Batteries, which were blazing away and 
creating a terrific din. Every t:ime I asked the 
Lance-Corporal he said "No, farther on ," and 
eventually we reached the end 0f the line in 
Wancourt Village. The Lance-Corporal looked 
puzzled, but in the end he said he thought it was 
about there and got his party off the train. 

We started back and whether the enemy had 
seen us or not I don't know, but he started 
shelling and we had to r'un the gaurrcl.et , I 
breathed more freely when we reached'C11. Getting 
11line clear," we started off to s. Arras Junction, 
where we wel;'e stopped by the red flag hanging 
outside the control, The control man came out and 
infonned us that we had taken up the wrong party. 
They were C3 men who should have gone to Dainville 
and the party we should have taken consisted of 
Canadians who were engaged in construction work 
on the Wancourt line. S0 back we had to go and on 
approaching Wancout found the shelling still 
pretty heavy. Reaching the end of the line again 
we looked for the party, but no sign of them 
anywhere. We asked the odd Artillerymen whom we 
met if' they had seen the objects of our j0urney, 
but without success, and after searching for half 
and-hour without finding them we thought it more 
prudent to get out of the way of the shells and 
return •. We were making our way to the train when 
we saw a head poking from a dug-out door and 
r-ecogrri.sed one of the unfortuantes. We found them 
gone to earth in several places, and after much 
trouble rounded them up and started back, with a 
salvo of shell-bursts to speed us on our way. When 
we reached C11 I held a Court of Inquiry, but to 
this day I don't know who blundered. Sane of our 
comrades were very tickled when the incident was 
recounted to them later, but no humour was apparent 
to me while at Wancout. · 
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On another occasion, while driving P.E. 2024, 
I was hitched on to three wagons of bombs to take 
to the Chemical Works in front of Fampoux after 
dark. This tractor was one of four new ones posted 
to1:he Company. A few days after being placed in 
service a driver had filled the petrol tank (he 
had overfilled it, as a matter of fact, and the 
petrol had run down the sides of the engine chamber) 
and it being dark he had used a hand-lamp to see if 
more was required - with disastrous results. Woof i - 
up went a sheet of flame and he luckily slid down 
without being hurt. Extinguishers were hurriedly brought 
into use and the flames put out. The engine was in the 
shops for some time as a result, but when being placed 
in service again started off with a tremendous jerk 
when sufficient electric current had been generated• 
This was very awkward when coupling up. 

The guard having received "right away", off we 
started. Now the latter was an old friend, 'Erb 
Walmsley, and it will be remembered that he was the 
victim of an unfortunate incident. While driving a 
Baldwin loco~ light with two .American Light Railway 
Officers on the footplate, in his endeavours to 
Lmpr-es s the Yanks with the capabilities of the 31st 
men in driving, had a little mishap on a curve 
which resulted in the engine landing in a fieJi:l.at 
the side of the track. So as a result 'Erb was 
placed on the rear of the trains. Drivers usually 
requested him to hand over his lamp when working 
in the forward area on account of possible compli 
cations resulting from his use thereof, as 1Erb 
disdained the fact that there was a War on in the 
vicinity and insisted on strict L. & N.w. procedure 
everywhere. So I had his lamp. 

We reached Fampoux and, having shunted a wagon 
went on to the Chemical Works. On these occasions 
one usually proceeded until a guide or unloading 
party was sighted, but this time we •.•..•..•• 
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reached the end of the track without seeing anyone. 
We were now between the Support Line and the Front 
Trench; but this did not deter 'Erb. "Hi! Hi! Who 
wants some Bombs ?11 he shouted. I tried to damp 
h:im down, but his response of "What's up, 'Erb ! 
Got the wind up ?" reminded me that he was hopeless. 
The Infantry and Machine Gunners took a hand in 
trying to induce hlm to be quiet, but it took the 
threats of·an officer to make hlm sit ·dovm and 
ruminate. Our unloading party turned up at last 
and when the wagons had been emptied we went back 
to Fampoux. 

Having had orders to pick up some empty 
wagons whach were standing in a siding, we stopped 
and set back for this purpose. Backing on in the 
dark was generally a tricky affair when wagons were 
already coupled to the engine, and stopping I 
shouted "How's that ?" "Back a little," came the 
reply. I set the controller and opened up the 
throttle, trying to allow for the peculiarities 
of the tractor resulting from the fire. Suddenly 
it gave a leap in the desired direction. "How's 
that ?" - but no response, only a muttering in a 
moaning sort of voice. "Good Lord!" I exclaimed 
tot he brakesman, "I wonder if that knocked him 
down and he's been run over. 11 We both got down 
and went to the rear of the train, fearing the 
worst. We found no sign of h:im1 but shouting 
loudly we at last heard h:im reply fran the bottom 
of the embai.1.kment, which was about four feet deep. 
We eventually found h:im scrambling out of an 
unusually deep shell hole which was full of mud 
and water. kpparently he had been bending over 
to couple up, expecting the wagon to come back a 
few inches, and the sudden jerk had sent him down 
the bank into the shell hole. During the whole 
time he was with the Company I never heard him 
use strong language, but I think he was very near 
to it on this occasion. Anyhow, I remember he 
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criticised my capabilities as a driver very strongly. 

On one occasion during the period of August, 
1918, when the Germans were being pushed back, I 
was working a P.E. (No.1937) with four wagons of 
wounded men bound for Arras from Wancourt, and 
while rounding the triangle at 011 the P.E. was 
rather badly derailed through a defective joint, 
I cannot explain the impulse that prompted me, 
but I pulled out the coupling pin and a moment 
afterwards the P.E. toppled on its side doviITl. the 
bank. The brakesman and myself became mixed up 
with jacks, crowbars and the other implements we 
carried aboard. We must have presented a funny 
sight crawling out of the door of the cab more 
frightened than hurt. I remember this incident 
very well., as it was 14 hours before the br'eakdown 
gang arrived as at this time they had been working 
day and night carrying out hasty repairs to the 
track in order that material could be worked for 
ward into the re-occupied territory. 
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