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Cover Story
Our society has a tradition of supporting a charity selected by the
President currently in office. For some years now Peter Pardington has
chosen to support the Child Development Centre of the Paediatric
Occupational Therapy Unit at Hillingdon Hospital. The cover
photograph shows the President of the society, Peter Pardington,
presenting a cheque for £1,000 to Jenny Drake from the Child
Development Centre, who is clearly very surprised by the amount.
The presentation took place during our September running day, which
turned out to be our busiest September since 1996, with 1170
passengers carried.
In recent years a major contribution to our donation has been made by
money raised from the stall run by Val Fitch at our public running days.
She is seen here pictured in the middle of the party from the Child
Development Centre.
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Chairman's Chat
Most of you will know that Ralph
Mills died on the 28th June. He
was another of our ex R.A.F. men.
He retired as a Wing Commander.
He was one of the original
members of the A-Team and was
a great contributor to everything
IDSME. He, and his wife Kate,
moved to Hampshire fourteen
years ago, but he remained in
constant touch with us through
letters regularly exchanged with
our Hon. Sec., who also sent him
Ashpan. A group of us went to his
house to collect his layout and
various tools which he wished us
to have. Kate said he has also
made a financial bequest to the
club. His ashes are to be scattered
at R.A.F. Halton near Wendover.

We are fast approaching the
Sandown Park and Alexandra
Palace exhibitions. The response
to our appeal for exhibits has
been good with a number of new
things being offered, along with
the reappearance of some items that have not been seen for many
years, and also some regulars. We could do with one or two more
things and there is still time for you to offer items, but the cut off date
will be in early November, when the list of exhibits has to be
submitted for insurance purposes.

Graham Hutchinson is moving from Ruislip to Gloucestershire. In fact
he may well have gone by the time you read this. He has been a
regular attendee on Tuesdays, Fridays and Running Days and will be
missed by all, although he hopes to come and see us from time to time.

Ralph Mills (left) is seen in his regular
running day role of signalman at
Khazi Junction in the 1980s. A train
driven by the chairman approaches.
Photo taken by Barry Fryer.
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Ashpan Notebook
Ashpan 103 & 104
Thankyou to those who have submitted contributions for inclusion in
this issue of Ashpan. The winter edition of Ashpan, number 104, is due
to be published in time for the Christmas Slide Show and so any
contributions should be with the editor by the beginning of December.
The editor's contact details can be found on the inside front cover.

‘Lady Patricia’, the Maxi-Track 5 inch gauge 0-4-2 left to us by Derek
Wright, is now on site and has had its hydraulic and steam tests. It
looks as if it will need a little work to make it a runner but we are
hopeful that this will be only minor. This is a substantial, chunky
locomotive, ideal for passenger hauling and should be a much needed
addition to our fleet.

Mel Fuller
Hon. Chairman

A view of the 3mm finescale layout 'Muirend'
that IDSME has inherited from Ralph Mills

vvvvvvvvvvvvvvvv
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Open Day ‘64

For some reason it has come to light that the club open day of 1964 has
not previously been reported in the pages of Ashpan. Perhaps the then
editor thought it would be old news by the time Ashpan No 1 appeared
some nine years later. To rectify that omission now that it is very old
news, and because the fiftieth anniversary of that Open Day has just
passed, you will find over the next several pages photographs of the day,
which give a fascinating glimpse of IDSME as it was half a century ago.
The photographs were all taken by a prospective new member and were
made up into an album which he presented to the society, before never
being heard from again. I’d like to thank Peter Reynolds, Malcolm
Parsons and Peter Pardington for their assistance in identifying as many
of the people as possible in the photographs. Fortunately all these
photographs were taken on the same day, meaning that it is possible to
make an educated guess as to the identity of some people whose faces are
obscured, by comparing the clothes they are seen wearing with those in
other photographs where they have been positively identified. Inevitably
however there may be some errors of identification, so long after the
event.
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In order to draw a crowd to
our open day, club locomotive
'Butch' was in steam on a
stand at the top of the path.
This view (left) is taken from
the pump, and clearly shows
that damage to this structure
is not a new phenomenon.

A close-up view (right) of Butch
with Peter Reynolds (left) and
Jock Weeks in attendance.
The vehicle in the backgound
belonged to Jock and the bonnet
is up in order to use the battery
to power the blower for 'Butch'.



Ashpan Number 1036

Peter Morgan is seen setting up the
refreshment tent (above) and the
refreshments arrive (left), brought
in by, amongst others, Robert Van
Hove (centre) and Alan Speechly
(rear).
The tent is set up more or less on
the future site of the turntable. The
cottage in the background was
alongside the path leading from
the Coach and Horses to our site. It
has long since been demolished
and replaced by part of the Church
Place development.
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Visitors
admire Eddie
Allchin’s
sailing ship
‘Aerial’ on the
front lawn.
(right)
In fact the
model formed
part of a
competition
to raise funds
for the club.
'Could you
count all the
pulley blocks
on the model?
3D per guess, 6D for three guesses.' The competition appears to be
administered by Eddie Allchin’s daughter Katherine (in the blazer). Ken
Bolley’s daughter Angela is in the background. (below)
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Above: A general view of the front of
the site from alongside the clubhouse,
clearly showing the raised track that
used to run the length of our site. This
section of the raised track is more or
less along the line of the current track
leaving Ickenham St Giles Station,
although possibly slightly closer to the
club house. And yes, the clubhouse
did once have windows. Members
identified are Derick Jenkins (seated)
with his son, Les Taylor (far left),
Lewis Coles (with pipe), John Mason
(over Lewis’ left shoulder) and Laurie
Greene (behind the two children
leaning towards the track).
Right: Our mysterious photographer
was not the only person wielding a
camera that day. John Scoffham is
seen with his cine camera.
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Speedy on the raised track.
Above: Left to right are Alan Speechly, Les Lilley, and Ken Bolley.
Below: with passengers aboard Les Lilley sets off on a trip.
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Above: A view at the rear of the
clubhouse. Jock Weeks (left) looks on
as Malcolm Parsons drives a train
under the supervision (we think) of
Peter Morgan. The train is about
level with where the signalbox now
stands.

Right: The Booking Office staff enjoy
a quick snack between customers. In
fact train rides were free on the Open
Day and so it was probably just a
convenient table at which to eat
lunch. This is believed to be Derick
Jenkins' daughter.
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Left: Derick Jenkins and his son
await the return of the train.

Below: A general view of the front of
the site as clearing up is under way
at the end of the day. Left to right we
have John Scoffham, Jock Weeks,
Ron Rozee, Les Taylor, Laurie
Greene, Eddie Allchin, Les Lilley,
Katherine Allchin and Mike Collins.
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EdinburghTrams – OnTrack at Last
By Phil Wimbush

On the 31st of May 2014, a large number of people took the opportunity
to ride on the new generation Edinburgh Tramway for the first time, as
it finally opened to the public. The project had been dogged with political
wrangling, project management issues and construction delays. The
arrival of the first tram of the new era was a day many thought would
never come. The new tramway consists of an 8.7 mile double track
tramway from Edinburgh City Centre (York Place) to Edinburgh Airport.
It runs along Princes Street, out through the west end, past Haymarket
railway station and depot, then runs through the heart of the new
Edinburgh Business Park and the retail area at Gyle, before passing the
depot at Gogar, and finally heading west towards Edinburgh Airport.
Just before reaching the airport it first serves a large purpose built Park
& Ride facility at Ingliston. Construction began in June 2008, but the
opening was somewhat delayed. The scheme was originally budgeted at
£375 million in 2003, but by May 2008, when contracts were signed, the
cost had risen to £521 million. After extra interest payments are factored
in, the final cost is expected to top £1 billion.
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Above: Balgreen tram stop, with the famous Jenner’s Department Store Depository
building in the background.

Below: Two trams pass on the grassy reverse curves near Gogarburn
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Edinburgh, like many of the Britain's towns and cities did have trams
before. Edinburgh’s earliest trams appeared in 1871 and were horse-
drawn vehicles. With the progress of technology, these started to be
replaced by cable-hauled trams – or cable cars – from 1888 onwards.
Electric trams first arrived on Edinburgh’s streets in 1905. By this time,
tram routes around the city (and to nearby towns such as Joppa) were
extensive. The famous double-deck electric trams served Edinburgh until
the tramway closed in 1956; by that time the Edinburgh Corporation
Tramways consisted of a network of over 47 miles around the city. The
new line and the old network only share alignments along Princes Street
and down to Haymarket. In fact during the construction phase some
original tram rails were found buried under the tarmac.
Originally three routes were proposed, Lines 1, 2 & 3, all of which would
have used the section along Princes Street from Haymarket. Line 1 was
to be a circular route serving the northern suburbs of Edinburgh. Line 2
was to run from St Andrew Square via Haymarket to Newbridge, west of
Edinburgh, with a branch line to Edinburgh Airport. Line 3 was to start
at Haymarket and run east along Princes Street before serving
Edinburgh Waverley station and turning south to run to Newcraighall.
Line 3 was the first victim of budget cuts. The original intention had
been to fund its construction from the proceeds of a proposed Edinburgh
congestion charge. However this charge was rejected at referendum, as

This design of
electric tram
had a very
short career.
This and 29
others were
introduced
into service in
1951, running
very
successfully
until the
network was
shut down just
five years
later.
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Above: A tram passes through the landscaped Edinburgh (Business) Park.
Below: Two trams pause at the West End - Princes Street stop. This stop was
originally going to be called Shandwick Place.



Autumn 2014 17

G
og
ar

D
ep
ot
fr
om

th
e
ai
r



Ashpan Number 10318

was a subsequent request from Edinburgh City Council to the Scottish
government for the latter to fund the route.
Construction of the other two routes was reorganised into four phases.
Somewhat confusing they were numbered 1A, 1B, 2 & 3. Phase 1A was
to see parts of both lines 1 and 2 built such that at its completion there
would be a route formed from the eastern part of the circular line 1 from
Newhaven via Leith to Haymarket and would then continue over line 2
which would be opened as far as Edinburgh Airport. Phase 1B would see
the construction of a branch from Haymarket to Granton, which was the
western part of the circular line 1. Phase 2 was the construction of the
link between Granton and Newhaven, completing line 1. Phase 3 was to
see the construction of the line from Ingliston Park & Ride to Newbridge.
In the event various budget crises has meant that only part of phase 1A
has been completed. The eastern section from St Andrew Square to
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Newhaven via Leith was not built. In fact when St Andrew Square
became the terminus it was always the intention for trams to continue
empty to a reversing point at York Place. In the original scheme there
was no plan for a station here, the area to be served by a station at
Picardy Place, slightly further along the now abandoned line to Leith. It
was subsequently decided to provide a platform at the reversing point at
York Place, which now became the passenger terminus. As things now
stand there is no funding to complete the rest of phase 1A, let alone any
of the other phases.
One benefit of the large reduction in mileage of phase 1A is a large
surplus in the number of trams available to the operators. The rolling
stock contract was placed very early on, before the financial troubles
started and was big enough to cover both phases 1A and 1B, so the new
fleet is far larger than required for the much shortened tramway. The
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fleet consists of 27 trams, only 17 of which are needed for the Monday to
Saturday service. This means that there are plenty of spare trams to
cover for defects and normal planned maintenance.
The new fleet of trams were built by Construcciones y Auxiliar de
Ferrocarriles (CAF), which is a Spanish private company that
manufactures railway vehicles and equipment. It is based in Beasain, in
the Basque Country. Each tram is 140 feet 5 inches long, weighs 56 tons,
and consists of seven articulated parts. They are powered by overhead
catenary carrying 750v DC, and are equipped with twelve 80kw traction
motors. Nine sub-stations to supply power to the overhead line were
planned for phase 1A, but only five were built after the line was
truncated to York Place.
Like some other cities who have reintroduced tram systems after doing
away with them in the 1950s and 1960s, Edinburgh has ignored the
'interregnum', i.e. the period with no tram system, and has numbered its
new trams in the same series as the old Edinburgh Corporation
Tramways, picking up where the old numbering scheme left off. Thus the
new fleet is numbered 251 to 277.
The depot is at Gogar and is located on a balloon loop. One side of the
balloon loop consists of eight through sidings for stabling, while the other

The spare trams not required for service are stabled in the through sidings at
Gogar Depot. In the foreground are some ancillary and engineers vehicles.
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side has a three road shed for maintenance, a single wash road and a
bypass track, allowing trams to be turned round the loop without passing
through the maintenance shed or wash road. The control room for the
tramway is also located in the depot.
There are currently fifteen stops along the line. A further stop
'Edinburgh Gateway' is planned for the future. It will be an interchange
station with the mainline railway to Fife via the Forth Bridge. There is
already an all new interchange station on the main Edinburgh to
Glasgow line at Edinburgh Park.
One of the other major stops is Murrayfield Stadium on the outskirts of
Edinburgh. A spacious tram stop has been built here, with lots of crowd
capacity for arrivals and departures. The evening after I left, the
tramway was due to have its first test of these facilities, as a pop concert
was taking place at the Stadium. This would have produced an
interesting mix of homebound commuters, intending airline passengers
and pop fans. I’ve heard no reports of disaster so we can assume all
passed without incident.

The entrance to Murrayfield Stadium tram stop with plenty of capacity for crowds
on match days.
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Like all good tramways, there are various crossovers to turn trams
around when problems occur. Also, at the point where the tramway
leaves the road and joins its own segregated track, there is a very useful
bi-directional loop siding, where any spare tram can be stabled ready for
use. It is located in the district known as Haymarket Yards and trams
stabled here can, within a few minutes, reach of the city centre. It was
used extensively for spare tram stabling during the high profile launch
weekend.
Leaving the city behind, the tramway runs alongside the four-track
railway line to Glasgow and Fife. Just before this line diverges to
Glasgow and Fife respectively, the tramway snakes over the Glasgow
line on modern concrete viaducts, before crossing over it again finally at
Edinburgh Park station. The tramway then heads towards the Forth
estuary, via a modern business park and the tram depot at Gogar. Here
the tramway turns through a 90o curve to take it out into open
countryside for the last few miles towards the airport via a new park and
ride facility at Ingliston.

The tramway’s siding at Haymarket Yards. Here we can see a train on the
Network Rail mainline on the far left, a tram en-route to Edinburgh Airport
(centre) and another tram stabled in the loop (right).
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There's A Hole In MyAir-Line...
More tales from the S&T department

IDSME has used compressed air to operate the points and signals on
our railway for many years. Indeed, Ashpan No 13 described IDSME's
first air system in December 1979. Since then the whole system has
been renewed at least once. The compressor was the first thing to be
replaced, the original one having been badly damaged in the clubhouse
fire of 1984. The replacement was not available for nearly a year and so
the points had to be changed by hand throughout the whole of the 1984
running season. The rest of the system was renewed in the early 1990s
in conjunction with the work to replace our original stub-points with
points of more conventional design. At the same time we were also
building the inner main line which added two new points to the system.
The main signal box was then also under construction and plans were
well advanced to install a comprehensive new (the current) signalling
system on the whole railway. To that end the new five-port valves
controlling the five points operated from Marsh Junction were placed in
a new box mounted on the signal box wall below the window. The valves
were pressure set/reset valves meaning that they themselves were
operated by compressed air and so the box also contained a bank of
twelve smaller solenoid operated three-port valves to act as pilot valves
for the main point valves. Two solenoid valves were required to control
each point valve. These solenoid valves would eventually be wired into
the signalling system but were initially controlled from toggle switches
on a small temporary panel located where the lever frame would
eventually go.
In addition the box also contained a three-port valve which controlled
the semaphore signal for trains approaching the main line from the
station. This signal has always been treated slightly differently from the
others in the signalling system, as a signal in this position predated
that system by a short time. During the years when we operated
without a signalling system, we worked on the basis that trains on the
main line had right of way and other trains would only be admitted onto
the main line when authorised by the signalman by means of a hand
signal. It was up to the signalman to keep track of where the trains
were and where they were going so that he could judge whether or not it
was safe to allow another train onto the main line. An air operated
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semaphore signal was eventually provided to replace the hand signals
for trains approaching the main line from the station. The signalling
system has been so arranged that this signal can be cleared even when
the full signalling system is not switched on, allowing the old method of
operating the railway to be used if desired. As far as I am ware this has
never been done. The valve controlling the signal was a pressure
set/spring return valve and thus only required a single pilot valve to
control it. To be honest this valve was, for all practical purposes,
redundant as the solenoid operated pilot valve could have been
arranged to control the signal directly. All the other semaphore signals
on the main line are indeed controlled directly from another identical
bank of twelve solenoid operated valves located in different cabinet at
the other end of the signal box.
Finally the box also contained seven hand operated isolating valves,
which allowed parts of the system to be isolated from the air supply.
One valve was provided for each of the five points, one for the
semaphore signal described above and the last one isolated the air
supply to the station.
With all the equipment in this box, which measured no more than 18"
by 18" by 8", there wasn't a lot of room to move, particularly when you
allow for all the air-lines required to connect everything up. The
incoming air supply, for example had to be fed to all seven hand
operated valves and also to the bank of twelve solenoid operated valves
(fortunately there was only one common input for all twelve valves).
Each point valve had seven air line connections, these being the
incoming air supply from its relevant hand operated valve, two outgoing
lines to the double acting point cylinder, two exhausts and finally two
inputs from the pilot valves which controlled the point valve.
Since that first air system in 1979 IDSME has generally used 5/16"
outside diameter pipe or more recently almost identical 8mm pipe for
the points and for general distribution. 4mm pipe has been used for the
semaphore signals. When the bulk of the air system was renewed in the
early 1990s, the 5/16" diameter pipe was renewed with polyurethane
pipe. This is very flexible and was ideal for use in the tight confines of
the valve control box in the signal box. However not long after
installation it became apparent that where this pipe ran through our
underground conduit system to reach the points, it was beginning to
split and leak air all over the place. Consultation with our suppliers,
who in turn referred the matter to the manufacturer, revealed that this
type of pipe was unsuitable for use underground. On the strength of the
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fact that this was not mentioned in the manufacturer's data sheet for
polyurethane pipe, we were able to obtain replacement nylon pipe at
their expense.
Thus all our underground pipe work was replaced for a second time. The
only place where the original polyurethane pipe remained was in the
valve control box in the signal box. Being above ground it was not
subject to the same conditions and so was expected to give satisfactory
service for years to come. And so it proved.
But not forever. Over the last two or three years there have been a
number of leaks within the valve control box. All consisted of small
splits up to half an inch long in the side of the polyurethane tubing and
are probably as much to do with age as anything else. While small and
not leaking enough air to actually affect the operation of points or
signals the leaks were extremely audible, making the signal box an
unpleasant place to be for the signalmen.
When a leak develops, the uninitiated rush in with a screw driver and
remove the front cover of the box. The cover is held on with twelve
screws. It used to be fourteen but we've managed to lose two screws over
the years and nobody is in any hurry to replace them. Those in the

Work in hand many years ago, installing
one of the generations of IDSME air pipe.
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know, or those who have done this before, will skip this step because all
removing the front cover achieves is
1. to allow you to confirm that there is a leak, because the sound of

it is louder without the cover in place.
2. to admire the valves which are located at the front of the box.
3. to realise that you need to access the back of the box where the

air pipes are &
4. to practice your screwdriver technique as you now need to

replace the front cover.
To access the back of the box you need to remove it from the wall of the
signal box. This is actually easier to do than you might think. The box is
only held on the wall with four screws and because it actually sits in a
recess in the wall, it will quite happily stay in position even with all four
screws removed. Once the screws are removed the box can be eased from
its recess and tipped forward to lie flat on a strategically placed chair.
The back of the box is now uppermost and there being no rear cover, all
the air pipe is now exposed for your inspection. Using this technique
avoids having to make any disconnections of the incoming air pipes
which all enter the box at the bottom. Thus with the air supply still
available it is relatively straight forward to identify the location of the
leak (unless your name is Higgs).

The back of the
valve control box
pictured while off
the wall as we
attempt to fix a
leak. The complex
arrangement of pipe
work is clearly
visible. The
exhausts from some
of the point control
valves are
prominent on the
right. In this case
the defective pipe
has already been
removed; see if you
can spot where it
should have been.
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With the easy bit out of the way we now have to turn to the job of
replacing the defective pipe. When the box was first assembled the air
pipes were connected up using push-in fittings. All you need to do to
remove a section of pipe is depress a plastic ring around the pipe where
it enters the fitting and the fitting will release the pipe. A new pipe can
then be fitted simply by pushing it into the fitting.

That's the theory, but the practice is rather different. The polyurethane
pipe is a relatively soft material and the collet within the fitting, which
holds the pipe under pressure, has had twenty years to bite into the side
of the pipe and thus it has been found that the fittings generally do not
release the pipe without a fight. You really need to get a good grip on
the pipe being removed and pull quite hard. It is therefore a pity that all
the pipes are covered in oil.
'Where did the oil come from?' I hear you ask (I've got very good hearing
and an active imagination). Our air system includes a lubricator at
source which creates an aerosolised stream of oil into an air-line to
provide lubrication to the internal working parts of our cylinders and
valves. Of course eventually some of this oil being blown through the air
system makes it all the way to the exhaust ports of the point control
valves, most of which are located within the valve control box in the
signal box. Each time a point is changed a tiny volume of oil is ejected as
a mist and over the years this has done a fine job of coating everything
in the valve control box.
By the way did I mention that in order to gain sufficient access to get a
good grip on the section of pipe we wish to replace, it may be necessary
to disconnect several other air lines? Of course none of these will be any
easier to disconnect than the section we are trying to replace.
Let us suppose that we have managed to extract the defective pipe with
a good deal of brute force and some carefully selected Anglo Saxon
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words of encouragement. Now all we have to do is cut a new piece of
pipe to length and install it, making sure that the pipe is properly
seated in the fittings. This is fine if the pipe being replaced ran in a
straight line from one end to the other. If it didn't, and most of them
don't, then things may be more difficult. The old polyurethane pipe is
nice and flexible and can go round some quite tight radius curves. The
new nylon pipe is a lot less flexible and so you may not be able to get the
new piece of pipe to go round the same curves that the old pipe did. So
it is now time to try and find an alternative route for the new section of
pipe. It may be that the strategic use of additional fittings, such as
elbows, may allow you to follow more or less the same route as before,
but now with right angle corners instead of tight bends. But only if you
have the right spare fittings available. As we repaired more leaks our
stock of spare fittings dwindled and there was at least one tee fitting
used where really an elbow was required. A blanking plug was installed
in the spare arm of the tee. These plugs had been made for the S&T
department by Vic Barton. They consisted simply of a length of nylon
rod turned down to the same diameter as the air pipe. Incidentally if
removing one of these from a fitting, make sure there is no air pressure
in the system as otherwise the blanking plug will be fired across the
room when the fitting releases its grip. I leave it to your imagination as
to how we found that one out.
Once the new pipe is in place, we only have to reconnect the other air-
lines that we disconnected to gain access, having carefully noted which
pipe went where when we disconnected them. Then we can put the box
back on the wall, and relax knowing that it is a job well done. Until the
next time…
Having gone through this procedure two or three times to rectify air
leaks as they arose, it became apparent that this was something that
was likely to keep occurring and we would have to be do something to
achieve a permanent solution. An obvious choice would have been a like
for like replacement of all the pipe work in one go. We didn’t fancy this
because the new stuff is more rigid than the old and a considerable
amount of re-jigging the pipe work would be required to make it all fit in
the box. There was no telling how long such a replacement would take
and the railway would be effectively unusable during this period. There
was also the question of future maintenance. When everything is
working it is fine having the equipment occupy as small a space as
possible. However when things go wrong it’s nice to have enough room
to access the equipment.
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Therefore the chosen solution was to replace the valve control box with
a distributed system. When the new departure signalling was installed
a few years ago the station departure point was controlled from a five
port valve which had its own solenoid operated pilot valves built in, and
was both cheap and reliable enough for our purposes. It was also IP65
rated meaning that it was water proof to a reasonable degree.
The plan for replacement of the valve control box was for more of these
solenoid operated valves to be obtained and installed in the point
mechanism chamber located alongside each point. The control box in the
signal box would be retained, but would act only as a distribution point
for the air supplies to each point. The hand operated isolation valves
would remain but all other equipment in the box would be removed.
With each point now being controlled by a valve located alongside, there
was a reduction in the number of air lines required. Previously there
had been two running to each point from the relevant controlling valve
in the signal box. Now only one air line was required, running direct
from the relevant hand operated isolation valve in the signal box
supplying air to the new valve in the point chamber.
Conversely new multi-core electric cables had to be run from the signal
box to each point chamber to control the new solenoid valve. The old
valve control box would act as a convenient termination point for these
control cables as the relevant circuits of the signalling system were
already connected to this box, controlling the old solenoid valves. Three
cores are required for each valve, but we tend to use six core burglar
alarm cable for this sort of application with cores paired up.

The 4V220-08 solenoid operated five-port valve now controlling our points
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There were a number of stages to the project:
1. Run the new control cables from the signal box to each point
2. Install temporary break-out cable between existing signalling

and valve control box.
3. Install mounting brackets for each new valve in the point

chamber
4. Install new valve and connections in point chamber. Make

temporary air and electrical connections in the signal box
between the break-out cable and new control cable. This stage
was so arranged that each point could be dealt with individually,
while other points could still be controlled from the old system.
Temporary connections were made at this stage to allow the old
control box to be temporarily removed at a later stage while
leaving the system fully functional.

5. Transfer control of semaphore signal from valve control box to
spare solenoid valves at other end of signal box.

6. Remove, strip down and re-paint existing valve control box.
7. Reinstall refurbished control box and make permanent air and

electrical connections in the signal box.

Stage one was stage one because we thought it might be the most
problematical; there was no point proceeding with any of the other
stages if this stage could not be completed. It is always fun attempting
to run cables through our underground conduit system. There is no
comprehensive diagram of the system and finding the location of the
various man holes can be a challenge; some of them are hidden under
the ballast beside the track and at least one was located directly below
the track (and hidden under the ballast). Of course once found there is
then the challenge of opening them. It sometimes seems that rust is
more effective than superglue.
We started with the steaming bay entrance point one Tuesday
afternoon. We thought this might be the most difficult of the points, but
in fact, apart from one section where the conduit was full of muddy
water things went smoothly until we reached the man-hole immediately
outside the signal box. From here there are two 4” diameter elbows
leading up into the signal box. Although there is plenty of space
available, the far ends are partially obstructed and completely hidden
from view by the lever frame. There was also no pull through.
Eventually, so that we could see what we were doing, we removed one of
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the levers from the frame. This only involved undoing four nuts, but did
require a socket set. After that the new cable was quickly pulled
through and what’s more, we remembered to install a pull-through as
well for all the other cables that we still had to run.
Satisfied with a good afternoon’s work we returned on Friday evening to
run the cable from the point by the level crossing. On lifting one of the
manhole covers, the chamber below was found to be full of earth, it
having been imported by the ants who had taken up residence there.
Excavation work commenced, much to the annoyance of the ants, and
the entertainment of various other members of the society attending the
Friday evening meeting. Despite this unexpected hurdle the cable was
successfully run that evening and we returned the following Friday to
run the cables for the remaining three points.
These three points, being the steaming bay exit point, the diverging
point to the inner main line and the converging point from the station
were all tackled together because the route of the cable from the
steaming bay exit point to the signal box passes through the point
chambers of the other two points and it was a simple matter to attach
an extra cable to the pull-through each time another point chamber was
reached.
Starting at the steaming bay exit point it took a little while to identify
the route back to the signal box. The existing air lines disappeared into
the earth at the bottom of the point chamber and appeared to be going
in entirely the wrong direction. Eventually another man-hole was found
a short distance away. At one point, an hour and a half after we started
work we’d got the cable through four man-holes, but in a straight line
from where we’d started we’d only gone about nine feet. From here
however it was a relatively straight forward run to the signal box,
stopping only at the two point chambers to attach the additional cables.
For some reason, probably because we were out of sight, by the
steaming bay exit point, for much of the time, the Friday evening
audience was much smaller than the previous week’s.
On a quieter occasion each of the new cables was terminated in the
signal box to a terminal block which would subsequently allow for easy
connection to the existing signalling circuits. In each point chamber a
female XLR connector was attached to the end of the cable.
Stage two was nice and easy. The existing circuits controlling the old
solenoid valves entered the valve control box by means of a multi core
cable which terminated in a sixteen pin plug. This plugged into a socket
on the side of the valve control box. By obtaining another pair of these
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connectors it was possible to create a ‘break-out’ cable which could be
inserted between the existing plug and socket. The new plug and socket
were linked by individual wires for each pin. Initially installing this
break-out cable had no effect on the operation of the system. However as
and when a point was converted to the new valve the wires associated
with the circuits for that point could be disconnected (or broken out)
from the new plug and reconnected to the new control cable run in stage
one. Meanwhile the circuits controlling the unconverted points were
unchanged.
Stage three was done with considerable assistance from various
members of the A-Team. Each bracket consisted of a piece of angle iron
with a couple of mounting holes drilled into it. These were then welded
onto the framework carrying the point operating mechanism. The angle
iron had to be deep enough to allow the valve to be mounted wholly

Installing the new control cable for the steaming bay exit point. Geoff Higgs
peers down a manhole recently discovered in the undergrowth. The slightly
convoluted route the cable has to follow to the next point chamber is overlaid on
the photograph.
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below the upper edge of the bracket as that would ensure the valve
would not foul the cover of the point chamber. One short length of angle
iron was found that was suitable. It was long enough to make three
brackets and was cut on the band saw, until the blade snapped. There
was then a hiatus while attempts were made to repair the band saw
blade, before cutting was completed by hand. Once the two mounting
holes were drilled into each bracket they could be welded into position
in the point chamber. The steaming bay entrance and exit points were
the first to get their brackets installed and work on these points could
move onto stage four.
The plan was to convert these two points to the new valve system and
trial them on the August running day. The other three points would
remain controlled by the old system. The idea was that if there were
teething problems with the new system it would not affect the operation
of the railway too badly as
the steaming bay entrance
and exit points are only used
for trains entering and
leaving service.
There were several steps to
the conversion of each point.
Firstly the hand operated
isolating valve for the
relevant point was closed and
the handle removed so that it
could not be reopened. Then
one of the two air-lines
leading to the point cylinder
was disconnected from the
valve control box and
reconnected by temporary
means directly to the
incoming air supply to the
signalbox. This air-line would
be the one used to supply air
to the new valve, with the
other air-line to the point
now redundant. It was still
necessary to identify which
air-line was which at the far

One of the newly installed air valves seen in
position on the mounting bracket welded to
the point mechanism.
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end and to do this the air supply was turned on. The position of the
point, after the air was turned on, would tell us which of the two air-
lines was the one that had been connected to the air supply in the
signalbox. This could now be disconnected from the cylinder and a small
in-line isolating valve attached to the end. The new point valve,
complete with male XLR connector could now be mounted on the
bracket and a new length of air pipe run from the isolating valve to the
point valve. The valve was connected to the control cable by means of
the XLR connectors. Returning now to the signalbox alteration was
made to the electrical connections there. The two wires in the break-out
cable concerned with the operation of that point were diverted from the
valve control box to the terminal block where the new control cable had
been terminated. With the new valve now under electrical control of the
signalbox the final step was to connect the two output ports of the valve
to the point cylinder. It was necessary for the valve to be under the
control of the signalbox at this stage so that we could determine which
output port on the valve should be connected to which side of the
cylinder, such that the point position corresponded to the point lever
position.
The steaming bay entrance and exit point were successfully converted in
time for the August running day. However as they were being tested on
the Tuesday before, yet another air leak developed in the valve control
box. It was determined by experiment that the leak was on the outgoing
side of one of the point valves and rather than attempt to repair it, the
decision was taken to convert the affected point to the new system
immediately. The third bracket was hastily welded into position and the
conversion done that afternoon.
Happily all went well on the running day and so attention turned to
converting the final two points. No more suitable angle iron had been
located and so the two brackets for these two points were fabricated
from steel sheet cut to size on a guillotine and then folded to shape.
Once these were welded into position conversion went ahead and by this
stage we’d got the job down to under forty minutes.
Mention was made of the semaphore signal that was also controlled by
the valve control box. All the other semaphore signals controlled from
the signalbox are operated by a bank of twelve solenoid operated valves
located in a cabinet at the opposite end of the signalbox from the valve
control box. This bank contained two spare valves which had originally
been intended to control the two semaphore signals in the station. In
the event when the station signalling was installed, many years after
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the rest of the signalling, these two signals were provided with their
own valves located in the station area. One of the spare valves would be
ideal for controlling the semaphore signal and so the relevant air line
was diverted to the opposite end of the signal box and a control wire was
run from the solenoid valve to the valve control box, although initially,
like the point control cables, it was terminated at a temporary terminal
block and connected to one of the wires in the break-out cable.
One unintended consequence of this change was that we had to replace
the cylinder that operates the signal arm. It had been leaking for some
time but the job had been filed in the too difficult category as the
retaining grub screw was seized solid. Even with the leak the signal had
been operating satisfactorily on full air pressure. However the other
semaphore signals are operated on a lower pressure and when control of
this signal was transferred to the same bank of valves as those signals it
too now operated on a lower pressure. With the leak the signal was
noticeably sluggish in clearing. Graham Findlater did much of the work
of replacing the cylinder by drilling out the old mounting pin and
making up and fitting a new one. We never did get the grub screw out.
With stage five out of
the way all the
equipment in the
valve control box was
redundant and this
could now be removed
and stripped down.
This took the best part
of an afternoon;
remember all those
fittings that don’t
want to release the
pipe. There were also
a number of nuts and
bolts where it seemed
impossible to get
either a screw driver
on the head or a
spanner onto the nut.
Eventually everything
was removed and the
box could be rubbed

The greatly simplified arrangements within the
valve control box are seen here. Compare this with
the image on page 26.
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down and repainted. The next step was to reinstall the hand operated
isolating valves and the associated pipe work, all in nylon pipe, of
course. The socket for the electrical connections was also reinstalled and
wired to terminal blocks in the space vacated by the valves.
The box was now ready to be reinstalled on the signal box wall with
permanent air and electrical connections being made within. The
completed system had its first full test at the September running day
and came through with flying colours.
There are a number of points which might be useful to know for anyone
who is using the air system:
1. The isolating valves in the signalbox do isolate the supply to each

point but there is sufficient compressed air in the air-line
between the isolating valve and the point valve that the point
can still be changed five or six times before that air is exhausted.

2. Each point also now has an isolating valve in the point chamber
and if you are working on the point mechanism it might be
preferable to use this valve to isolate the point rather than the
one in the signalbox.

3. Each point valve can be operated manually if the 12 volt supply
is switched off or the valve has been disconnected from the
signalling system by unplugging the XLR connector. There are
two red buttons on top of the valve, one for each position of the
point. Note that if power is applied to the solenoid valve then
operating one of the red buttons will have no effect.

4. The signalbox is now a much quieter place. Even when there
were no air leaks you used to able to hear the valves operating
and air being exhausted by the system whenever a point
changed. Now all that noise is taking place in the point
chambers.

This has been an interesting project to eliminate the last of the
polyurethane pipe on our railway. As far as I know we’ve never had a
leak in any of the nylon pipe unless this pipe has been damaged by some
external agency. With all the polyurethane pipe now gone the incidence
of air leaks should be much reduced for the foreseeable future. Mind you
as I write this some of the seals on the point cylinders are in need of
attention and as it turns out, there is a short length of the polyurethane
pipe still forming part of the link between the main air receiver and the
railway….
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Left: The tangle of
temporary air pipe and
electrical connections in
the signal box after the
valve control box had
been removed for
refurbishment

Right: The valve control
box re-installed in the
signal box with air and
electrical connections
now made permanently.
The box is now leak free
for the first time in
years; even when there
wasn't a leak needing
attention, there had
always been an audible
hiss from one of the
fittings. The hand
operated isolation valves
can be seen, and above
them new labels
indicating the function
of each. The labels had
been designed on a
computer and sent to a
company to be printed on
to a vinyl sticker, which
was simply stuck onto
the box.
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The fixed stop signal (which cannot be cleared)
denotes the end of the line, and also, this being the
last page, the end of this edition of Ashpan.




