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Cover Story
The cover picture this
month shows our
recently completed post
box, located by the
entrance gate. Peter
Fitch and Peter
Pardington are seen
here (right) putting the
finishing touches to it
on Tuesday 25th March.
To the left of the post
box can be seen the new
style of fence which it is
hoped will eventually go
all round the turntable.

Much other work has also been going on over the winter months. In the
workshop the big lathe has been converted back to run on a three phase
supply. It originally ran on three-phase, but was converted to single
phase when we first acquired it. Now that we have installed a three
phase converter to supply other machinery in the workshop, the
opportunity was taken to convert the lathe back
again.

Martin Humphrey has completed the painting
of Terry Castledine's 14XX locomotive, as well
as making the name plates. The locomotive
was donated to the society after Terry's
death. This locomotive is one of the ill-fated
Winson's range and Terry had
put a lot of work into trying to get
it to work. The A-Team under the
leadership of Mike Dunning have
taken up the challenge and the
chassis ran on compressed air for the
first time last year and it is hoped that it
will be running sometime this year.
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Elsewhere Geoff Parry has been installing a new overlapping expansion
gap in the track, replacing the previous rather unsatisfactory
arrangement.

Two working parties were held in February and March with a lot of site
maintenance being achieved. One thing that was done was to remove
the earth from above
the roof of the long
tunnel. Over the last
few years this roof has
become increasingly
distorted, but
following removal of
the earth it has
sprung back into its
correct shape.
Discussions are
continuing on the best
method of reinforcing
this roof before
covering it once again.
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Chairman's Chat
It is now a couple of months since the Alexandra Palace Exhibition.
The organisers have said that attendances improved on all three days
compared with 2013, although the snow had quite an effect that year,
and the feedback from members is that they enjoyed the event. The
CNC Router designed and built by Max Pickering, Kevin Flint and
Tony Caudrey attracted a great deal of interest and with it being a
combination of computing and engineering, may well be the sort of
thing that attracts new blood to our hobby.
Unlike Sandown Park, getting enough tickets to cover the attendance
of our stewards is quite tricky, as is arranging their distribution,
unless we get them well in advance of set-up day. This year we didn’t
even get the car passes for set-up day until after our last Friday
meeting, but having talked to Peter Pardington & Malcolm Parsons it
is clear that from time to time we should expect these slip-ups to
happen.
The policy of Meridienne Exhibitions (Ally Pally) is that no
passes/tickets will be made available until set-up day but that we
should collect them from the exhibition. It wasn’t clear how we should
do this but it turns out that they set up a couple of desks inside the
exhibitors entrance, where tickets could be collected on arrival each
day.
I will continue to ask for early delivery to us but it may be that the
above arrangements will have to be used to gain access.
We rely mainly on two members, Bob Proudfoot and John Browning,
being able to provide the transport. They carry the bulk of exhibits
and all the larger stand equipment between them, in their camper
vans, and set up the stand. If either becomes unable to do this, it
could be difficult so any offers of help will be gratefully received. This
is not to underestimate the help of three or four others with their cars.
Now I come to something that Malcolm has written about a number of
times and that is the problem of producing ‘different’ exhibits for our
displays. We have a core of exhibitors who helpfully have provided
lists of what they have available. I was a little concerned that we
might be showing the same objects too frequently but it seems that
this is common elsewhere as well.
We continue to be supported by various individuals and the Model
Railway Group always come up with interesting exhibits for the
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display case, but I am sure that many others are tinkering away at
home with a variety of things that we don’t see at the club. I get the
impression that several people do not offer things for the exhibition as
they think what they are doing is not good enough or unfinished or
not of interest to others.
I want to encourage anyone who thinks that way not to be put off; we
want to see whatever you have been up to. Please don’t think that
everything has to be scratch-built or finished. Items constructed from
kits or bought things that you have improved are just as welcome.
Give its some thought now rather than later as the exhibitions will be
round again sooner than you think.

Mel Fuller

vvvvvvvvvvvvvvv

Rising Damp
After the extended wet period early in the year, the steaming bays
were under several inches of water in early February.
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Ashpan Notebook
Subscription Renewals
Membership subscriptions for 2014/15 fell due at the beginning of April.
The full membership subscription this year is £30, while junior
membership is £6. The treasurer will be delighted to receive your
subscription sooner rather than later.
If you can't get down to the club to see him in person then you can either
pay by electronic transfer into the club account (at Barclays, Sort Code
20-73-53, Account No. 30548782, your name will serve as the transaction
reference) or by sending a cheque (made payable to IDSME) to Graham
Findlater, 6 Arundel Road, Sands, High Wycombe, Bucks HP12 4NE.

Exhibitions
The Model Engineer Exhibition at Sandown Park this year will be held
from the 12th to the 14th December 2014, with set-up day being on the
11th December. The chairman in his chat has made an appeal for 'new'
exhibits this year and if you have something you think might be of
interest, even if it is only work in progres, then please speak to the
chairman.

Ashpan 101 & 102
Thankyou to those who have submitted contributions for inclusion in
this issue of Ashpan. The Summer edition of Ashpan, number 102, is due
to be published in time for the July running day and so any
contributions should be with the editor by early June. The editor's
contact details can be found on the inside front cover.

Ashpan Online
Many members will already be aware that all previous issues of Ashpan
are available to download from our website. However it never hurts to
make the occasional reminder, particularly for the benefit of new
members. They can be found at
http://www.idsme.co.uk/IDSME/IDSMEAshpanOnline.shtml
The existence of this archive online makes it very easy for items in this
magazine to include references to articles in previous issues in the
knowledge that anyone with an internet connection will be able to look
up the article in question. Previously, only members of long standing
would have had a complete or reasonably complete collection of Ashpan.
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The London Model
Engineering Exhibition 2014

In January IDSME attended the London Model Engineering Exhibition
at Alexandra Palace. Over the next few pages are some pictures of the
club stand. Undoubtedly the highlight of the display on this occasion was
the computer controlled router built by Kevin Flint, Tony Caudrey and
Max Pickering. Max was on hand on all three days of the exhibition to
demonstrate the router to interested visitors.
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Some views of the computer controlled router
on our club stand at Alexandra Palace.

Below: some of the internal gubbins that make it tick.
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Point Replacement at Ruislip
Over many of the weekends in the early part of this year the Uxbridge
Branch of the Metropolitan line has been closed for engineering work. A
variety of work has been done, amongst which has been the replacement
of the points at Ruislip siding, between Ruislip and Ickenham stations.
This was done over two weekends with one crossover being dealt with
each weekend. Some images of the work for the first weekend have come
to hand and I thought they might be of interest to readers of Ashpan.
Ruislip siding is actually closer to Ickenham station than Ruislip but is
so named as it provides a connection between the Metropolitan line and
the Central line's Ruislip depot. The depot was built as part of the
western extension of the Central line to West Ruislip in the very late
1930s and early 1940s. When work on the extension was finally stopped
by the war, the depot buildings were sufficiently advanced to allow them
to be used as a wartime factory. Work on the extension resumed after
the war with the line to West Ruislip opening in 1948. From that date
Ruislip depot has been one of the two principle rolling stock depots on
the Central Line.
In the 1970s Ruislip depot also became one of the principle permanent
way depots for the whole underground system and it was at this time
that the connection to the Metropolitan line via Ruislip siding was
established in order to allow engineering trains from Ruislip to easily
reach all parts of the underground network. The siding was installed in
1973 and was available for use under special arrangements from July of
that year. Proper signalling of the connection, allowing its use at all
times, was not provided until 28th September 1975. From this latter
date, the siding could also be used to reverse passenger trains
terminating at Ruislip and consequently the signal box at Ruislip, which
had controlled a crossover there, was closed from the same date. The
new signalling was (and still is) controlled from the signal box at
Rayners Lane.
Moving forward forty years it was time to replace the points installed in
1973. The method adopted was being used for the first time on the
London Underground. Modular Point & Crossing enables the track to be
delivered directly from the factory as panel segments that can be
reassembled on site as a giant jigsaw. Previously new points were
usually provided as a collection of smaller loose components to be rebuilt
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on site. Modular P&Cs
have been used on
Network Rail for
several years, but the
introduction to the
underground has
required a number of
further developments.
Principally, these were
to adapt the system to
accommodate the LU
'4th rail' for traction
current. By installing
the new track in this
manner, the factory
quality is replicated on
site and the
installation time is
reduced over
traditional methods.
In order to lift each of
the track sections
(panels), which can
weigh up to 20 tons,
heavy duty equipment
is also needed. At
Ruislip a Kirow810
rail crane was used.
A lot of the pictures
featured here were
taken by a camera
fixed to the side of the
Interlocking Machine
Room at Ruislip
Siding. This is the
building that houses
the signalling
equipment for the area
and is marked on the
diagram as 'IMR'. The
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Figure 1: The rails of the original track are lifted into the wagons on the
adjacent track.

Figure 2: The old ballast is excavated from the westbound line, with the
spoil dumped in wagons standing on the as yet untouched eastbound
line.
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Figure 3: The freshly laid ballast is being compacted a three compactors
coupled together and operated by remote control by the person standing
on the left.

Figure 4: The Kirow 810 rail crane lifts the first track panel into
position.
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camera is facing towards Ruislip.
After the last passenger train on Friday night had run an engineering
possession of the line was granted. The first stage of the weekend
work would be to get all the engineering trains into the required
position before work started on removing the existing track.
One line was dealt with at a time, the other being used by engineering
trains. The westbound line was dealt with first. Rails and sleepers
were removed and deposited in wagons of an engineering train
standing on the eastbound line (figure 1). The remaining ballast was
then dug out and likewise deposited in wagons (figure 2). Once all the
ballast was removed the underlying surface was levelled and a geo-
textile mat laid over it (figure 6). This matting forms a barrier
between the underlying earth and the track ballast and is intended to
stop the earth working its way up into and contaminating the ballast,
something which has a marked effect water drainage through the
ballast and ultimately on the ride quality of the track.
A fresh ballast layer was then laid over the matting and this was
levelled and compacted (figure 3). At last it was time to call the crane
into action to lift the track panels into place for the westbound line
(figure 4). At this stage the sleepers stood wholly on top of the ballast
layer but attention now turned to the eastbound line (figure 5). The
same process was followed, with the associated engineering trains
now standing on the newly re-laid westbound track.
All the new track panels were in position by the early hours of Sunday
morning, but there was still a lot to do. Fresh ballast was added to
both tracks to bring it up to the level of the top of the sleepers
(figure 8). This was followed by several passes by a tamping machine
(figure 9). Tamping machines compact the ballast beneath the
sleepers ensuring that they are properly supported and the track has
the correct alignment.
Installation of the point machines followed (figure 10). These are what
actually move the points. Some minor alterations had to be carried out
to the signalling as the new points are operated electrically while the
old points were operated by compressed air. Also since the new
crossover was slightly longer than the old one, one of the signals in
the area had to be moved a short distance. All these alterations had to
be thoroughly tested.
Once work was complete preparations had to be made for handing the
line back to the operating department, and of course this included
getting rid of all the engineering trains which had been involved.
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Figure 5: The westbound track has now been re-laid and attention is
now turning to the eastbound.

Figure 6: Having removed the track and ballast of the eastbound line
the geo-textile membrane is being laid, before being covered in fresh
ballast.



Ashpan Number 10116

Figure 7: The Kirow 810 rail crane in use positioning one of the track
panels for the eastbound line on Saturday night.

Figure 8: With all the new track now in position, additional ballast is
being added over the whole area to bring the ballast level up to the top
of the sleepers.
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Figure 9: The tamping machine makes one of its passes over the newly
laid track to adjust line and level.

Figure 10: With work nearly complete the point operating mechanism
has been installed in the four foot.
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Paget Revisited
by Paracaramel

At the time I completed the article entitled ‘Cecil Paget’s Folly’, which
was published in Ashpan 98, I was firmly convinced that there was
nothing more to add. I was wrong. In addition to some spicy details of
his private life, that came my way, I have also come across some details
of a later German locomotive that adopted his principle of independent
drives to each of the four main axles. This prototype 2-8-2 locomotive
was designed and built by Henschel, with the ultimate aim of
challenging for the world speed record for a steam powered locomotive.
In the event it was not put into service until 1943 as class BR 19 1001.
More of which follows later.
This information prompted me to look further and there is evidence that
multi-cylinder axle drives via gearing, known as steam motors, had
already been introduced by Sentinel as early as 1905, which was about
the time that Paget started on his own design. The two concepts varied
in scale, with Paget designing for a powerful standard gauge locomotive,
while Sentinel was designing for light weight rail-motors and steam
driven road vehicles. To this end their aim was to take advantage of the
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increased power and efficiency
that could be obtained from
smaller, high speed, engines
which could be increased in
number to gain additional power
output if required. The high
speed engines could be geared
down to match the required
vehicle speed. However, it must
be noted that not all geared
locomotives, such as the Shay
and Climax in America, used
gears for the purpose of
maximising the efficiencies
expected from the use of higher
speed engines.
The early Sentinel units used
chain drives which provided
greater freedom for their
positioning within the vehicle,
but later designs used gears
which constrained the power
units to be close to the driven
axles. In both cases the
crankshafts were enclosed in
an oil bath to provide
lubrication and exclude the
ingress of dirt. Cam-driven
poppet valves were
incorporated in many units,
the crankshafts of which were
connected to the axles via
gearing matched to the
diameter of the chosen wheels.
This in turn enabled small,
driven wheels to be mounted in
bogies which were eminently
suitable for use with rail-cars.
The change from chain to
geared drives was made at the

Classic Sentinel boiler (above) and
classic Sentinel twin-cylinder unit (below)
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suggestion of Abner Doble who had become a consultant to Sentinel in
1932. Sentinel had employed Doble to develop an advanced mono-tube
flash boiler to replace their water tube designs but he left their service
in 1936 to return to America, having also had consultancies with
Henschel and Borsig in Germany. Sentinel continued with their vertical
water-tube boilers and multi cylinder designs whose claimed advantages
were their small sizes, allowing for rapid replacement with new units
when maintenance was required. In use there was a reduction of
‘hammer blow’ and the articulation of small wheeled, driven bogies did
not require additional carrying axles which meant that heavy
mainframes were avoided and the total weight of the power units was
available for adhesion and could be evenly distributed.

Moving now from
ingenious rail
motors, the idea of
applying a V12 high-
speed steam engine
to a standard gauge
tank locomotive
might seem like
madness, and so it
was. The official
(under)statement at
the conclusion of the
experiment was that
‘It did not give
satisfaction’. This
was the French
221TQ and was
built in 1939 as a
4-4-2T. Only one
photo of this
strange locomotive
is known to exist and the sparse details of its design come from a single
general outline drawing. The cylinders were positioned longitudinally
under the high pressure (280 psi) boiler and drove a longitudinal
crankshaft which in turn was connected to both axles via gearing and
flexible couplings. Consequently the driving wheels did not require
conventional coupling rods. Nor did it have a conventional regulator and
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relied entirely on changes to the cut-off of its
poppet valves to control its speed. These also
broke with convention and had positive opening
and closing without the need to use springs (or
to put it technically, they were desmodromic). A
simple mechanical arrangement is shown in the
picture (right) although it is not known how it
was achieved in 221TQ. As an aside, the modified Caprotti system
applied to the Duke of Gloucester locomotive uses double-beat poppets
opened by cams and closed by steam pressure.
The front portion of the tanks on 221TQ were cut away to give access to
the cylinders and the firebox/ashpan precluded any rearward extension
of the crankshaft to drive the rear axle thereby restricting the available
adhesion weight to the two driven axles under the centre of the
locomotive. However, the firebox, boiler and super-heater were
conventional having come from a type 230 tank engine of the period.

Coming now to a more reasonable attempt to apply steam motors to
standard gauge locomotives we need to examine their justification. By
the end of the 1930s the world’s steam speed record stood at 126 MPH,
achieved by Mallard. Despite over enthusiastic claims that this might
have easily been exceeded by other members of the class, a cold
appraisal of the facts indicate that this would have been unlikely. At
axle speeds in excess of 400 rpm in conventional designs the
reciprocating forces become unacceptable and cannot be adequately
compensated to avoid destructive hammer-blow on the track and
damage to the locomotive itself. Three and four cylinder designs had
reached their limit and the coupling rods, which are a major factor, had
been reduced to a minimum weight by the use of high tensile nickel
steel. Nor was there much scope for reducing the axle speeds by
increasing the diameter of the driving wheels beyond 90".

Since 1933, Borsig in Germany had been researching the use of steam
motors. The date may be significant because this was the year that
Doble became a consultant to them, although I cannot find any reference
to his input to the project. At the same time Doble was also a consultant
to Henschel who were, unsurprisingly, working along similar lines. In
1938 they formally started work on a steam motor design for a 2-8-2
high speed standard gauge locomotive. The project was led by Richard
Roosen and Ulrich Barske. The prototype was designated Project 19
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1001 and was powered by four 90º V twin units mounted externally to
the frames and driving the axles of the 49" diameter wheels using
flexible couplings. Each axle was driven from one end only, with the
engine for each alternate axle being mounted on opposite sides of the
locomotive. Thus there were two twin cylinders on each side as seen in
the pictures with axle numbers 1 and 3 on the left and numbers 2 and 4
on the right. At the
maximum design speed
of 116 MPH the axle
rotation would have
been about 800 rpm but
with a minimum of
oscillating valve gear
and no coupling rods
near perfect balance
could be achieved. The
locomotive was constructed
in stages and in 1940 made
its first movement under
its own power using a
single pair of cylinders.
This was sufficient for a
test drive at 50 MPH. The
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remaining three
pairs of cylinders
were then put in
place and the
streamlined
casing was added
before the
locomotive was
finally handed
over to the
Deutsche
Reichsbahn in
July 1941.
Further proving
trials were made
and at least one
run at maximum
design speed was
achieved with a
minimum of
vibration.

One particular
design feature
(which might be
unique) was the
mechanism by
which
continuously
variable cut-offs
and reversing was
achieved. By far
the simplest
method of
reversing is the
slip eccentric
which can rotate
on its shaft
between two stop
pins. In between
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these two stop pins will be the complete range of cut-offs between full
forward and full reverse gear. Since the movement of the eccentric is
circular the intermediate positions are sinusoidal which makes control
over the required range difficult. The Henschel solution to this was to
convert the sinusoidal motions into linear ones for all four eccentrics
simultaneously. This was achieved using complex sets of helical idler
gears capable of sliding axially parallel to helical gears fixed to the slip
eccentrics shafts. Once in the correct positions for the desired cut-off the
mechanisms were locked by the application of additional pins. The idler
gears were shifted by the rods using forks and all four sets of rods were
attached to the screw reverser in the cab via bevel gears, universal
joints and sliding spines. The rods can be seen clearly in some of the
photos.

The locomotive hauled loads up to 650 tons and was satisfactory in
service up to November 1943 when damage to one of the main drive
couplings forced its withdrawal for a year until replacement parts could
be made. Soon after re-entering service the locomotive was seriously
damaged by a bomb at Hamburg and was taken to Gottingen for
storage. Following the end of the war in 1945 the locomotive was sent
back to Henschel to be repaired to working order before being shipped to
America in October 1945. The Americans made detailed inspections and
tests but
concluded that
complex steam
locomotives
could not be a
match for the
rapidly
developing
diesel
technologies
and V19-1001
was put on
static display
for seven years
before being
ignominiously
scrapped.
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Toasters andToast
Geoff Higgs unwisely attempts to set the record straight

'Toaster' (a noun) derives from the word 'toast' which is itself both a
noun and a verb. 'Toast' has two common meanings, referring to the
raising of a glass in salutation to a person or to singe, brown or lightly
burn by means of applying heat. (A more modern, slang usage is 'You
are toast', but such vulgar corruption of English does not concern us
here.)
For salutation we have, as a noun, 'the loyal toast' (to the monarch)
and, as a verb, 'toast the bride' or 'toast the chairman'. (Although this
last might not be meant as a salutation at IDSME!)
For browning we have, as a verb, 'to toast bread', 'to toast teacakes' or
'to toast marshmallows' but 'toast', as a noun, usually refers to bread
that has been 'toasted'.
In this article we confine ourselves to the second meaning of toast, that
is, the application of heat to brown or darken, and thus exclude the
meaning of 'toaster' as someone who raises a toast.
It is unknown how far back the concept of toasting extends but
presumably Neanderthals toasted portions of woolly mammoths in
front of the cave fire (the females of course; the males were doing manly
things such as killing the neighbouring tribe, or redecorating the cave).
Certainly, in medieval times the technique was commonly applied to
witches and heretics, Joan of Arc being an example of the latter. The
process was a bit more complex with the former.
Anyone accused of witchcraft was repeatedly dunked in the village
pond. If they did not drown, this proved that they were a witch, so they
were burned at the stake. This sort of 'lose - lose' situation is still
perpetuated, though somewhat less violently, in some modern legal
processes.
The superficial gentility of Victorian times saw a great increase in the
toasting of bread on the end of a device in front of a fire. This was not
just the occupation of the rich (who had beautifully made, three-
pronged, brass toasting forks and who gaily laughed when the toast
inevitably slid off the fork into the fire just as it was about done). The
huddled masses were lucky to have a bit of bread at all to toast and
gathered about the fire to warm themselves as well as the bread. They
were sensible enough to use a stick that was rough at the end, thus
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saving the toast from the upper class fate and which merely tore a large
hole when the toast was removed.
Once electricity in the home became commonplace, the idea of using it
to singe bread (by wasting it through a resistance) occurred to some
enterprising idiot.
These 'toasters' were crude
indeed (right).
It was not a good idea to
manipulate the bread on to
and off from this sort of
toaster with anything metal
(or in any other way
conductive), a lesson that my
mother failed to absorb
many generations (of
toaster) later. Note the
ornate porcelain base supporting the red hot elements open to the
investigation of any passing child (or IDSME member). This early
version required the user to somehow reverse the slices of bread while
avoiding both branding and electrocution.
The next stage was a model that allowed a semi-automatic turning over
of the slices being toasted. It had inward sloping holders formed by
doors. The slice rested on the inward projection
of the door bottom. When the door
was opened (to well below the
horizontal) the bottom edge of
the slice slid down the door such
that, when closed again, the
opposite face was presented to
the elements (right).
While a safety advance, this
model (recalled from childhood)
had several disadvantages.
You couldn’t detect how far
advanced the toasting had
progressed (other than knowing
when it had gone too far by the
faint wisp of smoke venting from
the top). Therefore you kept opening
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the door to check. This considerably increased the toasting time and
meant that the slice was reversed on each occasion. Thus you toasted
(slowly) both sides in decreasing, incremental amounts. Perhaps the
only (then unrealised) benefit of this was that it introduced one to the
concept of iteration and perhaps meant that one’s first encounter with
calculus was not as perplexing as it might have been. As there was
usually a slice on each side, a lot of opening and shutting doors
occurred but that did help pass the time.
In my own case, the little knobs to open the doors were made of wood,
screwed onto little threaded projections from the door sides. Eventually
the red-hot environment in which they were used meant that the wood
shrunk and they fell off the threads and were lost. The remaining
metal projection was very hot so that the door was flicked open as fast
as possible, causing the slice to shoot off the door, across the kitchen
counter and onto the floor or perhaps into the sink. Still Health and
Safety being only then a twinkling in some demonic eye, the slice was
reinserted into the toaster and the door re-closed (using a knife or
spoon, another hazard, as it was usually metal).
The next stage was the 'pop up' toaster with four elements. As this had
heating elements on either side of each opening, this allowed both sides
of two slices to be toasted (or burnt) simultaneously. The slices were
inserted into the slots, the lever pressed down, where it mechanically
latched. When the toast was done, slight lifting of the handle from
underneath released the latch and the toast rose majestically to reveal
one side burnt and the other underdone. Therefore a number of
intermediate lifts were required with additional rotation of the slices
from front to back and top to bottom, endeavouring to compensate for
the uneven distribution of the heat of the unseen elements.
Man, (sorry
'humankind') being,
at heart, a lazy sod,
(sorry I did mean
'men' after all) got
fed up with messing
about compensating
for deficiencies or
waiting and
watching for the
toast to catch fire
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when he could be better using his
time (e.g. watching the football
results) and devised, with his
usual, over-elaborate ingenuity,
the electric toaster with timer.
Early models used a bi-metallic
strip to release the 'pop up'
mechanism with a knob to set the
starting position of the strip and
thus the time it took for it to
affect the release.
Later models became more
sophisticated with four slice
capability (imagine the 24 or 16
times possibilities of getting
something wrong)
The current epitome of the art of toasting is
the electro-magnetic latching, integrated
circuit timer equipped toaster. Internal
view (right) shows the complexity. Pressing
the lever down switches on the power and
an electromagnet holds down the lever. A
printed circuit board controls the timing
confirming the old adage that 'to err is
human' but to really screw it up you need a
computer.
Early toasters were found to clog up with
bread crumbs and distribute them all over
the place, so a 'crumb tray' was
introduced. This neatly collected all
the bits of crust and crumbs from
weeks of toasting and could be slid
out and emptied at the user’s
convenience. Usually, once again due
to the hot environment in which it
operated, it distorted and would stick.
This required a sharp tug at which
point it shot out and distributed
crumbs all over the kitchen far more
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effectively than the previous method of just turning the (cold) toaster
upside down.
The alternative was to forget about the tray completely which meant
that eventually it caught fire.
I must at this point give due credit to my mother who had a way with
toasters that allowed me to become more familiar with their
peccadilloes than might normally be the case. Indeed she had several
that we replaced and, being of the IDSME frame of mind, I could not
resist investigating as to the trouble.
One model worked perfectly except that it would not latch down.
This I assumed would be the simplest thing to correct and so offered it
for free for an IDSME member to fix and use. It was laughed out of
court (the clubhouse actually) and I skulked home with my toaster
between my legs (figuratively - not literally; I am not of that bent).
Investigation showed that a piece of crust was in the way of the latch
and it was soon mended. I then made the mistake of re-offering the
now fully working toaster. Much hilarity ensued as I had also offered a
simple, working, four-slice toaster that took up too much space on my
mother’s work surface.
The non-latching down toaster has, in the way of all distorted myths,
become the toaster that wouldn’t pop up. My final observation is that
toasters that shoot toast high enough to bring down an aircraft or be
caught by Eric Morecombe are fabricated only in the imagination of
IDSME minions or the Special Effects Dept. of BBC Television.

The Future

Work is progressing on
developing a see-through

toaster which hopes to utilise
clear panes of "heating glass"
that allow you to clearly see
precisely how burnt your

bread is becoming.



Ashpan Number 10130

A visitor to the
railway last Spring,
sits on the track by
the long tunnel.


