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No. 12 ¢ƘŜ άMidland ScotsmanΣέ L.M.S. 

First published in the Meccano Magazine December 1927 

 

In this country the year 1927 has been one of railway record-breaking. Three out of the four great 

railway groups have each produced an express passenger locomotive design of greater power than 

ever previously attempted on the respective lines, and it was only a year previously that the fourth 

of the groups did the same thing. A working steam pressure of 250 lb. per sq. in., higher than ever 

previously employed in a British locomotive design, has been incorporated in two of the 1927 

designs just mentioned. While these developments have been taking place in the locomotive power 

itself, new changes of a record character have been made in the working of the train services for 

which these engines have been designed. 

 

5ǳǊƛƴƎ ǘƘŜ Ǉŀǎǘ ȅŜŀǊ ǘƘŜǊŜ Ƙŀǎ ōŜŜƴ ŀ ƪƛƴŘ ƻŦ άŎƻƳǇŜǘƛǘƛƻƴέ ƛƴ ƭƻƴƎ-ŘƛǎǘŀƴŎŜ ǊǳƴƴƛƴƎΦ ¢ƘŜ ǿƻǊƭŘΩǎ 

record in daily non-stop journey distance, hitherto held for so many years past by the Great Western 
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Railway with their 225 ¾ -mile journey from Paddington to Plymouth, went doubly by the board last 

summer when the L.M.S. Company instituted non-stop running over the 236 miles between Euston 

and Carnforth, and the London and North Eastern over the even longer distance of 268 ½ miles 

between Euston and the Border City of Carlisle. 

 It is the άwƻȅŀƭ {Ŏƻǘέ Express ς the subject of our consideration this month ς that is 

responsible for this remarkable feat, and it is the new άwƻȅŀƭ {Ŏƻǘέ type of three-cylinder 4-6-0 

express locomotive, which is one of the two new British types employing the record working 

pressure of 250 lb. per sq. in., that has made possible the institution of such a working. As a daily 

proposition of non-stop running this is far and away a wƻǊƭŘΩǎ ǊŜŎƻǊŘΦ hƴ ǘƘǊŜŜ ŜŀǊƭƛŜǊ ƻŎŎŀǎƛƻƴǎ 

Webb compound engines had essayed the feat successfully ς first the three-cylinder 2-2-2-0 

compound άLŎƻƴƛŎέ in 1896, and then a run in both directions by two four cylinder compound 4-4-0 

ŜƴƎƛƴŜǎ ƻŦ ǘƘŜ άWǳōƛƭŜŜέ ǘype in 1902 ς but these were special trips for which special preparations 

had been made. 

 

 

  

 

 

 

 

 

2-2-2-0 Dreadnought Class circa 1900.  

Note the rear driving wheels are not coupled to the fore set of drive wheels resulting in the unusual wheel configuration. 

 

There are also regular locomotive workings in force in various parts of the world of 500 and more 

miles continuously, on which, however, intermediate stops are made for changing crews, 

examination of train and taking in supplies. But never ōŜŦƻǊŜ ƛƴ ǘƘŜ ǿƻǊƭŘΩǎ ƘƛǎǘƻǊȅ Ƙŀǎ ƻƴŜ 

locomotive and crew been faced with continuous ǊǳƴƴƛƴƎ ƻŦ ƴŜŀǊƭȅ ǎƛȄ ƘƻǳǊǎΩ ŘǳǊŀǘƛƻƴΣ ǿƛǘƘ ŀ ƘŜŀǾȅ 

express, at an average speed of 52 miles per hour throughout. Indeed, it is probably correct to say 

that only in Great Britain is the maintenance of locomotives and rolling stock so carefully watched 

ǘƘŀǘ ǳƴōǊƻƪŜƴ ǊǳƴƴƛƴƎ ƻŦ ǘƘƛǎ ŎƘŀǊŀŎǘŜǊ ƛǎ ǇƻǎǎƛōƭŜ ǿƛǘƘƻǳǘ ǊƛǎƪΦ hƴŜΩǎ ƻƴƭȅ ƳƛƭŘ ǊŜƎǊŜǘ ƛǎ ǘƘŀǘ ƛǘ Ƙŀǎ 

not been found possible to change engines at Kingmoor sheds instead of Carlisle Station, as that 

slight alteration would have lifted the length of run just above the 300-mile mark. 

 It had been intended to introduce the άwƻȅŀƭ {Ŏƻǘέ in the summer of last year, but the coal 

dispute made imperative a postponement until last summer (written in Nov 1927). The first idea was 

to cover the 230 miles from Euston to Lancaster without a stop, which would have been just 
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sufficient to beat the Great Western Plymouth run, but when rumours began to circulate that the 

London and North Eastern ŎƻƴǘŜƳǇƭŀǘŜŘ ŀ ƧƻǳǊƴŜȅ ƻǾŜǊ ǘƘŜ нон ƳƛƭŜǎ ōŜǘǿŜŜƴ YƛƴƎΩǎ /Ǌƻǎǎ ŀƴŘ 

Darlington, the L.M.S. άǇƭŀȅŜŘέ /ŀǊƴŦƻǊǘƘ ƛƴǎǘŜŀŘΣ ōŜƛƴƎ ŀ ƭƻŎƻƳƻǘƛǾŜ ŘŜǇƻǘΣ ǿŀǎ ƛƴ ǎƻƳŜ ǊŜǎǇŜŎǘǎ 

more suitable than Lancaster for engine-changing, and it also had the merit of being the long run 

from London to an end just before the beginning of the long climb up Shap. 

 Throughout last summer this run was maintained, the train engines being a four-cylinder 4-

6-л ά/ƭŀǳƎƘǘƻƴΣέ ŀƴŘ the pilot a 4-4-л ƻŦ ŜƛǘƘŜǊ ǘƘŜ άDŜƻǊƎŜ ǘƘŜ CƛŦǘƘέ ƻǊ ǘƘŜ Ŏlosely corresponding 

super-ƘŜŀǘŜŘ άtǊŜŎǳǊǎƻǊέ ǘȅǇŜΦ !ǘ /ŀǊƴŦƻǊǘƘ ǘƘŜǎŜ ǿŜǊŜ ǊŜǇƭŀŎŜŘ ōȅ ŀ ŎƻǳǇƭŜ ƻŦ aƛŘƭŀƴŘ ǘƘǊŜŜ-

cylinder compounds from the Polmadie shed in Glasgow, which covered the next stage of 130 miles 

between Carnforth and Symington, in Scotland without stopping. There the Edinburgh portion was 

detached from, or attached to, the Glasgow portion of the train. Not only did the latter run involve 

the previously unheard-of passage of Carlisle without a stop ς certain night trains in the summer had 

hitherto missed the Citadel Station, but 

had always been halted at either the 

North Western or Caledonian engine-

sheds to change engines ς but it also 

involved the Scottish engines in the 

negotiations in succession of the 915-ft. 

altitude of Shap and the 1,015-ft. altitude 

of Beattock Summit, with an intermediate 

stop practically to sea-level just north of 

Carlisle. 

 During the summer, however, the 

Scottish compounds did splendidly with 

this train, gaining time almost invariably 

with a train whose minimum formation 

was 15 bogie coaches, not infrequently 

mounting to 16 and even 17 coaches. 

These Northern engine workings were 

άōŀƭŀƴŎŜŘϦ ōȅ ŎŜǊǘŀƛƴ ŀƭǘŜǊŜŘ ƴƛƎƘǘ ǎŎƘŜŘǳƭŜǎ ƛƴ ƻǊŘŜǊ ǘƘŀǘ ǘƘŜ ŎƻƳǇƻǳƴŘǎ ƳƛƎƘǘ ƴƻǘ ƘŀǾŜ ǘƻ ǊŜƳŀƛƴ 

idle at Carnforth for over 24 hours. Thus the 10.30 p.m. out of Glasgow was worked over the 165 ½ 

miles from Glasgow to Carlisle nightly without stopping, and the 9.20 p.m. night express from Euston 

Ǌŀƴ ǘƘǊƻǳƎƘ ŦǊƻƳ /ŀǊƴŦƻǊǘƘ ǘƻ /ŀǊǎǘŀƛǊǎΣ ƛƴ ōƻǘƘ ŎŀǎŜǎΣ ƻŦ ŎƻǳǊǎŜΣ ƎƛǾƛƴƎ /ŀǊƭƛǎƭŜ ǘƘŜ άƎƻ ōȅΦέ 

Meanwhile, however, the L.N.E.R. had rather taken the wind out of the L.M.S. sails by instituting 

ǘƘŜƛǊ Ǌǳƴ ōŜǘǿŜŜƴ YƛƴƎΩǎ /Ǌƻǎǎ ŀƴŘ bŜǿŎŀǎǘƭŜΦ Lƴ ƧǳǎǘƛŎŜ ǘƻ ǘƘŜ [ΦaΦ{Φ ƛǘ Ƴǳǎǘ ōŜ ǊŜƳŀǊƪŜŘ ǘƘŀǘ ǘƘŜ 

L.N.E.R. run was made on but four days a week and in one direction only. It was, moreover, at a 

slower average speed, and was withdrawn when the winter train service came into force at the end 

of September. At the same moment railway circles were electrified by the unheralded 

announcement of the L.M.S. Company that in future the άwƻȅŀƭ {Ŏƻǘέ would make no halt between 

London and Carlisle. 

 Lǘ Ƴŀȅ ōŜ ǘŀƪŜƴ ŀǎ ǘƻƭŜǊŀōƭȅ ŎŜǊǘŀƛƴ ǘƘŀǘ ǘƘƛǎ ƛǎ ǘƘŜ άƭŀǎǘ ǿƻǊŘέ ƛƴ ǘƘŜ ŎƻƴǘǊƻǾŜǊǎȅ. In order to 

beat the distance to Carlisle the Great Western would require to run non-stop over the 305 miles 
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from Paddington to Penzance, for which journey, even if desirable, a sufficient daily passenger load 

could never be obtained to make the feat a paying proposition. Similarly the L.N.E.R. would need to 

Ǌǳƴ ŦǊƻƳ YƛƴƎΩǎ /Ǌƻǎǎ ǘƻ .ŜǊǿƛŎƪΦ ¢ƘŜǊŜ are such formidable objections to an further extension of 

the distances covered without intermediate stop ς chief among which are the strain on the crew, no 

less than on the machine, and the lack of opportunity of examining the train ςthat, as I have said 

previously, the L.M.S. record is not in the least likely to be challenged. 

 With the institution of the non-stop journey to Carlisle the L.M.S. locomotive authorities 

have introduced the άwƻȅŀƭ {Ŏƻǘέ locomotives. Piloting has ceased at the same time, and while the 

working of a 15-coach express train over Shap Summit without assistance does not constitute a 

record, it is certain that never previously has such a tare weight as 417 tons been worked up the far 

steeper 10 miles of Beattock Bank without the help of a banker. The merit of the ascent of Shap 

from the Southern side ς which is considerably steeper than the Northern ς is further enhanced in 

that it has to be tackled by the engine after the latter as been in continuous running for 4 ½ hours, 

when the fire is getting dirty and clinker may be forming on the firegrate. 

  

To institute such an innovation as this running at the beginning of the winter is, indeed, 

rather a daring stroke, seeing that, while the load has been reduced for winter working, the 

probability of bad weather with its adverse effect on the running has to be borne seriously in mind. 

Fog over the southern stages of the run, or gales sweeping over the exposed lengths of the line 

along the shores of Morecambe Bay or up in the lofty altitudes of the Westmoreland hills, may prove 

a serious problem to the crew on a mid-winter day. Whether this remarkable working continues 

permanently in force remains to be seen. 
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 Nothing of more handsome external appearance could be imagined than this magnificent 

train, with its coaches uniform in size and outline, each bearing on the roof sides the neat legend 

ά¢ƘŜ wƻȅŀƭ {ŎƻǘΣέ in black letters on a white ground, and with both carriages and engine of the same 

ŦŀƳƛƭƛŀǊ άaƛŘƭŀƴŘ ǊŜŘέ ŎƻƭƻǳǊΦ ¢ƘŜ ǎǘŀƴŘŀǊŘ ǎǳƳƳŜǊ ŦƻǊƳŀǘƛƻƴΣ ŀǎ ǇǊŜǾƛƻǳǎƭȅ ƳŜƴǘƛƻƴŜŘΣ ŎƻƴǎƛǎǘŜŘ 

of 15 coaches, weighing empty 417 tons. Backward from the engine there were nine vehicles for 

Glasgow, consisting of bogie brake, corridor first, open first-class restaurant car, kitchen car, two 

open third-class cars in succession (one reserved for meals only), two open third-class corridors and 

a third-class brake; and then for Edinburgh first-class corridor brake, open first, Kitchen and open 

third restaurant car set, third-class corridor coach and third-class brake. 

 No less than six vehicles in the train weighing in all 170 tare tons, were thus devoted to the 

service of meals, leaving, apart from the three brake coaches (equivalent to two coach-lengths of 

brake space) only seven vehicles out of 15 actually devoted to the carriage of passengers. The 

enormous increase in train-weight represented by the present 10 a.m. and 10.7 a.m. expresses out 

of Euston ς as compared with the previous one train only at 10 a.m. ς is thus explained. 

 For the winter the train has been cut down to 12 vehicles. One of the third-class corridor 

coaches has been withdrawn from the Glasgow portion and the Edinburgh portion consists of first-

class brake, composite twelve-wheeled restaurant car, open third-class car and third-class brake, 

which reduces the tare or empty weight of the train to 350 tons. With an average complement of 

passengers and luggage this represents about 365 tons, whereas the total weight in summer was 

more like 440 tons, and occasionally, when the load was made up to 17 coaches, must have 

exceeded 500 tons. 
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The άwƻȅŀƭ {Ŏƻǘέ engines have been described so recently in the άM.M.έ (Meccano 

Magazine) that little further is needed by way of comment. The only matter for surprise is that, after 

the remarkably successful experience of the L.M.S. Company with the three-cylinder Midland 

compounds, three-cylinder simple propulsion should have been adopted without so much as an 

experimental building of an engine of this type on compound lines. The only previous experience of 

any section of the L.M.S. with three-cylinder simple working was that of the Caledonian, where, 

however, the big Pickersgill three-cylinder 4-6-0 engines have not proved as successful as 

anticipated, the cost of maintenance in particular being somewhat heavy.  

As compared with the other British express locomotive giants of recent date, too, the cylinders of 

the new L.M.S. engines are somewhat on the small side, with the result that, despite the high 

working pressure of 250lb. per sq. in., their tractive effort is less than that of either the Great 

²ŜǎǘŜǊƴ ƴŜǿ άYƛƴƎǎΣέ ǘƘŜ ǊŜōǳƛƭǘ [ΦbΦ9ΦwΦ п-6-2 engine ά9ƴǘŜǊǇǊƛǎŜΣέ or the Southern ά[ƻǊŘ bŜƭǎƻƴΦέ 

But actual performance is the truest test of tractive capacity and in this respect it is clear that the 

new άwƻȅŀƭ {Ŏƻǘǎέ leave little to be desired.  

 The only assistance that will be taken throughout the north-bound journey ς unless, 

possibly, the weather should prove very bad over the mountainous sections further north ς is up the 

incline from Euston to Camden. This begins right off the end of the platform and is for 1 ¼ miles at 

between 1 in 70 and 1 in 105. At the opening of the London and Birmingham Railway it was never 

supposed that the ordinary adhesion locomotive would surmount such a grade without help, and a 

winding engine was installed at Camden by which outgoing trains were pulled up the bank before 

the engine was attached that was to draw them northward. The same practice obtained until a much 


