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We often forget that people are needed to run and maintain
the railways. Although when this pic was taken, there was
only one section car in use on the Eyre Peninsula (SA), the
gangs were still required to fix the track. These two workers
were clipping down ex Northern Australia Railway sleepers
out on the Kimba line in 1991 . Mode of ransport was a bear-
iup old truck. Photo from the Editors own library

From the Editor-January 2003

Welcome to 2003, and another year of
challenges.

I am constantly impressed, astounded and in
dis-belief that the committment and dedication of
our members, and look forward to working through
a few hurdles currently in our way with a team of
mspiring and enthusiastic people.

My appreciation to those who have submitted
something for this edition of Trackside, a Bumper
20 pages. We represent three states in this edition,
SA, NT and Queensland.

A recent sale of cars by one of our NSW
members has allowed a number to gain a car on the
standard gauge, and for a couple, some rather unique
pieces of railway heritage.

My new shed is awaiting the safe arrival of a
NSWGR Villiers Motor Quadricycle, and I look
forward to restoring that. This is my second Villiers,
my first being when I was 17, and not in a position
to do much with it.

The group has already three runs happening,
and we hope to get at least a couple more in before
our insurances expire. See you out on track, and
thanks for your contributions!. Nic

" Quote of the Quarter

“If there is no light at the
end of the tunnel, stride
down there and light the

bloody thing yourself”’
\L Sara Henderson

Edited by Nic Doncaster on behalf of the Australian Society
of Section Car Operators Inc. ASSCO - Box 6683 Halifax
Street, Adelaide SA 5000 for the information and use of mem-
bers. Editorial comment and content does not necessarily re-
Mect the policies and opinions of the Society.

Information contained herein is provided on the understand-
ing that it is subject to change, and therefore members should
consult with the Management Committee before acting on this
information. Publication of advertisements on behalf of mem-
bers or others in no way constitutes an endorsement or an
assurance as to the quality or reliabiliry of the service or item

advertised . © Copyright ASSCO 2002
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Route Familiarity - Mary Valley
Heritage Railway

Ken McHugh

[t was 7am, Saturday 2" November 2002 and
6 keen ASSCO members had gathered at the Old
Gympie Station ready for day of anticipation, in-
trigue and numb bums.

We had gathered together as part of the access
process required for ASSCO to operate on the Mary
Valley line. The 6 were Jerry Jirasek, John Love
(Jnr) Geoff Bowring, Richard Horniblow Steve
Pryor & myself.

Apart from Jerry, none of us had ridden this
line on a Fairmont nor had we come together as a
team before yet team building was inevitable as all
6 of us were to be perched close together on MT
14 609 for the day.

The Mary Valley group provided a warm
welcome and quickly got to the business end of
the meet. Our yellow cards were checked and
various other forms completed & signed. They also
explained to us in detail key features of this branch
including deep cuttings, roaming cows, fallen rocks
and the unexpected.

We decided early to put them to the test with
avolley of Q&A’s about their operation — they knew
their stuff well. Jerry then showed us important

Left 1o Right Steve Pryor, Richard Horniblow, Geoff
Bowring, Ken McHugh, John Love & Jerry at old Gympie
Station

The MT

e
14 with fire tender which follows the "Mary Valley
Rattler" - Ken McHugh

features of his MT 14 so that we all had a common
understanding of how it works and where things
were located.

One of the highlights of running today would
be the crossing of the MVHR Railmotor, therefore
we had to keep to times & ensure our
communications were spot on. Our proposed
Journey was Gympie to Imbil & return twice.
Amazingly, the advice from the MVHR railway
team was not totally correct, they only advised to
watch for cows, a bridge crew, other vehicles,
hikers, rocks and a black dog. They didn’t mention
the 6ft high grey kangaroo that stood tall and
eyeballed the Fairmont as if it was a preditor in the
wrong territory.

Interestingly, we came across all of the above
during the day and each one tested both individual
and group reactions. For example — A cow on the
line. When it was spotted we turned to Jerry to
advise ...." Errm Jerry, there’s cow on the track”.
Now one would assume that a Fairmont laden with
6 railway adventurers would give the cow cause to
move on quickly.

In fact, it turned its head in our direction, then
looked away, and continued unabated to finish its
mouthful of grass. Slowly but surely, it started to
move in the same direction with one adventurer
making the observation “T"ve never had the pleasure
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Above - Je
of viewing a cow’s (rear) from this perspective, and
I don’t choose to again”. The learning here was
....... we are the visitors, not the cow.

While at Imbil, we had a good look around
and Jerry took us through the ASSCO written
assessment component of the day. This is a
document that is designed to assess operator’s
knowledge of operating a car and as well as other
aspects.

We all had the opportunity of starting, driving and

2/11/2002 4:30
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rrys MT14 at Imbil - Ken McHugh
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shutting down the MT14 over a fair stretch of the
line. Jerry would also test our route knowledge
along the way by periodically asking which station
was next and other important information re
upcoming road & occupational crossings.

Back at Gympie, Ken from MHVR came up
to the platform to enquire on our progress, we were
happy to report that all were present and accounted
for and we were about to head back out for more.
We were offered the use of the turntable to begin
the 2™ half of the journey, which we gratefully
accepted. Two technical issues arose at this
point which are worth noting.

For the Photographer - After moving
away from the car to take a photo of it
spinning 180°, proceed to opposite side of
car to locate new location for camera bag.

2.  Forthe person who will start the engine
after spinning 180° - ensure this person
winds the engine in the new direction of
travel as some laughter, lost time or other
embarrassment may occur!

Left Two of Mary Valleys ST2s used on fire
patrols - Ken McHugh
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We all participated in the flagging
process over numerous road and occupational
crossings. Initially it felt strange and unusual
to walk away from the MT 14 and head up the
road and hang out a red flag.

But by the time we were on the last leg,
the purpose of this task was much clearer which
made it easier to perform. Everyone improved
immensely and gained considerable experience
in all tasks during the day.

Another example was the technique for
changing points. I'm used to the kangaroo style
levers, thanks to Steve for showing me the
correct way to minimise back strain.

Alittle later on, we were taken by Surl?rlse Jerry and his MTI14, and his Tilt train - (a slight difference in
when that black dog struck! It wasn’t obvious technology ED) - Ken McHugh

until the last moment when it ran toward the

track from the undergrowth, then it lunged at the willingness among the team to listen and learn

Fairmont with ferocity and luckily all were ‘perched’ form each other throughout the day.

high up on Jerry’s MT14! ...... however M135 users

‘beware of your bits”. If this is representative of future runs, then
we’re on the right track. Thanks Jerry & team,

Throughout the day we remained cognisant of thanks Mary Valley Heritage Railway.
our safety responsibilities, I noted a lot of common
sense being used. There was good camaraderie and Ken McHugh

Ee

On the Turntable at Gympie - Ken McHugh
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Vale Peter Dickson

It is with much sadness that I advise members
of the passing of one of our members, Peter
Dickson.

Peter died suddenly at Quorn in mid Novem-
ber.

Peter joined ASSCO in 2000, as he had a pas-
sion to run his broad gauge ST2 at an event. He
had a life long passion for railways, being a retired
railway worker himself.

On behalf of the group, I attended Peters fu-
neral service in Tailem Bend where some four to
five hundred people crammed into the Town Hall
to pay their respects to Peter, and mourn his pass-
ing with his family.

Peter was born in Adelaide in 1939 and grew
up in the Port before moving to Hurleston Street in
Peterborough. At the age of twelve, he moved back
to the Port (Rosewater) as his dad was transferred
back to Port Dock as Chargeman. He attended
Marist Brothers College.

His first job in 1954 was with the Post Master
Generals office as a Junior Telegraph Messenger.
He relieved at other post offices in the Port area
before being sent to Lucindale in the South East
and eventually working at Mount Barker, Mount
Gambier, Murray Bridge, Naracoorte and Tailem
Bend.

It was in Tailem that he met his wife,
Geraldine, whom he married in 1959.

Not long after, Peter left the employ of the
PMG and took up various jobs including labourer,
road repairer, and Lubritorium Manager.

His career with the Railways started with em-
ployment as a Junior Porter, and his first jobs were
on the school trains between Tailem Bend and
Murray Bridge.

He rose through the ranks with appointments
as Assistant Shunter at Terowie, Cockburn (1967)
returning to Tailem in 1970

During his time at Cockburn, Peter was the
Secretary of the Cricket Club, Secretary of the
Childrens Christmas Tree Party, and local first aid
instructor and provider.

Upon return to Tailem, Peter continued his in-
volvement with the local community through many
clubs, as a well as ten years on the local council.

Peter worked the Murraylands division in its
entirety as a guard. Not only on trains but also in
the Commers and MIC’s used to travel the district.

In line with his strong community spirit, Pe-
ter served as a secretary for the Australian Rail-
ways Union. He was given the honour of Life Mem-
bership for his service.

Peter retired as the Yardmaster Class 5 at
Tailem Bend. At one stage, Tailem yard was han-
dling 39 trains in 24 hours.

He continued his community involvement
through the local council, as well as providing sup-
port to the River Murray Sustainable Recreation
Strategy and Regional Waste, the Murrayland Re-
gional Development Board, the Murray Darling
Association, Murraylands Regional Tourist Asso-
ciation, and Greening Australia.

He was awarded life membership of Greening
Australia (one of only two at the time), and was
Citizen of the Year for the Coorong District.

At the time of his death, Peter was involved
with a regional development project (hence the visit
to Quorn) and was working on a book on the
Murraylands Division of the former South Austral-
ian Railways

He is survived by his wife Gerry, his five chil-
dren Daryl, Ann, Colleen, Debra and Daniel.

Vale Peter Dickson

Nic Doncaster
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New Zealand Motor Trolleys Part 11

Colin Barry

The New Zealand Railways magazine July
1928 has a photo of a Fairmont section trolley,
which (recently) underwent trials in the Weka Pass.
It was equipped with a 6 HP engine and success-
fully hauled a material trolley at speeds of 18 and
20 m.p.h.. This trolley marked a milestone in the
history of trolleys in New Zealand as it was the
forerunner of the motor trolley that saw service until
they were replaced by Suzuki light inspection ve-
hicles.

Motor trolleys were built in 1,2,3 4 and 6 man
configurations. The design appears to have been
copied of the American Fairmont and, with one or
two exceptions, did not change markedly over the
years. The trolley was the beginning of the real
workhorse for the Way and Works Branch, track
gangs, bridge gangs, fitting staff and signals staff.
They gave them mobility and the capacity to haul
material trolleys in ways that would be a worry for
supervisors in today’s improved safety conscious
regime.

Two man light weight duralumin framed trolley. Photo taken

271111957 and shows how basic
these machines were especially with no headboard. The motor jockey wheel is shown above the

The line gang trolley of 1933 was followed
n 1936 with one, two man experimental trolley that
was built at Easttown to drawing 48785. This was
followed a year later by drawing 49584 being the
same frame and running gear but as a three man
trolley with the seating set off to one side. The
wheels for this were the velocipede style 14-inch
cast steel rims with plywood centres

Between 1939 and 1948 further development
was only in manufacturing changes to types or
models of gearboxes, wheels and axles. In 1946
Burman Model CP gearboxes were fitted to three-
man and line gang six man trolleys. In 1945 a tow-
ing bracket was fitted to a 6-man line gang trolley
so that they could tow a material trolley fitted with
weed spraying equipment.

Trolley Building and Maintenance.

Both Plant Zones at Aramoho and Bell Street
Addington were still responsible for the mainte-
nance and issue of motor
trolleys as they were in the
later years of velocipedes.
There was much change in
systems and controlling
units over the years. It was
normal procedure for each
zone to overhaul their own
engines and gearboxes.
New frames were by the
1970s being supplied from
Aramaho to the South Is-
land. These were spray
painted; in the North Island
a maroon shade of red
while all trolley painting in
the South Island was done
using a brush and “Mail”
red.

By 1978 no trolley
was allowed to leave the
plant zone unless it was
constructed strictly accord-

near side foot board .A bell push fora gong is operated by hand from the near side top deck Alor "8 to Head Office draw-
of these wo man trolleys were imported from Wickham in England to N Z Railways designs thar ings. In 1978 there were

were based on a long ago purchased Fairmont trolley .

1784 motor trolleys of all
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The same two man light weight trolley photographed from the other
side. The " about 1o be used " lifting handles are shown extended
from each end and alongside the body. Some versions of this trolley

were fitted with for and aft pipe frames for lifting.

types in service. These included trolleys with four
engine sizes and five wheel types. The annual cost
was $500.,000 for manufacture and $650,000 for
maintenance and fuel. To this would need to be
added the cost of the infrastructure like trolley sheds,
off track structures etc.

In the 1970’s through to 1981 a lot of time was
spent on overtime at Bell street overhauling motors
and gear boxes from a large number of trolleys that
had been condemned as not being standard. The
cost of trolleys was originally taken into account
by Head Office but somewhere in the late 1970’s it
was decided to charge each machine to each dis-
trict. This saw a considerable number of trolleys
being returned to plant zones and an upsurge in the
supply of spare parts. Orders for new trolleys also
reduced dramatically with Aramoho who had built
4 to 6 new trolleys each week now building 2 or 3
and often none a week.

In 1981 production was concentrated on the
manufacture of the aluminium frame two-man trol-
ley, the four man wooden and the six-man trolley.
All drawings were re drawn and a common wheel
and axle arrangement adopted. This was using the
Fairmont 14 inch pressed steel demountable wheel
with nylon insulation discs and bushes. The Albion
HR 3 speed and reverse gearbox and the Briggs and
Stratton I/C series Model 19 (8 HP) and model 24
(10hp) engine were adopted. All production was
now concentrated at Aramoho with Bell Street
Addington continuing to maintain the existing three

man fleet. When Aramaho closed in 1990 the
stock on hand was sent to Hutt workshops and
eventually sold.

Production was set at 100 motor trolleys
each year at a cost of $4200 for a four man -
engine $750, gear box $550.

One tradesman and an apprentice normally
undertook the building of new trolleys. There
were very few new gearboxes or motors used -
all reconditioned. Headlights were changed in
1982 or 83 from the tin motor bike type to rub-
ber encased Hella units. The alternator was a
12-volt Lucas product as was the horn that had
started to replace the gong. Wheels were always
imported or cascaded down from obsolete trol-
leys. About the time East town shops closed mo-
tors and gearboxes became “rotable” items and
less overhaul work was done at Bell Street
Addington.

Testing of trolleys was normally done on a
Friday afternoon. The Aramoho trolleys were tested
on the Westmere bank while the Bell Street
Addington ones were driven to Hornby and tested
on the Prebbleton Industrial Branch. There are
some stories about the Christchurch testing. Due
approval was once gained from train control to pro-
ceed to Hornby but unfortunately some one forgot
about a railcar. No one was hurt but a week’s pro-
duction ended up as scrap. They later used a large
steel road trailer to transport the trolleys to Hornby
but when one fell off en route this was also ceased
and testing done in the vicinity of the plant zone.

Today there are approximately 70 trolleys left
with the number fast reducing through the need to
cannibalise for spares and scrap drives.

One Man Inspection Trolley

In June 1957 drawing 7246 was issued for a
one-man inspection trolley that was a departure
from the normal lengthwise seating of other trol-
leys. This new trolley had the seat across the trol-
ley so enabling the driver to sit straight on to the
direction of travel. The driver sat on the left with
provision for a passenger on the right. The passen-
ger had little foot room, as the motor was where
his feet would go so a footrest was placed on the
right front mudguard. A slightly curved windshield
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The work gang at Winslow on 22 /8/1969

was provided for the driver but nothing for any
passenger.

These one-man trolleys were constructed at
East Town workshops to replace motor velocipedes
for which engine spares and other parts were be-
coming unavailable. It was not suitable for carry-
ing tools and was intended for inspection staff. Sig-
nals maintenance and inspection staff whose ve-
locipedes were beyond repair were
issued with modified two man trol-
leys.

It took until April 1960 for the
first batch to be constructed. These
were numbered WW 5209 through
to 5220 with further batches follow-
ing. They were issued mainly to In-
spectors of Permanent Way and
Foreman of works through out New
Zealand with (from the first batch)
numbers 5209 going to I.P.Way
Paeroa, 5218 [.P.Way, Timaru, 5213
F.O.W Wellington and 5219 to
[.P.Way Greymouth.

They must have been a useful
trolley as a number lasted until su-
perseded by Suzuki.LIV. Number
5234 was sold at this time in a near
original condition but others that
have survived appear to have been
modified, some very professionally

fi el - LavE g Pt -\_'jf“;. R S e A
noving their shed using a two man
light weight to tow two flat top material trolleys with their unusual load.

8 g I 3

and some less so. The main modifi-
cation was the installation of a full
width windshield, some with one-
third acrylic, some two thirds. The
lack of quality of the modification
done to a Westport trolley leads me
to the conclusion this was an unoffi-
cial modification.

In 1996 six Ali carts were pur-
chased for use by Line Inspectors who
mspect all railway lines and yards
throughout New Zealand. The Ali cart
1s constructed with a tubular alu-
minium frame and powered by a
small Honda engine. This engine
drives a torque converter and variable
diameter pulley system providing
speeds of up to 36 km/hour but only
in a forward direction. To turn an Ali cart a kick-
stand under the unit is dropped and the cart pivoted
180 degrees. The motor does not have any lighting
coil so no safety devices or lights can be fitted.

S et

The Ali carts are now starting so show signs
of wear and a proposal is in place to replace them.
One Polaris 4 x 4 Magnum ATV was purchased
late in 2001 as a trial. It has been fitted with rail

A new one man inspection trolley on 3rd March 1960. The footrest for the passenger
can be seen folded out on the right front mudguard. These were essentially built on
a frame that was a copy of the two man light weight trolley frame
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that was attached to a long handle
for driver use.

The driver by racking up the
lever on a ratchet tensioned the belt
and in theory adjusted the speed
of the trolley. Apparently in real-
ity there were two speeds - go or
no go. The reduction boxes were
eventually changed to Albion gear-
boxes but it is not uncommon to
still see preserved trolleys with the
lever and ratchet in place. These
trolleys were fitted with 14-inch
diameter wheels.

A considerable number of two
man lightweight trolleys were built

- =

A six man trolley loaded with the "bosses" who were visiting the scene of a previous OVEL the years. For example on 9"
trolley and car accident at a level crossing. The trolley looks to be in an as new November 1959 tenders were
cond.j‘rion as benefits only the bosses. Of interest is the crank handle on the right -alled on a world wide basis and
running board that was used to start the motor.

as was normal with most of these
_ Bt tenders motors, gear boxes, wheels gongs and light-
guide wheels so making it suitable for both road  jpo oeperators were to be supplied and fitted by N

and rail and is operated under “trolley” rules, not 7 Railways in New Zealand. Effectively the tender
those that apply to Light Inspection Vehicles. The was for only the frames

Polaris has a limited reverse capacity and is fitted
with amber rotating beacon and train control radio.

In 1960 a prototype 8x4.00 pneumatic wheel
was produced being an aluminium hub bolted to
Two Man Trolley the existing axle hub and an aluminium disc to
which a mild steel

The drawing for what became the
“Wickham™ light inspection trolley was
originally prepared in 1935 but the war years
caused production to be deferred until 1948.
In 1948 two man Duralumin alloy frame trol-
leys were supplied by D Wickman and Co
of England. The engine and lighting was not
part of the order and were fitted and supplied
by the New Zealand Railways in New Zea-
land. Attached to the Briggs and Stratton
motor was a gear reduction box so gearing
the motor down ensuring the peak perform-
ance was gained at the best revs - 2500 to
3000. The reduction box was bolted direct
to the engine and driven off the output shaft.
It eliminated the cost of a separate gearbox
but was not popular in areas of differing

grades and/or hills, as it was prone to slip-  Track worker George Ramsay on his four man trolley at Avoca in 1952.
ping. A two and half inch belt ran from the The wheels are 14 inch wooden centred and the head board is of a very
early variety with outside framing. A hand lamp has been mounted on the
head board as a head light.

reduction box to a pulley on the rear axle.
This belt ran via and over a jockey wheel
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An extended two man trelley that was running on LPG and being
used in the Kaimai tunnel . This is one of those rare extended
two man trolleys of which little is known. The LPG power was
used because of clean exhaust and safety when working in the
confines of a tunnel.

flange wear ring was screwed. These replaced the
14-inch Sankey steel wheel that had replaced
wooded centred wheels.

By now these trolleys were mainly powered
by Briggs and Stratton model 14 engines how-
ever a batch of 50 “Sachs Wankel” rotary engines
were fitted. With this engine capable of up to 5.000
rpm compared to the 3,600 of the Briggs and
Stratton the rubber tyred trolley had a fair turn of
speed.

Drawing 74029 Amendment D of
1981 was the final version of this trol-
ley and they were built up until the clo-
sure of the Aromoho Plant Zone in
[990. They were fitted with Briggs and
Stratton model 14 i/c engines, Albion
3 speed and reverse gear boxes, and
42 tooth final drive and 14 inch steel
wheels. Although still a two man trol-
ley this last version incorporated some
changes like wider wheel guards and
an aluminium casting between each set
of wheel guards. The fore and aft pipe
lifting frames had been dispensed with
and replaced with pull out wooden
handles from alongside the body of the
trolley.

e i =
A good example of a :
the body and seat were mounted all to one side. Wheels are plywood centred.

Stretched 2 Man Trolley

Two ex NZR employees have commented to
me about using a stretched or extended two-man
trolley. The only known reference to this was in
preliminary prints that were destroyed when the
Wellington Plant office shifted from the Round-
house in Aotea Quay to the main station. Appar-
ently it was the two-man alloy frame lengthened to
a four-man proportion. Perhaps some of these were
built?

3 Man Trolley

The 1937 three-man trolley has been previ-
ously mentioned.

Drawing 78798 of 1961 saw the continuation
of the side seating in a triangular shape arrange-
ment with a new light weight aluminium alloy frame
and 8inch x 400 rubber tyres with flanged guide
wheels. The prototype for this model was fitted with
skids instead of the guide wheels. The transmission

layout was a departure from the traditional rear wheel
drive. The 8 HP Briggs and Stratton engine was lo-
cated at the rear (being the widest part of the frame)
driving an Albion HR 3 speed and reverse gearbox to
the front axle 42 tooth sprocket. This was the first
use of a reverse fitted gearbox on trolleys. Seventy
were also fitted with electric starters. When new they
were supplied to Signals branch and Inspectors of
permanent Way.

The signals version had additional fixtures for

e —

25

three man trolley taken on 1953. It clearly shows how
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Two man trolley WW 5900 fitted with a Wankel rotarv engine and rubber

tyres. The photo was taken on 7/11/1963.

carrying ladders and also an additional removable
hand held inspection lamp These trolleys were
mainly located in the South Island. They were build
by a number of private sector engineering compa-
nies including Cleveland Engineering Co Ltd., Ma-
son Brothers Ltd. of Auckland, H J Ryan Engineer-
ing Ltd., Excel engineering Co of Hamilton and
Matthews and Co Christchurch.

H J Ryan riveted a small makers plate to each
trolley they built and when I tracked this company
down I found it now trades as the BBQ Factory.
There was only one employee left (in a very senior
position) who had any knowledge of this order.

The three man rubber tyred trolley was a revo-
lutionary change for the time and is instantly rec-
ognisable by the complex system of for and aft pipe
work for lifting handles and the large rubber wheel
barrow tyres. With a lower centre of gravity and
soft rubber wheels they were a quiet, but reason-
ably fast machine.

4 Man Trolley

The first four man trolley was introduced in
1951 to drawing 64757 It was essentially a shorter
version of the six man line gang trolley with both

featuring the front and rear pipe frame
barriers to secure the personnel. At this
time no windscreens were fitted but a
plywood windscreen was later attached
to the front pipe frame. The wheels
were 14-inch ply wood centred veloci-
pede types with a cast tyre section.

In 1953 the Cleveland Engineer-
ing Co Ltd. of Hamilton won an order
to manufacture 150 four man and fifty,
5 man trolleys to existing designs. By
September 1953 they were delivering
5 or 6 a week A report in the Waikato
Times dated 28" July 1953 stated these
were the first “jiggers™ to be made out-
side the department’s workshops.
Cleveland made all parts except the
motor and gearbox at a contract price
of 25,000 pounds ($50,000).

To this day ex railway men refer
to the “Cleveland” trolley but most
were probably unaware of the origin
of the name.

6 Man Trolley
Line Gang Trolley (to Drawing 47203 in 1935)

'This was a 6-man trolley built of Silver Beech
timber for the wooden frame with central seating
and footboards on either side. It was fitted with ve-
locipede 16-inch plywood centred wheels. Power
was provided by a Briggs and Stratton engine to a
Burman TU gearbox. The brakes were operated
from a foot lever on the floor to wooden brake
blocks on all wheels. The only lighting was a Disc
Signal lamp that was fitted to a bracket on the foot-
board. There was no windscreen. The basic size and
layout of this trolley has changed little over the years
with changes being motor upgrades, introduction
of Albion 3 speed and reverse gear boxes and
“Fairmont” demountable pressed 14 inch steel
wheels.

Any changes have been in the introduction of
Albion gearboxes and 14 inch demountable pressed
Fairmont steel wheels plus trolley gong and elec-
tric tail and head lamps from a generator connected
to the motor. Windscreens were also fitted, as was
a trolley hitch to tow flat top material trolleys.
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Magneto’s

Greg Lee

This is a short article on starting problems with
Eisemann magnetos.

Understanding of this article requires rudimen-
tary knowledge of simple ignition systems and
electromagnetics.

For twenty years I have been operating an
MT 14 Fairmont with magneto ignition on parts of
the Glenreagh-Dorrigo line. This vehicle has always
been problematical to start. Sometimes it would start
easily, and other times no amount of cranking would
start it. Even clutch starting it down long steep
grades at considerable speed would not work.

Years of trial and error came up with a solu-
tion. When the engine would not start, remove the
spark plug. Turn the engine over a few times to clear
the air in the engine, and then put in a different spark
plug. Crank the engine, and miraculously it starts!
However, there was no fault in the spark plug. Once
the engine was started, it could often be stopped,
the old plug re-fitted, and the engine would start
OK.

Invariably once the engine was got started, it
would run just fine...until next time it was stopped,
when it may or may not start. Clearly this situation
does not make much sense. Examination and test-
ing of the magneto revealed points, coil and con-
denser all to be OK.

In more recent years, two other vehicles, an-
other MT14 and an ST2, were acquired, both also
having Eisemann magneto ignition. Both suffered
from the same starting problem. The amount of time
that my colleagues and myself were wasting chang-
ing spark plugs in the Fairmonts became ridiculous.
Something had to done to make the Fairmonts easier
to start.

I'had previously seen a magneto ST2 Fairmont
at Ravenshoe which had been converted to stand-
ard automotive battery/coil ignition, using the ex-
isting points in the magneto. This was done to my
second MT14 and the ST2, and this modification
completely solved the starting problems. Both of
these vehicles now start very easily, and plug chang-

ing is not required.

The .only drawback with this arrangement is
that the battery has to be kept charged, so an alter-
nator is required. In NSW, most Fairmonts were
fitted with small alternators friction driven from one
of the flywheels, for the purpose of powering a 6V
headlight. These alternators can be connected via a
bridge rectifier direct to a 12V automotive battery,
and they will keep the battery charged.

However, I do not like this arrangement. The
alternators are not very robust, and they were never
intended to be operated for extended periods. They
also tend to be noisy in operation. Furthermore, 1
felt that converting to battery ignition was a “cop
out”, as the Eisemann magnetos should work. They
obviously must have given reliable starting when
the cars were new, or no one would have bought
them!

Since the Eisemann magnetos work fine once
the engine is started, but often won’t start the en-
gine, I set out to modify the ignition, just for start-
ing. I fitted a small 12V battery and automotive coil,
and connected these via a three-position switch to
the points in the magneto. I connected the high ten-
sion from the coil, via a switch, to the high tension
on the magneto. The idea was to start the engine
with the battery and coil, and then once started,
switch to magneto operation. I encountered some
teething problems, (which for the sake of clarity of
this explanation will be left out here, but T will ap-
pend below**), but the modification worked! The
engine started easily on the battery ignition, and
once started could be switched to normal magneto
operation.

I should state here that the switch I used in the
high-tension lead was a standard household main
switch. These are a heavy-duty switch, but they are
designed for 415 volts, not 20,000 volts.

After some weeks of operation, the engine
became difficult to start, and I could hear arcing
inside the high-tension switch. Eventually, the en-
gine would not start on battery at all. I switched to
magneto operation, and again I could here arcing
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