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Transport Methods of the Future -

Developments by Air, Rail and Sea
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— m’n@g OF _LOCOMOTIVE, A.D.2000.

THE progress made in methods of transport during
the past 100 years has been so great that it is

difficult to believe that it can be maintained. It
is probable, however, that the new methods of transport
that will be developed will be as startling to those who
live to see them as the mechanical and electrical methods
now in use were to our ancestors, It is interesting to
look back upon some of the changes that have taken
place. The substitution of railways for stage coaches,
for instance, was regarded as an absolute revolution.
The spread of the iron road was thought to indicate
a conquest that involved the complete decay of road
travel ; yet eventually

Methods of this kind undoubtedly would prove very
valuable, especially within the restricted areas of large
cities ; but it is doubtful whether they would ever be
developed for long distance communication. They
would involve the construction of enormous power
plants, together with bearings and flexible joints possess-
ing a capacity at present undreamed of for resisting wear
and tear. These requirements may be met as the result
of further experiment and research, but it seems probable
that more economical and satisfactory results will be
obtained by developments of the exiSting moving
vehicle and stationary road systems,

There is little doubt

there came a time
when the development
of the motor car made
roads more important
than they had ever
Been before.

Many surprises of
this kind are probably
in store for us. We are
apt to visualise the
future as bound up
with the aeroplane,

that rail transport will
beimproved enormous-
ly. The present steam
locomotive, even in its
most perfect form, is
an extremely inefficient
machine, and there is
little doubt that vast
improvements will be
brought about either
by the use of con-

and to imagine that
the time is coming
when passengers and goods will be carried through the
air almost to the exclusion of present-day methods. No
doubt aeroplanes will be so greatly improved that
flights round the world will be less exciting than a trans-
Atlantic voyage in a 50,000-ton liner is to-day ; but it is
probable that greater use than ever will be made of
methods of transport on land and sea, based upon
those now in use.

It has been suggested that some form of moving way
will provide the means of travelling in the future; and
that it will be possible to travel from, say, London to
Liverpool, by simply stepping on to one of a series of
platforms moving between the two cities like endless
belts. These platforms would travel at varying speeds,
in order that passengers might first board the slowest
and work up to the fastest by stages that did not involve
any sudden and uncomfortable increase in speed.

(Top) A gyro-electric high-speed monorail locomotive of A.D. 2000,
train of gyro-electric monocars passing through a city of skyscrapers.

densation or highsteam
pressures, or both.
There may also be a
tendency to abolish the double rail in favour of the single
rail, with streamlined mono-cars balanced by a gyroscope
and propelled by electric power.

Difficulties of transmission of power over long distances
will have been overcome in one way or another by the
time that mono-cars have been fully developed, and the
single rail may be made to serve as a medium for the
supply of electrical power to the gyroscope and to the
motor that drives the car. The latter would seem
absurdly small to a motorist of the present day, who is
accustomed to the heavy masses of metal constituting
the petrol engines, gear-boxes and back axles of the cars
that now rank as the last word in engineering. But the
reduction in weight brought about by the use of light
alloys, and by the absence of dead weight in the shape of
gearing, fuel and cooling water, will make a very small-
powered motor quite sufficient to propel the mono-car

(Below) A
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- Britain’s Mightiest Express Engine -
a 1
% New “Pacific” Locomotive for the L.M.S.R. rE
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ITH the completion of * No. 6200,"” the first of the three
4-6-2 “ Pacific” locomotives that are being built at
Crewe, the L.M.S.R. can now claim to possess the most

powerful express passenger engine in Great Britain. It had
been expected that the new engine would be finished early in
July, but actually it emerged from the works a few days sooner,
the final stages of erection having been carried through with
exceptional rapidity. The boiler was not lowered into its place
on the frames until 20th June, yet within a week of that time
the work of erection had been completed, the engine had been
painted grey, with white lettering and lining, and was in steam.
To get in advance of schedule time in this manner was surely a
good omen, and prophetic of what will ‘frequently happen when
“ No. 6200 " is put into regular express working.

Almost immediately after its completion the new ' Pacific”
travelled up to London, and on

looked-for super-locomotive. What a giant it seemed—a veritable
monarch of the iron road ! But no sooner had I noted the massive-
ness of its proportions than I was impressed by the gracefulness
of its lines. Mr. Stanier had evidently been at pains to produce
not only a thing of power but of beauty too. The engine as a
whole and in its many details bears the unmistakable stamp of
its designer’s long connection with the G.W.R. It might almost
be called a ““ super-King!" The long, tapered boiler with top-
feed but no steam dome, the chimney and its moulded top, the
cylinders with their curved steam pipes, and the leading bogie
with its side bolsters, are all suggestive of well-tried G.W.R.
practice. The cab is different, however, and might be said to
be of the Lancashire and Yorkshire pattern. When I was on
the footplate nothing surprised me more than that, in spite of
the huge dimensions of the boiler and fire-box—the maximum

width of which exceeds 7 ft.—Mr.

Wednesday, 28th June, was placed l!::[!EUZIEIL'[I:ll'.‘lHHEHUUDUEEHDEDDDDUUE{DDDDHDE Stanier has contrived to give the

for exhibition at a platform in Euston
Station. Only a few persons were
in that favoured group I was numbered
as representing the ‘hosts of keenly-
interested “M.M.” readers, Mr. W. A,
Stanier, Chief Mechanical Engineer of the L. M.S.R. and designer
of the new locomotive, met us at Euston Hotel and explained
to us the reason for building an engine of so much greater size
than the standard express locomotives of the ** Royal Scot "' type.
These latter, he said, were doing excellent work, but increasing
loads demanded increased power. In particular it was found
that, for the long runs that modern locomotives were called upon
to make, bigger fire-boxes were necessary, so that an engine that
had travelled through from London might still have a sufficiency
of power when the stiff gradients at Shap on the fells of West-
morland had to be tackled. The new engine, which had been
designed in the chief drawing office at Derby and built in the
works at Crewe, would be able to take 500 tons over Shap unaided.
Mr. Stanier added that it practically reached the limit of what
was possible in size and power on the British standard track and
within the restrictions imposed by the loading gauge.

After Mr. Stanier had spoken to us we were taken to the railed-in
enclosure on the platform by the side of which “ No. 6200 "
was standing. I was thrilled as at last I gazed upon this long-

1 The photograph above, reproduced by courtesy of the LM.S.R.,
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g enginemen such large look-out windows,
O affording an excellent view of the
E line ahead. I was pleased, too, to
g discover that the engine did not carry
O side sheet smoke deflectors, which at
best are unsightly and mar the appear-
ance of any locomotive. I asked Mr. Stanier whether he intended
to fit them, and he answered with a decided '* No,” adding that
he did not think they would be necessary. The flush smoke-
box and tapering boiler will doubtless help to make them un-
necessary and, in addition, Mr. Stanier has managed to fit a
chimney of quite considerable length, in spite of the size of the
boiler, the centre line of which is 9 ft. 1in. from the rail level
This is 1} in. higher than the centre line of a G.W.R. * King,"”
and 2} in. lower than that of a ** Royal Scot,” which has driving
wheels of 3in. greater diameter. As compared with a Gresley
" Pacific " on the L.N.E.R. the new engine's centre line is 3} in.
lower ; it is also 1in. lower than that of a S.R. '* Lord Nelson.”
The new locomotive has few really novel features ; it is rather

a thoroughly sound design that embodies and develops all that
is best in the past locomotive practice of both the L.M.S. and
G.W. Railways. It is of interest to note that as the cylinder
and driving wheel dimensions and the boiler pressure of the new
" Pacific "' are exactly identical with those of a G.W.R. ' King,”
its tractive effort is also precisely the same, namely, 40,300 1b.









