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Front cover caption
BR class D11 4-4-0 no. 62660 Butler-Henderson leaves Sheffield Victoria with the 1pm service to
Cleethorpes. Today Northern Rail operates an hourly service with 'Pacer' units over GC metals to
Lincoln from the former Sheffield Midland station using the Nunnery Curve to access the GC line, but
the GC route to Cleethorpes via Gainsborough Central has only a Saturday service with three trains
each way. An hourly TransPennine Express service from Manchester Airport links Sheffield to
Cleethorpes via Doncaster with class 185 units.
photo: M. Whitehouse Collection
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Editorial by Bob Gellatly
An interest in railways and maps seem to be an inevitable combination. I confess to
being a mapaholic and have several shelves bending under the weight of my collection.
My non-railway friends appear bemused when I tell them that I enjoy reading a map as
much as reading a book. The resultant knowledge of UK geography derived from reading
maps is something that railway enthusiasts take for granted. It amazes me when
watching TV game shows to see contestants non-plussed by the simplest of questions
relating to UK geography and when they are told the correct answer their expression
says 'How do you expect me to know that?'.
Perhaps the most useful and fascinating of maps for those interested in the history of
railways are the large scale OS maps from the beginning of the 20th century. If you
cannot get hold of an original, Alan Godfrey can supply you with an attractive reprint.
The Readers' Forum discussion in this issue about the LNWR City Goods branch in
Sheffield in centred around the error found on the OS maps of the area.
The most commonly collected of OS maps are the One Inch Series. These can be found
in any second hand bookshop, at railway events or car boot sales. Finding good copies is
difficult as most were bought as working maps. My first purchase accompanied me on
the bike as I cycled to local trainspotting locations as a 12 year old, so not surprisingly it
is in a very 'distressed' condition. Metrication came in with the all-conquering 1:50,000
Landranger series in 1973 and is still going strong today.
The latest fix for mapaholics is to be found on Google where you can view maps for
anywhere in the world and then switch to an aerial view. It is fascinating to see how the
map view (representational) and aerial view (actual) relate to each other. It was by
using an aerial view that I determined the location of the photo of 61066 on page 31 of
the last issue. It now appears I was wrong (see Readers' Forum) so the location
detective still needs to tread with caution even with the latest technology at hand.
Any discussion of railway maps has to include the Railway Clearing House productions.
Their maps, both the district maps and the junction diagrams, are works of art in their
own right, the earlier ones being hand-coloured. These sheets are irresistible to
collectors. Individual sheets are easily come by but copies of the complete books are
rare and command high prices. Reprints of the RCH district maps and junction diagrams
have been published by Ian Allan and others. Also, it is not difficult to find good quality
scans of individual junction diagrams to download from the internet.
I was heartened when watching a recent repeat of a 'New Tricks' episode to see a mapreader triumph over a satnav system! So keep on reading those maps!
The Society's AGM was held at Marylebone in the Chiltern Railways boardroom on
Saturday 8th May. Over fifty members attended with some having to stand in the
doorway. The minutes of the AGM can be found on the following pages. Ken Grainger
gave an excellent talk "From Manchester to Marylebone by Great Central" in the
afternoon session with a very fast approach to Marylebone at the end of the journey. It
was particularly poignant that some members had been able to arrive at Marylebone by
train for the meeting, although sadly not yet from Manchester.
The organiser of the Rotherham (Wickersley) branch meetings, Mick Hayes, has
intimated that he will step down at the end of this year. If there is no one prepared to
take on the running of this group it will close. If that happens there will only be two
branch groups left – Spinkhill and London (Euston). Perhaps you would like to have
meetings where you live. Please contact your Area Representative in the first instance to
discuss the possibilities. The responsibility for running a group need not be too onerous
as it can be shared between two or more members.
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Minutes of the Annual General Meeting 2010

held on Saturday 8th May 2010 at Marylebone Station, London
Present: 50 members.
The meeting was opened at 11:00 by the Chairman and we were welcomed to the
station by the concourse manager, John Rissbrook.
A minute’s silence was observed for deceased members: The Hon.Edgar Fay, D.
Cuthbert, J.FGearing and J.Anscombe.
1. Apologies for Absence
Apologies were received from Dave Arnold, D.G.Munday, Arthur Hunt, Tony West, Ian
Hall, John and Jenny Williamson, Will Adams, Jack Turner, Paul Greenwood, Richard
Tilden-Smith, Pete Gerrard, Mark Hambly, Tony Newton, David Crossley, Richard Hardy,
David Guest, Geoffrey Hughes, David Boothby, Andrew David and Andrew Emmett (from
Australia).
2. Minutes of the 2009 AGM
The minutes of the 2009 Annual General Meeting, which had been published in Forward
were accepted as an accurate record on a proposition by Geoff Burton and seconded by
Michael Neale. They were then signed by the Chairman.
3. Matters Arising
None.
4. Officer's Reports
Chairman's Report
Mike Hartley started his report by mentioning Edgar Fay and the enjoyment his
connection with the society had brought him, commenting on his last visit to Ruddington
to open the new platform. Mike then commented on the frustrated efforts to get a
permanent home for the archives. He finally thanked the committee for their support.
Secretary's Report
Brian Slater reported that there had been four committee meetings during the last year.
Negotiations are still in progress for the society to purchase the remaining thirteen 4mm
GCR kit masters from Danny Pinnock. He commented on non committee activities
undertaken during the year. He finished by thanking the NSM&EE for making available a
room at Ruddington for committee meetings, John Rissbrook and Chiltern Rail for the
use of the day’s venue and Ken Grainger for arranging the venue.
Treasurer's Report (including Membership Secretary's Report)
Eric Latusek commenced his report with the membership figures, currently standing at
484, 5 more than last year. 71 members were still to renew compared with 86 last year.
50 members now pay by standing order and he reminded them that their order should
be amended to £14. 3 new members have been recruited since April 1 st this year.
Income has decreased slightly and the balance now stands at £7,734.88 compared to
£8,734.20 last year. He then commented on the income and expenditure. There was a
slight loss of income over expenditure of £36.32 in the year, which had previously been
explained. As the subscription had increased this year no further increase is proposed.
David Franklin queried the excess of expenditure over income. David Bodicoat asked
how much the increase in subscriptions added to income. Kevin Curran commented that
when the cost of Forward is taken from the subscription, the cost of membership is a
very good deal. David Reidy queried the low amount of interest. And Michael Neale
thanked Eric for the job he was doing. Acceptance of the accounts was proposed by
Richard Graham, seconded by Kevin Curran and agreed by all present.
Sales Officer’s Report
Dave Smith said that he was just getting into the job and would report more fully next
year. He thanked all those who had manned the society stand at various events.
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Editor's Report
Bob Gellatly said that there had been a good flow of contributions, articles and smaller
pieces such as photographs and news items. He picked out Ken Grainger for special
mention. There has been a marked improvement in reproduction of photos in Forward,
following use of new software by the editor. He thanked Franco Grippo and the rest of
the team at TSW Printers for production of Forward and Eric Latusek, Colin Todd and
Mike Hartley for distributing each issue.
Commenting on the web page, he said that the sales had been removed as all stock had
now been passed to Dave Smith. The photo galleries continue to prompt response with
new information. New members have been recruited through the site.
Kevin Curran suggested the insertion of adverts in Forward to increase income – to be
discussed by the committee.
Model Steward's Report
In Tony West’s absence, his report was read out by the secretary.
The GCRS Forum on Yahoo continues to flourish with over 240 members. He has had a
stream of enquiries for all gauges. A number of new 7mm products are appearing from
several manufacturers. Tony finished by thanking Steve Mills for assistance at Gauge O
Guild shows, and the committee and membership for their support.
Northern Area Rep’s, Report
Ken Grainger commented on the wide range of the Northern Area. During the year, he
had arranged the installation of the Valour nameplate and the Graham Lee painting at
the Royal Victoria Hotel, Sheffield. He was proud on being a member of the War
Memorial Committee and had represented the society at the Marylebone and Sheffield
Armistice events. He is still collecting information and writing articles for Forward. He
has fears for the future of the Rotherham (Wickersley) Group as Mick Hayes is standing
down and no one has come forward to take over as organizer. Ken has discussed the
possibility of restarting the Sheffield Group with John Quick. Meetings are continuing at
Spinkhill. Carl Lardner asked Ken if he had had a response to his request for a
photograph of SS Leicester. The answer was "No".
Midlands Area Rep’s, Report
David Bodicoat said that he was one of the passive members of the committee. He had
difficulty in being identified separately from the GCR at Loughborough, but he still tries
to keep the flag flying. David Franklin asked if the GCR Loughborough held historical
meetings – David said "Yes" and commented further. Peter Rousselange commented on
the proliferation of competing railway societies in the Midlands. Paul White said holding
regular meetings was a problem.
Southern Area Rep's, Report
Richard Butler started by thanking Ken Grainger, John Rissbrook and his assistant Kala
for arranging the AGM venue. The Autumn meeting at Lutterworth had been a success,
with talks by Bob Gellatly and Geoffrey Kingscote. He continues to organize the London
Group with help from Len Bunning. There are about 10 attendees with a wide range of
speakers. He thanked Andrew David for organizing stands at Princes Risborough and
Alexandra Palace and hopes to take a stand to Stoke Mandeville. He has some mugs for
sale: £3 each, 2 for £5. Has arranged walks, last year to Greenwich Park and Mangapps
Farm and a third walk along the Stratford Junction Railway. Further walks are being
arranged for this summer. Gerald Summerfield offered to give a talk to the London
Group on his experiences as Station Master at Finmere.
Archivist’s Report
Geoff Burton commented on the failure to obtain a permanent home for the archives at
Loughborough. Shelving had been purchased and erected to get the archives off the
floor and other boxes. Dave Arnold generously presented the society with 20 document
boxes. With the demise of the Railway Club, we were the recipient of a complete run of
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the Great Central Railway Journal, other books and a large GCR plaque. We are trying to
scan documents to see if they can be made available to members on the internet. He
finished by commenting on the missing archive items and the help offered by members
to replace them and that he is looking forward to finding a permanent home for the
archives. Kevin Curran thought that we should insure the archives, this was discussed
and it was explained that most of the archives are paperwork and not railwayana. David
Evans asked what volume of storage was required. Richard Graham said that the GCR
Journals had been presented to the Railway Club by E.Woodruffe-Peacock, a former
president of the GCRS. David Franklin suggested that more from the journals should be
used in Forward.
5. Election of Officers
The following nominations had been received by the secretary for committee posts for
the coming year: Chairman - Mike Hartley, Secretary - Brian Slater,
Treasurer/Membership Secretary - Eric Latusek, Sales Officer – Dave Smith, Northern
Area Rep - Ken Grainger, Midlands Area Rep - David Bodicoat, Southern Area Rep Richard Butler, Editor - Bob Gellatly, Model Steward – Tony West, Archivist – Geoff
Burton. In the absence of any other nominations, their appointment was proposed by
Richard Graham, seconded by Brian Holyland and agreed by all present.
6. Ratification of Vice-Presidents
Bill Fay, Kevin Curran, Hermann Beck and John Smith had been put forward by the
committee. Mike and Ken commented on why they should be vice-presidents. It was
proposed by Peter Rousselange, seconded by Dave Smith and agreed by all present.
7. Any Other Business
George Huxley said that he had invited members to a tea party and to see his railway
last year and is happy to welcome members again, with a maximum of 15.
Garth Smith said that he had worked under Victor Fay at Dean & Dawson in the 50s. He
had passed his finishing letter on to the archives. Michael Neale said that the last year
had seen the death of the son of Sir Berkley Sheffield. Carl Lardner commented on the
use of Sellotape to repair archives and suggested that the archivist have a word with a
professional archivist regarding the best way to repair them. Richard Graham said how
pleased he was to see how the society had prospered and proposed a vote of thanks to
the committee.
8. 2011 AGM:
Proposals included Rugby, Leicester, Woodford, Banbury, Aylesbury and Brackley. The
committee will discuss and arrange a suitable venue.
The meeting was closed by the chairman at 12:40.

Chairman, Mike Hartley, welcomes members to the AGM at Marylebone.
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photo: David Grainger

John G. Robinson and other locomotive artists - Part 3
by Ken Grainger
When, in 1912, the Midland took over the London, Tilbury & Southend and its fleet of
rather choice Thomas Whitelegg Atlantic tanks (the earlier ones in particular were truly
captivating), they were just in time to take delivery of Robert Whitelegg's mightily
imposing Baltics. What magnificent engines they were but, as ever, a design can be
ruined by the mishandling of just one element, and the substitution of their great domed
smokebox doors by flat, dog-secured ones made them look every bit as unloved and
unwanted as indeed they were. Whitelegg fled to the Glasgow & South Western to
produce, if anything, even more imposing Baltics, but they too fell foul of the
Midland/LMS inheritance of penny-pinching small-mindedness and only had short lives.
G&SW locomotives fared particularly badly from LMS standardisation, as a result of
which one of the greatest of artist-engineers, James Manson, is another who tends to be
forgotten and certainly isn't given the recognition he deserves. He left the Great North of
Scotland in 1890 with some lovely 4-4-0s (what else for the GNoS?) to provide the
G&SW with a marvellous series of engines. His successor on the GNoS was James
Johnson (son of the great Samuel Waite Johnson), whose 4-4-0s and 0-4-4 tanks,
complete with elegant Johnson chimneys, would not have looked out of place on the
Midland itself, were it not for their attractive GNoS-trademark of elongated 'D' smokebox
door hinge straps, and not so attractive straight-sided, flat-topped steam dome, for all
the world like an upturned bucket. His father really should have taken him on one side
and had a quiet word with him about those steam domes.
Manson's G&SW 0-6-0s and 4-4-0s were lovely - particularly fine being his elegant
4-cylinder 4-4-0 in its original, small boilered form, but perhaps his piece de resistance
was his beautiful outside cylinder 4-6-0 which had more than a hint of the earlier GC
period John G. Robinson about it, and can there be any greater compliment than that?
Robinson's Atlantics are widely acclaimed as his finest creation, and not without good
reason, but consider also his first and, arguably, most beautiful 4-6-0, the class 8 'Fish
Engine' - an unprepossessing nickname for an impeccably proportioned and absolutely
gorgeous locomotive. As the LNER's B5s they were latterly given replacement boilers of
the type fitted to the 8A/Q4 0-8-0s - similar to the original but with a deeper firebox and
consequentially having to be higher-pitched. The boiler standardisation obviously made
sound engineering sense but for the B5s it was an aesthetic disaster.
Other claimants for being "Robinson's finest" include his lovely 9K and 9L (LNER classes
C13 and C14) 4-4-2 tanks. Atlantic tanks were singularly elegant, graceful engines, but
the beauty of Robinson's was severely compromised by the LNER's execrable plant pot
chimney, which ruined the looks of Great Central engines in general - notably Pollitt's
and Parker's, on which Robinson's boiler mountings and detailing had complemented
their intrinsic elegance to produce true beauty. The taller the plant pot, the greater the
harm, and whilst some of the dreadful things were later replaced by chimneys more akin
to the originals, it was the taller ones that remained to the end.
A different form of spoiling was that of Marriott's 'Three Princes' Atlantic tanks for the
M&GN, whose charm had, rather surprisingly, survived a horrible chimney and the
unfortunate substitution of their smokebox doors, but whose looks were ultimately
fatally damaged by the sloping of their originally horizontal tank tops to improve forward
visibility. Like beauty, charm is a fragile quality, so easily lost with the disruption of just
one key element.
More fortunate were Reid's lovely North British Atlantic tanks (LNER classes C15 and
C16) which, remarkably, even managed to retain full smokebox wing plates - not just a
sandbox fillet - right to the end. Someone must have cared! Scottish Atlantic tanks were
a rarity, 0-4-4 tanks proving more popular for the local passenger role. With his liking
for the 4-4-0, it might have been expected that S.W. Johnson would favour its logical
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James Manson produced many fine locomotives for the G&SWR, not least this 4-6-0 no. 386. Despite
the completely different running plate treatment, more akin to later S.W. Johnson practice, she has
more than a hint of J.G. Robinson about her.
photo: Locomotive Publishing Co.

GCR class 8 'Fish Engine' 4-6-0 no.1069. This was J.G. Robinson's first and arguably his loveliest
4-6-0. In fact it is a strong candidate for his finest creation.
photo: Author's collection
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4-4-2 tank engine derivative, but instead he opted for an 0-4-4 tank, and a very
beautiful one too, but perhaps without quite the elegance of an Atlantic tank.
Dugald Drummond was another who opted for 0-4-4 tanks to complement splendid
4-4-0s. Dugald Drummond would have been hailed as one of the artist-engineer 'greats'
had he, as he intended, ended his locomotive career after leaving the Caledonian in
1890 to go into business, rather than resuming with the London and South Western in
1895 and dying in office in 1912. Drummond showed his tutelage at Stroudley's knee
with exquisite 2-2-2s and 0-4-2 tanks for the North British Railway, but obviously had
not inherited his master's antipathy to bogies. He designed the most enchanting 4-4-0
tanks as well as the beautiful 4-4-0s, 0-6-0s and 0-4-4 tanks for which he is rather
better known. He went on to repeat the trick for the Caledonian, being succeeded at
Cowlairs by Matthew Holmes in 1882 who continued with similar engines except that his
had a Stirlingesque wrap-over cab. It suited them remarkably well - better, it might be
said, than Reid's later, rather claustrophobic single side-window replacement, however
welcome that might have been to enginemen on exposed stretches of the West Highland
line. As well as rejuvenating some of their venerable Connor and Brittain engines,
Drummond left the Caledonian with more excellent and lovely 4-4-0s, 0-6-0s and 0-4-4
tanks, cloned by younger brother Peter as he brought the Highland into elegant
convention.
In those days the individual railway's locomotive 'look' wasn't just down to their
variously colourful liveries. The North British, for example, had its shallow arc smokebox
door handrail, whilst the latter-day G&SW had an eye-catching full circle, but no
railway's locomotives were more distinctive than those of the Highland. Stroudley's
influence was still apparent, but in such as his 'Skye Bogies' and 'Straths', David Jones
had incorporated the Alexander Allan/Crewe front end styling (long outmoded at its
place of birth), massively squat, but at the same time quaintly picturesque. When he did
move on, Jones' 'Loch' 4-4-0s and 'Big Goods' 4-6-0s still retained an innate
ruggedness, reflecting the grandeur of their natural habitat.
Dugald Drummond had been tempted away from the Caledonian by the prospect of
great riches in Australia. It would be easy to dismiss his successors, on both the North
British and Caledonian, as merely having followed where he had led. That would be
particularly unfair to the Caledonian's John F. McIntosh and his immortal 'Dunalastair'
4-4-0s – as splendid in performance as they were to look upon - culminating in the
'Cardean' inside cylindered 4-6-0. On the face of it, 4-6-0s of their size should have
needed a higher than buffer beam height running plate, but there is no formula for
locomotive splendour. They looked magnificent just as they were.
When Drummond's Australian prospects turned out to be illusory, after a frustrating
dalliance with private locomotive building he went to the London & South Western. He
replaced there one of the greatest of artist-engineers, William Adams, himself the
successor to Joseph Beattie, of exceedingly pretty engine fame. In his Great Eastern
days, Adams had had much to do with the genesis of the Tilbury's Atlantic tanks, and
unusually (perhaps uniquely?) for the L&SW he produced both 0-4-4 and 4-4-2 tanks,
with equally pleasing results, but all his engines were superb. There was surely no
engine more elegant than his stately 4-4-0s, and his 'Jubilee' mixed-traffic 0-4-2s were
enchanting.
It has become customary to describe chimneys without caps as "stovepipes", though a
dignified, neatly rimmed chimney such as Adams' (continued on the Great Eastern by
Thomas Worsdell and, for a time, James Holden) or for that matter Harry Pollitt's for the
MS&L/Great Central, was a great deal more becoming than such as Deeley's drainpipe,
despite its cap. If the locomotive is regarded as a work of art, its chimney can be
considered to be the artist's signature. But the substitution of his own design of chimney
was also the means by which an incumbent engineer not infrequently "put his stamp on"
his predecessors' engines and, notwithstanding the above comments, Drummond's
-8-

A worthy addition to the fine tradition of Scottish 4-4-0s was Dugald Drummond's 6'6" Caledonian
Railway no. 124 'Eglinton'. A variation on his '66' class of 'Railway Race to the North' fame, she was,
like the celebrated Caley Single no. 123, built for the Edinburgh Exhibition of 1886.
photo: Photomatic

Where else but on the Highland Railway would you find something as highly individualistic as the
David Jones 'Skye Bogie'? Resplendent in post-Grouping crimson lake, LMS no. 14282 basks in the
sunshine. The chimney is a Drummond addition.
photo: Author's collection
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Southern Railway no. 666 is one of William Adams' supremely elegant, long striding class X6 4-4-0s
built for the L&SWR. It is sporting a Drummond chimney but, if anything, looked even finer with her
plain Adams original. The raised running plate should be noted – the concept was completely lost on
Adams' successor Dugald Drummond.
photo: Photomatic

Perhaps the most splendid of Robinson's later 4-6-0s is the class 1. No. 424 'City of Lincoln' poses
proudly outside Manchester Central.
photo: G.H. Platt collection
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chimney looked very well on many (but not all!) of Adams' engines. Robinson's shapely
chimney was a major factor in adding loveliness to Harry Pollitt's elegant but formerly
rather austere engines. In later days, the LMS demonstrated the aesthetic importance of
the chimney on some Drummond and McIntosh locomotives, replacing their splendid
Caley ones by what can only be described as lengths of recycled waste pipe. Some exHighland engines suffered similar abuse, to the same disgusting effect.
But back to Dugald Drummond. Everything was fine at the beginning of his L&SW reign.
His earlier L&SW 4-4-0s, 'Black Motor' 0-6-0s and M7 0-4-4 tanks looked every bit as
good as was their performance. All would go on to give excellent service for BR. As an
aside, notwithstanding the earlier comment about the absence of ornamentation, a
peculiarly Scottish exception which was transplanted to the south by enginemen
following in Drummond's footsteps, was the adornment of smokebox doors by a
burnished metal star, a modification quite unofficially carried out by the enginemen
themselves, though obviously not without the full approval of the management.
The common denominator in all Drummond's earlier engines had been straightforward
simplicity, but then he took to tinkering. The story of his 4-cylinder 4-6-0s has often
been told: his last attempt, the T14 'Paddleboats', were - and looked - the best, but that
isn't necessarily saying a heck of a lot. The firebox water tube idea proved relatively
harmless, but Drummond fell under the not uncommon, for the time, 'anti-coupling' spell
(Patrick Stirling likened a coupled express passenger engine to "a laddie running with his
breeks doun") and produced his 'double-singles' of the 4-4-0 configuration but with
4-cylinder divided drive to uncoupled drivers giving a 4-2-2-0 wheel arrangement. They
were not a success and didn't look likely to be. Even his later 4-4-0s with their highpitched boilers looked gawkily ungainly - just like his 4-6-0s which looked every bit as
lumbering as they truly were. For the sake of their looks they desperately needed a
higher running plate. There was an extraordinary admission of visual inadequacy in
respect of Drummond's F13 4-6-0, which had featured a peculiar, undulating
compromise between combined and separate splashers. It wouldn't have helped their
performance one jot, but to tidy them up somewhat the lining of the rear section was
carried straight across the water tube casing to simulate a continuous straight splasher.
Drummond's artistic credentials were in tatters.
Continuous splashers were a successful feature of John G. Robinson's later engines, his
big-boilered 4-6-0s and incomparable 'Directors' for example. Arguably the 1A (LNER
B8) 'Glenalmonds' with their low running plates were the least visually satisfying, but
with a thrusting, purposeful look from having their smokeboxes projecting forward of the
bogie centre-line, all were extremely handsome. The 4-cylinder 9Ps and 9Qs (LNER B3
and B7) were magnificent, the too-frequently forgotten 2-cylinder 8Ns (LNER B6)
superb, but arguably finest of all were the fabulous Class 1 (LNER B2, later B19) 'Sir
Sam Fays'.

Welcome to the following new members
Mr C.H. Wood, Birstall, Leicester
Mr M. Hull, New Quay, Ceredigion,
Wales
Mr D. Hull, Aylesbury, Bucks
Mr P. Dickson, Aylesbury, Bucks

Mr P. Butler, Witney, Oxon
Mr D. Alexander, Stoke Mandeville,
Bucks
Mr R.B. Pope, Wootton Bassett,
Wiltshire
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The demise of Sheepbridge & Brimington station
by Alan Rowles
At 11pm on Thursday, 11th April 2010, a fire
broke out at the southern end of the former
Sheepbridge and Brimington station near
Chesterfield and by the time the fire brigade
arrived 20 minutes later the building was
ablaze from end to end. The local haulage
contractor arrived just in time to rescue two of
his lorries that were parked alongside the
building, but little else survived the
conflagration.
Situated on what had been the up platform on
the Chesterfield Loop line station, the building
had once housed the booking hall and offices
and was typical of MS&L stations in the area
being constructed almost entirely of timber. It
had been gutted many years earlier with just
about all of the interior walls being removed.
This affected the building structurally and
combined with an almost complete lack of
maintenance had caused it to list quite a few
degrees to starboard. The exterior walls were
constructed of pitch pine which burned with a
vengeance and by the following morning all
that remained standing was a solitary chimney
stack and a short section of charred wall. A
newspaper report on the Saturday declared
that the fire brigade's investigation into the
cause of the fire was 'inconclusive'.

The remaining chimney stack after the fire.
photo: Alan Rowles

Sheepbridge & Brimington station looking south towards
Chesterfield in 1948.
photo: Stations UK

The station opened its doors
to passengers on 4th June
1892 and was closed to all
traffic on 31st December
1955. Soon after the latter
date the building on the
down side was demolished
along with the canopy on the
up side structure. When the
signal box was
decommissioned soon
afterwards this left just the
main station building and the
goods shed, both of which
went into private ownership.
The aforementioned goods
shed survived virtually intact
until November 2001 when it
was also destroyed in a fire.

The main station building saw various uses down the years but recently was used mainly
for storage. In truth it had long been an uninsurable wreck and bore only a passing
resemblance to its former self but it was a piece in the Great Central jigsaw and as such
it will be missed.
- 12 -

The Pollard family railway history – Part 7
by John E. Pollard
George Plumb had again exchanged turns with my driver for a week. We were on a late
shift and when our train came down to Bulwell we had the usual O1. We had quite a lot
of these engines at Annesley for the Woodford runners. The train was a full load of steel
for the rolling mills in south Wales. We had a good run - plenty of steam and a clear
road. When we went over the top of Ashby bank, instead of shutting off the regulator
George pulled her up on the rack to shorten the cut off. I wondered what was happening
and was hoping Lutterworth's distant would be green as with the speed we were going
there was no way we would stop at the home board if the distant was showing yellow.
As soon as I saw the distant was clear I shouted to George "right away" and he pulled
the regulator wide open. The engine started to roar and we were really picking up
speed. Just before the home board George shut off and dropped her into full forward
gear. Just after Lutterworth there was a slight rise and then it was down hill again. We
sailed over the top and started to drop down to Shawell. I was looking for the distant at
Shawell - it was clear. I went over to George and asked what was going on. He replied,
"You wait and see." Steel trains were exceptionally good runners as they were flat
wagons with little wind resistance. We were really moving as we went down the bank
towards the Birdcage, through Rugby and started to drop down again to Barby. This box
was closed at night so it was a clear road. At Willoughby the road started to rise towards
Catesby tunnel and Charwelton. As we neared Willoughby George at last opened the
regulator again and said, "That's the farthest I've been able to freewheel with one of
these trains since I've been trying that trick." It would not have been so bad if I had
known what he was doing. He tried every other night that week but we couldn't do any
better. I wondered if our guard used had been using his brake for the rest of the week.
Some people called these trains "Windcutters". The original "Windcutters" ran before the
war. Most Annesley-Woodford trains were lodging turns but four trains a day were
booked out and home and usually had a GC four cylinder as motive power. Other trains
were shunted to let them pass and these four trains were known as "Windcutters". The
trains we worked were usually called "Runners".
The only time we ever broke down was when we had just passed Swithland and were
approaching Rothley. There was a bang and a loud rattle on my side. There was no
ballast or objects flying about so I took a quick look out from the cab side and told my
driver we had snapped one end of the union link. He had already shut off as soon as we
heard the bang. He let her run through Rothley and I dropped off at the entrance to the
up sidings while he ran on. As the brake came by I told the guard to hold the train with
his brake. I went to the box and told the signalman we would need the fitters from
Leicester. We would have to drop back inside, so the signalman set the points. I went
back to the train and told the guard that when I had got back on the engine we would
whistle and he was to release his brake and let the train pull us back inside. I went to
the engine and told my driver what had been arranged. He whistled the guard who took
his brake off and the train started to roll back. When we were in clear I waved to the
signalman and he reset the road. Other runners started to pass us while we waited for
the fitters to come from Leicester. While we were waiting I had a walk back up the line
towards Swithland to see if I could find the pin from the union link. I couldn't but the
walk saved me from having to sit with my driver for about an hour. The fitters arrived
on a light engine. They put a temporary pin in and we tried her. She worked, so we went
at caution to Leicester Goods, where we left the train. We had to take the engine to the
Loco as they hadn't got a spare pin to put on her. They didn't have a spare engine
either. We had to leave her there and travel home. The train would be worked forward
with another crew as soon as an engine became available.
I was working with George Plumb again on a Monday night. We left Bulwell about 8pm
to go to Woodford. A lot of trains had been cancelled but for some reason our train ran
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BR class O1 2-8-0 no. 63670 heads north at Kirkby South Jnct with an empty steel train.
photo: David K. Dykes

all that week. The reason for the cancellations was a derailment between Ashby and
Whetstone - a train coming down the bank had somehow got four wagons off the road
and they had taken about two miles of track out on the down road before coming to a
stop. When we went by on that Monday night the platelayers were working on the track.
On the return trip we were stood in Ashby loop for a long while as it was a long section
and it was only ten miles per hour over the damaged track. We had to wait for the mail
trains and fast fitted freights to go before we could go. Then we got shunted again for
the paper train and a London-Mottram semi fitted goods. This was the train that was
involved in the derailment. It cost the life of the driver of the Western Mail when he hit
the wreckage. We made twelve hour shifts all that week until Friday night when timings
went even more haywire. We had a very rough train. Whoever had made it up hadn't
done a good job. We had a mixture of loaded and empty wagons. Some of the loaded
wagons were wooden iron ore wagons. Then there were some old tar tanks mixed up in
the train but the loaded wagons were all separate throughout the train. We had run
normally until we got to Gotham where the signalman decided to shunt us to let a
London-Mottram pass. George brought the train to a stand. Then we got a green light
from the guard waved from side to side to come back at caution. George put the engine
in back gear, gave her a touch on the regulator and as we started to roll back he shut
off to let them roll in and lightly touched the brake. Then it started - we got repeated
snatches and bangs. Just before the engine got to the points it was so bad that George
stopped the train and we got another snatch. He told me to go back and see what had
happened. I got my lamp out and set off. I had never seen a train in such a mess - a
wooden ironstone wagon had dropped its bottom door on the points and covered them
with a big heap of ironstone. I carried on checking the train when I met the guard
coming up the other way. Altogether we had fourteen wagons with the drawbars pulled
out and one wagon with its bottom door down. Meanwhile the signalman was shouting
us to hurry up and get inside as the Mottram was stood at the home board. I told him,
"It'll be there quite a while longer until we have cleared the ironstone from the points. It
would have been better to have let us run to Ruddington with a loop." He said that if we
had done that we would have stopped the Mottram. I replied, "Well, we've stopped it
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now!" I went back to George and told him what had happened. He set back slowly and
pushed the train inside. We then set about clearing the points of ironstone. That was
when I found out how heavy ironstone really is. Some of the lumps took the combined
efforts of the guard and myself to roll them clear - there was no chance of lifting them.
When we had the slide bars that the points moved on reasonably clear we asked the
signalman to give them a try but it was no good, he couldn't move them. So we had to
clear some more. After a while I went to the box and suggested to the signalman that he
could take the catch off the points lever and let the Mottram run through them as the
lever was not fully over. The signalman called the train down by hand and instructed the
driver to pass the starter at danger as everything on the down road was locked with the
points not working properly. After the Mottram had gone we had another go at cleaning
the points. Then George ran the engine back through the points and when clear the
guard and I forced the points over and put a clamp on them. The train was left in the
siding for the Gotham pilot to sort out. The signalman got his locking system back
working but he would not be able to use the sidings until the platelayers had sorted it all
out. Instead of twelve hours we were over fourteen that shift.
Going to Woodford on another occasion, we were passing Rugby Cattle Sidings box when
my driver looked at his watch and said, "We are going to be a minute late passing
Rugby. "What are you going to do about it?" he asked me. I just looked at him and
replied, "You've got hold of the regulator, it's up to you unless you want me to get off
and push." We did not speak again that night. After we had arrived at Woodford and
were having our food I turned to our guard and said, "My driver reckons we were a
minute late at Rugby so you had better book it down to the fireman." Our guard just
laughed. Later my driver said to me, "Be careful! If you make a mistake and things go
wrong I'll not back you up."
Some time later we were working the Charwelton ironstone train. We used to go light
engine to Charwelton, back up on a train of stone, then it was right away for Bulwell.
The train then went on to Staveley Iron Works the next day. We were running our usual
speed as we approached East Leake. I looked back and saw a wagon axlebox on fire. I
told my driver we had a hot box and I was expecting him to stop and put it off, but he
passed Leake. I told reminded him again before Gotham and before Ruddington but we
didn't stop. We got stopped at Nottingham Goods where the pilot came on the back end
and took the offending wagon off. After the rest of the train had been put back we got
the guard's tip and whistled up. When the board came off we continued our journey to
Bulwell. As bad luck would have it, the next night we had another hot box. Again I was
ignored by my driver and we were stopped again at Nottingham Goods. This time the
offending wagon one was on the front of the train and the shunter came up to the
engine and said to my driver, "You were lucky last night! We took that wagon over to the
up side. We had just cleared the main line when the journal collapsed and the wagon
dropped. We had to have the Colwick crane out to move it. If you had kept going you
could have had a pile up either in the Vic or in one of the tunnels. My driver looked at
me and I said to him, "If that had happened I wouldn't have helped you out. I would
have told the truth about where I first told you about the hot box. Your rules for me
apply to you also and don't you forget it." Believe it or not we had hot boxes every night
that week but they were all put off at the first opportunity.
We used to have eight relief turns in the original Woodford link. This was to give the
crews a rest from the run. One of the weeks was the Hotchley Hill turn. On signing on
for this job we normally got our own engine ready. On this particular Monday we got on
our engine. She had a full set of tools on and I just had to check the lamps. They were
alright so I set in and started to clean her up. I blacked the face plate and polished what
I could. She looked quite smart as we left the shed and backed up on our train in the up
sidings. On this turn we swapped over trains with Woodford men at Hotchley Hill. When
we arrived that night we saw that their train was already there. We backed inside,
screwed her down, got our kit and went to the gypsum factory canteen for our food. As
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we walked in, the other crew had just finished and were leaving. I thought they looked a
scruffy pair. When we had finished eating we went out to the train left for us by the
Woodford men and climbed on the engine. She must have been under repair at
Woodford and was in typical Woodford condition - absolutely filthy. They had not even
cleaned the gauge glasses. You could barely see the steam gauge. The cab was full of
soot. Even my seat was filthy - it was not fit to sit on. I had to swill all the cab down
with the slacking pipe, even my seat, then set to and clean the gauge glasses, pipes and
the steam gauge. Only then did she start to look presentable. If their working conditions
matched their home lives I was glad I was never invited for tea.
We were on a relief turn at Bulwell one Monday about mid-day. A Woodford job came in
and stopped on the up platform. The driver was waiting but there was no fireman. The
time clerk called out, "John, it looks like you'll be going Woodford today." I asked him
who the rostered fireman was. He told me and I said, "You'll have him here in two or
three minutes." I walked out of the cabin and went up the steps to the road over the
end of the platform. A fireman stood there with his back to the bridge having a smoke. I
stood alongside him and asked, "Isn't that your job in the platform?" He said, "Yes." I
asked, "Why aren't you getting on it then?" He smiled and said, "Let some other silly
beggar have it." I said, "I'm that silly beggar. If I take that train out they will be taking
you to Nottingham City Hospital because I will have thrown you down these steps." As
he ran down the steps I called out, "And don't miss the rest of this week." When I got
back to the cabin the timekeeper told me, "He does that regularly to get out of going to
Woodford." I said, "He won't miss it again this week." And he didn't. He even turned up
on Saturday which was unusual as he seldom put a full week in.

A line up of class O1s at Annesley shed, waiting to work the "Runners" to Woodford, in August 1954.
photo: Chris Ward collection

Another Monday morning we were on a Woodford. We were having a good run when we
got Rugby's distant against us. This was unusual on this train. The home board was at
danger and my driver whistled as we slowly approached. I was wondering if we were
going to be looped, when the board was raised. The starter was still at danger as we
moved down the platform. A tall man was waiting on the platform and he climbed onto
the engine as we passed him. He leaned out of my side and waved to the signalman and
the starter came off. He was dressed smartly in a grey suit with white shirt and tie. My
driver opened her up and we were away. We were starting to pick up speed when our
passenger bent down to get hold of the shovel. I stood up and moved in front of the
firehole door to block him. He looked up and said, "Move out of the way fireman." I said,
"No, put the shovel down." He said, "I'll fire this engine to Woodford." "No you won't"
was my reply. "That's my job. It's what I'm paid for." He then said, "Do you know who I
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am?" I told him I didn't and what's more I didn't care. He did not have any authority on
this engine, whoever he was, and he was not going to do my job. My driver just kept his
eye on the road and we were really moving now down past Barby. The stranger now
introduced himself; "I'm the shedmaster at Woodford." I told him, "I'm an Annesley
fireman not a Woodford one and unless you have any complaint about my way of
working this locomotive you don't have any authority on this engine. You are only a
passenger and it would be better if you stood behind my driver and kept out of my
working space." From then on he stood behind my driver and let me get on with my job.
I never saw him again and it was not until many years later when I was reading a book
called Steam In The Blood that I wondered if our passenger was the now celebrated
R.H.N.Hardy. He writes about the "Windcutters" being worked by Annesley men on page
105. I don't believe any unfitted freight trains anywhere in the country ran faster than
the Annesley runners. The only problem was, if you got a wagon off the road, which
happened occasionally, a very long stretch of track would be damaged as a result.
We had some very heavy handed drivers at Annesley who could certainly run when they
got the opportunity. Alf Locket was one of them. One Monday Alf and his mate were
stood on the down loop line waiting to leave Woodford. Their train had come up from the
old yard. Alf asked the signalman what they were waiting for. The signalman told him,
"I'll let you go after the down express. We're not having you in front of it." Alf lost his
temper and complained to the signal man. He told him that the express would be
stopping him all the way home. He then got on the phone to control himself and gave
the controller an earful. The express passed and Alf was let out. He was brought to a
stand at Rugby's home board while the express stood in the platform. At Leicester he
was in the slow road alongside the express. The same at Loughborough and Nottingham.
When he got to Bulwell and had been relieved, he had another go at the controller. The
next day, when Alf's train came up the loop, Alf relieved the Woodford crew and whistled
up. This time control had decided to let Alf go in front of the express in the hope that he
would stop it and then they could have a go at him. The board came off and they were
away. The express never saw him. His train was inside Hucknall or Annesley before the
express reached him for the rest of week.
Things got so unpleasant working with my driver that I eventually had had enough and I
put my notice in. The shedmaster called me in the office and asked if I would reconsider.
I told him, "Yes, but only if I was put with a different driver." His reply was that he
couldn't do that. My driver knew I was leaving but he was still his usual happy self and it
was still a silent footplate on my last shift. We arrived back at Bulwell from Woodford
and got off the engine. He booked off and walked out of the cabin. No "cheerio" or "best
of luck", just his disappearing back. I never saw him again.
Here are a few nicknames for some of the Annesley drivers. There was "Cracker" Jack
Hardy, a fast runner. "Continental" Jack Hickling who had a vast route knowledge. The
"Black" Knight seldom had clean overalls. "Pacific" Bill Harrison was a very big man.
"Whispering Grass" Ernest Astell always spoke quietly. "Watercress" Harold Edwards.
"Lord" Reesdale, real name Les Pembleton, a smart little man. "Cus" Wilkinson. "Tight"
Smith, "Granddad" Smith and "Snuffbox" Smith. Finally "Slant Eyed" Jack. We also had a
guard known as "Tommy Twice" and I thought this was his real name until one day I
was told his name was Thomas Thomas.
I said goodbye to Annesley in September 1953 and went down Bilsthorpe pit. Six
months later I was in Mansfield General Hospital with a fractured pelvis after being
crushed in an accident. I had another eighteen months at the pit and then applied for a
job as a guard back at Annesley. I was accepted and so started my second career on the
railway but at the other end of the train. On rejoining the railway I was told that my old
driver, the reason for my leaving, had come off the main line and gone onto yard pilots
only two months after I had left. He then died a month before I started back. My leaving
had proved to be unnecessary; I could have stayed on the footplate. Life is made up of
such 'what ifs'.
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Dick Hardy was invited to respond to John Pollard's article:
John is quite right about the use of the word "Windcutters". How it crept into my book I
don't know. I can only assume that the Ian Allan editor at the time, Cecil J. Allen, who
had to vet the book and amend it to house style, altered my use of "Runners", or more
accurately "Annesley Runners". I have never noticed it for the past 39 years which is
appalling! Nobody at Woodford in 1949-50, when I was there, would dream of calling
them "Windcutters" and I think that it was an enthusiast's word, maybe dating from the
introduction of the BR class 9s.
So I am a "Runner" man through and through and I'm absolutely sure that the service
was the fastest loose-coupled freight service in the country, run on a simple interval
basis with relative light loads. There was rigid control of the Annesley engines too- no
chance to send them southwards if we were up the creek for power. Incidentally, I have
to say that our men held the same views about the Annesley men as John and his mates
had for the Woodford men. Some of the fires they brought in left a lot to be desired. The
Woodford men had to do the "Billy-dripping" while they had their grub in the cabin to
await yet another well prepared engine for their return working!
Much more important is the possible question of me hopping on the moving engine of a
train not booked to stop, which I would never have dreamed of doing except in an acute
emergency. I never wore a grey suit, never mind on an engine, nor a white shirt when
one spent one's day in a smoky environment. The alleged shedmaster did everything
wrong from start to finish. He picked up the shovel without the courtesy of asking, he
uttered a remark so often quoted that it is laughable -"do you know who I am" - which
immediately and naturally brings out a rich variety of replies which would get our socalled shedmaster into the corner from which there is no escape.
As a shedmaster, I had an endorsement on the back of my footplate pass which said:
"The holder of this pass is authorised to advise and instruct enginemen in the
performance of their duties". This was added when I was on the WD Austerity no. 3152,
the oil-burner on which I travelled daily to Temple Mills from Whitemoor, and it was my
duty to show the firemen all the wrinkles and dodges as well as the straight-forward
method of operation, which I did as far as Cambridge, whereupon I stood on the tender
footboard out of the way, but where I could see everything that was happening. I think
it was highly unlikely that our "shedmaster" had that endorsement which would be on
the pass of a Locomotive Inspector or a District Motive Power Superintendent. I kept
mine until I went to Liverpool as Divisional Manager. The LM Region had never heard of
such a thing! Incidentally, I never had to use this authority - I managed to get things
done if necessary by the use of the correct approach to men who knew their job and
who could see or already knew that you knew yours.
I had two journeys from Rugby on the footplate of a "Runner" with Annesley men - both
were excellent and the climb up to the tunnel was just as it should be, both with an O1
and an O4. I cannot recall the men on the O4 but on the O1 the driver was a tall man
with very large ears and a cloth cap whose name was Reuben and I think the surname
might have been Taylor. He was very agreeable company as was his mate. And both
trains were standing in the loop south of the station with plenty of time for me to get
back from the station to the front of the train and, of course, my first act, apart from the
time of day, was to show my pass and give it to the driver to read, as many did and
equally as many took your word for it.
Yes, I think some of John's stories may be a bit far-fetched but not entirely impossible!
Dick Hardy
Shedmaster at Woodford 1949-50
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Wanderings around the Internet
with Bob Gellatly
"The Godrey Edition" at www.alangodfreymaps.co.uk
Most readers will already have maps in "The Godrey Edition" series. If you haven't then
you are missing out on an invaluable tool for the railway historian. Amazingly there are
now more than 2,400 titles in this series of reprints of old Ordnance Survey maps from
Britain and Ireland. What Alan Godfrey has done is to reprint old 1:2500 maps at about
14 inch to the mile scale. This means the detail is very clear but each map only covers a
small area. For the major towns and cities eg Sheffield, it is possible to collect adjacent
maps to make up a larger picture. You can buy The Godrey Edition maps at good
bookstores or order from the website at £2.25 plus postage.
"Railway Clearing House Junction Diagrams" at
http://commons.wikimedia.org/wiki/Category:Railways_Junctions_Diagram_
1914
This resource on Wickimedia Commons allows you to view all the RCH Junction Diagrams
in high resolution. If the URL is rather cumbersome to use just go onto Wikipedia and
search for 'RCH junction diagrams' and you should eventually get there.
"John Airey's Railway Maps" at
http://www.kunstpedia.com/articles/573/1/John-Aireys-Undated-EarlyRailway-Maps/Page1.html
It was John Airey who drew the first junction diagrams for the RCH. This web page has a
link to a pdf of an article about John Airey and his maps.

Model Railway Exhibition Diary
Some events that may interest our readers
Sat 12th June & Sun 13th June: Peak Model Railway Exhibition at the Agricultural
Business Centre, Bakewell. www.wingfieldrailwaygroup.co.uk
Sat 19th June: Model Railway & Bus Exhibition at the Central United Reformed Church,
Norfolk Street, Sheffield.
Sat 24 July: Northampton & District MRC Exhibition at Weston Favell School, Booth Lane
South, Northampton.
Sat 11th Sept: Northolt MRC Exhibition at Northolt Community Centre, Ealing Road,
Northolt. www.northolt-mrc.org.uk
Sat 25th & Sun 26th Sept: Southport MRC Exhibition at Birkdale High School, Windy
Harbour Road, Southport. www.southportmodelrailway.org.uk

Great Central Railwayana Auctions
Great Central Railwayana Ltd
14 School Street, Woodford Halse, Daventry NN11 3RL
Telephone: David Jones or Mike Soden on 01327 263633
e-mail: gcr.auctions@btinternet.com
www.gcrauctions.com
next live auctions
Sat. 17th July 2010 and Sat. 9th Oct. 2010
at
The Royal Showground, Stoneleigh Park, Warwickshire CV8 2LZ
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Great Central Railway Great War Heroes Part 3 – Band of Brothers
by Ken Grainger
Ken resumes his look at GC employees who made the ultimate sacrifice in the Great
War. Part 2 appeared in Forward 155.
It is no exaggeration at all to say that the Great Central network could be mapped from
its Great War Roll of Honour, with just odd names from its outposts, such as Geoff
Anyon, Lad Porter at Neston, or Sapper Arthur Gravill from Normanby Park on the North
Lindsey Light Railway, and obviously bigger concentrations from major centres like
Manchester and Sheffield – but nowhere more so than Marylebone.
As ever, there are a multitude of stories to be told about the men from Marylebone: men
such as George Sheppard, a porter from Drayton Avenue, West Ealing, who joined the
8th Royal Fusiliers on February 7th, 1916. Wounded at Guillemont on August 16th, 1916,
he was shipped back to 'Blighty' and took great satisfaction on being met at
Southampton by the Great Central ambulance train, which took him on to hospital in
Chester. After convalescing he was back at the front soon after that Christmas, only to
be killed in action on April 26th, 1917, the anniversary of his joining the Great Central in
1909. He lies in the Feuchy Chapel British Cemetery, Wancourt, south of the Arras Cambrai road.
Then there was Fred Barrett who was from Drayton Gardens, West Ealing, and so you
would think would have been at least on nodding acquaintance terms with George. He
enlisted in the 16th Battalion, the London Regiment (the Queen's Westminster Rifles) in
May 1915, but became the General Manager's Dept's first casualty when he was fatally
wounded on November 18th, 1915, after just ten weeks at the front. He lies in the
Potijze Burial Ground Cemetery, North-East of Ypres.
What friends George and Fred might have been serving with cannot be known, but there
was a group of 'pals' we do know of, clerks from Marylebone Goods serving together as
Territorials with the 9th Battalion, County of London Regiment, the Queen Victoria's
Rifles. Kitchener's New Army 'Pals Battalions' are a well-publicised phenomenon, but in
effect there were 'pals' battalions already; the locally raised Territorial Army units
without which, Field Marshall Sir John French averred, the British Army could not have
held the line in the first half of 1915. With its Hanover Square headquarters less than a
mile from Marylebone and recruiting from men employed in that locality, the Queen
Victoria's Rifles were a 'crack' Territorial battalion, voluntarily undergoing extra training
and priding themselves in their professionalism - particularly in musketry. Perhaps that
was why they were amongst the earlier Territorial battalions to go to France, on
November 5th, 1914,
With them went Harry Salter from Chorleywood, son of Harry (senior) of Neasden Loco.
Harry had been at annual training camp at the outbreak of the War; he was only 17,
officially too young for overseas service but, not wanting to be left behind by his pals, he
volunteered to go regardless.
At first regarded rather sceptically as civilians in uniform, the QVRs quickly won the
respect of their professional soldier comrades, going into the line in Flanders with the
13th Infantry Brigade of the 5th (Regular Army) Division. They suffered their first major
battle casualties at Wulverghem, to the south of Ypres, on January 1 st, 1915, including
Rifleman Reuben Galley from Rickmansworth, killed by shellfire. He is one of the nearly
55,000 commemorated on the Menin Gate, who died in the Ypres salient but have no
known grave.
In April, 1915, despite suffering crippling losses, the QVRs held the line in fierce fighting
at the bitterly contested Hill 60 - actually a spoil-heap beside the Ypres-Comines railway
line - where their memorial fittingly stands. It was here, on April 21 st, that Lance
Corporal Norman Smith died and two other members of the GCR Goods Manager's Dept,
Sergeant Rowbottom and Rifleman Mutton, were wounded. Norman Smith was originally
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from Conisborough, South Yorkshire, where a memorial service was held for him in the
Parish Church on May 2nd, but he too has no known grave and is commemorated along
with Reuben Galley on the Menin Gate's Panel 54.
Queen Victoria's Rifleman Lewis Blanden was not from the Goods Manager's Office; he
had formerly been a draughtsman in the GC's Engineering Department. After being
severely wounded on December 31st, 1914, he eventually returned to the trenches, only
to be killed when with a bombing party which was detected trying to penetrate the
enemy entanglements on December 19th, 1915. Unsurprisingly his body could not be
recovered and he is amongst the more-than 72,000 commemorated on the Thiepval
Memorial, who died on the Somme but have no known grave.
The QVR's greatest trial came on July 1st, 1916; the first day of the Somme. As part of
169th Brigade of the 56th (171st London) Division, with tremendous dash and élan they
overran both the first and second German lines at Gommecourt, and even made inroads
into the third line. But then they found themselves cut off by an intense artillery barrage
from reinforcement or resupply, and subjected to furious counter attacks. By 4 pm they
had been driven back from the German second line, and at 9.30 the Londoners were
forced to withdraw. The QVR's had suffered 545 casualties - more than half the
battalion's strength - former Goods Dept. clerk Lance Corporal Albert Dawkes amongst
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them. He too is commemorated on the QVR's Pier and Face 9C section of the Thiepval
Memorial.
A Great Central employee since 1898, in the Audit Office until transferring to the Goods
Manager's Office in 1905, Rifleman George Slade had not been a pre-War "Terrier". He
and his two brothers joined the QVRs in November 1915 and went to France together in
July 1916, to help make up the losses of July 1st. Imagine their mother's grief when she
learned that George and his youngest brother had both been killed and the other brother
wounded in 169th Brigade's September 9th assault on Leuze Wood and capture of the
main German line in Bouleaux Wood, north of Combles: a pyrrhic victory after which the
QVRs numbered just 350 men. George Slade's is yet another name on the Thiepval
Memorial.
One wonders how many of those pals Harry Salter had not wanted to be parted from
were still with him as the ordeal of the Somme continued. Undoubtedly, as the cycle of
depletion by battle casualties then being brought back up to strength by replacements
was repeated, the 'Hanover Square' character of the battalion was at least much diluted,
if not lost. Significantly, after the Somme, there were only to be two more Great Central
Queen Victoria's Rifleman fatalities - though both were Goods Dept. clerks. They were
Sergeant James Matthews from Notting Hill, who died on September 30th, 1917 and lies
in the Duhallow ADS Cemetery, Ypres, and Lance Corporal Edgar Rose, though he was
no longer a Queen Victoria's Rifleman.
Edgar Rose, a keen sportsman, had enlisted in the QVRs on the outbreak of war in
August 1914, joining the battalion in Belgium in February, 1915. He had come through
the battles of Hill 60, 2nd Ypres and St.Julien, as well as continuous trench warfare in the
Ypres salient, in the course of which he and a comrade on 'listening post' killed or
captured all of a German raiding party. He was invalided home with severe bloodpoisoning in November, 1915, and so missed the opening of the Somme. On his return
to France in August 1916, he was posted to the 9th Royal Irish Fusiliers, which had
suffered grievously in 36th (Ulster) Division's July assault on the Schwaben Redoubt,
north of Thiepval. Mortally wounded in the Passchendaele offensive on August 16 th,
1917, at least he died between clean sheets, on September 10 th, and lies in Wimereux
Communal Cemetery, north of Boulogne.
But what of fresh-faced Harry Salter? By the time of the Somme, he was a Sergeant, a
veteran at the age of 19. After seeing friends and comrades fall all around him at Hill
60; at Ypres; at St.Julien and St.Eloi, and now at Gommecourt and Leuze Wood, what
would have been his state of mind? Might he perhaps have thought his was a charmed
life? Or would his sleep have been disturbed by the thought that, inevitably, his turn had
to come? It did, after the QVRs had yet again gone "over the top" north of Combles, on
October 9th, 1916, and a memorial service was held for him in Chorleywood's Baptist
Church on October 22nd. Harry was buried by his comrades at Lesbouefs, but his grave
was subsequently lost and, along with so many of his friends and comrades, he is
commemorated on Pier and Face 9C of the Thiepval Memorial. He had wanted to stay
with his pals and now, for all time, he is. They were truly a band of brothers.

'Royal Scot' no. 6160 'Queen Victoria's Rifleman'.
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The GCR ambulance train, carrying war wounded from the trenches, heads north through Gerrards
Cross behind a class 11E 4-4-0 locomotive.
photo: Locomotive Publishing Co.

Perfect timing at Potteric Carr. A GNER service heads for King's Cross on 27 April
2006 as 66180 operates a southbound EWS coal train on the South Yorkshire Joint
towards Worksop, probably with imported coal for one of the Trent Valley power
stations. Potteric Carr is a nature reserve to the south west of Doncaster affording
excellent opportunities for bird and train watching.
photo: Stuart Donohoe
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"Lord Faringdon at Pinner" by Peter Green
GCR class 9P 4-6-0 no.1169 Lord Faringdon at Pinner on the Met & GC Joint with a Manchester-Marylebone express.
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Items sold recently by Great Central Railwayana Auctions
(see page 19 for auction house details)

Gorton worksplate dated 1920 from GCR
class 9P 4-6-0 no.1164 Earl Beatty. Sold
for £3,500.

Battery handlamp with copper plate
stamped "No.22 WATH ELECTRIC SHED".
Sold for £60.

A BR(E) enamel platform sign. Sold for
£400.

GCR viaduct plate – bridge 374, arch 20.
From viaduct north of Leicester station.
Sold for £140.

Shedplate 41J – Langwith Junction. Sold
for £140.

MS&LR cast iron warning notice. Sold for
£200.
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On Great Central lines today
by Kim Collinson
An interesting railtour, which originated from London's Liverpool Street on the 13 th
March, was hauled by steam loco 70013 Oliver Cromwell and ran to Lincoln,
Cleethorpes, the Barton Branch, thence over the Brigg Branch (the first steam working
over this route since the 1960s) and on to Worksop.
There have been several interesting workings over GC routes in the Manchester area
since January as follows. On the 30 th January West Coast Railways ECS was moved by
37676 and 47787 from Carnforth to the TransPennine Express maintenance depot at
Ardwick for tyre turning, the first time loco hauled stock has used the facility. The 20 th
March saw a Statesman tour from Wolverhampton to Whitby and return pass through
Guide Bridge top and tailed by 47786/87. This was followed by a railtour from Swindon
to Buxton worked by Western Hydraulic D1015 at around 12:00, its first appearance in
the area. On Saturday 27th March LNER A4 60009 Bittern, after working a tour from
Euston to Piccadilly, was assisted by a diesel with a support coach to Guide Bridge
sidings arriving around 14:15, where it was stabled until 15:30 before departing to York
via Ashburys and Philips Park and Stalybridge. This was the first time a steam
locomotive has been in Guide Bridge yard sidings since the 1960s.
Although many railway modernisation schemes are now on hold, one that looks likely to
go ahead is Chiltern Railways plan for a chord line at Bicester to enable the company to
operate new services between Marylebone and Oxford and return.
During February DBS ceased operations at Trafford Park Freight Terminal due to the
current economic situation but is maintaining the site for possible reopening if traffic
levels improve. This also resulted in the transfer of the last 350hp shunter 09016 to
Knottingley, which now means that there are no diesel shunters anywhere on GC/CLC
lines in the Manchester area. The only freight terminals and yards still operational in the
Manchester area are now Ashburys aggregate terminal and Guide Bridge yard. On the
21st April 66056 was seen at Ashburys at 17:20 and 66622 and 66953 were seen at
Guide Bridge. On the 24th February Network Rail class 37 97301 made a rare
appearance on the CLC passing through Glazebrook en route from Derby to Liverpool
Edge Hill.
A railtour from Sheffield to Glasgow departed Barnsley at 06:25 on the 10 th April top and
tailed by 47826 and 47851. This was followed on the 17 th when the first Class 70 to haul
a passenger train over GC metals was on a railtour from Crewe to Leeds and then on to
Hatfield and return. It was worked by 70003 unusually coupled to DBS 66154.
If you have any news of current activity on ex-GC lines please let me know Kim Collinson, 18 Close Hill Lane, Newsome, Huddersfield, West Yorkshire HD4 6LE
or by e-mail : kim.collinson@btinternet.com.

Finmere – a new preservation site
According to the latest issue of Railway Magazine (June 2010) the site of Finmere station
is being used as a private railway preservation site. The stock consists of former
Eurostar-owned electro-diesel 73130, two 2-EPB EMUs, a spare EPB coach and a former
Railtrack de-icing/Sandite unit. The site is not open to the public. It lies on the proposed
route of HS2 so its existence may be rather short lived. The nearby Buckinghamshire
Railway Centre at Quainton Road will also be affected by HS2 which will pass through its
events field/car park.
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Fig.1 View looking south from Broadhurst Gardens Junction.

Fig.2 View of cutting and tunnel entrance at Finchley Road.
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The London Works of The Great Central Railway
Reproduced from the June 1897 issue of The Railway World and submitted by
Ken Grainger
It seems hardly likely that the present generation of Londoners will again see such a
widespread area of demolition and desolation as now presents itself between Marylebone
Road and St. John's Wood. Not many more main line railways can well be made into
London, though, no doubt, each of the present ones has been thought by many to be
the last.
The new line now being made will leave the Aylesbury extension of the Metropolitan
Railway at the north end of the Wembley Park station, and keep continuously on the
west side of that line right into London. It was proposed at first that the two lines should
diverge at Harrow, but no doubt Wembley will be far enough out for some years and the
alteration can easily be made later on. At Wembley two new lines of rail pass on the side
of the station nearest that rather unfortunate conception, the great iron tower, which at
present has only risen high enough to be an eyesore to the whole place. Until the
Edgware Road is reached, at Kilburn-Brondesbury station, no works of great importance
are met with, additional openings under sundry over-bridges, including one under the
Child's Hill and Acton branch of the Midland Railway, being the chief of these.
Preparations are now far advanced for crossing the Edgware Road by an iron arch similar
to the old one. Down the side streets immediately succeeding, where appearance is not
so important, flat girder bridges with wing walls of white glazed bricks are being used
against the blue brick skew arches of the existing line. The engineers cannot be
congratulated, we think, upon the effect of this combination. The viaduct which
commences at the Edgware Road crosses Loveridge and Iverson Roads, and continues to
the North London Railway, which will be spanned by an iron bridge having a pier
between the up and down lines. From this point the widening is carried out in earthwork, the clay being mixed with coal and burnt in huge masses. Burnt clay was very
extensively used in the construction of the Great Northern Railway and has the great
merit of draining well, without any tendency to slip after wet weather. At West
Hampstead a new station is being made for the Metropolitan trains on the north of the
old one, which will be used for those of the Sheffield Company's traffic exclusively.
Another quarter of a mile brings us to Broadhurst Gardens Junction (Fig. 1), an
important point of connection during the making of the new line, but which will not
necessarily be retained when the work is finished. Up to this point the widening just
described is being carried out by the Metropolitan Company, but from it an entirely new
line begins and dips sharply through a side cutting faced with Staffordshire blue bricks,
into a tunnel nearly half a mile long (Fig.2). Four lines will be accommodated in the
cutting, but only two at present through the greater part of the tunnel. Except for the
first couple of hundred yards, which required the demolition of several shops and houses
now being built above them, these tunnels run under the gardens of a number of villas.
These gardens will be reinstated so far as possible. The tunnelling and cutting on this
section is through the stiffest London clay. A girder bridge then carries the line, when it
emerges under Hilgrove Road, over the London & North Western Railway at the up end
of the Loudoun Road station on that line (Figs.3 and 4).
Space is left here for a second bridge, whenever one shall become necessary, on the
west side of the present one. After crossing the London & North Western another tunnel
begins and is now nearly finished. It is being made in the same way as the other by
sections of 12ft. 5in. at a time but for a short distance under the highest part of
Marlborough Hill was made from shafts not as a covered-in way. A considerable number
of large square blow-holes or ventilators are provided and so far as possible this section
also goes under gardens. This second tunnel ends a little north of Wellington Place,
immediately adjoining the Wellington Road, and in a deep cutting (Fig. 6). A bricked-up
face for the beginning of a second tunnel at some future time is made flush with the end
of the one now finishing. Under Wellington Place three parallel tunnels commence, the
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Fig.3 Bridge over the L&NWR looking north. Primrose Hill tunnel is on the right.

Fig.4 Bridge over the L&NWR looking south. Loudoun Road station is on the right.
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Fig.5 Arch under Wellington Place.

Fig.6 The south end of St. John's Wood tunnel.
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western one being held in reserve for prospective requirements (Fig. 5). All these tunnels
run under the famous Lords cricket ground, the opposition of whose proprietors was for
a long time the most formidable obstacle to the Sheffield Company's advance to London.
Much alarm was excited amongst cricketers all over the country but ultimately a
satisfactory arrangement was come to by which the railway kept itself out of sight under
the east end of the ground and added to the latter by giving it the site of the Clergy
Orphanage Asylum. The ground over the tunnels has been filled in and turfed with
marvellous rapidity and skill and nothing now remains to show that only two months ago
men, locomotives and steam cranes were working night and day to get the place ready
for the present cricket season.
The three tunnels just mentioned terminate on the south side of the St. John's Wood
Road, which had to be temporarily diverted during their construction. A number of large
gas and water mains followed the road, whilst deep down and parallel to the railway
runs the Kings Scholars Pond sewer on its way to the northern intercepting drain in the
neighbourhood of Pimlico. All these had to be maintained intact with the utmost care.
The breakage of one of the great water pipes would probably have led to serious loss of
life amongst the navvies working below. To St. John's Wood Road follows an open space,
not yet entirely excavated (Fig. 7) and lying immediately on the west of the Metropolitan
Railway Company's station of that name. So close are the two lines here that the station
wall alone divides them and much pains had to be taken to maintain its solidity. A very
fine iron bridge of 97ft. span by Messrs. Andrew Handyside and Co. of Derby (who also
built the one over the London & North Western Railway) carries Lodge Road over the
new line (Fig. 8), and from it an extremely fine view of the works, looking south, can be
obtained. Covered until lately with small, old-fashioned villas, whose gardens were their
chief ornament, this vast area is now laid with temporary lines of rail and covered with
piles of old bricks and rubbish for a long way ahead and round to the right. As the
Regent's Canal pursues its course from east to west here, directly across that of the new
line, extensive bridging is necessary to carry over it the now expanding railway (Fig. 9).
Firstly, however, the latter goes over a space, reserved on the north side of the canal,
for a long talked-of (but at present abandoned) railway along its muddy bank. Then the
canal itself is bridged over, the passenger lines keeping straight on whilst the goods and
coal lines bear away to the right towards Grove Road. Near this, the canal has been
much widened to enable boats to lie up adjoining the sidings without blocking the main
waterway (Fig.10). A good deal of the soil from the gardens, which covered the south
side of the canal, was carted up to Lord's for the benefit of the cricket ground. This
space is now entirely cleared and a short railway is making under Grove Road (which will
be slightly raised in one part) to the site for the coal sidings. This will be bounded by
Orcus and Luton Streets on the north and by Stanford Street on the south and extends
to within a short distance of the Edgware Road. All this is a very poor neighbourhood
and its utilisation by the railway will certainly make it no worse than it was before.
Accommodation for about 250 coal trucks is intended at present but the system of
dealing with them and the arrangement of the yard is not yet, we understand, finally
decided upon. That there will be a large coal traffic is a certainty, the line going through
a rapidly developing colliery district between Sheffield and Nottingham, and it will
probably get much from the neighbourhood of Leicester. The coal yard site is only
partially cleared as yet, many of the houses still being tenanted. Returning to the east
side of Grove Road and crossing the great area of demolition before alluded to by Alpha
Road (Fig.11), the rather unusual spectacle, for London, of a level crossing presents
itself. Alpha Road virtually cuts the space in question in half but is doomed to complete
obliteration. All the materials, old and new, coming from or going to the works south of
this road are taken across it by a temporary line where gates and a footbridge have
been put up. Following this line southwards we find the foundations of the goods sheds
and warehouses are being put in on the right. Large store cellars will be provided below
these warehouses and are being constructed in the most substantial manner. The goods
station in question will be near Lisson Grove, and very convenient of access. Keeping to
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Fig.7 View north of excavation in progress under St. John's Wood Road with the Metropolitan station
on the right.

Fig.8 Looking north towards Lodge Road bridge with St. John's Wood Road station of the Metropolitan
Railway beyond it on the right. The Regent's Canal passes under the photographer.
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Fig.9 Construction of the bridge over the Regent's Canal. The section in the foreground is for sidings
to the canal wharf and to Grove Road. The existing Metropolitan bridge is visible on the right just
south of St. John's Wood Road station.

Fig.10 View east along the Regent's Canal showing the widened stretch with new retaining wall and
canal wharf sidings on the right, accessed by the nearest section of the GCR bridge visible in the
background.
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Fig.11 Construction between Boston Street and Alpha Road, the site of the new goods station.

Fig.12 New bridge to carry Boston Street over the railway at Marylebone.
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the left the passenger lines begin to dip below the surface of the ground and will pass
under Boston Street. This thoroughfare, formerly very insignificant, will be much
improved and widened so as to form a means of access across the railway just outside
the passenger station. It will have to be raised somewhat but the bridge is already
nearly completed (Fig.12).
We now reach the site of the future "Marylebone" terminus, as it is to be called. Nothing
in the way of description can be attempted for the simple reason that it is not even
begun yet, but we may say that it occupies the room of Blandford and Harewood
Squares and will have ample opportunity for future enlargement. There is no chance
whatever of the line finding itself in a "tight place" like two or three London termini
which could be named. In front of the station and facing the Marylebone Road will be a
fine hotel with an archway through the centre, after the manner of Euston. A connection
to the Metropolitan main-line on the west side of the station has, we believe, been given
up, but a junction will be affected if necessary with the Swiss Cottage branch at St.
John's Wood Road. There is a temporary junction there now which has been quite
indispensable during the making of the longer of the two new tunnels before mentioned.
The contractor for the works described above is Mr. J.T.Firbank and the work is being
carried forward with his usual energy, three thousand men being now employed. Sir
Douglas and Mr.Francis Fox are the engineers in chief.
The London works of the Sheffield Railway are at present in charge of Mr. Edmund
Wragge, to whose courtesy we are indebted for much information about them. Mr.
Wragge, who has had long experience on the Grand Trunk and other railways of Canada,
proposes to light the signals in the London district by means of electricity. During two
years this system, introduced by him in the Grand Trunk Canadian Pacific yards at
Toronto, has never once failed. If a light should be accidentally extinguished the nearest
signalman would instantly be aware of it and would be provided with oil lamps to meet
the emergency. One advantage of electric signal lights obviously is that they cannot
possibly get blown out. The consent of the Board of Trade, however, will have to be
obtained before this ingenious idea can be tested in England.
Six prodigious blocks of dwellings, costing about £250,000 and accommodating many
hundreds of the working class whose former homes have been demolished, have been
completed and occupied some time. They stand on rising ground between the Regent's
Canal and St. John's Wood Road, on the west side of Grove Road, and must be far
wholesomer than the narrow streets of old houses they have replaced. Yellow stock
bricks relieved with red ones are used and the view from the railed-in drying-grounds on
the top must be exceedingly fine. These blocks are known as Wharncliffe Gardens and
are decidedly an ornament, rather than otherwise, to the neighbourhood.
It is hoped that the Great Central Railway, as it will in future be called, will be opened
for goods and coal trains in about a twelvemonth and for passenger traffic by the end of
1898. With reference to the title given to these notes, we should perhaps add, although
most of our readers will be aware of the fact, that the Manchester, Sheffield and
Lincolnshire Railway Company has applied to Parliament for permission to change the
name of the company to the Great Central Railway Company. While the Bill for the
purpose has not yet become law, we understand that there will be no opposition and
that the alteration will shortly be an accomplished fact.
Editor's note: Maps of the Marylebone area from 1911 show the road over the railway as
Ross More Road (Rossmore Road today). The original Boston Street that was truncated
by the railway construction is now named Taunton Place.
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Arrivals on the bookshelf
"Rabbits & Runners" by Mike Kinder.
Published by The Historical Model Railway Society (HMRS),
2010.
Softback with 64 pages. 64 b&w and 28 colour photos.
ISBN: 978 0 902835 28 3
Available from HMRS for £14.99
www.hmrs.org.uk
This is not just another book of railway photos from the
1960s. Mike Kinder has put together a beautiful collection
of photos (not all the photos are from Mike Kinder's
camera, although the majority are) depicting the 1960-65
period of operations on the GC's London Extension. The
quality of photographic reproduction is good and it is nice
to see some colour slides included.
The page layout is aesthetically pleasing with each photo
numbered with a large Castellar font type and the photos
themselves arranged in various positions and sizes. The
drawback to this style is that some text finishes up in very
narrow columns resulting in a lot of hyphenation or large spacings.
The accompanying text is full of information relating to the workings of the trains
depicted. This is in welcome contrast to many railway 'picture books' which simply give
locomotive details, location and date. Amongst other things, I discovered which train
was called "The Rabbits", why Annesley men signed on for the 'Runners' at Bulwell, and
why the 9Fs suffered from carbonisation of their valves and piston rings. The book has
several appendices expanding some of the topics mentioned in the text.
Altogether I found this book a pleasure to read. I'm sure that it will appeal not only to
the GC faithful but to anyone with an interest in railway working in the early 1960s.
"The Metropolitan Line" by Clive Foxell.
Published by The History Press, 2010.
(www.thehistorypress.co.uk)
Softback with 160 pages. 77 b&w photos and 15 colour photos.
ISBN 978 0 7524 5396 5
£16.99
This book is about the Metropolitan line, not just the
Metropolitan Railway. This reflects the author's wide ranging
coverage of the subject from the introduction about the
evolution of railways in Britain to the role the Metropolitan line
will play in the future. Clive Foxell's previous book Rails to
Metro-Land (2005) was much appreciated by readers and this
latest book maintains the high standards of literacy and
accuracy.
GCR aficionados will undoubtedly be more interested in the section that covers the
operation of the line jointly with the GC and later the LNER. They will not be
disappointed, particularly with the proportion of photos from that era depicting GC/LNER
workings, some provided from the GCRS Collection. The photographic reproduction is
adequate but falls short of other publications that benefit from the use of a better quality
gloss finish paper. As you would expect from such a scholarly author there is a list of
sources and a comprehensive index.
The painting by Peter Green that appears on the book cover is featured in the centre
pages of this issue.
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Crossword (Forward 164) : Answers in the back of this issue.
1

2

9

10

3

4
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7

8
11
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30
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35
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40
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42
43
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47
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Across
1 First employer of Sam Fay. (4)
3 Signing on point for Annesley footplatemen on the 'Runners'. (7)
6 Gives privileges to the holder. (4)
10 A crossing on the level. (4)
11 Information given alongside a photo. (7)
12 Location of three railways crossing at different levels in Chesterfield. (5,6)
14 Canal crossed by the GC on its approach to Marylebone. (7)
16 Most popular location for a loco's number. (3,4)
17 Type of chimney given to many GC locos after Grouping. (6,3)
18 Studied by historians. (4)
19 Where Edward Watkin is buried. (10)
21 Name used by BR locomen for Robinson's B7 class. (4,8)
24 Former GC station with a present day Saturday only service. (5)
25 Necessary for drainage in a cutting. (5)
26 Thermal energy. (4)
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44

27
29
31
34
37
39
41
42
43
45
46
47
48
49

Rock and .... (4)
Present end of the Woodhead route from the west. (8)
Responsible for inspecting and maintaining the permanent way. (10)
..... Magna. (5)
Signal box north of Catesby Tunnel. (9,4)
A roof provided over an open area eg platforms. (6)
A technology increasingly used for station security particularly when unstaffed. (4)
Manchester & Liverpool replica. (6)
Name inherited from canal construction for excavation of a route. (3)
Internal diameter of a cylinder. (4)
Traditional type of carriage door still found on HST sets. (4)
A force that brings things together. (11)
Carries more than a number. (5)
Air, vacuum or mechanical. (6)

Down
2 Nottinghamshire colliery that had connections to the ex-MR Mansfield-Southwell
line and the ex-LD&ECR at Clipstone. (7)
4 GC station site just a stone's throw from the M1. (11)
5 Bridge used by photographers at Kirkby South Junction. (7,4)
6 Once used extensively for mineral wagon bodies. (6)
7 Between a stopper and an express. (8)
8 Location of the LD&ECR goods warehouse in Sheffield accessed via the Sheffield
District. (11)
9 Junction photographed from Lindley Lane bridge. (6,5)
11 Present day train operator at Marylebone. (8,8)
13 A cause of death on the footplate. (8)
15 Where water is introduced to the highest part of the boiler. (3,4)
20 Entrance eg to a tunnel. (6)
22 Railway Clearing House. (3)
23 Now closed power station once accessed by the former LD&ECR route. (4,7)
25 Senior member of the footplate crew. (6)
26 Caused by a lubrication failure. (3,3)
28 A way of increasing capacity on busy routes. (11)
30 The fate of most disused railway stations. (10)
32 4-4-2 (8)
33 A period of time. (3)
35 Known as a Hudson in America. (6)
36 End support for a bridge. (8)
38 He rebuilt some of the O4s to O1s. (8)
40 Under the fire. (6)
44 Sleepers in the USA. (4)

"LNER"
An occasional journal of the LNER.
Editor – Owen Russell
30 Hollincross Lane, Glossop,
Derbyshire SK13 8JQ
tel. 01286 870817
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Readers' Forum
from Ken Grainger, Sheffield
Re. Forward 162 p47: caption information request from Allan Brown.
I have a suggestion regarding the photo submitted by Allan Brown of no.864 decorated
in funereal decorations at Manchester Central. Sir Edward Watkin died on 13 th April 1901
and was buried at St.Wilfred's church, Northenden. Could this be a special train from
Manchester to Northenden in connection with the funeral? The condition of no. 864 would
be consistent with the date.
from John Quick, Oughtibridge, Sheffield
Re. Forward 163 p29: archive photos taken at Marylebone.
The views on page 29 are of interest. I do not know the photographer's name, but I
believe that I am able to add some additional information. First, I think these
photographs were taken on the same occasion and I am sure that they were recorded at
an early date when the locomotives were only a few years old. There are two clues
which are helpful in determining an approximate date. Both engines carry the tall
numerals on the buffer beam. These were probably applied when new and were about
6in. tall. This type appears to have been used on many of Robinson's early classes, but
were replaced fairly quickly by slightly smaller characters which were about 4½ in. tall.
The other clue is significant. 8B no.264 has green splasher sides. It is just possible to
detect a white line on the near splasher side and this indicates green painted sides. The
batch of 8Bs, nos.263 – 267, all had green sides to their splashers when new. The next
batch to be built, the North British engines of 1905, had crimson splasher sides, and the
earlier 8Bs would have had the same treatment as they went for overhaul. No.264 left
Gorton after overhaul in August 1905 when it may have been repainted with the crimson
splasher sides, in which case the photographs were taken in the late spring of 1905.
Another possibility is early 1907 when no. 264 was again ex-works.
Re. Forward 163 p47: Michael Minter's letter 'Great Central locomotives in Scotland'.
The Locomotive News and Railway Notes of July 25th 1920 has the following comment
on page 74, under "Scottish Notes""Five G.C.R. 4-4-0 engines travelled over C.R. metals on June 5th. as a special train.
They are now on the G.N.S.R. and are to assist with fish traffic. Not being fitted with the
Westinghouse brake, they may prove inconvenient. Nos. so far observed are 425B (with
the tender of 436B), 442B, 429B, and either 426B or 428B or both. Similar engines were
lent to the N.B.R. sometime ago in 1915".
Re. Forward 163 rear cover photo caption.
The picture of class 8 no.1070 on the rear cover was taken by G.M. Shoults on May 19th
1910. It is actually an up class A goods, Grimsby to London, at platform 6.
from R.J. Lane, Monks Risborough, Buckinghamshire
Re. Forward 163 p31: photo of B1 no.61066 on 'The Master Cutler'.
B1 class no.61066 is on the down 'Master Cutler', not the up as stated. The up 'Master
Cutler' was routed via Aylesbury and Amersham. The bridge in the photo is on the
Bledlow road just south of Princes Risborough and is still there. The line to the left of the
engine is the up road which is slightly lower at this point as it begins to diverge along its
own alignment towards Saunderton.
The evening down 'Master Cutler' was a Neasden working with the engine returning light
from Leicester. The engine arriving at Marylebone on the up 'Master Cutler' always
returned to Leicester on the 12.15pm departure via High Wycombe. Incidentally the
train in the photo is travelling on the trackbed of the original Wycombe Railway.
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from Charles Phillips, Ingatestone, Essex
Re. Forward 163 p4: article 'John G. Robinson and other locomotive artists - Part 2' by
Ken Grainger.
Regarding Lawson Billinton's proposed 4-6-0 for the LB&SCR, construction was started
but before the engine was finished it was completed as 4-6-4T no.328. A photograph of
the locomotive under construction appears in Volume 3 of D. L.Bradley's Locomotives of
the LB&SCR published by the RCTS. A picture of the original design is in Robin Barnes's
Locomotives That Were Never Built. Lawson Billinton also designed a 2-6-2T version of
the K class 2-6-0s which was also never built.
As regards Stirling's 8 footers, a drawing of a 4-4-0 version, signed by his assistant J. C.
Park, exists. I'll be honest and say that I don't think much to Stirling's cab. Coming from
the eastern counties I'd say that Worsdell produced a better cab on the Great Eastern.
Going somewhat further afield the worst cabs on any late Edwardian period engine were
those of the French Nord's 4-6-4s of 1911, which were really too small for the
locomotive, but the French perhaps in some ways cared less about their enginemen than
the British.
from Allan Sibley, March, Cambridgeshire
Re. Forward 163 p4: article 'John G. Robinson and other locomotive artists - Part 2' by
Ken Grainger.
Ken Grainger makes some thought-provoking comments. Of course locomotive
aesthetics is subjective and opinions will vary in matters of personal taste such as this,
but here is my two penn'orth.
With regard to Atlantics, as the GNR Society's journal Editor I suppose I ought to
champion Ivatt's designs, but personally I am not keen on them. Both look to me to be
too 'squashed' lengthways, the large-boilered ones particularly so. I have to disagree
with Ken regarding the 'Brighton' version. In my view, however much the cab may have
been an improvement, the whole balance is let down by the tender being far too small,
although of course the Brighton did not need large tenders. To me the GCR's 'Jersey
Lilies' were the most elegant Atlantics but my candidate for close runner-up is the North
Eastern Railway's Raven class Z (LNER C7), which Ken did not mention.
As for Baltic tanks, I submit that those of the Furness Railway were more handsome
than the Brighton's, and indeed with their deep front frames they bore a passing
resemblance to the GCR's 9N (LNER A5).

Raven's Atlantic design for the NER, as LNER class C7 4-4-2 no. 2169, at
Low Fell in 1935.
photo: unknown
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from Robert Barker, Wembley, Middlesex
Re. Forward 163 p4: article 'John G. Robinson and other locomotive artists - Part 2' by
Ken Grainger.
Ken Grainger's praise for the LB&SCR Baltic Tanks and his speculation about a tank
engine based on Lord Faringdon recalls a conversation that I once had with a Southern
enthusiast about the best looking engines we never saw. Predictably he opted for the
Brighton Pacific tanks Abergavenny and Bessborough while I went for the "Imminghams"
and "Fish Engines". He did not argue with my choice but just said, "Put a pony truck,
bunker and tanks on an "Immingham" and you've got Abergavenny." We checked on the
dimensions and found the driving wheels and cylinders to be almost identical. The A5s
might also have finished up looking very similar to the Brighton tanks had they, and not
the C14s, been built for the opening of the GW&GC Joint in 1906.
Re. Forward 163 p26: 'Items sold recently by G.W. Railwayana Auctions'
The LNER enamel sign pointing to Northolt Park station has become accession
2009/7821 of the London Transport Museum. It is described as "part of the reserve
collection in The Depot at Acton Town among the collection of signs on the first floor."
Re. Forward 163 p21 line 6: 'On Great Central lines today' by Kim Collinson.
Unit 977860 is a Sandite vehicle not a route-learning vehicle, so would not be used on
the Aylesbury-Princes Risborough shuttle. This is just as well as it was still in Wembley
depot three weeks later.
from George Huxley, Church Enstone, Oxfordshire
Re. Forward 163 p24/25: Edgar Fay's toy train.
It is perhaps possible to say a little more about the 4-4-0 Gauge 1 clockwork locomotive
belonging to the late Edgar Fay QC. It was illustrated in the Basett-Lowke catalogue of
1902-03 and was called the "English Pattern Locomotive". The maker was either Carette
or Bing in Germany.
The description is as follows: "This locomotive is fitted with an extra strong clockwork,
will not derail when the engine is running alone, has reversing gear, brake, and fast and
slow movement. It has turned wheels and other fittings as illustration. Length, including
Tender, 18 ¾ in. gauge £1.10s.6d."
A similar description was given in the 1903-04 catalogue but the overall length is stated
to be 19 in. The price remained the same. Intending buyers were told that the model
could be supplied in L&NWR, L&SWR, GNR or MR patterns and colours. The model must
have been popular if it was still available as a Christmas present for the young Edgar in
1912.

This model, which is identical to Edgar Fay's, is described as a "Bing MR 4-4-0" on
www.tcawestern.org/bing.htm.
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from George Hinchcliffe, Lancaster
Re. Forward 163 p47: letter 'Origin of the "Jersey Lily" nickname' from Garth Smith.
I knew 'Ossie' Nock very well and he told me the tale of the Jersey Lily, which was
slightly different from that given in the book. A Gorton driver first mentioned it to Ossie
when on a Leicester-Marylebone footplate ride. The lady at the pub came from Jersey
and was named Lil or Lilly. Nature had endowed her with a rather large bosom. It was
not difficult to put two and two together when contemplating the large driving wheel
splashers on the Atlantics.
from David Wrottesley, Sheffield
Re. Forward 163 p12/13: Map of the Nunnery area, Sheffield.
How interesting that at the same time that I write an item about the LNWR in Sheffield,
George Huxley should write about the GN/LNWR Joint at Welham Sidings and ask if the
GCR ever got London bound coal traffic from the LNWR. I am sure that in Sheffield, at
Nunnery colliery, the LNWR were, with the building of their 1895 branch, trying to get
Nunnery Colliery traffic from the GCR and the MR.
Regarding the railway map of the Nunnery area used by the editor to accompany the
articles, I regret that once again, somebody has fallen into a very old cartographic error
as regards the LNWR Branch and the tunnel/bridge at its west end. I know it is very
complicated and difficult to show, but it went over the MR main line on a bridge, as I
said in my article, not under it.
I was in Nunnery carriage sidings in 1966 with a fellow railway manager and vividly
remember seeing and hearing a pilot engine working high above us. It stopped our
conversation as it slipped dramatically, propelling a train in pouring rain up an incline on
the remains of the LNWR and the Nunnery Colliery Railway. I seem to remember that
the layout then required a double reversal from the MR Nunnery Carriage sidings to get
wagons to the Sheffield Corporation Abattoir Siding on Cricket Inn Road. This was after
the direct route to the area from Woodburn Junction had been abandoned. I particularly
recall the clothing of the Head Shunter who was prepared for the arduous conditions. He
was wearing a long black mackintosh with an ancient but magnificent fisherman-style
"Sou'wester" rain hat on his head, as he carried his shunting pole.
The cartographic error about the LNWR City Goods line bridge over the MR main line is
no surprise and not new. It is caused by following not only incorrect railway books but
also incorrect official railway documents. It first became known to me in the early 1960s
when I started learning professionally about railways in the train timing office at Kings
Cross BR(ER) and we took over the ex-LMSR/MR lines in Sheffield. Two different official
maps/track layouts of the area were sent to Kings Cross by Derby Trains Office and both
were wrong as regards the LNWR line. They both showed it going under the MR main
line, not over it, into the high level City Goods on Wharf Street. The LMR did not inform
us their diagrams were wrong. If they had taken note of the magnificent Midland
Railway Distance Diagrams (volume 2, sheet 10E) that have the area correct the
mistake could have been rectified. Unfortunately the ER did not check the LMR
information but simply reissued all track diagrams to ER timing staff repeating and
perpetuating the LMR error. One of these incorrect diagrams is on page 31 of volume 17
of the 2003 Signalling Record Society's John Swift Collection British Railways Layout
Plans of the 1950s. Another can be found in the unfinished 1980s Malthouse Publishing
LMR Timetable Graph / Track Diagram Side Strip Collection.
The bridge in question was immediately after exiting the second LNWR tunnel and just
before entering the short open walled approach that led into the City Goods yard.
Stephen Batty on page 64 of Rail Centres: Sheffield (1984) gets the LNWR bridge over
the MR correct but gets his alignments and tunnels wrong. Mac Hawkins on page 16 of
The Great Central Then and Now (1991) uses the 1903 OS map of the area but
unfortunately crops the map before reaching the LNWR bridge!
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Stephen Batty on page 21 of Railways of Sheffield (Ian Allan, 1994) shows a fine view
(by D.Ibbotson) of the northbound exit from Sheffield Midland station but gets the
caption wrong regarding the identity of the bridges crossing the tracks. The correct
caption should be "Both exits from the Midland Railway station were extremely gloomy;
this view of the northbound exit demonstrates the point well. The main lines to and from
Rotherham are on the left, with the Nunnery Curve line climbing steeply away to the
right. The lower-level bridge carries the LNWR branch from Woodburn Junction into the
City Goods on Wharf Street. The higher-level bridge above the LNWR branch is a road
bridge carrying Navigation Hill. Nunnery Main Line Junction signal box can be seen just
beyond the bridges and further on is the bridge over the MR that connected the Nunnery
Colliery Railway into the GCR's Blast Lane sidings."
Nunnery Colliery closed in 1953 but the exact date that the Salmon Pastures connection
under the GCR was closed, I do not know. City Goods on Wharf Street and Blast Lane
closed in 1965 as part of the reorganisation of Sheffield freight facilities. A new freight
facility, Sheffield Freight Terminal, was opened at Grimesthorpe on the MR line to
Rotherham, in association with the opening of Tinsley Yard. A new connection was put in
at the top of the Nunnery curve to link the MR and GC systems in 1965.
The LNWR bridge over the MR was finally removed in 1975, about the same time as the
LNWR shed was demolished (having had no locos since 1928). A Sheffield Supertram
bridge now exists over the MR at a similar height to the earlier Navigation Hill bridge.
Surprisingly the Nunnery Colliery Branch bridge over the MR into Blast Lane was not
removed at the same time. It was still not removed in 1975 when a new road, the
Sheffield Parkway, was built, and not in 1994 when the Supertram system was built.
Despite further new development in the area the bridge still exists today.
Editor's note: Yes, I got it wrong! From my personal knowledge of the area I should
have realised the error. The OS maps (1903 and 1921 editions) from which the map in
Forward was drawn, both show the LNWR City Goods branch in a tunnel under the MR
main line. I suspect that consequent errors in mapping derive from the OS maps rather
than vice versa. I think I know how the mistake was made. The LNWR branch emerges
from its tunnel close to where it runs underneath a road called Navigation Hill. This is at
quite an acute angle. Both the MR branch to Nunnery and then the MR main line are
crossed while still under the Navigation Hill bridge. The position of the tunnel portal is
not shown on the map – the line is shown as continuing in tunnel (actually labelled
"Tunnel") until it emerges from under Navigation Hill. It is this absence of a tunnel portal
and the subsequent misplaced "Tunnel" label on the map that has misled subsequent
map readers into thinking that the tunnel continued under the MR lines whereas in
reality it was a surface railway running under Navigation Hill but over the MR lines. The
photo by D.Ibbotson referred to by David Wrottesley and shown on the facing page
shows this clearly.

The 1921 OS map: The LNWR branch to City Goods is shown as being in a "Tunnel" as it apparently
passes under the MR lines.
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Nunnery Main Line Junction.

photo: D. Ibbotson

from Dave Bell, North Anston, Sheffield
Re. Forward 163 p39: photo of Prince Albert at Staveley North Jnct.
Dave Froggatt's account of his early days as a trainee lampman was a fascinating insight
into the working practices and conditions on the railway away from the more glamorous
area of the footplate. I fear however that the choice of photograph, excellent as it is, of
Prince Albert passing Staveley North Junction Box, to illustrate the article is a little out of
place.*
The North Staveley Box referred to in the article is not the one situated at Staveley,
which would have been a heck of a walk from Woodhouse, but the one situated at the
old North Staveley colliery between Woodhouse Junction and Waleswood which
controlled the sidings associated with that colliery. This box was later known as
Brookhouse after the nearby colliery which opened in 1930. Coal was transported by an
incline or 'Jinny' to screens and loading hoppers situated by the GC main line and
sidings. Forward No.16, March 1978, contains an article by Roger Milnes which describes
the loading arrangements here. North Staveley colliery was opened in 1864 by the
Staveley Coal & Iron Company which had taken over earlier workings of Aston colliery. It
came under the ownership of the Sheffield Coal Company and closed soon after
Brookhouse colliery was opened by the same company.
The company built a hamlet to house the workers which consisted of seven rows of
terraced houses together with a recreation room, reading room, shops, bowling green,
tennis courts and a Primitive Methodist chapel. There was also an isolated cottage
known as the "shotfirer’s house" which stood by the railway line some way from the pit
and is almost certainly the cottage referred to in the article. I had a similar experience
to the one described by Dave Froggatt when, as a teenager, I worked as a relief
postman in the area in the early 1950s. I always approached the house with caution and
pedalled away furiously after delivering the mail before the occupants could get to the
door. The hamlet outlasted the pit by about 30 years and was officially called Aston
Terrace but was always known locally as Top o' t'ill, or North Staveley. The name
lingered on until the houses were demolished and often caused confusion to bus
conductors and postmen alike.
* Editor's note: I am also indebted to Ken Grainger for pointing this out to me.
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from Bill Fay, Hook, Hampshire
Re. Forward 163 p22: 'An appreciation of Edgar Fay' by Mike Hartley
On behalf of Edgar's family may I say how much we appreciated the tribute paid to him
in the last issue of Forward. I know that he would have loved to have read it himself!
Outside of the family his principal interest in latter years was undoubtedly the GCRS and
the many friends he made through it.
He was born into a world which, to virtually all of us, is just history. He remembered
seeing Zeppelins dropping bombs on London during the First World War. At the age of
fourteen he was allowed, with two friends of similar age, to spend his summer holiday
on a bicycling tour of South West England. In 1928 his father sent him on a trip to
Argentina where Sir Sam and Lord Faringdon had railway interests. He would recall this
trip with great pleasure; the ocean voyages both by liner and cargo ship, being
welcomed in Argentinean railway circles as a visiting dignitary (some thought he was
actually Sir Sam!) and, most vividly, crossing the Andes by the now defunct Transandine
Railway (Ferrocarril Trasandino) between Argentina and Chile. As Mike Hartley mentions,
travelling was his greatest enjoyment and none more so than by train. In 1999 he
travelled from London to Birmingham in the driver's cab. His pleasure was so great that
he was almost a little boy again.
On another note I must thank the GCRS for inviting me to become a Vice President. I do
not have my father's talents for public speaking and official openings but I do share his
affection for all things Great Central.

This photo has been found by Brian Slater on the www.picturethepast.org.uk website. It would have
made an excellent illustration to accompany his article based on the notes of Edward Dale published
in Forward 158. It shows the contractor C.R.Hemingway himself in a rather relaxed pose at Weekday
Cross Junction during the construction of the London Extension through Nottingham.
photo: Arthur William Bird (1871-1963), courtesy of www.picturethepast.org.uk.
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Our New Vice Presidents
An introduction by Ken Grainger
A major feature of the May 8th AGM was the ratification of four new
GCRS Vice Presidents. As reported in Forward 163, we have sadly
lost the highly respected and much loved Edgar Fay, Sir Sam Fay's
last surviving son. He will be sorely missed but happily his son, Bill,
accepted an invitation to become a Vice President and along with his
cousin, John Fay, maintains the link to the Great Central's legendary
General Manager.
Bill Fay
John Smith is the Managing Director of GB
Railfreight, with whom we first came into contact when, as the
November 2003 rededication of the Great Central War Memorial
loomed, we asked would GB Railfreight honour the occasion by
naming one of their locomotives Valour? Indeed they would! Since
then, John Smith has proved himself to be a good friend to the
Society as well as being what I'm sure he won't mind being labelled
an "old-fashioned" railwayman - one who has no difficulty in
combining thorough professionalism with genuine enthusiasm.
John Smith
Another GBRf class 66 now carries the name Sir Sam Fay and, thanks
to John, No. 66715, Valour (traffic permitting) has become the focal point of the annual
Remembrance Day ceremony at Marylebone. John accepted an invitation to become a
Vice President of the Society last September, when he came to the Royal Victoria
Holiday Inn in Sheffield, to unveil a replica Valour nameplate.

The desperate days when the GC War Memorial languished under
the Wicker, largely unseen and completely uncared for, are now a
memory, and for that our heartfelt gratitude is due to Hermann
Beck, co-owner and Managing Director of the Royal Victoria Holiday
Inn - the former Victoria Station Hotel. The memorial desperately
needed a more secure and appropriate site, and where better than
the hotel forecourt, which it formerly shared with Sheffield Victoria
Station and indeed where the memorial originally stood - and the
wall of the terraced Victoria Gardens could have been made to
Hermann Beck
measure for it. Hermann enthusiastically backed the scheme and the
rest, as they say, is history. What many GCRS members may not be aware of though is
that Hermann has generously accepted responsibility for the day-to-day maintenance of
the memorial, and has continued to support Society events at the hotel ever since, from
the rededication of the memorial in 2003 right to the present day, subsidising
sumptuous facilities for which the market rate would have been way beyond our pocket.
The restoration of the GC War Memorial could not have happened
without Hermann Beck's unreserved support, but it would not have
happened without Kevin Curran. Kevin's name will be familiar as
Chairman of the War Memorial committee, but in earlier years, as
an insurance company executive administering the then nearmoribund Royal Victoria Hotel, before its purchase by Hermann and
his partner, John Conroy, it was Kevin who first conceived the idea
of restoring the memorial to its original position at the head of the
Station Approach. When the scheme got under way, Kevin was the
Kevin Curran
one who raised all the funding, not prizing money from the various
bodies but rather obtaining their wholehearted support, including submitting what the
Heritage Lottery Fund acknowledged to be one of the best grant applications they had
ever received. And then it was Kevin who project managed the restoration and
relocation of the memorial. What these gentlemen have contributed to the society is
altogether priceless.
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Crossword Solution (Forward 164)
Across: 1 LSWR, 3 Bulwell, 6 Pass, 10 Flat, 11 Caption, 12 Horns Bridge, 14 Regents,
16 Cab side, 17 Flower pot, 18 Past, 19 Northenden, 21 Four cylinder, 24 Brigg,
25 Ditch, 26 Heat, 27 Roll, 29 Hadfield, 31 Platelayer, 34 Ashby, 37 Staverton Road,
39 Canopy, 41 CCTV, 42 Planet, 43 Cut, 45 Bore, 46 Slam, 47 Gravitation, 48 Namer,
49 Brakes.
Down: 2 Rufford, 4 Lutterworth, 5 Lindley Lane, 6 Planks, 7 Semifast, 8 Attercliffe,
9 Kirkby South, 11 Chiltern Railways, 13 Scalding, 15 Top feed, 20 Portal, 22 RCH,
23 High Marnham, 25 Driver, 26 Hot box, 28 Quadrupling, 30 Demolition, 32 Atlantic,
33 Era, 35 Baltic, 36 Abutment, 38 Thompson, 40 Ashpan, 44 Ties.

Yahoo! Groups related to the GCR that can be found at
http://groups.yahoo.com/
gcrsforum is run by Tony West, our Model Steward. The discussions have a modelling
bias but can relate to anything Great Central.
GreatCentral is the place to discuss the goings on at the heritage railway at
Loughborough.
GCR-Announce is a new group which acts as a newsletter (called 'Forward') for the
GCR at Loughborough.

Rear cover caption
At the Grouping in 1923, the GCR had 28 class 9Q engines, built in 1921/22. This class
of outside cylinder 4-6-0s was the last of Robinson's 4-6-0 designs for the GCR and they
were unfairly dubbed "Colliers Friends" due to their high coal consumption. They became
class B7 under the LNER classification. Another batch of 10 engines was built after
Grouping at Gorton in 1923/4. These LNER engines were built to the LNER loading gauge
and classified B7/2 with the original GC locos classified B7/1. The photo shows B7/2 no.
5479 at Neasden. It became no. 1392 in the 1946 renumbering. After nationalisation in
1948, the originally allocated BR number 61392 was never applied. Instead 1392
became 61712 in May 1949 but was withdrawn only a month later. The original BR
number series allocated to the B7s was needed for the new Thompson B1s.
photo: unknown
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