
GN Atlantics to the fore. The Down Harrogate Pullman is seen on Langley troughs hauled by No.4461 of Kings Cross shed. Picture
taken after 1928 as the engine number is on the cab.
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aware were very closely associated with the Pullman
services for many years on the section between London
and Yorkshire. The story of how the Atlantics were
utilised on these services in the early days has already
been covered to some extent in this magazine (see Issues
3.4, 6, and 9), and to read Mr Fryer's version in the light
of this is rather a culture-shock, although his book was of
course published long before any of the locomotive
details found their way into print. His remarks on the
locomotive aspect are not very extensive, probably
because he did not have much information to hand, but in
one instance at least they contain implications which are
unjustified, and which convey an entirely mistaken
impression of what the LNER was trying to do with the
engines it assigned to the Pullman trains, and how the
services themselves were run.

Thus Mr Fryer suggests - it may seem surprising that
engines which in some cases were twenty-five years old
(the Atlantics) should be employed on the southern end
of the workings; and he goes on to say that this was "due
to the exigencies of locomotive supply." However, he
acknowledges that the 4-4-2s proved able to keep or
regain time - his words again. They were indeed. But
there is much more to the story than this, had he only had
some knowledge of it, and a fascinating story it is too. It
was in every way a most remarkable series of events,

The starting-point of this article is a book - British
Pullman Trains, by Charles Fryer, published in 1992.

The text deals in the main with the actual structure of the
various services - routes, timetables etc. and is none the
worse for that, but despite the many illustrations showing
Pullmans at speed, some of these views being very good,
the reader will not find much enlightenment as far as the
locomotive side of these expresses is concerned. Here
the writer of these notes is speaking only of the LNER of
course, and on the basis of nothing more than a very
general knowledge of what took place on the other
companies is quite prepared to go along with the story as
told by Mr Fryer. However, certainly at the beginning if
not later on as well, the LNER Pullman story was
somewhat unusual, indeed quite special in many ways,
and these qualities were at their most striking on the
locomotive side of things. Without a knowledge of at least
some of this it is hardly possible to present any sort of
authoritative account of the various events, which are in
many ways so characteristic of the LNER as it was in its
early days. The author unfortunately was not in touch
with this aspect of affairs, and to any serious student of
LNER locomotives this becomes very obvious as one
examines what he has to say.

This is most apparent in his remarks about the GN
Atlantics, which as readers of this magazine will be well

KINGS CROSS SHED
and the PULLMANS



cab was nothing less than a horror, not to be seriously
compared with the much more commodious affairs of
later years. So it was that a single glance at an Atlantic
would be enough for the average observer to dismiss it
out of hand. And of course - a trivial point in reality, but
one which carried much weight with locomotive
enthusiasts - the Atlantics did not have names. The
upshot of all this is that they have come to be almost
entirely ignored.

But of course an entirely different view was held by
the footplatemen. The truth is that much of what has
been published about locomotives has come from
people who seldom if ever had the opportunity to enter
the cab and observe the engines in action, and who
appear to have talked only rarely to enginemen about

than running the services as those in charge would really
have liked. In one sense it is true that the Atlantics were a
second choice, but not in the way that this author meant.
The events that took place at the start have been dealt
with previously in the articles mentioned above, and
readers will understand if there is a certain amount of
duplication in the account that follows.

To obtain a proper measure of what kind of engines
the GN Atlantics really were, the best way is to listen to
the testimony of men who worked on them. Sadly there
are not in these latter days likely to be many such people
still alive, but the writer of these notes has had the
opportunity of speaking to men who fired on the
Atlantics, and their verdict has been the same in every
case, so much so that to listen to the constantly repeated
4

In the heyday of Atlantic Pullman working, No.4458 is photographed turning at Kings Cross after getting back home from a West
Riding Pullman working.

superlatives became monotonous. It is perhaps one of
the less happy features of LNER locomotive history that
so little of this seems to have reached the printed page.
True enough, the Atlantics are rarely criticised, but for
most of the time they receive barely a fraction of the
acclaim bestowed on the Pacifies and other larger and
more modern types. Understandably so perhaps, given
their age and above all their very outdated appearance.
The latter is always a factor to reckon with when
discussing the merits of locomotive types, and in this
respect the Atlantics had very little in their favour. They
looked exactly what they were - a characteristic product
of a bygone era, a time when locomotive development
still had a long way to go. There was even a touch of the
ramshackle about the way the cylinders were attached
somewhat doubtfully to the frames, and of course the

perhaps the most extraordinary ever to occur in the
locomotive sphere on the LNER, and in case anyone is
not clear on the point, it should be said right away that the
Atlantics proved without doubt to be the most felicitous
choice for the Pullman services, with their exploits
resounding through the railway press for a period of
more than twelve years. Even a fairly cursory glance
through the performance articles published by Cecil J.
Allen makes this abundantly clear, and this material was
or should have been readily available to Mr Fryer. Alas
however we cannot help but detect, yet again, the
prevailing notion that the LNER management was in
some inescapable way struggling to overcome difficulties
which appeared constantly to lie in its path. Thus in this
case, that the engines were something of a second
choice, so that it became a matter of making do rather



superheater, would have ensured that the 4-6-2s were
regarded with distrust and dislike. When the first Pullman
workings were mooted, the notion that the Atlantics
were second-best would have been greeted with
derision at the shed. Perhaps in spite of all that has been
said above, the greatest advantage that the Atlantics
enjoyed was that the Kings Cross men were thoroughly
used to them, loved them and knew exactly how to get
the best out of them.

Quite apart from any question of preference of
course, the decision to run the Pullman non-stop to
Harrogate restricted the choice of locomotive, since the
Pacifies were barred from the route through Wakefield
on account of weight limitations. So it must have
appeared to all concerned that the Atlantics were the
obvious choice for the new prestige job. But they had
reckoned without the newly-appointed Loco Running
Superintendent.

Much has already been written about W.G.R Maclure
in this magazine, and the previous Pullman articles have
told how he took up his new post with very definite ideas
about the Great Central engines he had long been used
to, especially in this case the B3 4-6-0s. His plan was to
transfer these engines, known on the GC as the Lord
Faringdons, to Kings Cross for the sole purpose of using
them on the Pullman services.

The locomotive situation at this point was thus a
curious one. The Atlantics, especially of course the high-
superheat version, were the obvious first choice for the
new job. But on the other hand the new Running
Superintendent had made up his mind to use the Lord
Faringdons, a type which was as different from the
Atlantic as chalk from cheese. Above all of course it was
totally unfamiliar to the Kings Cross men, most of whom
had probably never even heard of the engines prior to
their arrival. Given the overriding importance of the
Pullman services, the efficient running of which
depended on getting the very best out of all concerned,
the new Superintendent's scheme can hardly be
considered an outstanding example of man-
management. And indeed it was noticeably contrary to
his own methods on the GCR, where he had always been
prepared to allow the drivers to select their own type of
engine provided the work was done satisfactorily. This
was the very opposite, and it can only be explained on the
basis that he genuinely believed that the Lord Faringdons
were a better engine. They were after all bigger than the
Atlantics, and more modern in the sense that they were
barely three years old when they were transferred to
Kings Cross. He was in for quite a surprise.

There could therefore hardly be any question of
'exigencies of locomotive supply' - indeed the boot was
on the other foot, with two different types of engine to
choose from. In fact both were used as readers will
know, but when eventually the Atlantics took sole charge
of the Pullmans they did so on the basis of the excellent
reputation they had acquired. In time of course the all-
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their work. Perhaps the most notable exception was
Cecil J. Allen's account of Driver Walker's reaction to the
experience of driving an Atlantic following a failure of his
own engine at Grantham - "grand engines, these" he told
Mr Allen after quite unexpectedly regaining time with
No.4404 on the journey to York; but how much more
enlightening it would have been if he had been invited to
expand on this remark - if he had been asked for example
how he found the engine, how as a man entirely
unaccustomed to the type he drove it, how well the
engine responded, and how well his fireman coped.

When praise is given, the Atlantic has sometimes
been described as a workhorse, no doubt because of its
use in a variety of roles, especially in later years when the
engines might turn up on all sorts of secondary jobs. A
workhorse it certainly was, but as the testimony of C.J.
Allen has made clear, it was also a racehorse. And yet
there is more, for over and above all this it was a simple
machine to handle. O.S. Nock in his Ivatt Atlantics is the
one who best brings this out, describing how readily the
engines responded no matter what the driver did with
the controls - regulator fully open, half-open, three-
quarters open, reversing-lever anywhere in the quadrant
- no matter what, the Atlantic just sailed along. No doubt
this was the secret behind Driver Walker's unexpected
success with No.4404. As more than one driver has said,
the Atlantic virtually drove itself. As for the fireman, the
potential difficulty of getting coal into the back corners of
the wide firebox was to a large extent overcome by the
constant vibration once the engine got into speed,
likewise the coal was so vigorously shaken about in the
tender that no time needed to be employed in bringing it
forward. The rough riding of the Atlantics was of course
notorious, mostly taking the form of a violent lurching
from side to side as speed increased, and the hardest part
of the fireman's task was staying on his feet. Once used to
the extraordinary corkscrewing motion, the rest was
fairly easy.

Probably the reason why the author of British Pullman
Trains wrote in the tone he did was that he had taken his
information from some of the usual approved tracts - the
Atlantics were all right in their way, but by 1923 no longer
up to the task of working the best express trains. The
reality could not have been more different. The fitting of
32-element superheaters to the Class from 1918
onwards transformed a good engine into an outstanding
one, and the only surprise is that the work of converting
all of them took as long as it did. At Grouping Kings Cross
Loco had only one of the 32-element engines, No.4400,
on its strength, though there can be little doubt that its
enhanced performance would soon become common
knowledge among the crews and their superiors. There
is perhaps a certain irony about the fact that this
improved Atlantic should arrive on the scene just at the
time when the first Pacifies were about to be introduced
to the London men. The esteem in which the Atlantics
were held, even long before the advent of the large



1923 there was a failure of the Up Pullman at Hitchin, the
engine in charge again being 6166 Earl Haig. This
occurrence appears to be rather less widely-known than
the previous, but no doubt had it come to more general
attention it would have served as further evidence of the
inadequacy of the B3s on these services.

To what extent these failures were in fact attributable
to the engine and how much to other factors is a question
that can hardly be passed over. The Lord Faringdons
were, hardly surprisingly, extremely unpopular at Kings
Cross, if for no other reason than that they were so
completely different from the Atlantics. This situation
was further exacerbated by the fact that there was a
considerable turnover of firemen at Kings Cross, with
many of the younger hands opting to leave the service for
what they considered more attractive employment. The
resulting dilution of the firing grade meant that less
experienced, probably less highly motivated men were
coming onto the top jobs, with obvious effects where
engines such as the Faringdons were concerned, as the
new arrivals needed plenty of coal and careful firing.
Hardly surprising therefore that there were instances of
them running short of steam. In the case of Earl Haig
having failed at Hitchin as mentioned in the previous
paragraph, the engine had been at Kings Cross for only
three weeks at that time, so we may reasonably surmise
that at this very early stage the men had barely had time
to familiarise themselves with the type. A fortnight
previously the same engine had completed a satisfactory
trip on the Pullman, no doubt with a different crew, and as
if to make amends for its failure it is recorded as having

conquering Pacifies were to be given the responsibility,
and perhaps when the author of British Pullman Trains
talked about exigencies he meant to say that had
sufficient Pacifies been available they would have worked
the Pullmans from the start. As we have already seen, this
would have meant that the non-stop run which was
clearly very much a part of the planning could not have
been put into operation, but it was also recognised that
the fairly modest loading of the Pullman trains hardly
called for an engine as powerful as a Pacific. Loads had
increased somewhat by the time the 4-6-2s came on the
scene, but were still not very heavy by the standards of
the East Coast line.

So the locomotive question was not quite as simple as
might first appear. Mr Fryer was clearly aware that the
Faringdons did some of the Pullman work at first, but
they are quickly dismissed with yet another of the
standard put-downs which are usually used to describe
GC six-coupled engines. They are said to have been
"always running short of steam." This unjustified remark
was probably based on one of Cecil J. Allen's articles,
where he describes a run on the Down Harrogate
Pullman with 6166 Earl Haig, the engine being taken off at
Peterborough because it was apparently not steaming
properly. Nothing is said by Mr Allen as to why the engine
ran short of steam, and as we know there could have
been various causes for this, but the absence of any
explanation leaves a particularly damning impression. On
this chance event, and the fact that Mr Allen happened to
be on hand to record it, some portentous conclusions
appear to have been arrived at. On Saturday 18 August

The rival. I 164 or/ Beatty is on a Down Pullman, the picture believed to have been taken near Potters Bar. The engine is in GCR
condition apart from the LNER livery.



Earl Beatty again, in the same condition as in the previous view, this time passing Greenwood with the Down Harrogate Pullman.
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Out of this prejudice, naturally enough, arose the idea
that the Faringdons were a total failure on the Pullman
services, and Mr Fryer is far from being the only writer to
have expressed this view. It has indeed been extremely
durable, put forward repeatedly over the years in various
accounts, No one ever seems to have looked at the facts.
It was pointed out in the earlier articles in this magazine
that the 4-6-0s remained on the GN Section for about
four years, working both from Kings Cross and Copley
Hill sheds. Had they been a failure they would simply not
have lasted that long. The Pullman trains were the
absolute cream of the East Coast line services, and an
engine which was persistently short of steam, or suffered
from other disabling defects, could not possibly have
been tolerated on such high-profile duties. Once again
we begin to detect here traces of a notion that appears
frequently in railway writings, namely that the company
was playing with locomotives instead of running a
competitive business.

On the other hand of course there is no question that
the Atlantics were a superior engine. The Faringdons,
now Class B3 under the new owners, had never
established themselves on the best GCR trains, and it was
realised at some fairly early stage that the 4-4-0 Directors
could do equivalent work on a lower fuel consumption.
So in a way the transfer to the GN Section may well have
been seen as an opportunity for them to conquer fresh
fields, while at the same time finding work for
locomotives which were probably not really needed on
their home rails. We can detect also a distinct trace of
W.G.R Maclure's firm belief in the engines, shared
probably by many others in the fairly closed world of GC
locomotives. No one in GCR footplate circles had ever

worked the Pullman for a full week over the following
Christmas period.

A considerable part in the general discrediting of the
Lord Faringdons was almost certainly played by R.A.H.
Weight, who was for years a constant observer of all that
took place at Kings Cross and on the GN line out of
London. Not surprisingly he held extremely strong views
about the capabilities of Doncaster-designed engines,
while at the same time being much less impressed by the
products of other companies, or so it appeared. The
arrival of the Lord Faringdons was soon to lead on his part
to a fierce disapproval of these interlopers, and although
he was not an especially prolific writer he seems to have
been a very influential individual, readily transmitting his
ideas to others. Probably his hearers did not need much
convincing when it came to the alleged faults of the GC
engines, but there does not appear to have been any
realisation that he could hardly have been an objective
witness. His low opinion of the Faringdons, as expressed
in a letter which the present writer has been given sight
of, clearly amounted almost to detestation, and he
particularly deplored the great efforts which were being
made to keep them in good running trim by sending them
frequently to Gorton for specialist attention.

His reaction to their arrival seems a curious one; for a
footplatemen to dislike the unfamiliar newcomers, as the
Kings Cross men did, was perfectly natural, but one
would have thought that a non-railwayman would have
welcomed the new arrivals, if only out of curiosity.
Instead of which he regarded them as unwelcome
intruders, which to this writer at least seems a very
unusual attitude for a lineside observer to adopt. He was
clearly a man of extreme views.



Pullman crews, and while there is no doubt that they
would quickly become masters of their new assignment,
they would at the start have been less experienced in fast-
passenger working, obviously, than their older
colleagues. The supreme quality which they offered,
given the unusual circumstances of their appointment,
was a tremendous keenness and love of the job, rather
than experience as such, and these sterling attributes can
be detected over and over again in so much that goes to
make up the story of the Pullman services. Names such as
Toplis, Rumbold, Sparshatt, Barnes, Payne and of course a
good many more have entered LNER folklore and, it
should be said, thanks in considerable part to Cecil J. Allen
and the records he published over the years. The sort of
running which the Pullman drivers revelled in was to Mr
Allen the very stuff the railways were made of, and he
enjoyed nothing better than recounting these high-speed
outings in this writings. In effect, Percy Maclure had done
what he did on the Great Central, namely to bring
together a kind of corps d'elite of locomotivemen who
loved their work and took a pride in it. He had also of
course done something towards loosening the grip which
the railway unions had gradually been exerting on events
at Kings Cross, at least as far as enginemen's lodging was
concerned. The abandonment of this practice was very
high on the Union agenda, and its restoration on this
prestige work was a prelude to the introduction of
further lodging turns, especially in the fast-train links.

The full flowering of the Pullman Link did not really
become evident until the Atlantics had taken undisputed
charge of the trains, which took place following the
departure of the B3s in the spring of 1927. High speeds
were soon to become the norm, and a probable factor in
this trend may well have been the ongoing programme of
conversion of the Atlantics to the 32-element
superheaters, this by all reports being the modification
which brought them to their peak. As mentioned, there
was only one such engine at Kings Cross when the
Pullman Link was first set up, this having been converted
in I92I.No.330I was modified in 1924, and these two
remained the only ones of their kind at Kings Cross until
1926. In that year a further five Kings Cross engines
received the large superheater, these being Nos.3300,
4404, 4440, 4458 and 4461, which meant that the shed
now had enough to equip the full link, this itself having
grown in the meantime with the introduction of the
Sheffield\Manchester train superseded by the West
Riding Pullman; the seemingly sudden increase in
conversions may perhaps be an indication that the
Faringdons were finally beginning to fall out of favour,
together with the fact that some were now working from
Copley Hill following the expansion of the Pullman
services.

By 1926 the services had settled down to two, the
original Harrogate and Edinburgh Pullman, later to be
known as the Queen of Scots, and the West Riding train.
The first-named had originally been worked by Kings

had a good word to say about Doncaster products, and
no doubt the expectation was that as soon as the GN
drivers had the opportunity to take hold of a Faringdon
they would realise just how much better it was than
anything their own company had to offer. As we know, it
didn't work out like that.

However, even this was hardly as simple as it appears.
The men who were deputed to take charge of the
Pullman services, as has been told in the earlier articles,
were a little different from the ordinary run of
footplatemen. The decision to run the trains non-stop
meant that there had to be lodging at the other end, a
much-detested practice which had been all but
eliminated at Kings Cross shed. The senior drivers were
therefore unwilling to take the work on, and this led to
the formation of a separate set of crews which came to
be called the Pullman Link. The men were all volunteers,
grasping eagerly at the opportunity to drive the best
trains, willing to accept the inconveniences of lodging in
return forthe enhanced status and greater remuneration
which such work would bring. It was a typical Maclure
manoeuvre, with work that to the regular men was
unpopular being offered to whoever was willing to take it
on.

Committed to doing the Loco Running
Superintendents bidding in return for the advantages
mentioned, the Pullman crews were expected to take
over the Faringdons, which to most Kings Cross men
would have been almost as distasteful as lodging, and may
indeed have been another reason why the senior drivers
refused to have anything to do with the Pullmans. But the
volunteers were in a different position. Given the exalted
circles in which they now found themselves they could
hardly raise objections, and we cannot doubt that they
did the best they could on these unfamiliar machines. It
was after all very much a case of running the trains to time
or risking losing their newly-acquired status, and that of
course was pretty much the way Maclure had always
worked on his native GCR. Thus there are more than
enough satisfactory performances of the Faringdons on
record to discredit the opinions of R.A.H. Weight.
Concerning the frequent visits to Gorton mentioned by
the latter, it is of course very likely that these were the
result of the London men's lack of experience with the
type. It is known for certain that when 6165 Valour
arrived back at Gorton in order to be got ready for its
annual appearance on the Remembrance Day trains it
was found to be in such a disreputable condition that
instructions were issued to the effect that it must not be
allowed to get into such a bad state in the future.
Regarded almost as an object of reverence in
Manchester, Valour was evidently just another GC 4-6-0
as far as Kings Cross was concerned, and whether any
notice was taken of the instruction is not known.

In absolute fairness, one imagines that little if anything
of these things was known to the author of British Pullman
Trains. He speaks at one point of the experience of the
8
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Photographed at Balderton, south of Newark, the Up Harrogate Pullman is hauled by B3 6167, formerly Uoyd George, on Saturday 11

April 1925.
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significantly however, the author remarks in his article
that in the days when only one train was in operation the
engine of the Pullman was normally a B3, and we may be
sure that this was arranged at the behest of the higher
management (i.e. Maclure) rather than being left to the
enginemen themselves. If correct therefore, the
statement can only mean that the GC engines were
working regularly on the Pullman trains for some
considerable time, which completely negates any
suggestion that they were 'a failure.1 Furthermore, on the
day of the writer's journey, the preceding Leeds and
Bradford Pullman had been taken out by a B3. And none
of this is taking into account the work done by Copley Hill
B3s on their share of the Harrogate Pullman, whenever
this diagram was introduced.

The notion of the Lord Faringdons working regularly
on the Harrogate train is to a great extent supported by a
letter which appeared, rather belatedly, in the Ro/7way
Magazine of July 1932. It reads as follows: "Four-cylinder
4-6-0s of the GC Lord Faringdon type were for some
time employed regularly on this service (i.e. the Queen of
Scots) but it was found that Great Northern Atlantics and
Great Central Directors could work the turns more
economically, and the bigger engines were in
consequence transferred to the Great Central Section."
There is no reason to suppose that the information given
here is not accurate, although of course the name Queen
of Scots did not come into currency until somewhat later.
It should be noted that there is no mention here of any
'failure' whether on the part of the B3s or any other type,
and the statement about more economical working
seems remarkable accurate in view of the known coal-
consuming propensities of the former. And of course the
switch to Atlantics took place at broadly the same time as
the protracted coal strike came to an end, an event which

Cross as a 'double-ender', i.e. with London engines and
men working from both ends throughout the week, but
at some -oint, perhaps on the introduction of the West
Riding Pu.iman, the work was rearranged so as to be
shared with Copley Hill. The Yorkshiremen never seem
to have had the same aversion to the Faringdons as their
colleagues in the south, perhaps because the Pullman job
represented their first venture into long-distance work,
as up to this time they had been largely restricted to
working only as far south as Doncaster. Later they were
given Directors, as told in the earlier issues of LNER, and
by all accounts they were happy to work on both types,
with which they achieved satisfactory results. Kings Cross
shed took full charge of the West Riding trains, working
Sunday Pullmans to balance out the diagrams at
weekends. This was really a continuation of the situation
as it had come to exist with the Sheffield Pullman and its
later extension to Manchester, which was an all-Kings
Cross responsibility virtually from the start.

As already suggested, the decision to station B3s at
Copley Hill could not have been without its effect on the
Atlantic situation down south, because at least two of the
4-6-0s were needed in Yorkshire to cover the Pullman
turn, and with the remaining engines making periodic
visits to Gorton as described there would hardly be
enough of them to ensure regular working of the various
Pullman trains. An article in the Ro//woy Magazine of
January 1926, unattributed but thought to have been
written by the editor J.F. Gairns, describes a run on the
Down Harrogate\Edinburgh Pullman with Atlantic
No.3274 of Kings Cross working as far as Harrogate, very
much suggesting obviously that the 4-4-2s were being
given their opportunity, although they may of course have
already been sharing with the B3s even before the
introduction of  the second Pullman train. Very



Kings Cross Atlantic 3299 is pictured near Tuxford on a Down Pullman working, probably the West Riding.
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accompanying tables are headed West Riding Pullman, it
becomes clear from the text that both runs were made
on the Harrogate train. They are also widely separated in
date, the journey behind Valour having taken place in the
early days when the Harrogate express was the only
Pullman in operation, whereas the second trip is
described as having been made in the period 'following
the coal dispute,' that is to say after December 1926. The
trains are described as being unusually heavy, both made
up of eight vehicles, and which in the case of the Atlantic
trip included six of the very heavy twelve-wheelers. On
this basis Mr Allen awards the palm for efficient running
to the latter engine, despite the fact that it was Valour
which actually clocked the faster times. What Mr Allen

caused the railway companies to become very economy-
minded; hence the departure of the B3s in the following
year might well have been a direct result of this, as the
writer of the letter claims. At any rate this seems a much
fairer assessment of the fortunes of the GC 4-6-0s than
the popular verdict referred to above, which has been so
readily and uncritically accepted.

A glance at the records published by Cecil J. Allen
includes a very interesting comparison between B3 and
Atlantic types, this appearing in the Railway Magazine of
June 1927. The engines concerned are 6165 Valour and
No.4458, both stationed at Kings Cross in the period
prior to publication of the article. There is a slight
confusion in the latter inasmuch as  although the

The Up Harrogate Pullman nears its |ourney's end in this view at Wood Green, with No.6167 again in charge.



which many would have considered the opportunity of a
lifetime would surely not have wanted to spoil their
chances by failing to do anything less than what was
expected of them, knowing full well that if stories of
unsatisfactory work got to the ears of Percy Maclure they
might well find themselves back where they started.
There is also an element of hindsight in the view that the
men were not giving of their best, because for all they
knew the GC engines were going to be around for a long
time, or at least as far ahead as anyone could see, so no
practical purpose would have been served by refusing to
take notice of Inspector Stopford. So the B3s were
handled properly by the Kings Cross crews, within a very
short time if not right from the start. This is surely what
one would expect from keen and ambitious men, the sort
who would hardly allow themselves to be defeated by an
unfamiliar locomotive type. It is an interesting comment
on the general state of LNER knowledge in the late 1970s
that, despite the fact that in those days the SIS journal
carried a very lively correspondence column, these
statements were never challenged notwithstanding their
very obvious flaws. So it was that the two authors, setting
out with the best of intentions and coming from a strong
GC background but lacking experience of their subject,
went along with the popular view and did the long-
suffering J.G. Robinson a considerable disservice. They
believed that the Faringdons were not equal to the work
required; what they should have written was that they
were not equal to the Atlantics.

*****
The Sheffield Pullman, or Sheffield and Manchester

Pullman as it later became, was something of an odd-
man-out, if only because it was scheduled for an evening
departure from Kings Cross instead of leaving in the
morning as did the other Pullmans; this is apart from a
very short spell at the start. As is well known, it also failed
to attract custom and was thus limited to no more than
four vehicles. The original intention was that the working
would be shared with Gorton, but within a few days this
joint diagram had been abandoned, and from then on it
was worked entirely by engines and men from Kings
Cross, the former being invariably Atlantics apart from a
few very isolated appearances of GC engines, possibly
the result of failures in Manchester. During the first few
days the Gorton men worked with 5425 City of
Manchester, and the early disappearance of this engine
has led inevitably to the usual depressing stories which
are so closely associated with the Sam Fay class; hence,
almost needless to say, the author of British Pullman Trains
attributes this brief spell of duty to shortage of steam,
caused (of course) by the choking effect of the ash - in
short, straight from the writings of W.A.Tuplin.

This subject does not really form part of the Kings
Cross Pullman story, but for the sake of completeness
two points are mentioned here. Firstly, the idea that a
Sam Fay 4-6-0 would be unable to work a four-coach
train between London and Manchester,  over  a

did not know was that No.4458 had been fitted with the
larger superheater in the previous year, which meant
that, with Driver Sparshatt on the footplate, the GC
engine was matched against an extremely formidable
combination. Bill Sparshatt was already noted for his
penchant for running at high speeds - though he was by
means alone in that respect - and the engine was in the
condition which allowed Class Cl to stand out as
superior to all other types of comparable age and size. As
for the performance of Valour, it is described by Mr Allen
as 'a fine run1, and was in fact even more creditable than
first appears. As well as showing the engine in a very good
light, it also makes clear that the Kings Cross crews were
fully au fait with the type, and knew perfectly well how to
get the best out of them; Mr Allen's record shows Valour
going relatively slowly on the adverse gradients, and
running at maximum speed downhill; this was the classic
way of handling the B3s, brought to perfection by the
Gorton men on the ups and downs of the Marylebone
line. The technique was not acquired by chance however,
because it was the job of Inspector Joe Stopford, specially
transferred south from Gorton, to ride with the Kings
Cross men and show them the ropes. And of course the
latter, being the keen types they were, proved
themselves quick learners. The results are there to see in
Cecil J. Allen's article.

But there can be no mistaking the burgeoning
capabilities of the Atlantics. Besides Driver Sparshatt's
excellent run details are given of another journey on the
Harrogate Pullman with No. 4404 taking charge. Here
was another of the Kings Cross fleet recently fitted with
the large superheater, and the indications are that by this
time the Pullman Link was being tooled up in earnest for
the high-profile work that was to be their lot, with many
remarkable runs soon to add lustre to the services. An
illustration accompanying the article shows No.4458 at
the head of six Pullman coaches, which was probably a
more typical load at that period, and would have
represented the easiest of assignments for this recently
converted engine. With light loads such as this and an
engine that needed the minimum of attention to run at
speed, it is hardly surprising that the crews enjoyed
themselves. The train was pictured at Saltersford, a
popular venue for photographers just a short distance
south of Grantham.

Reverting briefly to the matter of the Kings Cross
men and their ability to do good work with the B3s, it is
appropriate here to mention an article published in the
SIS journal about 1978 which touches on this subject. The
authors are David Jackson and Owen Russell. The article
shows very clearly the extent to which these two were
under the spell of the conventional wisdom, i.e. that the
Faringdons were simply not good enough to do the
work. Hence there are obvious flaws to be noted - the
statement for instance that Inspector Stopford was
unable to persuade the GN crews to handle the engines
correctly. Men who had just been given a promotion



Harrogate and Lord Stuart of Wortley came in with the
corresponding Up train, while on Wednesday 29 July
1925 Valour was again on the Down train, working
opposite 6164 Earl Beatty; these two engines also
appeared on the Thursday of the following week. Shortly
before the start of Copley Hill working, on Thursday 27
August 1925 Lord Faringdon took out the Down train,
crossing over with Earl Beatty coming the other way. The
surviving notes are not by any means exhaustive, but
there are enough appearances of B3s to indicate that
they were used with some frequency, perhaps even
regularly.

A note for Wednesday 3 July 1924 informs us that Earl
Beatty and Valour were under repair at Leeds, with Lord
Stuort of Wortley and Lord Faringdon working the trains
that day. The last-named was stationed at Copley Hill at
this time, the first of Class B3 to be sent there, and the
probable reason for this transfer is that it was intended to
be used as a covering engine in the event of a failure of
one of the Class in Yorkshire, as had apparently happened
in this instance. It seems clear that efforts were being
made to ensure that the GC engines worked the Pullman
with as much regularity as possible, and of course we
note that provision was made for repairs to be carried
out so as to keep the engines in top-class condition. As for
the exchanging of engines which inevitably occurred as a
result of the efforts made to keep them up to mark, an
example took place on 21 April 1926, when No.6167
came into Kings Cross with the Harrogate train, paired
with Lord Stuart of Wortley on the opposite turn; the
former was a London engine, whereas Lord Stuart
belonged to Copley Hill, these appearances taking place
on a Wednesday, when these engines should have been
working in the opposite direction.

Reverting now to the West Riding train and the work
done by the Atlantics, we have already suggested that it
was on this assignment that they really began to show
their paces. The load was normally one coach less than
the Harrogate train, which meant that it was easily within
the compass of an Atlantic in reasonable condition,
especially if fitted with the large superheater, and there
was thus nothing to prevent the enthusiastic drivers
putting the engines thoroughly through their paces. The
fact that so many fast runs began to come to notice at this
time makes one wonder whether the Kings Cross
fraternity were still suffering from a sense of injured pride
following the debacle of the Exchange not very long
before. Certainly there seems to have been a distinct
element of overkill on some of the runs, with the sheer
enjoyment of speed being very evident. In this
connection of course the exploits of Driver Sparshatt
soon began to come to notice, and it was not unnatural
that observers (Mr Weight, for example?) should begin to
make comparisons between the work done by this
enthusiast and the seemingly poor showing put up by his
more senior colleague Driver Glasgow during the
Exchange; the fact that the respective circumstances

considerably easier route than that of the GC apart of
course from the Woodhead section, can only be
described as risible. Second, had there been even the
slightest suggestion that the engine was not up to it, even
the all-powerful Maclure would never have dared to risk
a failure on a high-profile express such as this one, least of
all involving an engine named for his birthplace; the
selection of City of Manchester not only shows that he was
fully aware of the prestige attaching to the train, but also
that he had every confidence in the outcome. As to why
the GN men were not given the opportunity to work the
train with Sam Fay engines rather than switching so
quickly to the Atlantics, the answer probably is that by
this time the Class were working regularly in the Gorton
second link; there was after all a limit to how many
engines could be sent to the GN Section without
jeopardising the locomotive situation on the Great
Central. It is also possible, ironical though it may sound,
that Percy Maclure would have considered their tractive
potential to be somewhat wasted on this light train, with
the supposedly less powerful Atlantics being more suited
to the work. They were after all a lot smaller and a good
few years older, and when the Pullman went into
operation in 1924 he would have still had little if any real
inkling of what the Atlantics were really capable of.

A few other appearances of GC engines were noted
on the Manchester train, in particular 5424 City of Lincoln,
and two Directors, Sir Clement Royds and Worsley-Taylor;
all were noted at Kings Cross, and the last-named was
photographed preparing to leave. These were isolated
appearances only, and did not in any way reflect changes
in the diagramming; nor of course was there any
suggestion of them not being capable of working the
train, given that they had probably been called on at short
notice either in Manchester or Sheffield.

Having continued on their all-conquering way during
the currency of the Manchester Pullman, the Kings Cross
Atlantics were now switched to the brand-new West
Riding train, which replaced the former in September
1925. This was to remain the pattern for the next ten
years, as typified for example by a record of all four
Pullman trains kept on Monday 28 December 1926,
when 6168 Lord Stuart ofWortley was noted on the Down
Harrogate train, with Atlantics Nos.3291,4401 and 4458
in charge of the other three Pullmans, although the notes
do not specify which of these was which. By this date
Copley Hill was sharing the Harrogate job, and No.6168
was working from the Yorkshire end, thus evidently
starting off the week on the day the notes were made.
Hence all the Kings Cross Pullman work performed on
that day was done by Atlantics, and by this date they must
have been indisputably the first choice. Prior to the
commencement of the West Riding train the pattern
seems to have been that Kings Cross worked the
Harrogate service with B3s and the Sheffield with
Atlantics as already mentioned. On Wednesday 10
September 1924 for example, Valour took out the Down
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No.4404, stationed at Kings Cross until the autumn of 1928, passes Saltersford Crossing, near Grantham, with an Up Pullman.
13

to be thrown about the footplate and brought into
violent contact with the cab side and fittings. It seems
surprising in these circumstances that the drivers were
so happy to run at high speed, and yet there was clearly
not the slightest reluctance to do so. Is it possible that in
the upper speed ranges the rough riding became less
marked? This is a regularly occurring phenomenon in
road vehicles, where it can often be the case that
vibration which is very noticeable up to a certain speed
dies away when a higher speed is reached. If something
similar was true of the Atlantics then of course it would

were entirely different was evidently not taken into
account.

A curiosity of all the high-speed running is the
apparent absence of any difficulty in reconciling such fast
travel with the notoriously bad riding of the Atlantics.
This unfortunate tendency has been remarked by just
about everyone who worked on the Class, and so bad
was it that the by far the hardest part of the fireman's task
was to ensure that the coal went through the firedoor
and was not dumped on the footplate. Even the driver
had to wedge himself firmly into his corner if he was not

6168 Lord Stuart ofWortley tops up the tender at Werrington troughs, just north of Peterborough on a Down Pullman train. The
picture is undated, but is somewhat later as the engine has had its original GC chimney replaced, and carries Gresley snifting-valves

either side of the same.



_
A rare p.cture showing what appears to be the Sheffield Pullman going north past Wood Green with I 165 Valour at the head The
distinguished engine was based at Kings Cross for a long period of time, but its use on the Sheffield train is thought to have been very

unusual.
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which we shall never knowfor certain.
To conclude on a slightly different note, the LNER

Magazine of January 1927 carries an interesting picture
(page 75) of the Harrogate Pullman about to leave Kings
Cross. It is standing at Platform 10, and the coaches have
evidently been brought in by a Class N2 tank, complete
with condensing pipes, the engine unfortunately not
identified. Passengers are in the process of boarding, and
with the familiar advertisement for Owbridge's Lung

constitute a very strong incentive to travel at high speed.
Most of the footplatemen that the writer has spoken to
about the Atlantics have been GC men based at Sheffield,
and whilst the Neepsend Atlantics were never noted for
being sluggish it seems unlikely thatthey would ever have
reached speeds comparable to those of the Pullmans on
an excellent road such as that between Doncaster and
Kings Cross. The behaviour of the Atlantics at very high
speed is probably fated to be yet another of the things

No.3286 is pictured at Peascliffe, near to Grantham, on what is probably the Up Harrogate train.



interesting also to know whether the N2 at the buffer-
stops was acting as a regular empty-stock pilot, or
whether the empty movements were performed as part
of a normal suburban diagram by engines in the local
links. Whichever it was, the crew would no doubt have
an interesting few moments observing the passengers, a
large proportion of whom were drawn very much from
the upper reaches of society, and of course it was not at
all unusual for members of the Royal Family to travel,
now that the Princess Royal, the former Princess Mary,
was married and resident in Yorkshire. Such were a few
of the fascinations of Kings Cross in those great days
when it was the principal LNER London terminus.

Tonic prominent on the footbridge connecting the
adjacent platforms the view is of a typical scene at the
terminus prior to the departure of an important express.

The clock above the footbridge shows five minutes to
eleven, so the train is due to leave in a fairly short time.
There is no date for the picture, and the scene is a
reminder that we have no knowledge of such things as
the time at which the Pullman stock was brought into the
station, nor where the coaches were kept during their
overnight stay in London. It was of course the invariable
practice, as with all main-line express stock, to keep the
vehicles under cover while they were thoroughly cleaned
inside and out prior to their next duty. It would be


