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Ever since I took over the Photographic Collection in 1998 and found this splendid ‘F Moore’ print (from Eric Neve’s 
collection), I have looked forward to illustrating the front cover of issue 222 with a photo of 2-2-2 No. 222, so here it is!  This 
was the second of the ‘7ft’ 2-2-2s, built at Doncaster as works no. 5 in April 1868. It originally had a ‘porthole’ side window 
cab – one of the last Great Northern locomotives to do so. It is fitted with Smith’s non-automatic vacuum brake.  The hand-
rail is noticeably higher than seen in photographs of other members of the class. Can anyone identify the location, please?  



 
 
 
 
 

On Wednesday 5th September David Ingleby and I visited 
Doncaster Museum where the Great War commemorative 
display included four large (approx 18” x 36”) panels 
recording the decorations awarded to 77 members of GNR 
staff with His Majesty’s Forces.  Unfortunately they were 
all but unreadable, in a dark location on a wall well above 
head height and behind glass that when viewed ‘normally’ 

reflected the dim light from the lamps in the room.  But 
with the camera set to ISO 3200, choosing the best angles  
and some post-visit use of ‘Photoshop’ I obtained four 
reasonable images which I combined below to show what 
the display looked like.  Despite the ‘grain’ caused by the 
high ISO rating the images were clear enough for David to 
read and add the names to the employee database.  

 

  
 

NEW BOOKS – BOOK NEWS (see opposite for details)      
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THE GREAT NORTHERN RAILWAY AND THE GREAT WAR 1914 – 1918 

DECORATIONS AWARDED TO MEMBERS OF STAFF                            Allan Sibley 



DIARY 
 

Note: For most exhibitions listed below, further details (e.g. organisers’ web site links, public transport, parking, advanced booking facilities, 
catering) may be found in the “events” section of the UK Model Shops Directory at www.ukmodelshops.co.uk 

3rd/4th November  Spalding MRC Exhibition, Springfields Events Centre, Camelgate, Spalding PE12 6ET.  Sat 10:00-17:00, Sun  
Spalding Sun 10:00-16:30.  £8.00 adult, £7.00 concessions.  www.spaldingmodelrailwayclub.org.uk 
 

16th-18th November Wakefield RMS Exhibition, Thornes Park Athletics Stadium, Horbury Road, Wakefield WF2 8TY.  Fri 17:30-21:00, 
Wakefield Sat 10:00-17:30, Sun 10:00-16:30.  £7.00 adult, accompanied children free, £2.00 unaccompanied child 

www.wakefieldrms.org 
 

17th November Royston & District MRC Exhibition, Bassingbourn Village College, SG8 5NJ.  10:30-16;30.  £5.00 adult. Free  
Royston (Bassingbourn) children. Familyh £10.00. www.roystondmrc.co.uk  Car park postcode is SG8 5NR. GNRS stand present 
 

17th/18th November Bassetlaw (North Notts) Railway Society Exhibition, Town Hall, Market Square, Retford DN22 6DU. 10:00- 
Retford   -16:00 both days. £4.00 adult, £2.o0 child, family £10.00  www.bnnrs.net 
 

24th/25th November Warley MRC Exhibition, National Exhibition Centre, Birmingham B40 1NT.  Sat 09:45-18:00, Sun 09:45-17:00 
Warley (NEC) Various different prices and advance purchase options – see web site for details: www.thewarleyshow.co.uk.   

GNRS stand present (stand D7) 
 

1st December Letchworth MRS Exhibition, Etonbury Academy, Stotfold Road, Arlesey SG15 6XS.  10:00-16:30.  £5.00 adult, 
Letchworth £4.00 concession.  Ample free parking. www.letchworthmodelrailwaysociety.com 
 

1st/2nd December Manchester Model Railway Society Exhibition, The Barnes Wallis Building, Altringham Street, Manchester 
Manchester M1 7JR.  Sat 10:00-17:30, Sun 10:00-16:30.  Adult £9.00.  Within a few minutes’ walk of Piccadilly station, tram 

and bus stops. 
 

2nd December  Gainsborough Model Railway Society Open Days, Florence Terrace, Gainsborough DN21 1BE 
Gainsborough  13:30-17:30.  £4.00 adult, £3.00 concession and child, £10.00 family. 
 

2nd December Copy deadline for GREAT NORTHERN NEWS No. 223 
 

8th/9th December National Festival of Railway Modelling, East of England Showground, PE2 6XE.  Sat 10:00-17:00, Sun 10:00- 
Peterborough 16:00.  Adult £10.00, Child £5.00, Family £30.00. GNRS stand present 
 

28th December Publication date for GREAT NORTHERN NEWS No. 223 
 

29th/30th December  Gainsborough Model Railway Society Open Days, Florence Terrace, Gainsborough DN21 1BE 
Gainsborough  13:30-17:30.  £4.00 adult, £3.00 concession and child, £10.00 family. 
 

 

EDITOR’S ERUDITIONS 
 

R.I.P. the NRM, long live the RM?  I don’t know exactly 
when it happened but at some time recently the National 
Museum of Science and Industry metamorphosed into the 
Science Museum Group and its constituent parts also 
changed their names.  The National Railway Museum has 
become the Railway Museum while Locomotion (formerly 
the Shildon branch of the NRM) has 
apparently become a completely indepen-
dent body within the group, i.e., no longer 
under the auspices of the (N)RM.  Indeed 
you will find no mention of the York 
establishment on Locomotion’s new website 
and vice versa, although the website of 
Locomotion Models, which sells ready-to-run 00 gauge 
models of ‘national collection’ locomotives, still refers to 
“Locomotion – the National Railway Museum at Shildon”.  
It cannot be abbreviated to “the RM” because we (and its 
publisher!) use that as shorthand for the RAILWAY MAGAZINE! 

All Science Museum Group constituents appear to have 
adopted the ‘corporate’ lettering style for their names, as 
exemplified here.  As Marion and I discovered on our visit 
on 27th September, much of the Railway Museum’s 
signage, badges, publicity material, etc., has already been 
changed, no doubt at great haste, waste and expense.  

However, the sign over the main entrance 
door still defiantly displays “National Railway 
Museum”, as do the nearby (presumably York 
city council-owned) road signs.  Even more 
confused is the revamped website, now 
simply www . railwaymuseum . org . uk, which 
proudly calls itself the “official site of the 

National Railway Museum”!  So how much has all this 
totally unnecessary “change for change’s sake” cost our 
cash-strapped museums?  I doubt if we’ll ever know but 
whatever it was, it could and should have been spent on 
what they were set up to do.     

 

HOW DO WE GROW THE GREAT NORTHERN RAILWAY SOCIETY?         David Ingleby 
 

I have to admit that I am someone who succumbed some 
years ago to the scourge of the 21st century – social 
media and Facebook in particular. I belong to a number of 
Facebook groups that are location or railway specific.  
  

In the case of locations, examples are ‘Peterborough 
Images’, ‘Boston Memories’ and ‘Doncaster Memories’. For 
railways my groups include ‘Railways in and around 
Bradford’, ‘Hornsey/Hatfield/Hitchin Loco Shed,’ ‘Lincoln-
shire Railways’ and several others. You get the idea – they 
all relate to GNR territory.  
  

For me, membership of these groups provides a steady 
stream of leads for the Society’s Employee Database and I 
can also help people on the more general groups with 
people researching their railway relations.  
  

However, some weeks ago a post appeared on one of the 
railway groups (incidentally from a GNRS member) that 
got me thinking. He enquired why it was that the GNRS 
membership was about one third of that of the GERS. 

I replied suggesting that the GERS was formed some 
twenty or so years before the GNRS, the GER had a more 
precisely defined territory in which it operated while it is 
difficult to specify what the GNR’s territory was – London, 
Home Counties, East Midlands, Lincolnshire, East Anglia, 
Yorkshire, Staffordshire, etc?  
  

The GNR was never a glamorous railway. It didn’t have 
jazzy advertising, it wasn’t flush with funds, it just got on 
with the job of supplying the nation (and the world) with 
coal, which has never been an enchanting pastime.  
  

However, the Facebook post did make me ponder what we 
actually do as a Society to publicise ourselves. Apart from 
an excellent website and our attendance at model railway 
shows, we do little to promote our activities.  
  

What else could we do? A GNR Society Facebook group is 
one option but do members have any other ideas we could 
consider? Answers please through the usual channels to 
me as Chairman (details on page 03). Thank you! 
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SECRETARY’S SAY              Marion Sibley 
 

We have just had a very interesting Committee Meeting 
trawling through items making sure the Society remains 
successful. A reminder that if anybody has any points they 
would like to raise at these meetings please let me know 
and I can put them on the Agenda. The next Committee 
Meeting will be on Saturday lst December 2019.  

The preparations for the next Summer Day Out are 
progressing and full details will be explained at the Spring 
Meeting at The Nottingham Mechanics on 13th April, 
2019. Dates and details will be known and cost. They will 
also appear in GNN 223 as far as things are organised by 
then. 

 

THE CASSERLEY COLLECTION          David Ingleby 
  

The name ‘Casserley’ is well known in railway circles. 
Henry Cyril Casserley (12th June 1903 – 16th December 
1991) was a prolific photographer of railway subjects up 
to his death. His son Richard, who died in October of last 
year, managed and made available his father’s collection 
as well as being an accomplished photographer and 
author in his own right.  
  

The Casserley collection of negatives and photographs 
consisting of about 80,000 images is being made available 
for sale by Richard’s family and an offer has already been 
received from a commercial operation which, if it goes 
ahead, means that the collection will be broken up. 
However the family is amenable to the sale being delayed 
to allow the possibility of the collection being kept within 
the ‘railway community’ to be explored. The basic idea is 
that a ‘consortium’ (for want of a better word) is formed 
with a committee representing all participating 
organisations to raise the funds needed to secure the 
collection. ‘Funds’ inevitably means a considerable sum of 
money and at an average value of £0.75 per image 
something in the region of £60,000 would be required. 
The family has extended the timescale for a decision to 
the end of the year to see if such a ‘consortium’ can be 
created and suitable funding obtained. Approximately 
twenty railway organisations have been circulated and one 
has committed itself to provide £10,000.  
  

One  question  being  asked  is  “how  many  of the 
images would be of specific interest to each individual 
organisation”. It is well known that HCC had a fondness 
for the southern area but others were covered fairly 
extensively. Having said that, it is unlikely that many 
images from the GNR era exist because the collection 
dates from about 1920. However, given that images from 
the LNER and BR eras that contain GNR period artifacts 
(signalling, buildings, rolling stock etc.) they would also 
fall within the remit of the GNRS.  

To resolve this particular issue the log books created by 
the Casserleys are being photographed and the images 
will be issued to the relevant societies for indexing. This 
will enable us to see how many of the images would be of 
interest to the GNRS.  
 

The members of the Committee have discussed the 
subject in detail and will continue to monitor the situation 
closely. Whilst we support the idea in principle we need to 
be reassured as to the make-up and constitution of any 
‘consortium’, how the allocation of the images to the 
participating organisations would be managed and above 
all what the Society’s  financial contribution would be. We 
will continue to keep the membership informed. 
 

More immediately, I have received two offers of help in 
transcribing the log books that the Society will be 
allocated and more offers of help would be appreciated. 
Here is an example of a log book. If you can help please 
contact me as Chairman (details on page 03). Thank you 
in advance! 
 

 

Top of right-hand page shown above 
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MEMBERSHIP MATTERS               Dave Sutton 
 

The renewals process has gone much better this year with 
members renewing in a timely fashion. Being able to 
update the database, cheque/bacs list, members interest 
list and website in large blocks/numbers has made it a 
much easier task for me. We have few problems although 
unsigned cheques have been three this year.  A quick 
phone call and all have been replaced: we’ve deduced that 
they are down to our lack of cheque use (I’ve done it!) 
None of these tasks are onerous, in fact having to call a 
members about cheques actually means I get to speak to 
them which is a nice part of the job.  I’ll have given up-to-
date membership figures at the AGM and they will be in 
GNN 223 for those that were unable to attend. 
 

Something I had forgotten about in the flurry of activity 
prior to the website going live was an email reminder that 
would be sent fourteen days after subscription expiry, I’ll 
amend the wording and timing for next year but it did 
prove useful. 
 

If anyone has any queries about the members only area 
of the website/forum or if there are any members who 
have not activated the link sent to them to access it then 
please contact me at membership@gnrsociety.com and I 
will issue another invitation. My contact details are on the 
website and inside the front cover of every GNN. 

New Members:  912 Anthony Niblett 
  913 Martin Ambler    Lines in east Lincolnshire, particularly in LNER late 1920s-1930s period for modelling purposes. 
 

PUBLICATIONS PRONOUNCEMENTS             Steve White 
 

CSF04: Howlden Flat Roof Six Wheel Passenger 

Stock, Part 1 [see page 02 for cover] – This was 
published on 10th September but due to holidays I 
advised its availability via the website forum on 29th 
September. It contains 128 pages with covers and is wire 
spiral bound. Members’ price is £14.00 plus £3.00 p&p. It 
is available from the exhibition sales stands. 
 

CSF05: Howlden Flat Roof Six Wheel Passenger 

Stock, Part 2 – Being finalised.  The format is the same 
as CSF02 and CSF04 but includes a short photographic 
section, similar to CSF02. It also contains a section to 
include the GNR carriage tender specifications for the 
1882 brake third and 1885 composite 6 wheel vehicles 
(held in the GNRS archive) and supporting information, 
bidders, pricing etc. I expect the publication will be 
around 120 pages and again will be wire spiral bound. 

Price to members is expected to be the same as CSF04. 

CSF07: Howlden Four Wheel Coaching Stock - Data 
sections are near to completion. I have photographs and 
diagrams. This publication will have an example of the 
GNR 4 wheel carriage tender document as an appendix or 
section and a small photographic section showing 
workings of stock.  
 

Sales: Mail order and exhibition sales over the period 
since GNN221 have been very good. Dave Backhouse had 
an excellent couple of days at the Gauge 0 Guild event in 
Telford at the beginning of September bringing in £189 
and one new member.  The mail order sales for August 
and September raised £287.50 so a total for the period of 
£476.50.  I have updated the GNRS Publications Sales 
List: current version is issue 23 dated 8th October 2018.  
It includes the new publications and can be accessed on 
the GNRS website or I can email or post a copy if 
required. 

 

MODELLING NEWS                Steve White 
 

Mike Trice’s 4mm scale GNR W-iron etch for 3’7” wheels from Eileen’s Emporium 
 

Mike’s RMWeb thread on building 6-wheeled coaches 
showed him modifying Bill Bedford L&SWR sprung W-irons 
by removing the w-iron "wings" and replacing them with 
N/S strip at a wider spacing. Although a straightforward 
exercise as shown in the thread, Mike has now produced 
the artwork for the distinctive GNR wide w-irons based on 
Bill's Bedford’s springing system. The etches are now 

available from Eileen's Emporium, product code 
BBEE100-4, priced at £8.80 per fret postage to be 
included. The package includes a fret, instructions for the 
build and a length of spring wire for the springing. Each 
fret comprises 6 w-irons which should be enough for 3 x 
4-wheel wagons, 3 x 4-wheel coaches or 3 x 6-wheel 
coaches using the w-irons for the outer wheelsets.  
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CURRENT NEWS 
 

Bingham Signal Box – Mark Shipman 
 

Rushcliffe Borough Council has given Network Rail 
permission to demolish the signal box adjacent to Chapel 
Lane level crossing.  Opened in 1875 the building is no 
longer operational as the line is now controlled from 
Derby.  It has much historical interest but is not listed.  
According to Network Rail it has no purpose and is 
becoming a maintenance liability.  The site will be fenced 
off to prevent trespass but “the vegetation will be allowed 
to re-generate naturally”.  The council says that 
demolition must begin within three years and prior to 
work starting an impact assessment must be undertaken.       
 

Harringay Curve – David Hewerdine 
 

From 00.01 Hours on Saturday 8th September 2018 the 
Harringay Park Jn (0m 3ch) to Harringay Jn (0m 25ch) 
curve was opened to electric trains. 
 

News from our “Friends” – Allan Sibley 
 

Friends of Bennerley Viaduct:  After 
being on something of a ‘knife edge’ 
in the early part of the year (for 
reasons I won’t go into here) it looks 
as if the Bennerley project is ‘on the 
go’ again, albeit at a reduced cost 
and pace. On June 7th a new 
footbridge over the Midland Main 

Line, built by contractors working for Network Rail, was 
formally opened by Maggie Throup, MP for Erewash and a 
keen supporter of the Bennerley project.  This has 
improved  access  to  the  viaduct  via  the  Erewash Canal 
 

towpath as well as being a good vantage point itself.   A 
month later the viaduct’s owners, Railway Paths Ltd, 
agreed to provide approximately £½ million to fund 
critical repairs to the structure and create access to the 
deck – a ramp at the Erewwash canal end and steps at 
the Awsworth end plus decking on the structure.  Work is 
expected to start in Spring 2019.  Meanwhile parties 
continue to visit the viaduct: Kimberley Women’s Institute 
on 20th May and the Association for Industrial Archeology 
on 14th September.      
   

Friends of Friar Gate Bridge:  A hefty 
volume (50 pages) arrived at the 
end of September: the “Options 
Viability Study” to support the 
application to the Heritage Lottery 
Fund regarding Friar Gate Bridge in 
Derby.  There are three options – 

described as “minimal intervention”, “medium intervention 
and “significant intervention” and there are sub-options 
within those categories.  Again I do not intend to go into 
detail here (you will need to join the Friends of Friar Gate 
Bridge to obtain the document) but suffice to say the 
future is looking healthier than it was even six months 
ago.   
 

All being well, further progress will be made with both 
projects in the next six months.  Members attending the 
Spring meeting will hear the latest news from 
representatives of both organisations and hopefully a 
good number of you will join the “Summer Day Out” visit 
in June or July.   
 

SEEN IN READING                   Mike Perrins and Derek Talbot 
 

STEAM RAILWAY issue no. 484, September-October 2018, 
includes on pages 84-88 an article by Paul Chancellor 
marking the 80th anniversary of the Stirling No. 1 
railtours in 1938, including photographs at King's Cross 
station, in 'Top Shed' and in the GN bay platform (2) at 
Cambridge. 
 

BACK TRACK September 2018 includes an article by the late 
Alf Ludlam about Thurlby station, between Bourne and 
Essendine, including photographs of steam railmotor No. 8 
and of the two-coach articulated set made up of the 
carriages from railmotors Nos. 7 and 8.  
 

BYLINES September 2018. Pages 494-497 have an 
illustrated article by M. Fell regarding the final days of the 

Horncastle branch with views of trip working on 19 
February 1970 by 350hp diesel shunter D4075.  

BRILL – September 2018. Pages 526-533 have part one of 
an illustrated article by Tony Wright of spotting at Retford 
in the 1950/60s.  Pages 538-539 have a photographic 
feature of bridges at Essendine and Greatford by the late 
Michael Back.  

BRILL – October 2018. Pages 36-41 have part two of the 
Retford article.  

STEAM DAYS – October 2018.  Pages 13-29 have a well 
illustrated article by Andrew Wilson regarding A3 
4472/60103 from construction in 1923 to present day 
including its trips abroad. 

 

THE CORRESPONDENCE FILE 
 

Paperwork from the Past – A Day at York Races in 

1870 [handbill] - (219.22) – Peter C Scott 

Those who have experience of working on the railways will 
be familiar with the phrase “please explain”!  So here we 
go, looking at what was possible in 1870. 

By then the GNR line was open through to Bradford 
Exchange station.  Adolphus Street was by then mainly for 
goods with just a little ‘overflow’ passenger traffic 
remaining as there was only double track from Mill Lane 
Junction into Exchange.  It was not until 1882 when the 
tunnel was opened out, the approach quadrupled and four 
platforms increased to ten at Exchange.   But the carriage 
sidings and triangle at St. Dunstan’s had been included in 
the 1867 ‘Link Project’ between Adolphus Street and Mill 
Lane Junction.  Also included was a new engine shed at 

Adolphus Street replacing the original 1855 one but there 
was never much space for carriage sidings at Adolphus 
Street and some coaches would have been stabled at 
Laisterdyke. Hammerton Street locomotive shed [the title 
Bowling only serves to confuse matters!] replaced this 
second Adolphus Street depot in 1883. 

In 1870 the Great Northern’s only access to Halifax from 
Bradford was over the Lancashire & Yorkshire route – the 
Queensbury lines were still in the future but the line from 
Ardsley to Laisterdyke via Morley [later called Morley Top] 
was also available. The Methley Joint Line was in 
operation and was already providing the GNR with its 
access to York and the Yorkshire Coast; although 
Bridlington was still reached over the Cottingham Branch 
in Hull. 
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The West Riding is hilly but the Vale of York is not, 
therefore the best way to have worked an excursion train 
as far as Ardsley or Stanley would have been either in two 
portions with one locomotive each, or one train with two 
locomotives.  If the former, they would have been 
combined at Ardsley or Stanley and either way the one 
train would have been worked forward by a single 
locomotive, leaving the second one behind at Ardsley 
Shed for the day.  This was for exactly the same reason 
as expresses between King’s Cross and Leeds/Bradford 
being divided/combined at Wakefield Westgate. 

Bradford Great Northern footplate staff would have had 
route knowledge beyond strict GNR limits.  Some would 
have known  North Eastern routes beyond Methley while 
others would have worked past Adwick to Stainforth and 
beyond, or past Doncaster to Peterborough and King’s 
Cross.  Footplateman Jack Scully [1930–2011] worked 
trips to Skegness and King’s Cross but never to York, 
Scarborough or Bridlington.  My conclusion from that is 
that any one individual would have either known Methley 
and beyond or Adwick and beyond but not both. 

In 1870, the North Eastern line from Burton Salmon to 
Holgate Bridge Junction was still only double track all the 
way and York Station merely consisted of what could be 
crammed into the congested site within the City Walls. 
The through Station was another seven years into the 
future but from 1860 the Holgate Excursion Platform had 
been available.  It remained in use until 1939 by which 
time the outside island platform of the new station had 
been built although this was not fully connected until 
1951. 

So the stage was set to run a two part excursion to York 
Holgate Platform for the races on each of two consecutive 
days.  The main portion would have run from Halifax to 
Bradford Exchange [reverse]; then stations to Armley and 
round the Wortley Curve.  The other portion collected folk 
from stations between Dudley Hill and Morley. Combining 
[and dividing on the return trip] could have been effected 
at Ardsley but was more likely done at Stanley where the 
operation would have conflicted less with other traffic.  On 
page 83 of THE GNR IN THE WEST RIDING by Martin Bairstow 
[1999], it is related how combining and dividing of 
excursion trains was done at Stanley between 1948 and 
1952, as recalled by retired Station Master Frank Kipling 
[1906–1994].  In essence, the locomotive of the first 
arrival would propel its coaches over the crossover onto 
the Up Line and leave them there, then wait in the Up 
platform.  The second portion would arrive at least 10 
minutes afterwards and there was the choice of combining 
the train with either the first or the second portion at the 
front. 

So from the above, it is a simple matter to work out how 
the whole operation would have been accomplished with 
three locomotives and two rakes of coaches! 
 

The Wood Green Signal Gantry (221.12-13)  

– Don Anderson 
 

I have nothing to add about the locomotive but here is 
some banter about the gantry. Hopefully not too much of 
a bore.  
 

This picture is of the area under the jurisdiction of Wood 
Green No. 2 signal box. The late Michael Back had two 

suitable box sketches that show the gantry: “Wood Green 
No. 2 – from 1892”, derived from MT6/579/9 and “From 
11.1903”, derived from MT6/1200/4 and thus later than 
the photograph and illustrating the addition of further 
sidings to the east. Regrettably neither of these sketches 
includes any lever numbers. 
 

John Hinson drew two that are related; which are not 
available on the “Signal Box” web pages but which I 
copied from the collection of Steve Gwinnett, who may 
have them in a “transmittable” format. Hinson appears to 
be in a “time-warp”, as he also provides a sketch of an 
earlier, less complex layout version, “Inspected 31-Aug-
1898”! I understand that there have been, at some time, 
“differences of opinion” between MB and JH. So: 
 

Hinson Wood Green No. 2 “Inspected 25-Apr-1892” shows 
the gantry and the layout as in the photo but offers no 
lever numbers. 
Hinson Wood Green No. 2 “Inspected 17-Nov-1903” 
provides lever numbers for the gantry, which remains as 
before. But there were developments to the layout that 
did not affect the gantry. New sidings were added to the 
east, which would in future show in the area of the 
photograph. A bolted “Through” connection from the Up 
Slow to the Down side at Wood Green No. 3 was also 
added but was not relevant to the photograph. 
 

So, the lever numbers, reading across from east to west 
as they would have faced approaching Up trains:- 
1st Doll:  No. 24 Home-Up Enfield to Up Goods with 
slotted distant below. 
2nd Doll: No. 43 Home-Up Enfield to Up Enfield Platform 
line with slotted distant below. 
3rd Doll: No. 21 Home-Up Slow to Up Goods with slotted 
distant below. 
4th Doll: No. 9 Home-Up Slow with slotted distant below. 
5th Doll: No. 3 Home-Up Main with slotted distant below. 
 

The Wood Green No. 4 box slotted distant lever numbers 
are not available in the diagrams I have for this state of 
the signalling but only for a later arrangement when the 
gantry in question had been split. Neither Back nor Hinson 
have a date for the “split” as shown in p.221.15 “Right”. 
They differ over the number of dolls on the main side 
post, one of them (no names, no pack drill) shows four 
dolls on that one. 
 

Let’s also go over the lines in the vicinity of the gantry 
from east to west as they appear in the photograph. First, 
on the right, Up Enfield (right of the stay wire post) then 
two sidings; “Eastern siding (with hand points divergent 
to the curve) and shunting siding partly occupied by the 
posed train, which is also standing on the eastern of two 
“Middle Sidings”. Beneath the second/third coach of the 
train lies the double slip of the connection between 
Eastern Siding / Shunting Siding and the two Middle 
Sidings. Beyond, concealed by the train, lie two further 
Western Sidings that are also connected to the Shunting 
Siding. The siding designations were changed as of 1903. 
 

The Shunting Siding lies parallel to the Up Slow line. To 
the left of the gantry support post with its slanted braces 
are the Up Slow, Up Fast, Down Fast and Down Goods 
lines, beyond which the train of six-wheelers is stabled on 
the Down Siding associated with Wood Green No. 3 box. 
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WEBSITE FORUM                               Steve White 

 
This report covers the period from 11th August 2018 to 
6th October 2018. There are currently 224 posts covering 
70 topics.  Current topics are listed below.  
 

Topics now have the benefit of allowing pictures or links to 
be added to the item either as part of the topic/query or 
to answer the topic. We are starting to see some 
interesting items. 
 

The Forum will also be used to notify members of short 
notice items, changes to meetings, speakers etc saving 
the time of individual emails to members. It should be 
noted that members without internet access will normally 
receive notifications by post where practicable.  
 

There are numerous of members who have not yet taken 
the opportunity to arrange a user name and password to 
allow access to the ‘Members Only’ area of the Website 
which includes the forum.  These are provided by Dave 
Sutton – contact membership@gnrsociety.com 
 

I can still post written questions and comments/answers 
from members without internet access sent to 41, Bury 
Lane, Codicote, Hitchin SG4 8XX.  
 

General Discussions  
 

Renewed Topics 
 

F0184 – Signalling Works at Leeds – Information 

sought by a non member  

– Allan Sibley – 13/2/18 (2 posts) 

A response from Peter Scott relating to the above query 
posted in GNN 219:  
 

The short answer is YES!  In 1865, the Manchester, 
Sheffield & Lincolnshire and Great Northern railways 
agreed that the MS&L would maintain the Cheshire Lines 
and the Great Northern would maintain the West Riding & 
Grimsby.  So along with all the other lines in the West 
Riding this necessitated the establishment of a District 
Engineer's Organisation within the locality.  A site at 
Stanningley was duly found.  Around 1866 the District 
Engineer's Office and Workshops were established at 
Stanningley but were always referred to as the District 
Engineer Leeds.  The boundary with Peterborough District 
was at 156M 35C which nowadays is in the northern 
entrails of Marshgate Junction at Doncaster. 
 

The site continued to fully function until 1951 when the 
Administrative and Drawing Office was closed upon 
absorption into the North Eastern Region.  But the 
permanent way yard had become outgrown by the turn of 
the century so around 1902 this was moved to Hunslet 
East where there was plenty of space – the goods branch 
to there having opened in 1899.  The space for old files 
and drawings could not be enlarged back at Stanningley 
so archived paperwork was also moved to Hunslet East at 
some time, to be discovered [and mostly put into the 
skip!] after operations on the GN side had finished in the 
mid 1960s. 
 

Thus the Signal and Civil Engineer’s workshops at 
Stanningley were in operation from around 1866 until at 
least 1951 – some 85 years.  The Signal Engineer’s shops 
were probably closed soon afterwards and resources 
concentrated at the former North Eastern Railway site at 
York.  But the Civil Engineer’s Joiner’s workshop continued 
operating until sometime in the 1970s.  Some of these 
buildings still exist at the site.         On page 92 of Michael 
 
 

Vanns’  book  AN  ILLUSTRATED  HISTORY  OF  GREAT  NORTHERN 

RAILWAY SIGNALLING (OPC 2000), there is a drawing of 
Hammerton Street signal box at Bradford, dated 1881 – 
an example of Leeds Drawing Office’s expertise. So any 
time from 1866 to 1922, signalling components embossed 
GNR LEEDS, could indeed have been manufactured at the 
engineering facility at Stanningley. 
 

New Topics:- 
 

F0199 Halifax North Bridge  

– Michael Kirk – 28/8/18 (13 posts) 

Mikes query - Has anyone got any photos/maps 
/plans/diagrams etc. relating to Halifax North Bridge 
Station in particular and the Halifax and Ovenden Joint 
Railway in general?  I am researching in preparation for 
building a replica in 7mm scale.  I have put together a 
reasonable collection of photos and books but still need 
more information - especially regarding the PW and other 
railway infrastructure.  Does anyone know if this line was 
built to GN standards or L&Y standards (or a mixture of 
the two?). Thanks in advance for your help - all 
contributions gratefully received!   
 

Several members responded to this enquiry offering 
information but Peter Scott being most prolific with a 
couple of documents and photographs of this interesting 
location. 
 

F0200 – GNR Viaduct and Arch Plates  

– Jan Rapacz – 28/9/18 (1 posts) 
 

Jan posted the following requests: 
 

1. Is there a list of all GNR viaducts ever built, with 
number of arches and location (including short 
viaducts such as Queensbury and Tingley). 

2. I am also trying to find out more about GNR 
casting/pattern numbers for bridge and viaduct 
plates. Viaduct arch numbers on the Queensbury and 
HHL lines had B19 plates but all the bridges seemed 
to carry B17 pattern large oval plates. However, I 
have seen a GNR B17 pattern arch plate which seems 
identical to the B19 plates. Does any GNRS member 
know why there were different pattern numbers for 
the same plates. Perhaps they were forged at a 
different foundry? 

 

At the time of writing these notes there had been no 
response to either request.  There is in existence a current 
(2015) ECML Bridge list, it lists numbers and locations and 
covers the line from King’s Cross to the boundary of the 
LNE District to the North of Doncaster.  Bridge no 344 
“Eccles Close Drain”, from memory this was obtained 
some years ago from Network rail via an open access 
request, maybe the same request could be made for the 
West Riding area? 
 

F0201 – GNR D1 (or “1321” class)  
– 29/9/18 (3 Posts) 

Colin’s request: I am currently building an "0" gauge D1, 
which will be in GNR condition. However, I am not sure 
what type of reverser was fitted - did they have screw or 
lever? If the former, were they of the Gresley type (i.e. on 
a vertical stand) or horizontal? I sent Colin a response 
with a scan from Doncaster GA Q86 showing the section 
around the cab containing the relevant parts and also a 
scan of a photograph from 1944 showing the cab details 
of a D1….. Loco had turned over in King’s Lynn station at 
the blocks! 
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THE GREAT NORTHERN RAILWAY AND THE LINCOLN TYPHOID OUTBREAK OF 1904/5    Various 

 
Ed’s introduction:  The original of this article first appeared in the May/June 1989 issue of the JOURNAL of the Stephenson 

Locomotive Society and was brought to my attention by Doug Brown.  I sought and obtained the permission of the then SLS 

Journal editor, Bruce Nathan, for its reproduction in GREAT NORTHERN NEWS.  It appeared in GNN 120 (November/December 

2001).  And there the matter rested until in July of this year when member Rob Pearman supplied a scan of a document found 

in the archive of the Industrial Railway Society relating to the GNR’s involvement.  This is possibly the “timetable” to which 

Norman Groves referred but was unable to obtain. Incidentally, the Midland Railway was also involved in the transport of 

potable water from remote sources to the residents of the city, it its case from the Newark area.  So here again is Norman 

Groves’ SLS article:    
 

 
 

Recently, Jack Dulieu (of Hayes) was browsing through 
his considerable photograph collection, when he turned 
up a puzzling subject.  His collection, of course, includes 

many items which have been through the mail, and this 
one was an Edwardian postcard, complete with green 

halfpenny stamp, and posted by a lady in Lincoln to her 
man friend in Grantham.  The card pictured a G.N.R. 
class J6 0-6-0, 718 (built Vulcan Foundry, August 

1882), but what caught Jack's eye was the presence of no 

fewer than six extra tenders, attached visible behind the 
engine.  These were of an early Stirling design, painted a 

light, plain grey, and apparently out of service for use as 
water carriers.  A clue is given on the caption printed 
beneath the picture which when scrutinised under a glass 

reads: ‘The first water train for Lincoln at Willoughby 
Station, 1905.  Prize Photo’.  (The latter statement is in 
itself a mystery!). 
 

The picture was passed on to me for possible 
identification, but 1 had no knowledge, nor seen any 

record, referring to water trains serving Lincoln.  
Nobody else seems to have heard of these mystery trains 
in 1905, but on putting the query to Eric Neve his 

interest was aroused sufficiently to make still further 
investigations - only to draw a blank, particularly, we 

thought, on an incident occurring 84 years ago!   
 

Then, after the matter was almost forgotten, he received 

a revealing letter.  In response to Eric's enquiry, Mr. T. 
Woolhouse had contacted his friend, Mr. L. A. Teather, 

who was in the past employed in the railway Goods 
Dept. at Lincoln.  Mr. Teather was able to explain the 
actual circumstances of Jack's picture.  He wrote:  
 

For a considerable period in the Victorian era 
the city of Lincoln was dependent on its supplies 
of fresh water from a lake in Hartsholme Park.  
When this supply became inadequate, a further 
supply was then taken from a water course 

which flows into the Witham in Boultham Park, 
where it passed through filter beds prior to being 
pumped to a water tower in the north of the city.  
This supply became affected in March 1905 and 
a typhoid epidemic broke out in the city, the 
local drill hall being converted into an isolation 
hospital to cater for the victims.  Consequent 
upon this crisis in the water supply, the Great 
Northern Railway were asked to provide a supply 
from the facilities at Willoughby station, situated 
as it is on the boundary of the Lincolnshire 
Wolds and Marsh and at which point a copious 
supply of pure water can be found all along this 
eastern divide of Lincolnshire. 
 

Mr. Teather also has a copy of this photo and states that 

718 is shown attached to the train of tenders standing in 
the branch platform at Willoughby, facing towards 

Mablethorpe with the bag of the water crane shown 
placed in one of the tender fillers.  We were even 

supplied with a copy of the Time Table of the running of 

the water trains, as set out below. 
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I suspect that this is a very ‘local’ instruction issued by the office of the Goods Agent (or equivalent) at Lincoln.  As can be 

seen it bears no details of origin and no signature. Had the outbreak been a less geographically confined matter and involved 

more of the company’s servants it might have warranted an ‘official’ numbered circular issued from King’s Cross. Although 
the outbreak occurred in March when the weather is not normally hot, presumably the ‘full’ train was run in the early hours of 

the morning so that the water arrived in Lincoln as cool and fresh as possible. 
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Doncaster was like any other community in the First 
World War, providing hundreds of young men to serve in 
the armed forces, many of whom would lose their lives as 
a result of the conflict. The Great Northern Railway’s 
Engineering Works, known to many as The Plant, was 
affected like all other employers but one day in particular 
was a day the town would long remember. It was 29th 
June 1915, a day when four Plant employees were killed 
in the same incident. 

Although an article in the DONCASTER CHRONICLE edition of 
July 9th implies a fifth casualty from the same event he 
was in fact wounded three days earlier and so severely 
was he injured that he later died from those wounds. 

All five men served in the 6th (Service) Battalion of the 
King’s Own Yorkshire Light Infantry (KOYLI). Service 
battalions existed in most regiments and when placed in a 
brigade would be able to fight in a defensive role as well 
as provide the vital logistical support to sustain the 
operations of the other units within the brigade group. 
The battalion had been formed at Pontefract in August 
1914 as part of Kitchener’s First Army. The famous appeal 
by the Minister of War was only intended to raise 500,000 
men but the campaign spearheaded by the famous poster 
of Kitchener and his pointing finger produced so many 
new recruits that they were placed into five new armies. 

The new battalion trained initially at Woking, before 
moving to Witley and finally to Aldershot from where, 
three months later, they embarked for France. All five of 
our soldiers were part of that group, landing at Boulogne 
on 21st May 1915.  The 6th (Service) Battalion came 
under command of 43rd Brigade in the 14th (Light) 
Division. The Division had also been formed in August 
1914. Initially it had been chronically short of equipment 
and arms and even after landing in France its move to the 
fighting front was delayed by the lack of rifle and artillery 
ammunition. The division did not see its first ‘battle’ 
action until July 1915 (after the dates when our soldiers 
were injured/killed) when it had the misfortune to be the 
first to be attacked by flamethrowers at the Action at 
Hooge. It served on the Western Front for the entire 
duration of the war. 

The five men were all Doncaster born, lived in the town 
and worked at the Plant. It is said they all enlisted at the 
Plant on the same day.  This is their story. 

Born in late September 1892, Lance-Corporal Charles 

Torr was educated at Hexthorpe School and started work 
aged 13 at the Plant Mess House as a messenger on a 
wage of 8d per week. He later transferred to the Crimpsall 
Shops. By the time of his death he was earning 5/- per 
week. The Torrs was a GNR family living at 75 Urban 
Road. His Father (also Charles) was a blast furnaceman in 
the iron foundry. After Charles’s death his parents 
received a letter from Lieutenant C B Leatham which 
explained that the collection of supplies “is always a risky 
business and one is continually being shelled”. He went on 
to say that “he has been an excellent non-commissioned 

officer and I cannot say how sorry I am to lose him”. 
Charles’s brother George (also serving in the 6th KOYLI 
and also a Lance-Corporal) also wrote home to say: “They 

died happy; they were all laughing and joking when it 

happened”.Additionally, Captain E Bernard Wilson also 
wrote to Charles’s parents to say: “You have lost a good 

son, and I have lost a very good Lance-Corporal, and my 

company can ill afford the loss of so good a man.” 
 

 

 

 
 

 

 

Private Stewart Donald Adam was born in July 1893 
and started work at the Plant a month before his 15th 
birthday. A turner by trade, his first wage was 8d per 
week which had risen to 4s 6d per week by the time of his 
death by which time he was employed as a fitter in the 
Engineer’s Department. Stewart’s parents lived at 18 
Arthur Street, Hyde Park, Doncaster. His father Andrew 
also worked at the Plant as a fitter. Lieutenant Leatham 
also wrote to Stewart’s parents stating: “Your son was a 

most excellent soldier, and his conduct has been most 

exemplary.” 
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THE GREAT NORTHERN RAILWAY AND THE GREAT WAR 1914 – 1918 
“LAUGHING AND JOKING WHEN IT HAPPENED”                          David Ingleby 



Born in late March 1888, Private Bernard Colin Watson 

started work as a body maker at the Plant a month after 
his 14th birthday. He had been educated at Hyde Park 
school. His starting wage was 2s 8d per week and this had 
risen to 3s 4d per week when he left without giving notice 
at the beginning of May 1909 to work at the adjacent wire 
works. However, this new job only lasted a few years as 
he was back at the Plant by early March 1914 working as 
a labourer, starting at 3s 6d per week which had risen to 
4/- per week at the time of his death. His father John 
worked in the Carriage Works as a carriage woodman and 
later as a chargeman. The family lived at 40 Victoria 
Street, Doncaster. Lieutenant Leatham wrote to Bernard’s 
parents to say that Bernard had been an excellent soldier. 
Two brothers were also serving in the army – John Edwin 
in the Dragoon Guards who had been wounded and was 
training remounts at York and Leonard who originally 
served in the 5th Battalion of the KOYLI but later served 
with the Doncaster Companies of the Royal Engineers on 
Doncaster Racecourse. 

 

 

Private Ernest Rouse was born in late December 1884 
and started work at the Plant on 20th January 1908 as a 
labourer in the Wagon Works on a wage of 3s 4d per 
week. This had risen slightly to 3s 8d per week when he 
resigned in July 1913. Two months later he was re-
employed, again as a labourer on slightly higher wages of 
3s 6d per week which had risen to 4s 2d per week when 
he was killed. His parents lived at 29 Catherine Street, 
Doncaster, his father Samuel working as a Great Northern 
Railway goods guard.  Lieutenant Leatham wrote to 
Ernest’s parents to say that “he could not speak too highly 
of his exemplary conduct. His death must have been 

absolutely instantaneous and one consolation was that he 

died fighting heroically for his country.”  

 The battalion’s war diary shows that in the days 
preceding 29th June 1915 the battalion had been 
undertaking routine work on repairing trenches. For 
instance, the entry for 25th June reads: “Situation 
normal. Work done – built up junction of communications 

trench to the firing line and GHQ line, small section of line 

which had been shelled was rebuilt. Line shelled from 

11am to 11.30am.” Constant shelling of the battalion’s 
trenches was the main problem the men had to face. 
Sometimes it was a prolonged exchange of firing by the 
German and British artillery, sometimes it was just an 
occasional shell. However, there was a steady attritional 
rate of casualties; sometimes just one or two, sometimes 
several. Other typical work undertaken by the battalion 
would be to meet transport that brought up the rations 
and water supplies to the ‘Dumping Ground’ on the Menin 
Road, just north of the École de Bien Faisance (a former 
school building used as Brigade HQ). The battalion would 
need a party of 400 men to take the rations, waters and 
stores to their front-line trenches and to the adjoining 
units, which included a battalion of the Durham Light 
Infantry.  

The war diary entry for the 28th June has the battalion in 
their usual location just outside Ypres (recently changed 
to Ieper) where the early hours of the morning were 
taken up with delivery of more supplies, “carried out 
without any interference”. During the day, work continued 
on the trenches with a new communications trench 
started from the GHQ line to the firing line. The parapet of 
the trench was heightened, duck-boarding placed 
underfoot and two dugouts were completed.  The day’s 
entry continues: “The same fatigue parties were found for 
the Durhams [the 10th Battalion Durham Light Infantry, 
the adjoining unit], unfortunately ‘D’ Company lost 4 men 
killed 18197 L/Cpl C Torr, 18275 Pte S Adam, 18134 Pte B 

Watson, 18300 Pte E Rouse……” 

The four men had been tasked with bringing up food 
supplies to the front trenches when they were hit by a 
shell exploding on top of the communication trench. 
Reports state that the men were laughing and joking 
when the shell burst around them. Whilst the war diary 
clearly shows the deaths took place on the 28th June, 
official records have the 29th June. 
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Corporal Thomas William Booth was the one whom the 
DONCASTER CHRONICLE incorrectly included within the same 
incident. He was certainly the eldest of the five young 
men and so far as can be ascertained the only married 
man amongst them. He is the only one named in the 
newspaper article not to have come from a GNR 
background – his father was a boatman, presumably on 
the Don Navigation. Thomas was born in April 1882 but it 
is uncertain when he started work at the Plant because he 
does not appear in the staff registers transcribed by the 
local Family History Society. He had started there by the 
end of March 1901 as he is described as a boiler maker’s 
labourer in the 1901 census. Ten years later he is working 
at the Plant as a boiler tuber. 
He had married Nellie 
McTigue in 1904 and by the 
time of his injury they had 
had five children and lived at 
19 Penistone Street, 
Wheatley, Doncaster.  
Thomas had been a member 
of the St George’s Club in 
Doncaster and had enlisted in 
the Doncaster Double 
Company of the KOYLI. 

As mentioned earlier, Thomas was not injured in the same 
incident as the other four. On the night of June 25th/26th 
a party of fifty men from the battalion’s ‘D’ Company had 
been sent to a particular map reference to dig in 
telephone wires. Two men, one of whom was Thomas 
Booth, had been badly wounded. Lieutenant Leatham 
wrote to Nellie Booth back in Doncaster telling her that 
her husband’s left arm had been badly blown away by the 
shell and it might mean it would have to be amputated 
above the elbow. His right hand had been badly shattered 
and his right foot was badly injured. Leatham had 
evidently seen Thomas as he added that he had found 
him “wonderfully plucky, and they gave him a great name 

at the hospital”. Thomas was moved to a Casualty 
Clearing Station (CCS) at Bailleul by motor ambulance 
where his condition was stabilised before he was moved to 
a base hospital nearer the Channel ports. There he would 
have been operated upon before being shipped back to 
England for further treatment. He was moved to and 
treated at Graylingwell War Hospital, Chichester, Sussex. 
It had formerly been the West Sussex County Asylum. 
 

 
[Gravelroots.net] 

Nellie received a letter from her husband, written by a 
colleague as he was incapable of writing himself, only a 
few days before he died. In it he says: “I am going on fine 
myself. You ask about my wounds: as a matter of fact I 

have six but am pleased to say they are going on as well 

as possible. Both arms are wounded so I cannot write 

myself. I don’t expect it will be many days before I am 
sent to England.”  A few days later, as Nellie subsequently 
discovered,   Thomas’s left arm was amputated but sadly 

he succumbed to his wounds at Graylingwell on 17th 
August 1915. A report in the DONCASTER GAZETTE repeats 
the earlier error in the CHRONICLE of him being part of the 
group killed on 29th June 1915. He is buried with the 
usual Commonwealth War Grave Commission (CWGC) 
headstone in Doncaster’s Hyde Park Cemetery.  

With Lieutenant Leatham being involved in writing to 
families of all the men it is clear they were all members of 
the battalion’s ‘D’ Company. All four of the men killed on 
June 28th/29th enlisted together. The Doncaster 1914-
1918 website states they enlisted at Crimpsall – was there 
a recruiting station at the Plant? The four men served 
together through training and were together the short 
time they were at the front. 

Sadly, no service records have survived to give us more 
details of the short military service of the five men but the 
claim that they joined up together (including Thomas 
Booth) is borne out by the fact their service numbers are 
remarkably close to one another. 

Thomas Booth is, as we have seen, buried in Doncaster’s 
Hyde Park Cemetery. Bernard Watson and Ernest Rouse 
are both named on Panel 47 of the Menin Gate Memorial 
in Ypres, while Stewart Adam and Charles Torr are both 
buried in Bedford House Cemetery, just outside Ypres. 
Those soldiers named on the CWGC’s memorials are those 
whose bodies were either never found or identified. The 
effects of shell blasts were often horrific with bodies 
sometimes being blown into small fragments or effectively 
vapourised. In the case of the blast that killed our four 
men it would appear that there were insufficient remains 
of Bernard Watson and Ernest Rouse to be found – hence 
their appearance on the Menin Gate Memorial, while there 
were sufficient remains of Charles Torr and Stewart Adam 
to enable them to be buried. 

Charles and Stewart were at first buried in the École de 
Bien Faisance Cemetery. This was situated on the south 
side of the Menin Road close to Ypres, in the grounds of 
the school of the same name. The school buildings were, 
as reported earlier, the Brigade HQ. Bedford House and 
Woodcote House were names given by the Army to the 
Château Rosendal, just over a mile from the Lille Gate at 
Ypres. Bedford House was used by Field Ambulances 
between 1915 and 1917 and several small cemeteries 
were built in the grounds although the house and its 
wooded park were gradually destroyed by shellfire. The 
enclosure, or plot, in Bedford House Cemetery in which 
Charles and Stewart are now buried was begun in 
December 1915 and used up to October 1918 but after 
the Armistice an additional 437 graves were added to it 
having been moved from École de Bien Faisance Cemetery 
and another cemetery, Asylum British Cemetery. 

The Concentration of Graves (Exhumation and Reburials) 
form created by the CWGC shows that Charles and 
Stewart were identified by the cross and boots which had 
been buried with their bodies at the École de Bien 
Faisance Cemetery. They were reburied in adjacent 
graves in Bedford House Cemetery in 1924 and several 
comrades from the 6th Battalion are in adjoining graves.  

The CWGC offered a service whereby the families of the 
deceased soldiers could add a personal inscription to their 
headstone, subject to a maximum of 66 characters 
(including spaces) and a cost of 3½d. Payment prevented 
many families taking up the offer but payment debts were 
not usually chased and the payment later became 
voluntary. Only Charles’s parents opted to have such an 
inscription added to his headstone – “Time Passes, 
Memories Still Remain”. 
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Ed’s Introduction: This subject has been covered in several past issues of GNN between July 1998 and June 2013 but this 
Great War commemorative issue seemed an ideal opportunity to bring the various scattered fragments together. Many 

members will be aware that in December 1914 the Great Northern Railway contributed an N1 class 0-6-2T for an armoured 
train assembled by the L&NWR on behalf of the Government for coastal defence purposes, followed by a second locomotive in 

March 1915.  This is documented in GREAT NORTHERN LOCOMOTIVE HISTORY Volume 3a (N Groves, RCTS 1990) pages 93-94.  

The trains were numbered and named HMT (His Majesty’s Train) No. 1 NORNA and HMT No.2 ALICE.  One was stationed at 

North Walsham, hence the M&GN Circle became interested in them and in particular the identity of the one that served in 

Norfolk.  Mick Clark, former editor of the M&GN Circle BULLETIN, has kindly agreed to me updating, adding to and republishing 
extracts from an article from issue No. 548, November 2006.   

Armoured train No.2 ‘ALICE’ at Sheringham in 1915 with the golf course in the background.  [The Railway Museum] 
 

It was the 15th April 1919 issue of LOCOMOTIVE magazine 
that claimed that Armoured Train No. 1 NORNA was the 
one ‘shedded’ at North Walsham and  No. 2 ALICE was 
sent to Scotland. As so often happens, subsequent 
authors assumed this to be correct.  For example, in 
BRITAIN’S RAILWAYS IN WWI, J A B Hamilton wrote: 
 

We must add a word about the armoured trains, 
made out of a remarkable collection of railway bits 
and pieces by the LNWR at Crewe. The two gun 
trucks, each carrying a twelve-pounder and a 
machine gun, were formed out of Caledonian 30T 
boiler trolleys; the two infantry trucks were converted 
from GW 40T coal trucks, while the GN supplied one 
of its 0-6-2Ts used on the London suburban services. 
The whole was encased in half-inch plating and could 
be driven from the engine cab or from either end. The 
first train was built in early 1915 and went to work 
on the M&GN line in Norfolk. 
 

In DEEDS OF A GREAT RAILWAY (A RECORD OF THE ENTERPRISE 

AND ACHIEVEMENTS OF THE LNW RLY. CO. DURING THE GREAT 

WAR), by G R S Darroch (Assistant to the CME), published 
in 1920 it is stated that: 
 

Armoured trains were to some extent employed 
during the War in South Africa, chiefly for purposes 
of reconnoitring, and it was from photographs of 
these trains which they had in their possession that 
the military authorities  asked  Mr.  Bowen  Cooke  to 

evolve a train on similar though improved lines; a 
train one might say more akin to a mobile 'pill box' 
than a fortress in that bristling with maxims and 
rifles it could be relied upon to move at least with the 
speed of an express goods train and be capable of 
extending a ‘withering’ welcome to any venturesome 
and aspiring raiding parties at whatever point of the 
coast they might select as suitable for a landing. 
 

Drawings were accordingly prepared, providing for a 
train which should consist of two gun vehicles, two 
infantry vans and a ‘side tank’ locomotive. The latter, 
a 0-6-2 type engine with 18'" x 26" inside cylinders 
and 5ft 8in diameter coupled wheels, supplied by the 
Great Northern Rly Co., was placed in the middle of 
the train. Both gun vehicles and infantry vans were 
carried on ordinary 40T wagons with steel 
underframes and 4-wheel bogies. On each gun 
vehicle, at each end of the train was mounted a 12 
pounder quick firing gun (having an approximate 
range of three miles) which was fixed midway 
between the bogie wheels, thus ensuring an equal 
distribution of weight on each axle. 
 

Apart from the gun platform which was protected by 
½” steel plate (rolled in the mills at Crewe) with 
loopholes for the maxim gun and rifle fire, the vehicle 
had two further partitions, one an ammunition store, 
the other fitted up as officers’ quarters.  
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THE GREAT NORTHERN RAILWAY AND THE GREAT WAR 1914 – 1918 
‘ALICE’ IN POPPYLAND                                              compiled by Mick Clark 



 
Infantry van built on a GWR 40 ton bogie coal wagon underframe [GREAT WESTERN RAILWAY MAGAZINE, May 1919]. 
 

 
An interior view of one of the infantry vans (men’s quarters) with 
the rifle slots closed.   The acetylene-lit vans were heated by coal 

stoves and fitted with telephones and vacuum brake and control 

equipment, thereby enabling the train to be driven from both 

ends, as well as from the locomotive. [The Railway Museum] 
 

The infantry vans were nothing less than luxuriously 
appointed caravans on (flanged) wheels, fitted with 
folding tables, lockers, hammocks, rifle racks, 
cooking stove and culinary apparatus complete, 
equipped with acetylene lighting and extensive 
telephone installation. Loopholed with sliding doors 
near the top, these vans were also protected by ½” 
steel plating.  
 

Beneath the frames were four reserve water tanks, 
each of 200 gallons capacity, feeding the engine side 
tanks, and in one of the two infantry vans were two 
coal bunkers, holding each one ton of reserve coal 
supply for the engine. 
 

Access from one end of the train to the other was 
obtained by provision of a suitable platform alongside 
the engine, but protected by armour plates, and by 
similarly protected connection platforms from one 
vehicle to another. 
 

Formidable as they were and cleverly camouflaged 
with grotesque daubs and streaks of dubiously tinted 

paint, these armoured trains, although continually 
on the ‘qui vive’ within easy reach of the East Coast, 
were fated to be denied all opportunity of showing 
their mettle, and of giving the wily Hun “what for”, for 
the very reason that the Hun was seemingly too wily 
to risk exposing himself to the sting likely to be 
forthcoming from such veritable hornets’ nests.” 
 

Doubts were raised in BULLETIN 249 (November 1981) by 
late Circle member Bill Atkins who noted that the April 
1919 LOCOMOTIVE magazine also reported that ALICE had a 
tender fitted, whereas NORNA did not, yet the photographs 
of the armoured train in Norfolk clearly show a tender. It 
was recalled that previously BULLETIN 213 (November 
1978) reproduced the record of Munitions Work carried 
out by the M&GN at Melton Constable Works for the 
Government during the War. Published in 1920 it revealed 
that general maintenance and other work had been 
carried out on ALICE. Here are the details:  
 

Work for War Office and Ministry of Munitions 
No. 2 Armoured train – 

 

Observation turret, made and fixed 
Wheel guards to both ends, made and fixed 
Vacuum pipes extended on gun trucks 
General maintenance 
Auxiliary ammunition store fitted 
Two acetylene headlights and gear provided and fixed 
Marine targets 
Heating apparatus fitted up complete.   

 

 

 
A gun truck in the now-closed Museum of Army Transport, 

Beverley, Yorkshire. 
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BULLETIN 213 had also reproduced an EASTERN DAILY PRESS 
article of 3rd January 1977 edition describing a personal 
memory of ALICE. The author was a Mr F C Cobb who also 
confirmed that the spell of duty on the train only lasted 
two months. 
 

The 2nd/4th Norfolks co-operated with the naval 
base in providing protection for the town of Lowestoft. 
A battery of 12-pounder field guns was allocated to 
the battalion who also provided personnel for the 
naval searchlights and No. 2 Armoured Train, which 
was based at North Walsham station on the M&GN. I 
had not been at Lowestoft long before I was selected, 
with a sergeant and twelve men, for a spell of duty on 
the train. I did clerical work, which was not at all 
arduous; the others did guard duties, and we all 
accompanied the train on its jaunts along the M&GN 
and the GER, changing over from one line to the 
other at the junction at North Walsham. 
 

The composition of the train was: one GWR [sic] 
engine in the centre with an armour-plated wagon on 
either side – one for the officers and the other for the 
other ranks – and there was a 12-inch gun mounted 
on a flat-topped wagon at each end of the train. 
 

A captain of the Royal Artillery and RA gunners had 
charge of the guns. Lieutenant Turnbull, a son of the 
General Manager of the GWR [sic: could be correct? – 

Ed.] was in charge of train movements. The engine 
driver was a sergeant and the fireman a private in the 

Royal Engineers and both were enlisted railwaymen. 
      

When the train travelled at full speed we were jolted 
up and down like yo-yos as we sat facing each other 
on wooden forms in the heavy steel plated wagon, but 
it was most enjoyable when we cruised slowly along 
the North Norfolk coast and down the picturesque 
stretch from Cromer to Yarmouth Beach station, 
where the railway line flanked deserted beaches for 
miles and miles. 
 

In BULLETIN 261 (November 1982) Member Alan Summers 
wrote: 
 

The GREAT EASTERN MAGAZINE Vol.9 June 1919 states 
that the armoured trains were fitted out at the 
L&NWR Works at Crewe and one was first stationed 
on the GER, and then on the M&GN. 
 

This BULLETIN also quoted extracts from the book THE 

ARMOURED TRAIN ITS DEVELOPMENT AND USAGE by the late 
Geoff Balfour (Batsford 1981): 
 

The first armoured train built in Britain since 1894 
came during the First World War and was put into 
service on M&GN metals “simply because they were 
there.” (to quote directly: “Those lines in Norfolk were 
in themselves of no great strategic value, and it was a 
case of the armoured train using them simply 
because they were there. [! – MJC] 
 

He described the make-up of the train as before, except 
that it was protected by 9/16" thick steel plate. He then 
continued: 
 

This train was handed over to the War Office and 
“stationed” at North Walsham in January 1915. The 
loco crew were civilians, but in the event of them 
having to undertake active war duties, they would at 
once be enrolled in the Army so as to entitle them to 
treatment as soldiers should they be captured. 
Armoured train No.1 was intended to assist in the 
defence of the Norfolk coast but was never put to the 
test, although frequent practice runs were made. 

Information on its movements are scanty, but it 
visited Great Yarmouth frequently and also operated 
on the Mundesley line.”  
 

BULLETIN 273 (November 1973) repeated Bill Atkins’ 
doubts and also included a note from David Bayes stating: 
 

The N1 was either GNR 1587 or 1590 and the train 
was designated HMT (His Majesty’s Train) NORNA – a 
name now given to a Scottish Fisheries Protection 
Vessel! 
 

Ian Dack also provided the following interesting extract 
from NIGEL GRESLEY LOCOMOTIVE ENGINEER by F A S Brown 
(Ian Allan 1962): 
  

Gresley was called upon early in 1915 to provide 
armoured locomotives for coastal defence artillery 
trains when invasion seemed possible. Two 0-6-2T 
engines of Class N1 Nos. 1587 & 1590 were cased in 
armour-plating and handed over to the Army. 
Armour plating gives reasonable protection against 
shell splinters or fragments, though it did not 
withstand a direct hit sustained by one of the 
locomotives during an Army exercise, A "blank" shell 
which struck the engine head on not only penetrated 
the frontal plating but continued its course right 
through the. smokebox, boiler and firebox until it 
finally came to rest in the cab. Unhappily both the 
footplate crew were fatally scalded by escaping steam. 
The Military Authorities hung onto these engines for 
five years after hostilities ended and it was not until 
1923 that they travelled from Catterick Camp to 
Doncaster to be demilitarised and returned to civilian 
service with the L.N.E.R." 
 

The question as to which of the two armoured trains was 
stationed in Norfolk remained unsolved. However some 
detective work carried out in the late 1980s by us, 
together with the acknowledged authority on the subject, 
the late Geoff Balfour, started to uncover more evidence 
and  Bulletin 320 included his considered reply: 
  

It was very good of you to go to so much trouble 
looking out and copying all your Bulletin’s references 
to armoured trains. While several of them were 
familiar, they included some useful snippets that are 
new to me. The EASTERN DAILY PRESS article contained 
the first identification I have come across of any army 
unit associated with the operation of the WW1 trains, 
and Darroch's book (which I knew of but had never 
got around to seeking out) has the only mention of 
the trains' livery. 
 

The question as to which of the two WW1 trains was 
on the M&GN is an interesting one. All published 
sources (including my own book) say that No. 1 went 
to Norfolk and No. 2 to Scotland, probably all 
working from the LOCOMOTIVE magazine article in 
1919 which appears itself to be based on an official 
source and was reasonably contemporary with 
events. 
 

No. 2 was undoubtedly the train that had a tender 
and that is said to have been named ALICE; the other 
one was certainly NORNA. The train with tender 
photographed “on the M&GN,” (though so far as I 
know without the location being identified) is an 
official Derby photo so obviously it was on territory in 
which the Midland was interested – clearly not the 
North British. The note by David Bayes in BULLETIN 
273, however, states "the train was designated HMT 
NORNA".
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If he means by this that the train in Norfolk definitely 
was NORNA, however, this adds to the confusion - 
NORNA seems without much doubt to have been Train 
No. 1, with no tender. However, if he is only offering 
the information that Train No, 1 was so named, then 
his further comment, that a Scottish Fisheries 
Protection Vessel now bears that name, tends to 
confirm that it was No.1 that went to Scotland – I can 
never recall having heard the name NORNA in any 
other context, so perhaps it is Scottish. 
 

Still on this subject, Bill Atkins' note in BULLETIN 249 
says "the LOCOMOTIVE's error is confirmed by press 
articles and Melton war work schedule in BULLETIN 
213."  The Melton war work schedule is extremely 
interesting. As you say, it confirms beyond doubt that 
the train on the M&GN was No. 2 – though one must 
allow the possibility that No. 1 was sent there initially 
and later replaced by No. 2. Secondly, the fact that 
significant modifications were made at Melton would 
explain the official Midland photos taken in 1916, the 
reason for which was hitherto a mystery to me. 
 

Thirdly, I had not previously spotted in the 1919 
photos of the two trains that one had a vacuum pipe 
at the leading end and the other did not. Fourth, the 
observation turret, which is quite large and shows in 
two photos, I had assumed to be something in the 
background beyond the train. And finally, the 
headlights (which surprisingly are not present in the 
Derby photos – were they perhaps fitted at a later 
date) are indeed in evidence, though sheeted over, in 
the 1919 shot. 
 

Some years ago I discovered, at Shoeburyness, one of 
the trucks that had been used as the basis of the 
armoured train gun trucks, and this is now at the 
Museum of Army Transport, Beverley, where it is 
being fitted with a replica of its armoured 
superstructure. Since the Melton modifications would 
have necessitated the drilling of several holes that 
would not appear in No. 1 Train, it should now be 
possible to ascertain which train the truck at Beverley 
served with. From such photos as I have I think it will 
prove to be No.1. I will have to check some time. 
 

Subsequently, Mr. Balfour wrote again to report: 
 

While we had already established beyond any doubt 
that the Armoured Train on the M&GN in World War 
1 was No. 2, you may like to know that I have at last 
found confirmation of this in War Office records. A 
publication detailing all the "approved armaments" of 
the Defended Ports as at 1st July 1917 includes the 
entry: 
 

“Attached Northern Army – NORTH WALSHAM  
Armoured Train No. 2    2   12pr   QF,   2MG” 
 

Of course, neither this nor any of the other evidence 
previously discussed proves that No.1 was never in 
Norfolk. I now feel fairly sure that it was not, but it 
would be nice to find clear evidence of the initial 
allocation of the two trains. 
 

BULLETIN 332 included a further letter from Geoff Balfour: 
 

Since I last wrote I have come across yet another 
mention of the armoured train. In the War Diary of 
AQMG, 69th (East Anglian) Division, based at the 
time at Thetford, it is recorded on 16th October 1915:  
 

“Following units struck off the strength of this 
division during the month (September) ..... No.2 
Armoured Train. 
 

This would appear to confirm the June 1919 GREAT EASTERN 

MAGAZINE report that an armoured train was first stationed 
on the GE, then on the M&GN.  Geoff continued: 
 

As I think you know, I am associated with the 
Museum of Army Transport at Beverley, where the 
reconstructed WWI gun is on display. Recently I 
obtained from a correspondent copies of the official 
Operating Instructions for Armoured Trains issued in 
1915 by the GNR and the GNSR. We are planning to 
display these with the truck, and are seeking any 
such instructions of other companies that may still 
exist. Could you ascertain whether a copy of the 
M&GN Instructions has survived? None have come to 
light, probably because the M&GN would have used a 
copy of the GNR Instructions?  
 

The Great Northern Railway Society’s March 1997 GREAT 

NORTHERN NEWS included the following extracts: 
  

Armoured trains will be accompanied by a Traffic 
Officer who will advise station-masters and signalmen 
with regard to the arrangements for the working of 
the train, and everyone must see that prompt 
attention is given to the running and working of these 
trains and that the instructions of the Traffic Officer 
are carried out. The engine working of the armoured 
train will, in the ordinary course, be in charge of a 
military driver and a military fireman. A guard and a 
driver to act as pilotmen and to assist as may be 
required must be appointed to work with the 
armoured train.  When the engine is stationed in the 
middle of the train, the fireman will remain with the 
engine and will act under the instructions of the 
military driver, who will communicate with him by 
telephone as may be necessary. The military driver 
and the pilot driver will ride at the leading end of the 
train, the pilot being responsible for the due 
observance of signals. 
 

While not identifying the armoured train, further personal 
memories of it appeared in BULLETINS 320 and 356, the 
latter including scale drawings of the gun truck.  Finally 
BULLETIN 404 included a postcard discovered by Mike White 
bearing a “North Walsham 28 JU 15” postmark. Addressed 
to a Mr G Nobbs in Thetford the message reads: 
 

No. 2 Armoured Train, Central Force, Nth Walsham. 
Dear G – Am getting on alright on the above. We came 
through last Monday, did you see us. Should like to 
have stopped and made a call. Kindest regards  W. 
Loyle. 
 

So all this confirms without doubt that ALICE came to 
Norfolk and while it does not absolutely prove that NORNA 
never did, it is felt highly unlikely, as while several 
personal memories of HMT No. 2 ALICE in Norfolk at 
various dates during WWI have come to light, none have 
of HMT No. 1 NORNA. 
 

Two Circle members independently confirmed that the 
location of the photograph of the armoured train is just 
outside Sheringham with part of the golf course visible in 
the background. Note also the tender and the observation 
turret which can be seen towards the rear, especially in 
the view on the next page. So it appears improbable that 
NORNA reached Weybourne but ALICE almost certainly did! 
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Another view of No. 2 armoured train at Sheringham in the same position as that on page 12 but at a slightly dif ferent angle.  The train was 

maintained in good working order with several additions carried out in the workshops at Melton Constable. It was kept at North Walsham 

where easy access was available to both the M&GN and GE lines. [Official M&GN photo via P Youngman: Circle ref. MGN-MC.0771]. 

 
BULLETIN 548 also included the following: 
 

Further to our detailed investigation establishing that it 
was Armoured Train No.2 ALICE that was sent to Norfolk 
and Armoured Train No. 1 NORNA served in Scotland, not 
the other way round as variously stated.  We are most 
grateful for the following observations from the Great 
Northern Railway Society and Midland Railway Society, as 
well as Circle members :– 
 

Allan Sibley, Great Northern Railway Society Editor: 
 

The initial mystery was the name NORNA but I recently 
discovered that “Norna of the Fitful Head” was a witch 
in Sir Walter Scott's ‘Waverley’ novel THE PIRATE.  
‘Fitful Head’ is on the west coast of Shetland’s main 
island, near Sumburgh. According to LOCOMOTIVES OF 

THE LNER Part 4 (RCTS), ‘Scott’ class North British 
Railway 4-4-0 No. 426 (built 1915, LNER/BR class 
D30, withdrawn as 62435 in 1957) was named NORNA. 
It would be interesting to know how much the N1s 
weighed after the addition of the armour plating. They 
already had 18 tons on the driving axles in ‘normal’ 
condition. What did the Civil Engineer make of it?” 
 

Peter Witts, Midland Railway Society: 
 

Do we know of any literary characters called ‘Alice’ 
with a Norfolk (or Eastern Counties) association?  In 
his book on the Catterick Camp Military Railway, A J 
Ludlam has a photo taken at Catterick showing the 
cab and tank of NORNA, stating that it was about to be 
broken up after the war. He further states that both 
trains were at Peascliffe, near Grantham in June 
1919. Being at Catterick post war would fit with it 
returning home from Scotland.  Peascliffe was the 
junction of the Belton Park Military Railway. Photos 
exists of an armoured train including tender taken at 
Peascliffe that would tie in with it being returned from 
Norfolk. According to the LOCOMOTIVES OF THE LNER 

Part 6A the pair of N1s were returned to Longmoor by 
August 1922 and sold to the LNER in March 1923. 
 

So come you on Norfolk historians – who was Alice? Was 
Lewis Carroll’s “Alice’s Adventures in Wonderland” set in 
Norfolk?  It can’t be the Alice who went to Buckingham 
Palace with Christopher Robin – she wasn’t born then!  
 

Further Correspondence appeared in various subsequent 
BULLETINS.  Allan Sibley referred to Winston Churchill and 
armoured trains thus:  
 

A Christmas present was an audio tape of Robert 
Hardy   reading   Winston    Churchill’s    first    auto- 

biography MY EARLY LIFE in which he recalls (among 
other fascinating topics) his experiences as  a war 
correspondent travelling in an armoured train in 
South Africa during the Boer War. The essence of his 
comment is that although it looked to be a mighty 
and formidable weapon, when deployed it only needed 
a relatively small breach in the track either side to 
become a “sitting duck” and render it totally useless 
once the on-board supply of ammunition had been 
exhausted.”  
 

Bob Palmer wondered: 
 

Bulletin 548 page 7 column 2 states: “access from one 
end of the train to the other was obtained by provision 
of a suitable platform alongside the engine, but 
protected by armour plates”. Would anyone care to 
speculate, or better still, explain how this could have 
been achieved within the loading gauge? 
 

Mike Back had concerns of an even more pressing 
nature.... 
 

The composition of the armoured trains is fascinating 
but, forgive me for asking, what about provision for a 
toilet, or was it a matter of stopping the train in a 
wooded area?! 
 

Editor’s post-scripts:  
 

I subsequently discovered the answer to my question 
about the weight of the armour-plated locomotives - it is in 
LOCOMOTIVES OF THE LNER Part 9A page 50 as follows: 
 

   Standard   Armoured   Increase 
Weight in working order* 64t 14c   72t   0c        7t   6c 
Adhesive weight  51t   4c   57t   4c        6t   0c 
Maximum axle load 18t   0c   19t 14c       1t  14c 
 

* including 3 tons of coal and half-full tanks (800 gallons) 
 

Incidentally, Part 9A specifically notes (erroneously I 
suspect) that the locomotives were named, i.e., not the 
trains.  However the prefix HMT would seem to contradict 
that assertion. GROVES refers to the ‘units’ (i.e., trains) 
being named.   
 

Questions have been raised from time to time as to  where 
the armour plating was (a) fitted and (b) removed.  The 
answer to (a) is in FROM STIRLING TO GRESLEY 1882-1922’ by 
F A S Brown (OPC 1974) where it is stated on page 122 
that “ ... two Great Northern 0-6-2 tank engines, Nos. 

1587 and 1590, were enclosed in armour-plated steel 

at Doncaster and were sold to the Government for 

£5,600.” 
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This is the only direct reference I have seen to the location 
where they were fitted.  Doncaster Works’ photographer 
took three images of No. 1587 at Doncaster on 10th 
December 1914, negative reference numbers 8P, 9P and 
10P.  The answer to (b) is in LOCOMOTIVES OF THE LNER Part 
9A page 50: “By August 1922 Nos. 1587/90 were at 

Longmoor Camp and they were purchased back* by 

the L.N.E.R. in March 1923 and sent to Doncaster for 

overhaul including the removal of the armour plating. 
 

* they were not ‘purchased back’, just ‘purchased’, 
because the LNER had never previously owned them. 
 

To add to (or perpetuate) the confusion, YEADON’S REGISTER 
Volume 25 (published by Book Law in 2002) refers to HMT 
No.1 as NORMA (perhaps some English person [Yeadon 
himself?] thought that NORNA was a spelling mistake!).  It 
also erroneously states that it was the one stationed in 
Norfolk.   Page  25  has  an  illustration  of  No.  1590  with  
“H M T ALICE” lettering on the right-hand side. 
 

Sadly the Museum of Army Transport at Beverley closed in 
summer 2003 due to the prohibitive cost of roof repairs.  
Most of the exhibits found homes elsewhere but the 
present location of the gun wagon is unknown.  
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To ‘complete the set’ so to speak, here 

are four more photographs of the N1 

locomotives: 
 

 

Right: No. 1587 at Doncaster on 10th 

December 1914.  [DON 10P, The Railway 

Museum]. 

 

 

 

 

 

 

 

 

 

 

Right: Two views of  HMT No.2 ALICE at 

Peascliffe on the Belton Park Military Railway 

branch while en route to Catterick Camp, 

1919. [GNRS collection via Eric Neve]. 

 

 

 

 

 

 

 

 

 

 

 
Below left:  Former GNR No. 1587 ex HMT 

No. 1 NORNA in civilian uniform of black lined 

in red as LNER No. 4587 (pre-1946 number).  

Despite the destination board it is at 

Shirebrook on a running-in turn from 

Doncaster after a works visit. 

 

Below right: Former GNR No. 1590 ex HMT 

No. 2 ALICE likewise in British Railways 

unlined black as 69470. 

 



GREAT NORTHERN RAILWAY TICKET PRINTING         David Geldard (Transport Ticket Society) 

 
Little has been written about the ticket printing operation 
of any major pre-grouping company, principally due to the 
lack of reliable source material. The aim of this article is to 
bring together what is known about the printing of Great 
Northern Railway tickets and to place it in the context of 
the tickets themselves. 
 

As is well known, the GN took a lease of the East 
Lincolnshire Railway before the opening of that company’s 
line between Great Grimsby and Louth on 1st March 1848. 
According to John Wrottesley, the ELR had adopted 
Thomas Edmondson’s tickets and ticket systems1: not a 
surprising decision as these were already in use by most 
major companies and were considered as almost an 
essential requirement if membership of the Railway 
Clearing House was to be obtained2. Wrottesley also refers 
to an agreement concluded by the GNR with Edmondson in 
February 1849, some months after the opening of its own 
line between Peterborough and Lincoln on 17th October 
1848. That agreement was the formal licence to “carry out 

his Patent for certain improvements in Printing Presses 

which are adapted to the expeditious preparation of Tickets 

for passengers travelling on Railways together with an 

improved mode of issuing such Tickets to Passengers, and 

of keeping the accounts in reference thereto” for the 
remaining term of the patent (to June 1854), paying an 
annual royalty of ten shillings per mile of railway. 
 

Some companies bought their own ticket printing 
machines from Edmondson and produced their tickets in-
house, others bought tickets from Edmondson.  Wrottesley 
further states that the latter was adopted by the GNR, the 
charge being 3s per 1,000 plain-backed and 3s 3d per 
1,000 initial backed. Ticket 417 and its back, shown in figs 
1 and 2, illustrate one of the latter; it was issued only 
seven months after opening of the first portion of the 
“Towns Line” between Retford and Doncaster on 4th 
September 1849. At that time the GNR used the Retford 
station of the Manchester, Sheffield & Lincolnshire Rly.  
The ticket was thus to a ‘foreign’ destination and after 
collection would have been passed to the Railway Clearing 
House (where the monogram on the back was needed to 
identify the issuing company) for the fare to be 
apportioned. Edmondson was not equipped to print 
company monograms and bought in cards with pre-printed 
backs, passing the cost on to the customer. The most 
likely printer of the backs was Thomas De La Rue. 
 

The fronts of Edmondson’s early tickets were printed using 
an inked ribbon as can clearly be determined from fig 1.  
The serial numbers were negatively printed by two 
numbering wheels running from - - (no imprint) to 99, one 
used for thousands and hundreds and the other for tens 
and units. Again from fig 1 a slight break is discernible 
between the “4” and the “17”. His later machines printed 
directly off the type (except for the serial number) as seen 
from ticket 34, fig 3.  This identifies the company by its 
initials on the front while the back is blank - the printing of 
monograms was discontinued in the 1850s. Through 
carriages from Bradford (Adolphus Street) over the 
Gildersome branch commenced on 1st December 1859 and 
Adolphus Street closed on 1 January 1867. 
 

 
 
 
 
 

Again according to Wrottesley ticket supply passed from 
Edmondson to Waterlow & Sons in 1861, the price being 
cut to 2s per 1,000 – a uniform figure as printing on the 
back was not then required. Waterlow built and used 
machines invented by John Lewthwaite from Halifax and 
patented in 1847 but he was not completely free to do so 
until after the expiry of Edmondson’s patent. Ticket 7069, 
fig 4, is a typical product of the 1860s.  Waterlow’s normal 
practice was to use positively printed serial numbers. The 
GNR decided that from 17th February 1862 the fare should 
be printed on all tickets supplied to King’s Cross3 and the 
practice soon spread to the rest of the system but was 
discontinued from 26th April 18664 in view of the need for 
frequent reprints as fares were altered. 
 

The year 1866 also saw a need arise for conditions to be 
printed on the backs of certain tickets in the West Riding 
of Yorkshire. This resulted from competition with the 
London & North Western Railway, its route from Leeds to 
(for example) Batley was much shorter than that of the 
GNR which used the former West Yorkshire Railway line via 
Wakefield.  Based strictly on 1d per mile fares, that of the 
L&NWR was significantly lower than that of the GNR: the 
latter could not allow this and accordingly matched the 
former’s fare.  One result was that 3rd class GNR 
passengers from Leeds adopted the habit of buying tickets 
to Batley for 8d and alighting at Ossett, to where the fare 
was 1/-, rather than Batley, the next station.  Following 
legal proceedings (Nettleton v the GNR) in February 1866 
it was decided that tickets between Leeds and Batley 
should have special conditions printed on the backs, 
imposing a penalty Second class fare for undertravelling5.  
Later the same month the District Superintendent decided 
that tickets for some other journeys also required the 
special conditions and from 1st February 1867 it was 
decided that such conditions must be provided on all GNR 
tickets issued between stations in the Wakefield, Leeds 
and Bradford district. Figs 5 and 6 show the front and back 
of one such ticket, 6989. Note that the conditions include 
the name of the destination station and so imposed 
additional work on the printers. 
 

Correspondence in March 1867 between the GNR and 
Waterlow at the latter’s head office in Carpenters’ Hall, 
London Wall, shows that during that month Waterlow 
printed for the GNR 369,743 tickets and 144,181 backs 
commenting that "The above backs have been 

introduced this year, never having been required 

before, and include 19,425 printed 'GNR' at London 

Wall"6 The reason for most of the backs was explained in 
the preceding paragraph but what of those printed ‘GNR’? 
 

It is suggested that these were new tickets printed for the 
Sutton Bridge – Spalding and Bourn – Spalding lines of the 
Midland & Eastern Railway, which had been formed by an 
Act dated 23rd July 1866. That Act provided for joint 
working by the GNR and the Midland Railway (although the 
regular service over the two lines to Spalding was provided 
by the GNR only) and for the setting up of a management 
committee which operated under the title Bourn & Lynn 
Joint Railways Committee. It can hardly be a coincidence 
that the backs of B&LJ tickets supplied by the GNR were 
printed ‘GNR’, as shown in figs 7 and 8. 
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1 John Wrottesley – THE GREAT NORTHERN RAILWAY Vol. I p.41 
2 Philip Bagwell – THE RAILWAY CLEARING HOUSE IN THE BRITISH ECONOMY p.49 
3 The National Archives – RAIL 236/748 

 

4 TNA – RAIL 236/750 
5 TNA – RAIL 236/751 
6 ibid 

 



It is significant that this correspondence specifies that the 
‘GNR’ backs were printed at London Wall, the inference 
being that as they were not letterpress the work could not 
be done on ticket printing machines at the usual location. 
It would appear that such location was GNR premises at 
King’s Cross and that Waterlow staff were contracted to 
work there using that company’s machinery. 
 

The evidence comes from 18717. On 15th May the GNR 
recorded that it was now paying Waterlow 2s per 1,000 for 
tickets not printed on the back (the same as the 1861 
figure), 2s 2d per 1,000 for tickets printed with a clause on 
the back and 2s 6d per 1,000 for tickets printed with a 
station named in a clause on the back (the West Riding 
tickets). The following day a letter was sent to Waterlow 
asking for a reduction in these prices. The reply on the 
26th offered a uniform rate of 2s per 1,000, or less if 
printed at its own offices. More pressure was applied and 
finally on 27th June Waterlow quoted for all descriptions of 
tickets printed at King's Cross 1s 10d per 1,000, or if 
printed at its own premises, 1s 6d per 1,000 for ordinary 
tickets and 1s 9d per 1,000 for tickets with special printed 
backs, the quote to come into operation from 1st July 
1871. 
 

Although the figure for printing at King’s Cross had been 
agreed, the GNR, having heard from the London, Chatham 
& Dover Railway that it paid 1s 8d per 1,000 all round to 
Edmondsons to print on LC&DR premises, pressed even 
further and Waterlow capitulated, agreeing to accept a 
uniform rate of 1s 9d per 1,000 for printing tickets without 
alterations on the back, to take effect from 1st August 
1871. 
 

As it turned out, keeping the work at King’s Cross was a 
prescient move.  A letter dated 18th October 1871 from 
the GNR Secretary's Department reads:  “I have agreed that 

in circumstances of the calamitous fire that has occurred at 

Waterlow's premises in Hill Street, Finsbury that they shall be 

allowed to make some use of the machines in our ticket office 

subject to the understanding that our work is not to be delayed.” 
The fire had occurred the previous morning8, totally destroying 

the recently erected five-storey 90 feet square building in Hill 

Street, Finsbury, that was used as “a railway ticket manufactory, 
and for printing and storing coloured railway posters, &c”. 
Bravely, Waterlow inserted an advertisement in the LONDON 

EVENING STANDARD on the 18th to “inform their numerous 

customers and the public that their BUSINESS will in NO WAY 

BE INTERFERED WITH as temporary premises have been 

taken, and all orders will be executed with their usual dispatch”. 
 

Shortly thereafter the need for the special West Riding 
backs was removed. Correspondence in April 1871 shows 
that many passengers were refusing to pay the excessive 
fare.  The District Superintendent finally accepted that the 
clause was not enforceable and instructions were given in 
November 1871 for the next print to have standard 
conditions9. These appear to have been introduced earlier 
that year, when the conditions notice on the front of the 
ticket changed from that shown on 4734, fig 9 (the three 
red stripes distinguished a ticket to or from the Widened 
Lines) to that shown on 375, fig 10. This refers to 
conditions stated on the back, the conditions themselves 
being shown in fig 11. They were applicable to all journeys 
and still required an excess fare for alighting short, 

although not at the penal rate that had been applied in 
Yorkshire. Over a six-month period the GNR had managed 
to include conditions on the backs of all its tickets and to 
cut its costs from 2s 2d to 1s 9d per 1,000 - quite a result! 
Ticket design developed over the next two decades, for 
example serial numbers were shown at each end of 
ordinary singles from 1881 and the wording of the 
standard conditions saw several changes. The next major 
upheaval in the printers’ routine resulted from the passing 
of the Regulation of Railways Act, 188910, Section 6 of 
which reads: “From and after a date to be fixed by order of 
the Board of Trade and subject to such exceptions, if any, 
as may be allowed by such order, every passenger ticket 
issued by any railway company in the United Kingdom 
shall bear upon its face, printed or written in legible 
characters, the fare chargeable for the journey for which 
such ticket is issued and any railway company issuing any 
passenger ticket in contravention of the provisions of this 
section shall be liable to a penalty not exceeding forty 
shillings for every ticket so issued, to be recovered on 
summary conviction.” The date fixed was 1st July 1890 but 
so many companies complained at the short notice that 
this was extended to 1st January 1891. 
 

Little could be done about tickets already loaded into the 
tubes of ticket racks and the fares on these were simply 
amended in manuscript as the tickets were issued. 
However, stocks held in the reserve ticket drawers were 
another matter and the GNR decided to recall them to be 
overprinted with the fares - a mammoth task. The result is 
illustrated in fig 12 by ticket 795. New prints obviously 
incorporated the fare ab initio,.  After several design 
attempts the final solution was to show it to each side of 
the class as on ticket 682, fig 13. 
 

For the period from 1891 to the grouping there are two 
main questions, was there a change of premises for ticket 
printing and did the relationship with Waterlow change? A 
report11 produced in December 1932 on LNER ticket 
printing organisation includes the statement that up to the 
grouping in 1923, GNR tickets were printed at Holloway. It 
is conceivable that “King’s Cross” in the 1871 
correspondence and “Holloway” were references to one 
and the same but the two stations were separated by a 
mile and a half which hardly sits well with the Victorians’ 
usual regard to accuracy. 
 

A clue may lie in figs 14 and 15, the first showing the back 
of ticket 682 and the second the back of a somewhat later 
print. The addition of the two part-asterisks is the only 
difference, these indicate that large sheets of card have 
been pre-printed with blocks of conditions equal in number 
to the ticket blanks that were to be cut from the sheet. 
The asterisks vertically divided adjacent blocks and thus 
provided a line of marks to be followed when cutting the 
sheet into strips, prior to cutting the strips into individual 
blanks. This indicates that the printing premises had the 
necessary cutting equipment and the ability to store and 
handle the sheets, something that required more space 
than the simple ticket backing machines used when pre-
cut blanks were brought in as had been the case in earlier 
days. Cutting marks first appeared on GN tickets early in 
1894 and continued (in various designs) to the grouping, 
their appearance does not establish a move to more 
spacious premises but it could be indicative thereof. 

 
 
 
 

7 TNA - RAIL 236/756      10 52 & 53 Vict. Ch.57 
8 London Daily News – Wednesday 18th October 1871   11 TNA – RAIL 390/2038 
9 TNA - RAIL 236/750  
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Turning to the relationship with Waterlow, a circular12 from 
that company date stamped as having been received by 
the Belfast & County Down Railway in 1909 includes the 
statement that they are the sole ticket contractors to the 
Great Northern Railway. But by the start of 1921 (and 
possibly due to wartime circumstances) that had changed 
and the GNR employed directly its own ticket printers. This 
is evidenced by a meeting held on 6th January of the 
Negotiating Committee of General Managers to discuss 
dealing with the Trades Unions over new rates of pay and 
conditions of service for ticket printers13. The GNR was 
represented and it was noted that the company’s ticket 
printing was undertaken by its own staff. The meeting 

agreed that special rates of pay should be offered to ticket 
printers and a sub-committee was formed to take the 
matter forward. For anyone wishing to dig deeper, the TNA 
piece contains a wealth of detail on staffing levels, wages, 
holiday entitlement etc. for nine major railway companies. 
 
As noted in the LNER report already referred to, GNR ticket 
production was transferred to the former GE printing works 
at Stratford when Holloway closed in 1923. Confirmation 
comes in 1927 from the LONDON & NORTH EASTERN RAILWAY 

MAGAZINE14 which reported that the Stratford works houses 
the GER ticket printing staff and also those formerly 
employed by the GNR at Holloway. 

 
12 Seen on display at Conwy Valley Railway Museum  13 TNA-RAIL 1172/627  14 Vol. 17 p.232  
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Above: The GNR’s Memorial to the fallen of the Great War 
was unveiled on platform 10 (now 8) at King’s Cross on 
Thursday 10th June 1920 by Field Marshal Douglas Haig 
(Earl Haig), seen [above left] alongside Sir Frederick 
Banbury, the last Chairman on the GNR. Does anyone 
recognise any of the other gentlemen present?  A print of 

this image is ref. 911/54 in binder no. 496 at the (formerly 
National) Railway Museum.  The card on which it is 
mounted gives “Wloo” (Waterloo?) as the location of the 
negative.  However the view [above right], almost 
certainly taken on the same occasion, is not present in the 
RM binders unless it is misplaced.   

 

 
 

Subsequent moves of 
the eight engraved 
stone name panels have 
been described in past 
issues of GNN.  The 
most recent re-siting 
resulted from the 
redevelopment of the 
station from 2008 when 
they were placed in 
store pending relocation 
on the ‘old’ concourse 
opposite the ends of 
platforms 4 and 5.   
 

A rededication cere-
mony took place on 
Sunday 27th October 
2013 at which the then 
Chairman George Howe 
and I represented the 
Society (see GNN 193 – 
January/February 2014).  
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THE GREAT NORTHERN RAILWAY AND THE GREAT WAR 1914 – 1918 

THE WAR MEMORIAL AT KING’S CROSS STATION                            Allan Sibley 

Right: Twenty two years later Great Britain was 
again at war with Germany. The entablature and 
pediment had taken on a darker hue by 15th July 
1942 when this photograph was taken and the 
floral tributes had been replaced by trolleys laden 
with mailbags. The Bravingtons’ cabinet advert-
ises the fact that the jeweller’s shop is  “just out-
side this station” and has two barometers on 
display.  This and several other WW2 images 
appear in the 1990 edition of THE GREAT BRITISH 

RAILWAY STATION:  KING’S CROSS (Irwell Press) but 
not the 2016 revision. Given the date and 
strategic location they must have been taken with 
the permission of the LNER or at its behest.  
Irwell credits them “National Railway Museum” 
but prints do not seem to exist in any of the 
relevant reference binders at York.    

 


