91643 Newsletter No.74_28711 Newsletter No.60 08/08/2013 12:57 Page 1

SECRETARY’S REPORT:

STANIER
MOGUL
FUND
NEWS

JIM NORMAN

ISSUE No 74
SEPTEMBER 2013
SEMPER PROTEGAMUS
(LET US ALWAYS PROTECT)

PUBLISHED BY THE STANIER MOGUL FUND

91643 Newsletter No.74_28711 Newsletter No.60 08/08/2013 12:57 Page 2

STANIER
MOGUL FUND
NEWS
The Magazine of the
Stanier Mogul Fund
Published Half Yearly
March/September
Editor:
Richard Greaves
18 Knowsley Road
Rainhill, Prescot,
Merseyside
L35 0PA
Tel No: 0151-426 7111
STANIER MOGUL FUND

ISSUE No 74: SEPTEMBER 2013
CONTENTS
3:
4:
5:
6:
8:
9:
12:
14:
20:
22:
22:
27:
28:
30:
32:
34:
37:
41:
44:
46:
47:

Editorial
Notice of AGM
Secretary’s Report
Engineering Report
Web Site Report
Archive Report
Fund Raising Report
Stanier’s Boilers
Donated Goods
The 2013 Autumn Rafﬂe
At Last – A Stanier Mogul Model
100 Years of the Mixed Trafﬁc Mogul
Nationalisation to Rationalisation – Part 8
The 2013 SVR Spring Gala
‘Copped At’
Dad’s Train-Spotting Days – Part 4
Memories of a Signalman – Part 6
24 Hours on BR
The LMS 0-4-4 Tanks
Letters To The Editor
Tail Lamp

COMMITTEE OF MANAGEMENT

I. R.Marshall 2 Deﬁance Place, Felpham, Bognor Regis,
West Sussex P022 7QL
Tel No: 01243 585458
e-mail: secretary@staniermogulfund.org.uk
Treasurer:
R.E.Lewis
Apartment 1, Elford, 6 Douglas Avenue,
Exmouth, Devon EX8 2AU
Tel No: 01395 277558
Magazine Editor:
R. Greaves
18 Knowsley Road, Rainhill, Prescot,
Fund Raising Manager:
Merseyside L35 0PA
Donated Goods Co-ordinator:
Tel No: 0151-426 7111
Sales Manager:
L. Johnson
C/O:- 18 Knowsley Road, Rainhill, Prescot,
Merseyside L35 0PA. Tel No: 0151-426 7111
Membership Secretary: J. Tidmarsh 7 Hemingway Close, Carlton, Nottingham,
Database Administrator
Nottinghamshire NG4 1FH
Tel No: 0115-987 6150
e-mail: john.tidmarsh@dsl.pipex.com
Engineering Manager:
J. Bowater
5 Blandford Drive, Wordsley, Stourbridge,
West Midlands DY8 5RE
Tel No: 01384 278075
e-mail: john.bowater@hotmail.com
Archivist:
J Norman
7 Chaucer Place, Abram, Wigan, Lancashire WN2 5QB
Web-Manager
Tel No: 01942 861043
e-mail: j.norman2007@btinternet.com
Publicity Manager:
P. Holder
14 Highclere Drive, Bewdley,
Worcestershire DY12 3EZ
e-mail: peter.holder@yahoo.co.uk
Secretary:

The opinions expressed in this magazine are not necessarily those of the Editor,
or any members of the Committee of Management of the Stanier Mogul Fund

2

91643 Newsletter No.74_28711 Newsletter No.60 08/08/2013 12:57 Page 3

RICHARD GREAVES

EDITORIAL:

It always seems like an anti-climax to write the first reports in SMF News following
our engine’s withdrawal from traffic for overhaul, and this time is no different.
What to talk about what events are planned, how to motivate and convince members
that support both financially and morally, together with continued donated goods, are
still all vital and essential elements of our Fund’s continued existence and 42968’s
future as a working steam locomotive. For the next few issues of SMF News, the
emphasis of my various articles will concentrate on the word working, which can and
will be highlighted by me to mean different things.
The number one priority of the Fund is to ensure that 42968 returns to traffic as a
working steam locomotive at the earliest opportunity and that we, as the CoM, elected
by you the membership, is seen to be working at all times to achieve that objective.
However, you the membership must also be seen by us on the CoM to be working
towards achieving that goal.
I have said on many occasions that this is not a one man band and that every member
has a working part to play. There are many ways in which your working contribution
can greatly assist 42968, such as assisting on working parties by giving hands-on
assistance with the overhaul. Working jobs can range from tea making to machining
and scraping to painting; skilled and un-skilled roles exist to suit everyone’s working
talents and yes, we class it as a talent to brew up or brush up! Remember, those working
jobs existed in every mpd throughout the country in steam days.
You can make a working contribution by simply sitting in your armchair at home and
making a financial contribution to one of our various subscription schemes, or a one
off donation. You can support our annual raffle by purchasing some or all of the
enclosed raffle tickets included with this mailing. Remember, financial contributions
are the life blood of the SMF that can inject steam back into 42968 and thereby make
her a working steam locomotive once again.
Finally, you could start working in your loft, garage or spare room this Autumn and
Winter and sort out some goods to donate to our Sales Stand, to enable those working
members on duty at the next Spring Gala event in 2014 to keep warm, by working flat
out selling our goods and wares.
I am sure you are all getting the message by now, but it is only by working together,
as one team, that we will keep 42968 a working steam locomotive for the years ahead,
and is that not what we all are and have been working together for?
Sadly, I have to mention the recent passing of two long standing loyal and supportive
members: Reg Pardoe from Knowle and Martin Lodge from Rhyl. Both members
supported the Fund magnificently during their lifetimes, and even with their passing
they remembered the Fund with final bequests in the form of donated goods. It is in
memory of members such as these that we, as your CoM, will continue to strive to
keep 42968 a working steam locomotive for as long as possible.
With such a large and varied post-bag in the last issue of SMF News, I fully expected
an equally large response, as there were a number of highly contentious issues.
However, I was yet again to be disappointed, with only two members working up the
energy to put pen to paper, and their letters are published for your deliberation.
However, before anyone corrects me, one letter is published as part of an article on the
LMS 0-4-4 Tanks on Page 44. Incidentally, you the membership were not alone in your
3
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lack of response, not a single CoM member could be bothered working up the energy
to write to me with their views either!!!!
Moving on to our popular ‘Copped At’ series, having ‘called in’ at Swindon to show
them what they missed out on, we move further westwards to Bath and Bristol in this
issue to find some working Stanier Moguls, and in doing so we ‘cop’ just one more on
our travels, No 42963. This brings us up to 28 ‘cops’ since we started our journey at
Willesden back in Issue 66.
Unsung Hero’s: Finally a word of thanks to CoM members Jim Norman and John
Tidmarsh and my loyal and supportive wife Vivienne who, by coincidence, has been
a member of the SMF for as long as I have! Jim very kindly proof reads and corrects
the raw drafts of each and every page of SMF News before they are sent to our printers.
John T, who assumes the unofficial role and title of my Sub-Editor, undertakes the
laborious task of transferring hand-written correspondence that I receive into PC Word
format and forwarding it to me on CD ready for immediate transfer to my files. He
also acts as the receiving point for photo images sent by e-mail and again sends these
to me on CD. Vivienne helps me proof read the first and final proofs of the magazine
when received from the printers, before final sign off is given to proceed with
production.
These three members, all of whom are working behind the scenes, provide me with
invaluable help and assistance and contribute greatly to the working future of 42968,
our engine. Many, many thanks to these three unsung hero’s whose immense help and
assistance, given freely and readily, I sincerely appreciate.

ADVANCE NOTICE FOR YOUR DIARIES
2013 AGM DATE
This years SMF AGM will be held on Saturday 26th October 2013
at our usual venue in the Kidderminster Railway Museum
commencing at 2pm

VISIT THE SMF WEB SITE AT
www.staniermogulfund.org.uk
Front Cover: 42968 makes an imposing sight as she approaches Hampton Loade
station with a Bridgnorth to Kidderminster service on 24/9/05.
Photograph: Rob Newman
Back Cover: 42968 storms up the grade towards Bewdley Tunnel on 31st January 2006,
with a cheeky wink and ‘playing to the gallery’, with a Martin Creese photographic
charter.
Photograph and Verse: John Beauchamp
4
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IAN MARSHALL

SECRETARY’S REPORT:

Here we are again - another overhaul. Last issue I confused the original restoration with
an overhaul and said this would be the third such in preservation. I’ve now brushed up
on my understanding of the terms and agree this is the second overhaul to be undertaken
by the Fund.
The major question of course is how long will this overhaul take. History has shown
that any prediction is likely to be optimistic and probably needs several months, if not
years, added! There are many variables, not least the SVR’s input, which can be impacted
by all manner of things, especially keeping engines that are in traffic on the front of
trains! In our favour is a sizeable contribution towards the cost, for which I must thank
all members who contributed. We will work with the SVR to get things done as quickly
as possible - see John Bowater’s Report for more - however, time will tell. At this stage,
I’m keeping quiet.
We held our first Committee meeting of 2013 on 2nd February, during which we discussed
working parties, now a higher profile with our engine at Bridgnorth for overhaul. We
were awaiting the go-ahead from the SVR to start stripping components, initially being
asked to wait for suitable storage to be found. Valuable parts were removed and then the
engine sheeted over until work could start in earnest.
The publicity strategy for the overhaul was considered, with various ideas for keeping
42968 in the press throughout the time out of traffic while she is being worked on.
Ultimately we rely on the national magazine editors deeming any item newsworthy
enough to justify column space, but rest assured, ‘best endeavours’ will be used.
A request to hire our tender whilst the locomotive is under overhaul, for use with another
engine - the 4F nearing completion of overhaul at the Gloucester & Warwickshire
Railway - had been received by the SVR and referred to us for consideration. (Whilst
their overhaul of the 4F is well advanced, the tender still needs a lot of work.) After a
lively discussion we agreed that the hire could go ahead, subject to various conditions
aimed at safeguarding the current good condition of our tender which was overhauled
whilst 42968 was running with the Stanier tender, and ultimately ensuring that it will be
back well before it is needed by our engine.
Our next meeting took place on 18th May and, as part of the usual reports, heard about
working party activities at Bridgnorth and the prospects for the overhaul starting later this
year. Also, the latest position on negotiations between the SVR and locomotives owners’
representatives was discussed. Progress was slow but positive, and it was agreed to
maintain our watching brief at this stage.
Proposals for a Driver Experience event in 2014 will be taken forward, using a suitable
engine from the operational SVR fleet instead of the usual Mogul, and it was also agreed
that, nearer the time, a post overhaul ‘Return to Steam’ special would be organised.
It was advised that hire of the tender had not yet been confirmed by the SVR as the
overhaul of the 4F was not yet complete. (At the time of writing this is still the case.)
A paper from Jim Norman on the future overhauls of 42968 was discussed. Jim’s paper
served to highlight the many potential changes that could impact railway preservation
and the operation of steam engines. Our immediate concern is the current overhaul,
followed by negotiations on the SVR’s locomotive agreement which would then
formalise the position for the (projected) 2025 overhaul, but it is clear that in time the
future SMF’s Committee of Management could face some interesting challenges. When,
and who will be around to deal with them?…… I’m just going to polish my crystal ball!
Finally, due to concerns over achieving a quorum for our planned meeting in August, a
decision was taken to cancel it. Our next meeting will therefore be on Saturday 26th
October, preceding the AGM at 2pm - I hope to see you there, Full details are enclosed.
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ENGINEERING MANAGER’S REPORT:

JOHN BOWATER

OUR ENGINE:
Welcome to my July 2013 report this is my first chance to report to you since ‘Our
Engine’ came out of traffic on the 25th of January 2013.
The first job for the working party on a cold, wet January day was to prepare the loco
for storage in Bridgnorth yard, and this involved putting tarpaulins over the engine
and tender. We then proceeded over the next few weeks to remove all of the cab fittings
and put them into safe storage. After completing this work, we have kept ourselves
busy helping out with other projects at Bridgnorth, mainly assisting with striping down
75069.
At the time of writing this report (late June), we have now been allocated storage space
in a container that was previously used for storing parts from 43106; this will allow us
to start preparatory removal of parts in advance of 29 moving into Bridgnorth
Workshop for stripping down ready for overhaul.
Our working party continues to be well supported, but we will still require more
assistance when the overhaul gets properly under way later this year.

Above: A sight which we all hope will only be temporary. 42968 has been split from
her tender and is protected by a tarpaulin cover, as she stands alongside the Bridgnorth
Machine Shop on 8/7/13 awaiting her call into the Works.
Photograph: John Bowater
WORKING PARTY ANNUAL DAY OUT:
Members of the working party enjoyed a day out on the Bluebell Railway on 15th June,
travelling from Stourbridge on one of Chiltern Railways` “newly restored” silver train
sets. After forward travel on a Southern service from Victoria, we arrived punctually
at East Grinstead and were astonished to see so many people, like ourselves, sampling
the newly re-opened connection. Congratulations to the Bluebell on achieving this long
fought for objective.
6
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29 ON THE TELLY:
Some of you may well have noticed ‘Our Engine’ pulling into Folkestone station with
the Gresley set of coachers!!!! A little strange, I think, but still very good publicity for
both ourselves and the railway. The sequence appeared in the BBC drama, “Dancing
on the Edge”.
WORKING PARTIES:
Can I remind you once again that our working party continues to meet mid-week at
Bridgnorth. At present we are not there every week, but our projected dates are
available on the Fund’s website. Alternatively please contact me on 01384 278075 or
e-mail john.bowater@hotmail.com

Above: The annual ‘Working Party Day Out’ visited the Bluebell Railway this year.
Seen enjoying the sights at Sheffield Park on 15/6/13 are from left to right, Robin Spain,
John Ashton, Dave Busk and John Bowater
Photograph: John Bowater Collection

SAE ENCLOSED
For your convenience this facility is again provided for you to send
your raffle ticket returns to me. If you wish, you can also use this
envelope to return your applications to subscribe to:‘The Lifetime’s Commitment Subscription Scheme’
and / or ‘The First of the Finest Subscription Scheme’.
In addition, you can also return your Proxy Vote instructions for the
forthcoming AGM, notice of which, is enclosed with this issue of
SMF News.
7
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JIM NORMAN

WEB MANAGER’S REPORT:

With all things now quiet on the News front, opportunity has been taken to add new
material and update some pages of the website. In particular, the Technical page has
had much new data added, and now possibly represents the greatest collection of
technical matter gathered in one place for this class, outside Horwich works. What
News there has been has also been added, along with some more links to You Tube
videos of our engine in action. Highly recommended is that containing three scenes
from her final day in action prior to overhaul on 5th January this year, but to save you
opening the site, the link is http://www.youtube.com/watch?v=GvQrwm5o6Jo. The
real action starts at 8 mins 45 secs!
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JIM NORMAN

ARCHIVE REPORT:

Recent Archive Reports have concentrated on the class of engines, its usages and
technical attributes, but this edition’s will look more at the Archive itself, and so bring
members up to date.
I took on the Archive some thirteen years ago, at which point it was a collection of
sightings by many, many individuals and other sources, and entirely paper based. This
made it very difficult to access any particular sighting as wading through all this
paperwork would be needed, and unless you were very lucky, sifting through the then
5,000 individual sightings might be needed. I had just finished university at the time,
where I had found that computers could be a very efficient way to store such data (and
also that they could provide endless problems of their own!) and began the task of
transferring all this information to an electronic format. This did take both a lot of
work and a lot of time, but was eventually completed. It’s difficult to state how long
the process actually took as more sightings were being added all the time, and further
submissions have continued ever since. In March 2006 I was able to report that we
had reached 9,502 sightings; by September 2007 it stood at 11,499; six months later
it was13,661 and 14,298 in September 2008.
I was soon able to report that the Sightings Archive had reached a magic 15,000; your
Editor’s predictable response was, “So when will we reach 20,000?” Well, it
happened just before Easter 2013, and while the growth from 2008 was rapid at first,
it slowed greatly as time went by. I decided to look elsewhere for further data and
Below: 42947 at Ratcliffe Junc (North East of Manchester), thought to be heading an
Up Class H goods train, circa 1950.
Photograph: John Ford / Courtesey Dave Ford
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Above: 42980 stands on Heaton Mersey mpd on 6/3/66, clearly showing the damage
to the front fireman’s side
Photograph: Rob Newman Collection
found it on the internet: many enthusiasts had uploaded their notebooks from all those
years ago so that they would be conserved for posterity, and I was able to access many
more sightings. It did though mean wading through many other numbers to pick out
the mere forty in which we are interested, and I feel now that I have probably
exhausted that particular source, for the time being at least. So, Richard, I suspect that
25,000 is not an achievable goal, but there is no harm in trying!
The internet provided much more than numbers, though: it provided many
photographs as well. One site on RMWeb.co.uk, http://www.rmweb.co.uk/
community/index.php?/topic/69274-dave-f-more-photos-added-4-april-from-1947to-1955ish/, (containing very many excellent photos) produced a very familiar image
of 2949 with a 4F running light at Cambridge in 1947 (approx). This image appeared
in the ‘Copped at’ series in SMF News, March 2011, but dated February 1948, but
credited to G Chesney; Dave F says it was taken by his father, John Ford. There is no
doubt whatever that they are taken from the same negative, but prints were often
passed around or sold; this just highlights some of the problems of an Archivist or
author in trying to trace and credit sources, and how easy it is to make mistakes.
David Ford, who uploaded his father’s photograph, had already shown one of 2947
circa 1950 at Ratcliffe Jct. on an Up Class H goods. Although not of the highest
technical quality, it is still a valuable piece of the class’s history, and I would be
delighted to receive many more such photos – and sightings – to fulfil RG’s fondest
desire!
10
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Moving on, a feature in the March 2010 SMF News entitled ‘Over to You’ showed
42951 ‘…drawing a short Class K goods out of a (unknown) yard and through a
station’ Suggestions for the location were noticeable by their absence, but an answer
has now been received from David Williams (Editor of SVR News) and ‘the SVR’s
Midlands Brains Trust’, which provided masses of supporting evidence (we did
believe you, David!). The answer proves to be Berkswell Station, between Coventry
and Stechford, so yet another minor mystery is solved. Grateful thanks to David and
his friends for the information.
And to finish, we can now reveal the reason for 42980’s withdrawal. Rob Newman,
Editor of the Stanier 8F Locomotive Society’s magazine, Black Eight, has provided
this photo of the engine at Heaton Mersey shed on 6th March 1966 and showing some
collision damage to the fireman’s side. She was withdrawn w.w.e. 8th January 1966
and would be sent to Ward’s of Killamarsh in April. In reality, the damage appears to
be superficial and only a few years previously, repairs would have been certain. But
by now, the class had less than a year left and even buckled plate work such as this
was enough to condemn any engine.

ARE YOU PART OF THE TEAM –
THE SMF TEAM KEEPING 42968 STEAMING ?
If you make a donation of £5 or £50, take out a Lifetime’s Subscription for £2 to £5,
purchase a First of the Finest subscription, donate one model loco or 20 model locos,
half a dozen books or 30 books, buy one raffle ticket or a book of raffle tickets,
remember 42968 in your Will or give an In Memoriam donation or
actively support 42968 in any other way then
you are doing your bit, and are part of the team.
DO YOUR BIT AND PLEASE DON’T LEAVE IT TO OTHERS
BE A PLAYER NOT A SPECTATOR

SEMPER PROTEGAMUS - (LET US ALWAYS PROTECT)

R. K. BLENCOWE HISTORIC RAILWAY PHOTOGRAPHS
48 Cherville Street, Romsey, Hampshire, SO51 8FD
For collectors of railway photographs I can recommend R K Blencowe
Tel 01794 502733, or e-mail: r.blencowe@ntlworld.com
They offer an excellent 7 day approval service at very reasonable prices.
Many thousands of photographs are available covering the period
1900-1990 including locos, rolling stock, station views, signal boxes etc.
I have always found them to be friendly, helpful and knowledgeable.
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RICHARD GREAVES

FUND RAISING REPORT:

A Lifetimes Commitment Subscription Scheme:
I can best describe this essential fund raising channel as stagnating, no not staggering,
stagnating! Despite my best efforts the number of current subscriptions has fallen back
to around 214 due, in part no doubt, to the recession and to the loss of members to the
great engine shed in the sky. The number of new applications following publication of
the last issue of SMF News has been just three.
There is nothing else that I can say other then this is just not good enough. If at least
250 members, out of some four to five hundred on the active membership list, are not
prepared to support this essential and worthwhile fund raising channel then I have to
ask myself, is it time for me to pack in? The alternative is to make it a compulsory
scheme, as it is for new members who join today, but it should not have to be like that.
In my mind members should want to join and make this scheme their number one
choice, knowing that their contribution is helping to keep 42968 a working steam
locomotive.
When 29 is in traffic we regularly get enquiries from members who intend visiting the
SVR, asking if our engine is working on such and such a date as they want to ride
behind her. Do members not in this or any other scheme ever ask themselves how 29
ever steams at all? It is certainly not on fresh air, that’s for sure. One member even
wrote to me after receiving the last magazine telling me he was not in, or supporting,
any of our fund raising channels and never would! That was nice of him wasn’t it?
Great to have supportive members and comments like that, after putting in untold hours
and hours of work on their behalf.
Yet another member wrote at the same time telling me that he also supported this, that
and the other organisation, both railway and non railway connected. Well, good for
him, but of what interest is that to me? It may surprise some of you to know that I am,
in fact, the Fund Raising Manager of the Stanier Mogul Fund. Should I really be
interested that member XYZ also supports organisations AB&C? I think not, in the
same way that the principle Fund Raising Manager, for example, of the RSPB would,
I think, have very little interest if one of his supporters told him that he supported the
SMF!
I too support other organisations of my choice with small monthly contributions, but
I don’t shout that fact from the rooftops. As the Fund Raising Manager for the SMF,
it is my job to maximise the intake of funds to the SMF, to ensure that 42968 remains
a working steam locomotive for as long as possible – full stop.
It is getting harder by the day to convince members that continued support is essential
for the working future of 42968 due, in no small part, to the almost daily launch of new
and alternative schemes and appeals, all of which are vying for your financial support.
Two examples close to home, and these are only the tip of the iceberg nationally, are
the 82045 new build project and the SVR’s current share appeal. Both of these are
trying to raise considerable sums of money and that means only one thing: that together
with all the other existing groups around the country, the slice of the available
contributions to everyone else gets ever smaller. My role, as SMF Fund Raising
Manager, is to ensure that our slice of contributions continues at current rates or, better
still, increases.
It is important that you all know and are in no doubt where I am coming from. I will
continue to push, shove and shovel 42968 down the throat of every SMF member until
12
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the CoM and / or the membership decide enough is enough. That is just one of my
jobs and I will continue to do it to the best of my ability. However, if anyone thinks that
they can make a better job of it by bringing new ideas or tactics to the table, then please
be my guest, and I look forward to meeting you at the AGM when election of officers
is made!
Once again, I stress that this message is not, and I repeat not, directed at those members
who have, are and continue to support 42968 in any other way.
Sales Stands and Donated Goods:
We attended the three day SVR Spring Gala last March and oh my goodness, it will
remain in my memory for a long, long time, but for all the wrong reasons. It was bitterly
cold with snow showers during all of the three days. I have never experienced cold
like it. Very few people appeared to attend and those that did leave the warmth of their
coach did not spend much time browsing around sales stands! I quickly found that if
I stood still for more than a few minutes, and that was easy to do with so few customers
around, that it was difficult to move again. It was as if my joints had frozen up and that
was under a thermal vest, heavy shirt, thick trousers, sweater and a gilet.
Once again I drew the short straw and was on duty over all three days. My sincere
thanks must go to my fellow assistants Brian Grant, John Tidmarsh, Bill Maffey, John
Ashton and Dave and Lorraine Busk, and to our early morning and late afternoon
colleagues who help us set up and put away, Martin Meredith and Gerald Guest. All
of these boys and girls deserve your wholehearted support and thanks for turning out
in appalling conditions to help raise the funds to keep your engine a working
locomotive.
Despite the conditions and low turnout we did, given the circumstances, do rather
better then I could have dared hope for during the three days, and at the end we were
only around 15% down on takings against the same event last year.
Due to a change of work (real work) roster, I found, at a late date, that I was rest day
weekend for the SVR Members and Shareholders Weekend and made a snap decision
to run the Sales Stand. Staffing was on a knife-edge and for a few hours on the Saturday
I was left on my own, but with the help of Gerald Guest, Dave Beer, John Ashton,
Martin Meredith and Dave Busk, we scraped through and enjoyed reasonable takings
for this event, to help keep your engine a working locomotive.
However, the continued success of our Sales Stand is entirely in your hands. It is all
about quality and quantity of donated goods. Make no mistake, we need your 100%
continued support in donating goods to the SMF, as much today as we did thirty odd
years or so ago. You and you alone determine the success of our Sales Stand. If you
supply the goods, we can sell them to maximise the financial returns that will keep
42968 a working steam locomotive, for your pleasure, in the years ahead. So it is over
to you, and I look forward to receiving your calls and letters during the coming months.

Your Archivist is ALWAYS looking for new material on sightings
and photographs of the Stanier Mogul class.
If you can help or know of anyone who can assist,
please contact Jim Norman whose details appear on Page 2
13
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JIM NORMAN

STANIER’S BOILERS:

As is common knowledge, William Stanier arrived at the LMS as Chief Mechanical
Engineer on 1st January 1932 straight from Swindon works, and brought with him many
GWR practices, plus a case of detail drawings of various GWR locos and fittings. Among
the ideas he brought was the Swindon boiler: tapered, Belpaire firebox, top feed, and
domeless, the regulator valve being in the superheater header. He also instituted GWR ideas
of low-degree superheat.
Stanier’s remit was to replace many aging and inefficient engine classes with modern
designs which would be efficient in coal consumption and light on repair and maintenance.
He initially proposed five new classes: 2-6-0 (Mogul); six foot wheeled 4-6-0 (Black Five);
six foot nine inch wheeled 4-6-0 (5XP, later ‘Jubilee’); 4-6-2 (Princess) and 2-6-4 tank
(three cylinders). He also considered fitting his taper boiler to some existing LMS types,
but later changed his mind; they were applied only to the Royal Scots and some Baby Scots,
and then starting only late into the 1940s. There were two reasons for this change of
direction: many of these classes suffered from serious mechanical problems so maintenance
issues would not be resolved; and the new tapered boilers initially did not prove to be as
successful as he had anticipated.
Three of these new engine classes, plus another soon to follow – the 8F, were of similar size
and used very similar boilers. Had Stanier brought all Swindon’s traditions with him, they
would have shared a common boiler, but in fact all four were different and could not be
interchanged. The similarities though were such that many of the expensive tools and dies
used in their manufacture were the same, so some economies were made there. The boiler
types were 3A (5XP); 3B (Black Five) 3C (8F) and 3D (2-6-0) All were different lengths,
and the 5XP had a larger firebox (see Fig 1 and Table 1). The similarity of dimensions
between them is striking, and odd fractions of an inch should not be overemphasised:
different materials (normal boiler steel or high tensile steel) would result in thicker or
thinner plates, while changes to the tubeplate thicknesses would also change the barrel and
tube length, and the heating surface.

Fig 1

Table 1
Boiler Class
3A 5XP
3B Black Five
3C 8F (VTP)
3C 8F (STP)
3D 2-6-0

A
5’0”
4’1111/16”
5’0”
5’0”
5’0”

B
5’83/8”
5’83/8”
5’83/8”
5’83/8”
5’83/8”

C
14’3”
14’3”
13’3”
12’3”
12’27/8”

D
13’911/16”
13’911/16”
12’101/16”
12’39/16”
11’113/16”

14

E
63/8”
63/8”
63/8”
1’63/8”
63/8”

F
10’0”
9’213/16”
9’3”
9’3”
9’3”

H
5’67/8”
5’67/16”
5’67/8”
5’67/8”
5’67/8”

J
4’27/8”
4’27/16”
4’27/16
4’27/8
4’27/8”
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Except for the 3A boiler, the firebox was pretty much common to the others, while the
tapered ring was shared by all; the front, parallel ring, the easiest part to modify, was made
longer or shorter to suit the boiler length. Even so, the non-interchangeability situation
actually got worse, because after a couple of years the boiler and fireboxes were redesigned
to replace the vertical throatplate (the front part of the firebox immediately below the
junction with the boiler) with a sloping throatplate, effectively lengthening the firebox and
shortening the boiler barrel. This was applied only to the 3A, 3B and 3C boilers, giving a
total of seven very similar boilers for four classes. Worse again, not only would the four
classes not interchange, but the vertical and sloping throatplate types within a particular
boiler class were not interchangeable either, at least not without modification work on the
engine frames.

Above: 2968’s boiler is lifted from the frames, 29th November 1986. The vertical
throatplate can be seen below the join of the barrel to the firebox, as can the top feed
and lack of dome, also the tapered rear barrel ring and parallel front ring behind the
smokebox.
Photograph: Richard Greaves
Many of the principles that Stanier introduced worked and showed a marked improvement
on existing LMS practice, but the boilers initially could not be included in these successes:
what worked on the GWR did not always succeed in LMS conditions. The boilers
themselves were sound engineering jobs, and Stanier was pleasantly surprised at the quality
of work produced in the Crewe boiler shop. The Belpaire firebox was hardly new to LMS
practice: the Midland, LNWR, L&Y, North Staffs and Highland Railways had all used it.
But they tended to be slab-sided affairs whereas the Stanier/GWR ones were beautifully
curved. Top feed worked well enough, but problems occurred with the smokebox mounted
regulators: cracks appeared due to the temperature differences between the saturated and
superheated sides, so a dome was later substituted to house them. Some, but not all, earlier
boilers were retrospectively fitted with domes, but some went domeless to the end of steam.
Of the eighteen Black Fives preserved, three (5000, 5025 and 5110) carry domeless boilers
to this day. But the biggest problem was that the boilers didn’t steam as expected.

15
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The problem didn’t really manifest itself particularly with the 3B and 3D Boilers (the 3C
came later, after many improvements had already been made), but the 3A fitted to the 5XPs
soon earned itself a very poor reputation. These engines had displaced the Baby Scots from
the more prestigious and harder workings, on which they had been performing well enough,
but the new engines were giving severe problems with much loss of time due to their
inability to produce sufficient steam. In the short term, the Baby Scots were restored to
their previous position and the Jubilees demoted, but that could not last: over one hundred
of these engines, ordered straight from the drawing board, were in traffic or on the verge
of delivery. The problem had to be solved.
Hindsight is a wonderful thing; the answer is always obvious once you know what it is, but
in this case it took much testing and experimenting with different boiler layouts. The
problems with the 3A boilers are outside the scope of this article but, suffice it to say, were
identified mostly as miscalculation of the chimney and blastpipe proportions: these had
been set up similarly to those in the 2-6-0s and Black Fives. But the 5XP was a threecylinder machine with six beats per revolution against four with the other types; all these
had only two cylinders, and a different set up was needed. The reason for the miscalculation
has been laid at Stanier’s door: the GWR had no three-cylinder engines so his experience
here was nil. But it is inconceivable that the CME would be so intimately involved with
design detail as to specify the blastpipe and chimney dimensions, yet the design team
already had experience of three-cylinder propulsion with the Royal and Baby Scots, both
of which were excellent steamers.

Below: Inside 2968’s smokebox during her retube, 1st March 2009. The three rows of
seven superheater flues, 21 in all, are visible, although only the top four left-hand
(looking forward) have their elements in place. The blast pipe is just visible at the
bottom and the chimney petticoat at the top, while the two main steam pipes are seen
at each side.
Photograph: Jim Norman
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Above: A contrast in styles: 42968 and 45110 stand together on Bridgnorth shed, 25th
June 2005. Both engines are domeless, but the delivery pipes to the top feed are
recessed on the Black ‘un, external on the 2-6-0. Other things to note are 42968’s
taller chimney and lack of smokebox door support bracket, but the family resemblance
is striking.
Photograph: Rob Newman
Although this was the main problem with the 3A boiler, the tests revealed various others
which were equally applicable to the 3B and 3D types. The small superheater was not a
factor in poor steam production; many engines without any superheating proved to be
excellent steamers, but the low steam temperature tended to exacerbate the effects of low
pressure. This was not an issue on the GWR: generally, the coal available to Western
engines was of a higher quality than that supplied by the LMS (contrary to rumour, the
GWR did not use exclusively best Welsh steam coal, but wherever the source, it had to be
good); and GWR enginemen were trained to a higher standard than those of the other ‘Big
Four’ railways. A GWR fireman on, say, a Castle with a 225 psi boiler would consistently
maintain the pressure between that figure and 220 psi, and all was well. If he allowed it to
fall to 215 psi, he would start to get querying looks from his driver, but a fall to 210 psi
would result in words being said; performance would already have begun to fall away. But
an LMS fireman would happily allow pressure to fluctuate between 225 and 180 psi without
any concern from him or the driver, unless a major effort from the engine were being called
for.

17
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Before describing the problems, it is necessary to give some explanation about boiler
proportions. There are two main ratios involved: the Area/Surface (A/S) ratio, defined as
the internal cross-sectional area of each tube and flue compared with its length; for the
flues this is minus the external cross sectional area of the superheater elements inside them;
and the combined cross-sectional area of the tubes and flues compared with the area of the
grate. The A/S Ratio controls the transfer of heat passing down the tubes to the water
outside them. If the cross-sectional area of the tubes is too small for their length, the hot
gases will travel slowly through them and all the heat will be transferred in the rear part
of the tubes while the front will add no heat to the water, but might actually remove heat
from it;. If the tubes are too large in diameter for their length, the gases will travel quickly
and have insufficient time to transfer their heat to the water, so much of the heat generated
in the firebox will simply be wasted through the chimney. A ratio of about 1/400 was
generally accepted for boilers of this size, but was not originally achieved. The Free Gas
Area as a ratio of Grate Area was generally accepted at 15% to 16%, but again, these early
Stanier boilers did not conform.
The 14 flue tubes were 51/8” diameter and that remained constant throughout the boilers’
lives, but the small tubes were 21/8” diameter, which was too large. The experiments on the
5XPs and, to a lesser extent, Black Fives, eventually produced more favourable ratios and
increased superheating, as this had also been shown as insufficient. The boilers were
modified to have 21 flues and superheater elements and 202 small tubes reduced to 13/4”
diameter (this could vary with time and with the class of engine, the 3D boiler was
originally 12’3” between tubeplates, but replacing the 7/8” thick firebox tubeplate by one 1”
thick reduced this to 12’27/8”). This revision of ratios could not be done quickly as it entailed

Right: 42968 has plenty of steam
available as she lifts her train, bound
for Oxenhope, up Keighley Bank during
her visit to the KWVR, 18th February
2006.
Photograph: Lynne Tidmarsh
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major modifications to the boilers: both the smokebox and firebox tubeplates had to be
changed, so it was hardly a quick job. But it was certainly worthwhile, and steaming was
never again a problem on the Black ‘uns, 8Fs or Moguls, although it took 2968 to convince
some people of this for the 2-6-0s.

Fig 2
Vertical throatplate Class 3 boiler, General Arrangement drawing, after the fitment of
a three-row, 21 element superheater
The vertical throatplate 3A and 3B boilers received further modifications over time (See
Fig.2): some 3A and 3B types stayed with 21 flues, but others got 24 flues, and even 28 (3B
only). But the 3C and 3D boilers never had more than 21, which could be considered as
moderate superheating at best. It was a complaint against the otherwise excellent 8Fs that
their water consumption was high, and many drivers held the modest superheat available
as the culprit.
There were some other modifications bestowed on these boilers, minor in themselves, but
not shared by the 3D. As previously mentioned, many were retrospectively fitted with
domes with the regulator moved therein, but no 3D boiler was ever so modified. The
delivery pipes to the top feeds were entirely external to the cladding plates on the 2-6-0s
and early Black Fives; the Black ‘uns later had them partially recessed into the boiler
cladding sheets, but they remained external on the Moguls, with prominent cover plates.
And many classes had a support bracket for the door fitted to the right hand side (looking
forward) of the smokebox ring. Despite all Stanier’s tender engines using the same door
interchangeably, the Moguls were never so fitted.
BOILER UPDATES – Jim Norman
1) Re photo of 42983 on lower part of Page 39 ‘Copped At’ March 2013 SMF News No
73 – Some interesting detail in the photo: the number C8409 is the boiler number; recorded
as fitted 28/11/58, so by then five an a half years old and into extension time. The engine
was withdrawn w.w.e. 15/1/66, so the boiler would be eight years on from overhaul, or
outside the normal limit. There are no photos of engines at Swindon without boilers, so
how much attention it received is mere conjecture.
The near side buffer beam has been straightened and the counter-sunk rivets replaced by
Swindon’s standard snap-head type, not an unusual job on these engines. The significance
of the number on the buffer beam, 4298, is unknown. It could be a tender number but the
Engine History Cards (EHCs), shows her attached to her original tender, 4552, throughout,
although the EHCs are not infallible. However, 4298 was flush sided, and there are no
photos of this engine with such a tender.
2) I have since found a photograph of 42983 inside Swindon shops with C8400 (42968’s
original boiler) chalked on the smokebox door. This boiler was fitted to 42983 at Horwich
Works on 14th September 1956, so was with the engine until withdrawal w.w.e 15th January
1966, a total of over nine years.
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DONATED GOODS – S-O-S
SAVE OUR SALES STAND:

RICHARD GREAVES

Regrettably, following my unusual low-key approach in the last magazine, the offers of
donated goods have reduced to a trickle, and having achieved good sales at our last two events
this year inevitably stocks of good quality goods are dwindling fast. So much so that it is
necessary for me to re-issue an SOS (Save Our Sales Stand) appeal and it is now, once again,
back to you, the loyal and supportive membership to show just what you can do.
I think both I (in my Fund Raising Report) and John Tidmarsh (in his article on Page 30),
have illustrated in graphic detail the unstinting support that my team of Sales Stand
assistants are prepared to put in, working to raise the funds that will help to keep 42968 a
working steam locomotive for the years to come.
With this in mind I urgently need you all to have a good sort out this Autumn and Winter
and to donate as much as you can of the goods outlined below and on the opposite page and
on the enclosed insert with this magazine. Stocks of model railway items are critically low,
and whilst preferably I would rather have items to be in working and clean condition,
anything at all that you can spare will be gratefully accepted. One thing I must say no to
though are made up cardboard lineside buildings, unless made by Metcalf or Superquick,
as all else do not cope well with regular handling or frequent packing. Model railway goods
are by far and away our best selling goods. Not only do they sell well in their own right but
they attract visitors to the stand who invariably buy something else as well. I can accept
model railway items in any make, any gauge and in almost any condition, and with so many
new models appearing from the major manufacturers to replace outdated versions, I would
be grateful to receive any older models that you no longer use or are replacing.
Also urgently needed are good quality railway books published by the recognised publishers
including:- Ian Allan, David & Charles, OPC, Bradford Barton, Silver Link, Book Law,
Middleton Press, Oakwood Press, Irwell Press, Foxline, etc. Again, I must say no to the
cheaper end of the market books, produced for the high street stores with vague, generalist
titles, as I am awash with such books. Model road vehicles including buses, lorries and
cars are also in great demand, as are Railway DVDs, but I can still accept Videos if they
are of BR archive or continental steam / diesel content.
Any railway memorabilia is always wanted, particularly station signs and totems. Also
smokebox, shed, works and wagon plates. Needless to say any cabside and nameplates will
not be refused either. Paper literature including excursion and special notice leaflets, pre1968 public timetables and Edmondson tickets, clocks, watches, lamps, carriage keys and
signalling items including tokens, tablets and block instruments etc., are all very acceptable.
Magazines are welcomed but only as follows:Pre 1968 only: Trains Illustrated / Modern Railways / Railway Magazine / Railway
World.
Steam Days / Back Track / British Railways Illustrated / Locomotive
All Dates:
Profiles and Locomotives Illustrated
The list of goods we need is endless, but anything to do with railways from N to standard
gauge along with shipping and road transport, and I am interested.
Please have a look through your possessions and if you can spare anything at all, call me
any evening on the number shown on Page 2. As you know, I do work full time and if I am
not around, please leave a message with my wife or on the answering service, and I will get
back to you a.s.a.p.
Please remember that we really do need you on board today to play your part in our team.
If you can supply the goods, we can sell them, and together we can keep 42968 a working
steam locomotive for years to come.
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SUPPORT YOUR SALES STAND
42968 NEEDS YOUR DONATED GOODS
TO RE-STOCK OUR SUPPLIES OF GOODS FOR THE SALES STAND
WE URGENTLY NEED YOUR DONATED GOODS
AS DETAILED BELOW
AS ALWAYS WE ARE DESPERATELY SHORT OF
MODEL RAILWAY EQUIPMENT, AND WHEN WE SAY
WE CANNOT GET ENOUGH OF THIS, WE REALLY MEAN IT.
We can sell any amount of this in any gauge, any age, Steam, Diesel or Electric outline.
Tinplate, Plastic, Kit Built or Proprietary, Modern or Ancient.
Accessories including buildings, signals, track etc. etc.
Triang, Hornby, Mainline, Dapol, Replica, Airfix, Bachmann, Lima, Hornby Dublo,
Wrenn, Hornby Tinplate, Trix, Trix-Twin, Peco, Fleischmann, Heljan, Jouef,
Vi-Trains, Liliput, Marklin, Rivarossi, Graham Farish, Minitrix, etc., etc…
Locomotives, Coaches, Wagons, working or broken, boxed or loose, mint or battered.
Single items to whole collections, we will be most grateful for anything.

WE ALSO URGENTLY NEED
RAILWAY VIDEOS / DVDs AND MODEL ROAD VEHICLES
E.G. DAYS GONE, EFE, CORGI, DINKY, MATCHBOX ETC.
STEAM SOUND RECORDS L/Ps AND E/Ps
AND ANY
HARD-BACKED RAILWAY BOOKS
ALSO BOOKS ON SHIPPING AND ROAD TRANSPORT
We would appreciate donations of any of the above from single items to collections

WE ARE ALSO
VERY SHORT OF RAILWAY MEMORABILIA.
Lamps, Clocks, Watches, Badges, Signalling items, Wagon, Shed and Works Plates
even the odd number or nameplate would be useful to have!!!
Posters, Excursion Leaflets, Paperwork, Pre-1968 Timetables etc
AND Pre-1968 BR Edmundson type tickets.

WE ALSO NEED
BAYKO AND MECCANO
Boxed sets or loose in any quantity

All donations can be converted into current SMF Subscriptions.
Collections can be arranged from most parts of the country
Usually within four to twelve weeks.
If you can make a donation or wish to discuss a possible donation further,
please ring Richard Greaves on 0151-426 7111
any evening between 7.30pm and 9.30pm
or write to me at the address on Page 2
21
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RICHARD GREAVES

2013 SMF AUTUMN RAFFLE:

Another twelve months and another annual raffle; where does the time go? Last year we had
our most successful raffle to date and, as I mentioned in the last magazine, we were just £80
short of my long held target of a gross £5,000 return.
Now, can we nudge past the £5K mark this year? Well, only you can answer that question. As
I always say, I can only send out the tickets, it is entirely down to your good-selves whether
or not you buy or sell them or return the unsold tickets to me or even (wash my mouth out),
put them in the bin!
For the last three years we have offered a joint first prize of a SVR Footplate Experience
Course, in which you could get the opportunity to drive and fire a steam locomotive on the
SVR. These prizes have been very popular and I believe are one of the main reasons for our
successful raffles in recent years. Therefore, for a fourth and possibly final year, this wonderful
joint first prize is again offered to the first two tickets drawn at our AGM on Saturday 26th
October 2013.
But as I always say, you can only win one of this year’s prizes if you buy the tickets, and if
your ticket(s) are not drawn, at least you have the satisfaction of knowing that you have
supported the Fund and have contributed to help keep 42968 in working condition for years
to come.
Please do not put the tickets to one side with the intention of filling them out later, as quite
often, later only happens after the closing date. If it helps, you can send them back straight
away in the SAE enclosed with this mailing, together with a post dated cheque for any date
up to 20th October 2013. That way you will be sure to enter the draw.
Will we pass the £5K figure this year? Well, your book of tickets may just be the one that
achieves that. I know you get many requests to buy raffle tickets, I do myself, and every cause
is a noble one, but as your long-serving SMF Raffle promoter, I can only ask that you put our
tickets at the top of your list and make this our most successful raffle ever, to support the
working future of 42968.
If you do not require any tickets in the future, please let me know with a covering letter in the
enclosed SAE and save myself the trouble and your Fund the expense of sending tickets to you.
Good luck if you do take part this year, and my grateful thanks in advance for your valued
support.

AT LAST! – A STANIER MOGUL IN OO GAUGE:

JIM NORMAN

Bachmann Stanier Mogul - From Bachmann’s website:
For release in 2013 or (more likely) 2014, the 00 scale LMS Stanier Mogul locomotives
feature:
A preserved example. Flush or riveted Fowler tenders. Tender current pick-up.
Scale: 00 Gauge (1:76th)
Product Code:
Product Title: 31-690 Class 5P4F Stanier Mogul 2-6-0 No 2955 in LMS lined black
31-691 Stanier Mogul No 42969 BR Lined Black Early Emblem
31-692 Stanier Mogul No 42968 BR Lined Black Late Crest (As
Preserved)
R.R.P. £118.95 (Various retailers are offering at about £101.11).
Archivist’s notes:
2955 retained her original standard, riveted tender up to at least 1959 (she later had a flushriveted tender, this not being recorded on the Engine History Card), but she also, uniquely,
retained the split boiler clothing with the first section parallel throughout her life. It will be
interesting to see if Bachmann reproduce this feature!
2969 gained a flush-riveted tender on 26/05/55, and the tender still had the early crest when
photographed on 08/09/62.
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Above: 42968 approaches Waterworks Crossing as she departs Hampton Loade with
the 12.10pm from Kidderminster to Bridgnorth on 20/5/09. Photograph: John Oates
Below: Making the climb of Eardington Bank look effortless, 42968 passes Crossing
Cottage as she nears the summit of the line heading the 11.40am Kidderminster to
Bridgnorth train on 11/8/09.
Photograph: John Oates
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Above: 42968 crosses Oldbury Viaduct on 10th May 2012 as she leaves Bridgnorth and starts
Photograph: J
24
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tarts the climb to Eardington summit with the 2pm service from Bridgnorth to Kidderminster.
h: John Oates
25
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Above: 42968 eases the 12.10pm service from Kidderminster to Bridgnorth into
Photograph: Mike Dean
Highley station on 21st May 2012.
Below: On a cold and crisp late Autumn day, 42968 departs Kidderminster on 14th
October 2012 with the delayed, 10.25am service to Bridgnorth.
Photograph: Richard Greaves
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A 100 YEARS OF THE MIXED TRAFFIC MOGUL:

JOHN BAILEY

“-— the creation of the general utility locomotive, a milestone in the history of the
locomotive in Great Britain.”
The above comment was made by Harold Holcroft (1) with regard to the entry into
service in 1911 of the first of the GWR 43xx class of moguls. Hitherto the mogul wheel
arrangement had been associated with what might be described as “stretched” versions
of the 0-6-0 goods engine.
Two years earlier Holcroft had taken leave of absence from his post in the Swindon
Drawing Office to visit North America and was struck by the use in Canada of small
wheeled moguls for all duties, albeit at modest speeds, on secondary lines. He thought
that with larger wheels, 2-6-0 locomotives would have a wide utility throughout the
GWR network, and he reported to this effect on his return. In his own words (1), he was
later asked by Churchward to, “Get me out a 2-6-0 with 5’ 8” wheels, outside cylinders,
the No 4 Boiler, and bring in all the standard details you can.” Holcroft used and
adapted drawings for the 3150 ‘Large Prairie’ tank engine and for the ‘Saint’ cab. After
a few days, a design was completed and construction of a batch of 20 was authorised.
The mixed traffic (MT) mogul concept caught on quickly with first Gresley on the
GNR, and then Billington on the LBSCR, producing pre-WWI designs. These designs
did not feature the Swindon front end practice and Belpaire firebox / taper boiler
combination, but the Maunsel SECR mogul design of 1917 did, after Holcroft had
moved to Ashford.
All ‘The Big Four’ produced MT moguls between the wars, with Stanier combining
Swindon practice with then current developments in the design preserved by the SMF.
This was a high point after which the 4-6-0 became the norm for mixed traffic purposes.
The case for subsequent moguls was usually for use on weight restricted routes, or to
replace obsolete designs on lighter duties.
As Holcroft was a Wulfrunian by birth and served as an apprentice at Stafford Road
Works before moving to Swindon, it is appropriate that an example of a GWR Mogul
(7325), is preserved locally in the engine house at Highley. In 2011 (and up to 2013),
the Stanier Mogul steamed past regularly, as did later variants by Ivatt, commemorating
the one hundredth anniversary of the event that Holcroft referred to above.
(1) Ref:- Holcroft H An outline of Great Western Locomotive Practice 1837-1947.
Published by Ian Allen.

THE TRANSPORT TREASURY
If you collect railway photographs have you tried:The Transport Treasury, Logie Shannoch, Drumrossie, INSCH, Aberdeenshire,
Scotland. AB52 6LJ Tel/Fax 01464 820717, Mobile 07867-645410
or visit: www.transporttreasury.co.uk or e-mail: info@transporttreasury.co.uk
They offer a super service and their prices are very reasonable.
Currently available are some 45,000 listed subjects for you to choose from
together with approximately half a million in the unlisted and unsorted collections
which can be viewed personally, by appointment.

27

91643 Newsletter No.74_28711 Newsletter No.60 08/08/2013 12:58 Page 28

NATIONALISATION TO RATIONALISATION – PART 8
The late
Junior Ofﬁce Relief Clerk and the dreaded Signalman’s Relief Roster: GEOFF SYMONS
I didn’t mind shift work, and in those days could sleep just as well in the daytime as at
night which impressed some of our more senior controllers, and I was always asked when
I came on nights how much sleep I had had, and upon replying “Eight hours,” was met
with a chorus of groans from these gentlemen who obviously envied my capacity for
sleep. It was a terrific learning experience and I benefited tremendously from contact
with these controllers, most of whom had either been signal or locomen with vast
experience and were more than willing to share it with you if you showed any interest,
which of course I did.
However, since the move into the control was a sideways one (i.e. same grade, no
promotion), I decided it was time to try to advance my prospects, and as one of the two
office relief clerks had been promoted to Headquarters, his job came up on the vacancy
list, so I applied and was appointed. I remember my interview with the District Operating
Superintendent (DOS), Mr. J. Greenwood (known as “Uncle Joe” behind his back), which
was short and sweet where he said that he didn’t like people, especially young people
coming out of the control, but I was the senior applicant so the job was mine! Joe
Greenwood always went for the safe option and it didn’t matter how suitable for the job
you were or weren’t, if you were the senior applicant, you got it, and in this way he
avoided any union or personnel controversy, as no one could gainsay seniority.
You will recall that previously I mentioned the signalmen’s relief clerk post, and how this
was the most arduous and stressful post in the district office. Well, I was about to learn

Below: Stanier 2-6-4T No 42611 is seen at Euston station circa 1960 and prior to the
re-building, on pilot / empty coaching stock duties. The presence of a Type 2 Diesel
(later Class 24), possibly on an outer suburban service, is evidence that steam now has
only a limited future.
Photograph: Richard Greaves Collection
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why because as office relief this was the first post you had to learn as the “new boy”. The
job entailed providing relief signalmen to all boxes in the London (Western) district for
holidays, sickness and vacancies and, believe me, it could become very complicated at
times! Signalmen’s grades were nearly the same as clerical staff, starting at Class 4 and
going all the way through to Special C, and you had to know all the relief signalmen by
grade, and which boxes they had been passed to operate.
There was also the added complication that if a relief signalman hadn’t relieved at one
of his boxes for six months, he was entitled to ask for a refresher before taking charge
again, which could make things a bit fraught when faced with a last minute sickness or
similar, and trying to keep the box open, as most of them were 24 hour jobs at that time.
Unexpected problems of a domestic nature could occur when arranging relief on the
Oxford / Cambridge line, which I only found out about when new and still green.
I attempted to place a certain relief man at a certain box (Fletton’s Sidings, I think it
was), only to be rung up by the local District Signalmen’s Inspector, Reg Smith, in a
great state to say that this wasn’t possible. Apparently, this chap when based there
previously had had an amorous relationship with a married lady whose house backed on
to the railway, nipping over the fence between trains, and doing a bit of ‘blocking’ on
his own account! Unfortunately for him, the lady’s husband found out and said he “would
kill the bastard” if he ever re-appeared in the box, so my idea was a non starter. Reg told
me that it was the custom for him to arrange relief down the branches as there were other
family feuds and the like which I couldn’t know about, so he used to send me a list of
the relief arrangements for the week which I advised to the signalmen by phone through
the Control phones.
Control telephone lines were what was known as ‘bus lines’, i.e. one line covering several
boxes, each box having a ringing code which you operated by use of the panel key.
During weekend engineering work, many signalmen were asked to perform duties like
pilotman or opening the box for extra turns etc., and it was my job to organise these
duties and advise the signalmen concerned. It was not unusual, therefore, particularly on
the North London Line where, perhaps, train frequency was not so great, for you to get
an audience when advising these additional duties, because as you keyed in the code you
would hear the phones all coming off their hooks, followed by comments like, “Blue
eyes,” “Ooh! brown gravy,” and “Brown nose,” followed by a sniffing noise as details
of the additional turn were passed to the lucky recipient.
Of course there were some duties which were particularly disliked by certain relief
signalmen, and one of these was Willesden New Line box, which was situated alongside
the platform at Willesden Jct. Low Level Station. This station consisted of an island
platform with a central bay, and was served only by the DC electric services (Broad
Street/Willesden shuttle into the bay, Broad Street/Watford peak hour trains,
Euston/Watford and Bakerloo Line trains) and involved quite a bit of platform duties. It
was really only a porter/signalman’s post, but the only person who knew it was a Special
C class relief signalman named Harold, who thought it was a bit beneath him, and hated
having to come out of his nice cosy cabin to wander about a draughty platform, and I had
to use all my diplomatic skills to get him to cover this post. It didn’t do to upset him as
he was the most senior and knowledgeable man in the area, but was also involved in
local government, so when he needed time off for this work, I was usually able to
accommodate him, so he never let me down. However, the signalman’s relief clerk job
was an extremely demanding one, and to my knowledge three people moved off it with
a grade to grade transfer, being unable to stand the unending pressure. I must admit that
it was with some relief I handed over the reins to the new fellow when I became the
senior relief clerk.
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THE 2013 SVR SPRING GALA –
SMF SALES STAND:

JOHN TIDMARSH

Spring is such a wonderful time of year. The spring flowers, the nights getting lighter
and the lambs gambolling under a blue sky as at last the sunshine starts to have some
warmth in it with the promise of summer to come.
The Sales Stand team at the SVR 2013 Spring Gala, under the controlled management
of Vice Admiral Greaves, considered these thoughts as they cowered against the wall
behind the stand on the concourse at Kidderminster, trying to shelter as the gale force
wind blew snow horizontally under the roof and on to the stock so carefully laid out.
The whole episode had not started well on the previous evening as I tried to negotiate
the maze that is Kidderminster, walking from the station to my hotel, and was covered
in a mixture of sleet and snow. Only a re-fuelling stop at Captain Cod’s made it
possible.
Friday was no better and the slate-grey, heavy sky was there to stay, with snow
flurries on and off all day. The view from the stand showed the empty space where
the droves of people who had read the forecast and decided not to bother should have
been.
Trains from Bridgnorth emerged from the mist in the distance and deposited small
numbers of cold people on to the snow-covered platform to rush towards the warmth
of refreshment rooms. Trains normally full and standing were sparse, such a shame
when so much time and effort and money goes into organising special events.
Saturday morning was also grim as I the trudged from the hotel: snow had fallen
overnight, but at least had a heart warming start as a steam special was due through
Below: It’s 23rd March 2013, the Saturday of the SVR Spring Gala and the SMF Sales
Stand should be surrounded by eager bargain hunters. But alas, it is bitterly cold
with frequent snow showers and the three stalwarts on duty are all trying to keep up
their spirits by sharing a joke. L-R Richard G, Bill Maffey and John Ashton.
Photograph: John Tidmarsh
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Above: I think this view of a bleak and desolate Kidderminster station taken on 23rd
March 2013, explains better than any words can, just why the sales stand was
deserted, as viewed in the previous photograph. All credit to John T for risking life
and limb to walk (ski?), to the end of the yard to ‘bag the shot’. However, he was
under orders to do so by Vice Admiral Greaves!
Photograph: John Tidmarsh
Kidderminster at 8am, so we were able to get a fix before setting up the stand. The
sight of a train, double headed by Halls, rushing through the station at full speed with
regulators and whistles wide open, is enough to gladden any heart, even on a cold day.
Numbers were thankfully a bit up on Friday, but nowhere near normal and the snow
continued to fall most of the day before I escaped to catch a train to struggle back
across Birmingham to Nottingham.
Rumour has it that the snow was even thicker on Sunday. (Yes, it was –Ed.)
None of this is good for business, either train tickets or Sales Stand sales, but luckily
we had good quality model railway goods on the stand, so it was still all worthwhile.
Huge thanks to Richard, Dave, Lorraine, Bill, Brian, Martin Gerald and John
(Ashton), whose company and banter made it all bearable. You owe these guys a big
thank you as they put in extraordinary efforts to travel long distances to stand in the
bitter cold to raise funds for our engine. (And, don’t forget a big thank you to the
author of this article, John Tidmarsh – Ed.)

MEMBERS NOTICE
The advance notice of a poll, announced in SMF News No 73, to determine
the future livery(ies) to be carried by 42968, following the forthcoming
overhaul, has been deferred by your CoM to a future date.
A further announcement on this subject will be issued by your Secretary
in due course.
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‘COPPED AT’
Above: 42963 (3D), stands L/E at Bath (Green Park) circa 1951, waiting to work
north with train M866. It is though that this train had started from Bournemouth
West, working into Bath over the S&D route and going forward to the North or
Midlands.
Photograph: P B Whitehouse
Below: Standing in a centre road at Bristol (Temple Meads) station in 1948, 2981
waits to takeover an inter-regional train from the West Country to the North or
Midlands. Chalked on the smokebox door is Reporting No. W714 and she also
displays a Reporting No. board, M888
Photograph: SMF Collection
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‘COPPED AT’
Above: 42974 is seen at the ex Midland Railway shed at Bristol Barrow Road on 18th
October 1964. She has been split from her tender and is receiving ‘running repairs’
by the shed fitters.
Photograph: Rex Conway
Below: Near Mangotsfield on the ex Midland route from Gloucester to Bath and
Bristol. Train M905, thought to be from the North or Midlands and working through
to Bournemouth West via the S&D, is headed by 42978 on 28th July 1951. The engine
would work the train to Bath (Green Park). (I am indebted to Mr. Richard Strange for
information in this caption - Ed.)
Photograph: R J Leonard / Courtesey KRM
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DAD’S TRAIN-SPOTTING DAYS PART 4: (concluding) BOB WATKINSON
Proceeding to Carnforth, we were surprised to see the yard full, especially the stored
and withdrawn locos: two Super Ds and seven Jubilees, only two of which were in
steam. Onwards to Lancaster Green Ayre and Fleetwood, seeing more familiar types,
Crabs and Jinties. At this point we looked for somewhere to spend the night. A nice
quiet country lane: ideal, or was it? About 4.45am we were awoken with the tent
moving violently. The cows were being put out and one had its leg around a guide
rope. The farmer thought it was very funny and couldn’t stop laughing. He was still
chuckling over the coffee he offered us at the farm, it was beautiful coffee made with
fresh milk.
We were then on our way again to Preston and Lostock Hall. Preston shed stood with
no roof on, having been destroyed by fire. Inside stood two Super D 0-8-0s and
Patriots 45543/50. Lostock Hall was the usual collection of tank engines and heavy
freight locos. At this time it never dawned on me that this would be a place I would
visit many times in later years.
Lower Darwen, Rose Grove and Lees were all visited before mid-afternoon. We then
got to Horwich works. Of great interest were the works shunters, ex L&Y Saddle
Tanks numbered 11305, 11324 and 11368. Of special note receiving attention were
42946, 42977 and 42980. Bolton, Gorton, Newton Heath and Longsight were next,
and then down for the night. I think the strain was beginning to tell, especially on the
finances.
Willie’s parents lived in Birkenhead, so it was decided to head there via Walton-onthe-Hill, Aintree and Bank Hall. At the later shed we had our first refusal to go
around, very frustrating as my last Jubilee, 45719 Glorious was on the shed. Looking
at the roster board, it wasn’t scheduled for anything so my luck was really out. I never
did see it.
Below: 45719 Glorious (27A), propels ecs from Clifton Sidings into the South bay at
York circa 1956. This will form the 5.15pm to Liverpool (Exchange) which is the
return, engine working, of the 10.30am Liverpool (Exchange) to Newcastle. (I am
indebted to Mr David Tyreman for information in this caption - Ed)
Photograph: E Blakey / Courtesey Transport Treasury
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Above: Ex. North London Railway 2F 0-6-0T No 58850, stands between duties at
Cromford sidings on the Cromford and High Peak Railway on 19th April 1953.
Photograph: BKB Green / Courtesy Initial Photographics
That day we had some real food, provided by Willie’s mum, and a very welcome
wash and brush up. The next day after a good night’s sleep we were ready for the last
few days. Willie decided to stay at home and have a few days with his parents and
look up some old friends.
Fred and I said our goodbyes and headed for Speke Junction, after which we went to
Edge Hill. For the second time we were refused entry. We then did Birkenhead shed;
this had plenty of freight engines, including two Fowler 0-6-0Ts, 47160/64. Other
engines included two J72s WDs 9Fs, 8Fs and 2-6-4Ts. There was also a large amount
of 0-4-0 diesel shunters and Crabs.
Chester was the next stop. Two Britannias, one Scot, 46120 and two Jubilees and
quite a few standard engines were present. Mold Junction was the next stop with a
mixture of ex-LMS and GWR locos: three Halls, one Castle and plenty of Black 5s.
On to Shrewsbury and a very pleasant foreman, who was very interested in where we
had been. We spent most of the afternoon talking and drinking rather strong tea. The
shed was full of ex-GW engines which included six Counties, two Manors and a
hand- full of Halls. On the LM side, there were three Jubilees and plenty of Black 5s.
There was only one diesel on the shed and that was D1007 Western Talisman.
We then decided to call it a day and wandered around the town where we bought the
usual fish and chips, before returning to the shed. We received some strange looks as
we were putting up the tent at the back of the car park.
After a good night’s sleep, we headed for Crewe to see some of my favourites; I
wasn’t disappointed. On the shed were five magnificent Duchesses plus eight
Jubilees. There were no signs of any Scots, but six Brits. I suppose they were the
Scots replacements. Then it was on to the South shed, and as usual a scrap line which
included six Jubilees, 45552, 45556, 45591, 45586, 45644 and 45722; also included
were two Super Ds.
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Doing a bit of spotting on Crewe station gave us a chance to grab a snack and a drink.
Home was only an hour and a half away so the decision was made to end our
marathon. Fred stayed the night at my place, and to finish things off we went to the
High Peak Railway and Rowsley the next day.
Fred and I did many more marathon weekends, but after a couple of years he married
and emigrated to Australia. I hope he treasures the memories as much as I do.
For all those of you who have wondered how we got round all the sheds (including
myself, who often never got past the Shed Foreman’s window, and that was always
after calling him sir! – Ed.), do not marvel any longer; I will explain. We had a
strategy. Firstly, always approach the Shedmaster’s office and be polite. Then explain
that we are in the RAF, showing our identity cards. With this we say, because of the
nature of our work, we cannot always plan our time off so we have difficulty
arranging permits. This worked for us nearly every time. In fact we nearly always had
what I call VIP treatment.

SALES STAND EVENT DAYS – AUTUMN GALA 2013
The Stanier Mogul Fund Sales Stand will be open for business
at Kidderminster Station on the following dates
Friday
Saturday
Sunday

20th September 2013
Autumn Steam Gala
21st September 2013
Autumn Steam Gala
22nd September 2013
Autumn Steam Gala
_______________________________

Please feel free to visit with both your monetary and moral support !
If you have any goods to donate and can bring them on any of the above
dates this would be very much appreciated.
Assistance will be available to collect goods from your vehicles

URGENT APPEAL - FOR PLASTIC CARRIER BAGS
ARE YOU COMING TO THE SVR AUTUMN STEAM GALA
ON 20th 21st or 22nd SEPTEMBER 2013?
IF SO WE WOULD BE MOST GRATEFUL FOR SUPPLIES
OF NEW OR USED PLASTIC CARRIER BAGS
FOR RE-USE ON OUR SALES STAND.
ALL QUANTITIES GRATEFULLY RECEIVED.
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MEMORIES OF A SIGNALMAN – PART 6:
Hand-signalling on Merseyrail.

ADRIAN BODLANDER

The previous articles in this series have concentrated on my early years on the railway
from 1980 to 1983; however, for the next few articles I intend to jump ahead to 1994.
At this time, I was a Class 3 Rest Day Relief Signalman based at Garston Jct. The job
covered just two boxes, Garston Jct. and Garston (Church Road), described in the
previous article. When I was appointed in 1990, there was a full roster of work;
however, the closure of Church Road in June 1993, followed by a reduction in hours
for Garston Jct. later that year meant that by June 1994 I had only a few days work
per week and a lot of spare days, when I could be called for almost anything.
This made me available for some unusual hand-signalling jobs in connection with the
re-signalling of the Merseyrail network. Prior to this, all the third rail lines were still
controlled from manual boxes using absolute block, no mean feat considering the
intensity of the service. However, the receipt of a substantial grant from the EU meant
that BR (and its successor, Railtrack), along with Merseytravel, were able to proceed
with a scheme to control the whole system on both sides of the Mersey from a single
centre at Sandhills, near Bootle.
This major project involved the closure of 27 Manual signalboxes and the conversion
of a number of level crossings to CCTV operation. In common with many large
engineering projects, it soon ran over budget and was six months behind schedule, but
by June 1994 Phase 1, The Northern Lines, had been successfully commissioned and
Phase 2, The Wirral Lines, was due for completion in September of that year. This,
Below: Rock Ferry Signalbox was a Type 15 designed by BR (Midland) in 1957. It is
viewed looking towards Birkenhead on 26th November 1983.
Photograph: Adrian Bodlander
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and the following article will describe two jobs that I was involved with on the Wirral.
The first job was based at Rock Ferry, on the Birkenhead – Chester line and took
place from Thursday 16th June to Sunday 19th June. The installation of new equipment
in readiness for the changeover to the IECC in September meant that the NX panel at
Rock Ferry was not compatible with this system, so a temporary switch panel was
being installed to allow the box to continue operating until the switchover. This
involved the complete disconnection of all Rock Ferry’s points and signals for a four
day period. Points would be clipped up, crossovers and sidings would be out of use
and trains would be hand-signalled through the affected area. Merseytravel accepted
the substitution of buses on the Sunday but required a train service to be maintained
on the three weekdays.
A temporary timetable would be operated with a 30 minute frequency instead of 15
minutes, and trains would be signalled using a system known as temporary block
working. This was a system adopted in track circuit block areas when it was
necessary for drivers to pass several consecutive signals at danger. A hand-signalman
would be stationed at the signal controlling entrance to the temporary block section,
equipped with a supply of temporary block tickets on which would be printed the
details of the signals the driver was authorised to pass at danger. The hand-signalman
would place a detonator on the rail, ahead of the signal and display a hand danger
signal (red flag by day, red lamp after dark) to an approaching train. He would enter
on the ticket the train reporting number, the time and his name, before handing it to
the driver. After obtaining permission from the signalman for the train to proceed, he
would remove his detonator and authorize the driver to pass the signal at danger and
enter the temporary block section using a yellow flag or lamp.
At the end of the temporary block section, a second hand signalman would stop the
train with a hand danger signal as above, and collect the ticket from the driver, who
would be told that normal working applied from this point. After getting permission
from the signalman, he would be authorized to proceed, and when he had passed 200
yards beyond the exit signal the hand-signalman would tell the signalman that the
train had passed complete with tail lamp. The signalman then knew that his section
was clear and he could authorize another train to enter the temporary block section.
With both up and down lines affected four hand-signalmen were required, plus a fifth
to relieve the others for meal breaks, PNB, etc. Double this for two shifts and you had
a requirement for ten men each day, and you see why the roster clerk had to utilise
men who did not normally work on Merseyrail.
Two ten hour shifts were rostered each day, 0500-1500 and 1500-0100. I was rostered
for the late turn for all three days and duly reported to Rock Ferry signalbox at 1500
on Thursday 16th June. The four other hand-signalmen were already there, and the
Inspector soon arrived wanting to know why we had come to the box instead of going
straight to the signals, as the early men were waiting for relief. On being told that we
had not been advised which signals we were required at, nor how to get there, he
arranged to take us in his van. “You needn’t come,” he said to me, “I’ve got you down
as relief, seeing as you know the area.” I am being polite here, what he actually said
was, “I’ve got you down as the s—- and buttie man.” I leave you to fill in the blanks
bearing in mind the previous reference to PNB!
His assumption about my knowing the area was based on the fact that I was the only
one who lived on the Wirral. However, as I had never worked on Merseyrail, I had to
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Above: Looking towards Birkenhead Docks on 26h November 1983, the Down goods
line is protected by the Rock Ferry Down Goods starter and distant signal. The
distant was advance warning of the Rock Ferry Down Goods advance starter signal.
Below the distant signal is a calling on signal.
Photograph: Adrian Bodlander
admit that I did not know where any of the signals where either, so we all went with
him to sort things out.
The two men on the Up (Liverpool bound) line were stationed at Bromborough Rake
Station and Rock Ferry Box, while the men on the Down (Chester bound) line were
based at Green Lane station and Bromborough Rake Station. The men at
Bromborough Rake were not too badly off as they could stay on the station between
trains: there were shelters with seats and of course they had someone to talk to. The
man at Rock Ferry could stay in the box with the signalman, as his signal was nearby,
but the man at Green Lane had the worst job due to the nature of the station.
The previous station, Birkenhead Central, is in the open, as the main underground
tunnel finishes just before the station. Then between Birkenhead Central and Rock
Ferry, the line enters a further tunnel and Green Lane is in this section. It would be
more correct to call it a sub-surface station than a true underground, as the Liverpoolbound platform is open to the air while the Chester-bound platform has a concrete
roof. There are steel girders connecting the half roof to the retaining wall and wire
netting has been placed over these to prevent people throwing objects on to the track
below. All this combined to make it a gloomy, cold and rather unpleasant place to
have to spend ten hours.
After the other men were in place, it was back to the box for me and the inspector,
where we discussed my rota. It was agreed that I would give each of the men a half
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hour break from 1700 onwards and that I would take over from the man at Green
Lane at 22.00 hrs and complete his shift so he could have an early finish, as
compensation for having the worst job. “I think you’ve got a good deal,“ said the
Inspector, “You will only do about five hours work; the rest of the time you can be in
here.”
After he had gone, we made our own arrangements which went something like this.
About 1600 I went to Bromborough Rake; on arrival I would relieve one of the blokes
while he went in his car to a nearby MacDonald’s and bought takeaways for him and
his mate. Returning after about ten minutes, both hand-signalmen ate their meal in
one of the platform shelters, while I kept a look out for any trains and manned the
appropriate signal if one arrived. If two trains had arrived at the same time one of the
others would have had his meal interrupted, but in the three days of the job this never
happened.
The guys had usually finished their meal in about twenty minutes, but as I was
supposed to spend an hour there, I would stay for a chat and we would take it in turns
to deal with the trains. Then it was down to Green Lane to relieve the man there. He
always brought sandwiches and a flask so his main requirement was company. I
would stay and chat for about an hour, then it was back to the box for my own break.
The bloke at Rock Ferry did not require relief as he had plenty of opportunity to have
something to eat between trains and had the use of the box toilet. At 22.00 it was back
to Green Lane, where I finished the shift. Being on your own in the gloom wasn’t
very pleasant, but time soon passed and the good news was that the last down train
was at midnight, after which it was home to bed. The guys at Bromborough Rake
were not as fortunate as they had empty stock trains on the Up and had to do the full
shift until 01.00
A corrugated iron shelter with a seat had been provided for the hand-signalman at
Green Lane so you didn’t have to stand all the time. The telephone to the box was on
the platform but the signal you were flagging was several yards inside the tunnel. As
soon as you heard a train approaching you would phone the signalman at Rock Ferry
and get permission for it to enter the temporary block section. When the train stopped
at the platform end, you could hand the driver his ticket, then you had to go into the
tunnel in front of the train, retrieve your detonator, before authorizing the driver to
pass the signal at danger and remember to replace the detonator after the train had
departed.
Very few people used the station at that late hour and you were on your own for most
of the time, but could hear voices from the street above and your imagination was
filled with a vision of drunken youths bearing down on you out of the dark, which
thankfully never happened.

VISIT THE SMF WEB SITE AT
www.staniermogulfund.org.uk
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24 HOURS ON BRITISH RAILWAYS:

TONY COUSINS

1989 was the year we attempted to beat the mileage record for 24 hours of travel on
British Railways. “We” were a good friend and I, both living in Rugby, and we
decided to have a go in aid of a local child health project which had launched a public
appeal.
First base was, “What’s the current record?” A quick check with the Guinness Book
of Records revealed that we would have to travel more than 1,729 miles in 24 hours
to beat the existing record – an average of over 72.4 mph! Wow! We realised we had
taken on an ambitious target; we also realised that we depended on trains actually
running very closely to timetable.
A date was fixed, a Thursday being chosen so we could have the weekend to recover.
Then it was down to planning and getting the all important sponsorship. Planning was
fun, and interesting too. I still have sheets of A3 with various routes and running
times with numerous options explored, such as WCML; ECML; Paddington – Exeter
(we excluded Plymouth because of the slower speeds over Dainton and Hemerdon);
Exeter – Glasgow. Being a couple of long-standing rail enthusiasts we were very
tempted to try the exotic, but in fairness to sponsors we felt we had to focus on the
fastest routes we could work out. Thus the trial routes sheets are inscribed with
comments like, “Forget Holyhead.” A cryptic summary was that train speeds on this
route would not help us, and that the balance of mileage covered and time consumed
was not favourable.
We soon realised that the fastest route then was the ECML, and we honed down our
journey with a start time of 23.45 on the Euston – Edinburgh sleeper. This meant
Below: Kings Cross and the start of the 24 hour marathon. Class 47 No. 47425
awaits departure with 1S60, the 20.00 Kings Cross to Aberdeen sleeping car train on
14th April 1982.
Photograph: Richard Greaves
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travelling up from Rugby around 20.30 and we had a small crowd of well wishers to
see us off, the local paper having given us some coverage. The record attempt did not
include this train however and we had time for a look around Euston, St. Pancras and
King’s Cross before commencing our challenge; if all went well we would just beat
the record and finish in Doncaster 4 minutes inside the 24 hours allowed – and 7.75
miles over the record. Not much, but a new record.
BR had declined any support when we asked for a discount on the all-line rover
tickets we needed, but the local branch of NUR/ASLEF came up trumps and
purchased both tickets at £135 each. A substantial contribution to our effort for which
we were extremely grateful.
We made a good start, 23.45 became 23.47½ but we were into Waverly 3¼ minutes
early at 06.16.50secs and met the first disaster of the day; the coffee machine on our
sleeper had broken down! No matter, we were away again on the Up 06.55 train to
King’s Cross which left spot on time. Pleadings with the dining car attendant for
breakfast were unheeded, but this helpful man told us he had to serve breakfasts for
the Newcastle contingent and we would have to wait – but, bless him, he emerged
very shortly afterwards with a huge pot of gorgeous coffee and let us into the dining
car well before Newcastle. What a star. He had a simple criteria for those wanting
breakfast: he said, “I’ll dangle you upside down and if money falls from your pocket
you can have breakfast!”
Sadly the train operation wasn’t going so well; we were on time past Dunbar but 4¼
minutes down by Berwick-on-Tweed and a disastrous 20¾ minutes late past
Alnmouth. We were still 19 minutes down at Newcastle and recovered little by York
and were still almost 17 minutes late at Doncaster. The section on to Peterborough
reduced the deficit to 13 minutes 48 seconds and our 10 minute connection at King’s
Below: On a wet and dismal 18th March 1989, Class 86 No. 86425 calls at Crewe with
the 13.10 Liverpool (Lime Street) to London (Euston) service.
Photograph: Richard Greaves
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Cross was beginning to look hopeful. It was not to be though; we knew it was a tight
turn round and to our dismay we passed our northbound 12.00 noon back to
Edinburgh in the tunnels immediately outside King’s Cross, which we reached 13
minutes and 28 seconds late. Thus are dreams were broken.
Now we needed to do some quick re-planning to make the best mileage we could,
knowing already that our record challenge had failed. There was no suitable departure
from King’s Cross and we whizzed up to Euston, where a 12.50 additional train took
us to Crewe. We could not avoid a wait of about an hour at Crewe before heading
back to Euston on the 15.13 departure, which reached Euston in just 123 minutes
including a Rugby stop.
We then decided that, rather than finish in some remote town at 23.45 (the end of our
24 hours), we would aim to get back to Rugby and our own beds. By now weariness
had really kicked in but we took off from St. Pancras on the 17.45 departure for
Sheffield, reached at 20.05.
Here the station cafeteria served up the worst baked potato snack I have ever tried to
eat, served by a totally disinterested member of staff to whom the concept of
“service” and “customer” appeared to be entirely foreign.
Heading now for Birmingham and the promise of a nice warm bed, our journey
became mundane, but for the record we were into Derby one minute early and New
Street nearly two minutes late before catching a local service home, where we arrived
at 23.26, 19 minutes inside our timed 24 hours, but sadly only 1385 miles covered. I
say only; we were absolutely whacked and fell into bed happily.
We had certainly had a memorable trip, and our impression of BR was pretty
favourable. Apart from the one timekeeping problem, obviously caused by some
operational problem on the ECML, our trains had run pretty well to time and had been
clean and comfortable. We had enjoyed miles of scenery, traversed a considerable
chunk of the country and had a thoroughly good time. On top of this, we managed to
raise a couple of thousand pounds for the charity, so all in all we were quite satisfied,
but inevitably disappointed.

‘THE FIRST OF THE FINEST’
42968 MAINTENANCE SUBSCRIPTION SCHEME
Stanier Mogul Fund Maintenance Subscription Scheme in units of £10 each
(maximum holding £500)
Offers a low cost opportunity to contribute to the ongoing maintenance of
42968 and can be purchased singularly or in multiples of £10,
either by outright purchase (cheque / PO)
or by Standing Order - (minimum of £5 per month).
If you wish to increase your financial holding in the Stanier Mogul Fund
please:Complete and return the enclosed
‘The First of the Finest’ 42968 Maintenance Subscription Scheme
Application Form
to Dick Lewis in the SAE provided
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DAVID BRADBURY / JIM NORMAN

THE LMS 0-4-4 TANKS:

Because of the interest that this subject continues to generate, the following
correspondence from David Bradbury and the reply from Jim Norman are published
below as a separate article, rather than under ‘Letters to the Editor’ – Ed.
Dear Richard,
Thank you for the latest Stanier Mogul Fund News (No 73). The topic of which Stanier
design was his first one for the LMS has arisen again. (pages 8–11). In essence, Jim Norman
was saying that the construction of 6200 ‘The Princess Royal’ was rushed through as a
prestige project to overtake 13245 in the workshops.
I don’t have any axe to grind in this matter, and I don’t wish to be a trouble maker, but are
we not forgetting the small class of 0-4-4 tank engines numbered 6400 onwards (and later
renumbered 1900 etc. to make room for H.G. Ivatt’s small 2-6-0s) that were built in 1932?
As the 0-4-4 tank was provided with a parallel boiler and not a tapered one, are we inclined
to believe it was not Stanier’s design? I would like to remind readers that William Stanier
left Swindon at the end of 1931, and the GWR was about to build a class of 0-4-2 tank
engines numbered in the 4800 – 4874 series (later renumbered 1400 – 1474) which also had
a parallel boiler. There is a good chance that Stanier was involved in the design of the new
GWR 0-4-2T, took some of the ideas with him and produced a very similar engine for his
new employer, the LMSR.
Does anybody else support this view ?
NB: My guess is that the LMSR 0-4-4T used the Standard 0-6-0T (Jinty) boiler, so the only
new parts would be the super-structure from the side tanks backwards and the rolling
chassis, but I’ve not checked any of the boiler dimensions. Was the cylinder block and valve
gear adapted from the Jinty? Hybrids like this occurred frequently in locomotive designs,
choosing good features of existing designs and incorporating them into new units.
D Bradbury, Oldham.
14th March 2013

Below: 41908 stands at Watford Junction circa 1955.
Photograph: R K Blencowe Archive
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Reply From Jim Norman - SMF Archivist.
In many ways, David, you have answered your own question: these 0-4-4 tanks were not
Stanier’s design. Due to their date of introduction – after Stanier took up office (on 1st
January 1932) – he has often been credited (blamed?) for them, but they are from a former
era. Their external appearance is pure Midland, as was so much else, and they had virtually
nothing to do with Stanier.
To see how and why they came about, you need to know how LMS locomotive building
happened; it was a direct descendant of the Midland system. On almost every Railway, the
Operating or Traffic Department would issue the CME Department with a requirement for
so many locomotives able to fulfil a set of requirements as to performance, route
availability, etc., and the CME Dept. would build the required machines, either to an
existing design or a new one if nothing suitable did not already exist. In the Midland and
early LMS system, the Traffic Dept not only formulated the requirements but also specified
the actual locomotive design. As its top management were all ex-Midland men, they were
happy to keep producing ex-Midland designs, which by this time were far out of date.
To return to the 0-4-4Ts, the Traffic Dept. required ten engines to be built at Derby to Lot
No.78 for 1931 introduction, this period being under the leadership of Ernest Lemon,
Stanier’s predecessor. This was agreed at the meetings of the Traffic Committee and the
Locomotive and Electrical Committee on 28th January 1931, and sent forward for the
approval of the sub-committee of the Board of Directors. The intention was to build a
further batch of Midland 0-4-4Ts of a Johnson design going back to 1900, but even the exMidland officers had to agree that this appeared somewhat ‘dated’, so the Drawing Office
(DO), was required to modernise its appearance, and this clearly followed that of the Jinty.
The boiler though was the old Midland’s G6 (the Jinty’s was the G5½), also used on the
Kirtley and Johnson rebuilt 0-6-0s and the rebuilt Johnson 2-4-0s. Both books (see
Bibliography) make the point that the DOs dragged their feet upgrading the redesign. I have
no evidence to support this, but suspect that the DOs, having produced a number of new
designs, had no desire to get stuck in to this obsolete one. But sooner or later, the Traffic Dept.
must have started asking where their new engines were, and work restarted towards the end of
1931. There was a hitch when someone suggested changing the wheel diameter, although this
wasn’t actually done, but by the time the drawings were finished, material collected, metal cut,
cast and forged and the whole lot put together, it was December 1932 before the first engine
appeared. This delay allowed certain Stanier modifications to be made.
On his arrival, Stanier decreed that new engines would include his wheel pattern, axleboxes,
taper boiler, top feed, superheat and snap-head rivets, etc. Some classes were already
authorised for 1932 production but as many Stanier features as possible were included. For
1932 these were largely restricted to the wheels, axleboxes and rivets, which appeared on
the last batches of Fowler Class 4 tanks, Crabs, Baby Scots, Royal Scots and 0-4-4Ts. By
1933, time had allowed the next batches to include the taper boilers, etc, so the next Baby
Scots appeared as Jubilees; the Horwich Crabs appeared as our very own Moguls.
These modifications would have been a result of a general memorandum from the CME to
include as many of these features as possible in new builds to existing designs without
delaying production, and Stanier would not have looked at individual locomotive drawings
to arrange things: that was his draughtsmen’s job! It is possible that Stanier knew little –
possibly nothing – of this rather unfortunate throwback, but any involvement by him in its
design was minimal, a result of generally applied policy, and indirect through his DOs.
Bibliography
A.F. Cook LMS Locomotive Design and Construction (1990) Lincoln, RCTS, ISBN 0 901115
71 1.
E.A. Langridge Under 10 CMEs (2011) Usk, Monmouthshire, The Oakwood Press, ISBN
978 0 85361 701 3
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LETTERS TO THE EDITOR
Letters to the Editor are welcomed on any relevant SMF subject and should be sent
to him at the address shown on Page 2. The content should be kept brief and not
more than 400 words, or accept that some material may be omitted or condensed.
Publication is at the discretion of the Editor and is subject to Magazine space
constraints. Only letters bearing a bona fide name and address will be published.
Dear Richard,
I have just finished reading my March issue of the SMF Magazine. As always it is a
very good quality publication that makes very enjoyable reading and I thoroughly
look forward to receiving my twice a year copy.
As a member of the SMF I really do appreciate all the work that the Committee put
in to running the SMF and producing this magazine, I certainly would not wish to see
it reduced to the status of a ‘progress report’, as suggested in the letters pages. I do
not personally subscribe to any other railway publications and would miss the articles
included in each issue.
I also appreciate receiving the occasional certificate from the various Subscription
Schemes and it gives you something tangible to keep and acts as recognition of
contributions made towards the upkeep of 42968. I don’t mind at all having to reserve
a small amount of filing space for them!!
I hope it won’t be too long before our engine is up and running again. When I visit
the SVR I miss it if it is not around ! All good wishes,
Catherine Baggott, Wolverhampton.
6th March 2013

A LIFETIME’S COMMITMENT
YOU AND 42968
FROM JUST £2 PER MONTH
PRESERVING YESTERDAYS PAST – FOR TOMORROWS FUTURE
WHICHEVER WAY YOU LOOK
A LITTLE BLACK ENGINE WITH NO NAME

NEEDS YOU TO SUPPORT
THE 42968 ‘A LIFETIME’S COMMITMENT’
SUBSCRIPTION SCHEME
FROM JUST £2 PER MONTH
PLEASE COMPLETE AND RETURN
THE ENCLOSED APPLICATION FORM TODAY

The Stanier Mogul Fund

-

Preserving Yesterdays Past …………...
…………….. For Tomorrows Future
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TAIL LAMP:

COMPILED BY RICHARD GREAVES

DONATED GOODS: – Richard Greaves: My grateful thanks to the following
members and non–members who have donated goods to the sales stand during the last
six months:- Howard Mills of Liverpool, John Webster of Wigan, David Sztencel of
Wakefield, Graham Kinson of Tamworth, Mick Willis of London, Craig Crompton of
Frampton on Severn, Mike Clement of Formby, Keith Manton of Birmingham, Richard
Van Gucci of Oxford, John Pearse of Bradford on Avon, Tony Drury of Much
Wenlock, Ted Gahan of Much Wenlock, Roger Holder of Bewdley, Peter Holder of
Bewdley, Dr Paul Glover of Chalfont St Giles, Mr J Ricketts of Mold, Peter Field of
Eccleshall, Alan Roberts of Halesowen, John Wilcox of Lichfield, Gary Hadley of
Stourbridge, Ray Durrant of Willenhall, Dave Beer of Birmingham, Mr D Andrews of
Birmingham, Bob Wilson of Graianrhyd, Alan Bridge of Paignton, David Larner of
Chesham, Robin Spain of Stourbridge, Graham Warburton of Taunton, Phillip Bell of
Kendal and Ray Flintoft of York. Non-members, Julian Beck of Solihull, Steve Bach
of Rednal, Nick Giles of Bromsgrove and other members and non-members who
brought donated goods when visiting the Sales Stand at Kidderminster and other SMF
events. My apologies to any member that I have overlooked and, as always, if you drop
me a line I will ensure that you are credited in the next issue of SMF News.
My sincere thanks also go to the couriers who continue to queue up and volunteer for
this demanding and onerous task, seeking out the most obscure of addresses to ensure
that the donated goods are received safely at our storage and distribution centre! For this
period I am indebted to:- Dave Busk, Dave Beer, John Tidmarsh, Ian Marshall, Bob
Grant, Dick Lewis, Tony Winstanley and I also include myself in this role, looking
after the North West and North Wales areas.
APOLOGY: – Jim Norman: Page 18 of the last issue of SMF News (No 73), contained
a photograph of young George Wray on 42968’s footplate, and your Archivist credited
the photo to his father, Chris. Alas, it was actually taken by his mother Rachel, who was
less than amused at being so snubbed. A correction was demanded, along with no less
than abject apologies. These conditions are hereby complied with, and hopefully I can
now visit Chris again without being under a death threat!
SNIPPETS: - Jim Norman: As explained in Archive Report, I have been perusing
websites for information on the class. On http://www.wiganworld.co.uk/album/photo.php?opt=3&id=21588&gallery=Railways&
offset=780
I found these snippets, firstly concerning the Wigan Brake Van Tour of 13th August 1966
(see SMF News No 70, September 2011): Comment by Geoff, 5th October 2012:I remember cleaning this engine for the Brake Van Tour. Me and my cleaning mates
used buckets of paraffin and T oil to put a bit of a shine on it. It looks like we did a half
decent job. I believe this engine is preserved and is still in use on the Severn Valley Rly.
It still carries the 8F code for Springs Branch.
This comment was also prompted by the Brake Van Tour::I have been taken to task recently for referring to the class as ‘Stanier Crabs’, which is
what the enginemen I knew called them.
Comment by Brian, 23rd January 2011:I was a fireman at the (Springs) Branch. We would call this engine a Crab; is this not
so? It was so long ago.
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