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An unusual choice of name perhaps, but the renowned 
LNER 4-6-0 from 1942 were nicknamed "Bongos" by 
railwaymen of the period, although officially they were 
intended to be known as the "Antelope Class".  They were, 
of course, the Thompson "B1 Class" 4-6-0, and included in 
the list of new LNER standard designs and including 
techniques and construction practices adopted on earlier 
locomotives.  The major departure in the locomotive's 
design, was the introduction of a much simpler, two- 
cylinder layout, and a steam type intended for a wide range 
of general-purpose duties.  

Back in 1941, the LNER lost its foremost locomotive 
engineer, when Sir Nigel Gresley died, whilst still holding 
the office of Chief Mechanical Engineer.  There followed a 
period of change in the CME's Department, as Edward 
Thompson took over. The new incumbent inherited an 
amazing range of locomotive types, many small classes, and 
many different design and construction practices.  
Although, to be fair, the long period under Gresley's rule 
had seen a kind of standard, but with locomotives designed 
for specific, rather than general purpose, or multi-purpose 
operation.  During the Gresley era too, little 
modernisation and improvement of secondary motive 
power had been achieved, and the company were largely 

reliant on the designs of the old pre-group ing companies.  
Having said that, Gresley had introduced the 4-6- 0 
"Sandringham Class", and "V4 Class" 2-6-2s, although the 
latter were not seen as consistent with the trend towards 
simplicity, and general-purpose motive power.  

During, and immediately following the Second World War, 
the British economy was suffering great hardship, and in 
general, railway, and locomotive engineers, could no 
longer afford some of the extravagance of their 
predecessors.  Shortages of materials, shortages of men, 
and a growing mountain of outstanding repairs and 
maintenance were the order of the day, and the 
introduction of greater standardisation gave the railways' 
a chance to recover and rebuild their services.  

The Thompson era witnessed the development and 
introduction of a range of LNER standard designs, and in 
the general purpose category, the two-cylinder 4-6-0 of 
the "Ante lope" or B1 class was produced.    Well, actually, 
the design began life in 1941, as Thompson took over the 
helm from Gresley, introducing a 4-6-0 type with two 
cylinders only, and a Thompson standard No. 2, or diagram 
100A boiler.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Completed at North British Loco works in April 1948, and shown here at an open day at 
Doncaster Works in 2003, is B1 4-6-0 Number 1306, carrying the name “Mayflower”, which 
had originally been borne by No. 61379.  This, along with No. 61264 are the only preserved 

B1s today.  Photo courtesy: Phil Scott (Our Phellap) - English Wikipedia: CC BY-SA 3.0, 
https://commons.wikimedia.org/w/index.php?curid=721522 
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Principal dimensions of the LNER B1 Class 4-6-0 were: -  
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Design Features 
Frames, Wheels & Motion 

In layout, the new 4-6-0s were a conventional design, with 1 
1/4ins thick mild steel plate mainframes, which were 
held together with fabricated steel stays, and cross 
members, and were substantially shorter in overall 
length than some of the contemporary designs.  In 
addition, to improve the locomotive's route 
availability, and reduce the axle load, large 
rectangular holes were cut in the rear portion of 
the frame plates, just behind the trailing axle.  
Fabricated stretchers were mostly used during the 
Second World War, and after the cessation of 
hostilities, steel castings were again used for major 
parts of the anatomy.  The frames for the 
locomotives that were built in the railway's own 
workshops at Darlington, were some 2 inches 
shorter than those built by contractors - which, for 
the vast majority of the class, meant North British 
Locomotive.  The mainframes were also shorter 
than those of other mixed traffic locomotives, such 
as the LMS "Black Five" 4-6-0s, or Hawksworth's Modified 
Halls and County Class 4-6-0s on the GWR. 

The axleboxes for the coupled wheels were derived from 
those fitted to the Gresley 2-6-0 "V4" Class engines, and 
were, at 9ins long by 8 1/4ins diameter, acknowledged to be 
of 'poor proportions' for a mixed traffic 4-6-0.  A lot was 
expected from the B1's, but re-using axlebox designs from a 
smaller locomotive seemed an odd step to take, despite the 

constraints of the post war economy.  The B1's built after the 
war had been fitted with a new type of bogie too, and which 
resulted in more modifications to the original frame design.  
The bogie itself was a fabricated type, with leaf springs for the 
main suspension, and side control through helical springs, and 
maximum load of 18 tons 13 cwt.  After the war, the bogie 
design was modified again, with cast steel bogie stretchers 
replacing the old, fabricated variety, and coil springs all round, 
and a reduced amount of side play.  The main suspension, with 
laminated springs, underhung, as normal, was altered in the 
post-war era, by fitting additional coil springs, and extra spring 
leaves in the existing leaf springs, at each coupled axle 
position.  An oddity of the mechanical design of these 
locomotives, was as a result of the fitting of fabricated 
dragboxes to the wartime builds, with the result that in later 
years, the injectors fitted to the dragbox had a tendency to 
shake loose!  An sticking plaster remedy for this event, was 
to provide the injectors with a stay, to secure them in 
position.  

Wheels were of course cast steel with tyres shrunk on, giving 
a diameter of 6ft 2ins on tread for the coupled wheels, and 
3ft 2ins for the bogie wheels.  Once again, the re- use of an 
earlier component design was adopted, and in this case, the 
patterns for the wheels were cast from the design of the 2-6-
2 "V2" Class, in the interests of economy. The original design 
had required a reduction of 36% in reciprocating mass 
balancing, with lighter balance weights intended to minimise 
hammer blow. In early British Railways days, ongoing 
problems with the locomotive's ride quality forced a re-
examination of balancing the reciprocating masses, and new, 

heavier balance weights were provided.   Another 
contributory factor in the deteriorating ride quality of the 
B1's, was the design of the axlebox and guides, which were a 
similar arrangement to that used on the modifications to the 
Gresley 2-6-2 "V1" Class tank engines, to eliminate 
"knocking".  However, after about 40 to 70,000 miles, 
extensive repairs and modifications were needed.  Curiously 
perhaps, during the 1950-51 trials, the BTC noted that ride 

The formal announcement by the LNER of the arrival 
of their new 4-6-0 mixed traffic locomotive. – The B1 
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quality was 'satisfactory' on the test engine No. 61353.  Other 
trials were conducted with B1's, including the comparison 
with new BR Standard "Britannia" Class pacifics on the 
Liverpool Street to Norwich runs, whilst the proposed 
reboilering of the class with later BR Standard boilers neve4r 
materialised. 

The two outside cylinders drove the two centre coupled 
wheels, and actuated Walschaerts valve gear, and included 

10ins diameter piston valves with a maximum travel of 6 11/32 
ins in both fore and back gear.  Maximum cut-off was 75%.  
Once again, Thompson adopted, or rather adapted a former 
Gresley design of cylinder - in this case it was that which had 
been used for the "K2" Class, but with improved layout of 
steam passages. 

 

 

Firebox, Boiler, smokebox 

Boiler design, as mentioned earlier was the 
new Diagram 100A boiler, or Thompson's 
new Standard No.2, and was a parallel 
design, built from two rings of 11/16 ins 
thick steel plate.  In general, the boiler was 
similar to the Diagram 100 design fitted to 
the "Sandringham" Class but pressed to 
work at 225 lbs/sq in, and with an overall 
diameter of 5ft 6ins, and using the thicker 
boiler plates.  The small tubes were 2 ins in 
diameter, although engines built after 
November 1945 had 141 instead of 143 
tubes, but all had 24 of the 5 1/4 ins 
diameter superheater flues.  The 
superheaters were supplied with 1 1/2in 
diameter elements, and provided with two 
methods of fixing into the header.  Those 
provided by the Superheater Co. had "MeLesco" (ball-jointed) 
ends, whilst the earlier design of fitting with 'V' bolts, and was 
only found on engines 1000 to 1009.  The majority of boilers 
though had superheater elements fastened by through bolts, 
and the headers were not interchangeable with the earlier 
design, due to different locations for blower and anti-
carboniser. Thickness of the superheater element wall was 
reduced from 10 s.w.g. to 9 s.w.g. on locomotives built after 
October 1944 - shades of economic forces again - and all 
elements were the long, return bend design. 

The firebox, like the boiler proper was also derived from the 
"B17" Sandringham Class, and was constructed from copper, 
rivetted throughout, although some of the water leg stays had 
were of Monel metal, to reduce the effects of corrosion.  As 
another economy measure in 1943, it was proposed that all 
future fireboxes would be of all welded steel, reducing both 
costs of construction, improving the durability and strength.  
However, the idea never got beyond the drawing board, and 
the B1's were to all intents and purposes fitted with 
traditional British fireboxes.  The grates fitted originally, were 
the Gresley, drop type, but this style of grate was replaced 
from engines 1210 from North British, and 1035 from 
Darlington, with a full rocking grate.  The earlier drop grate 
design on the first engines, which was difficult to operate, was 
later replaced with the newer rocking grate.  The B1's also 
saw the introduction of hopper ashpans on the post-war 
builds, for easier maintenance, although the first 10 engines 
(Nos. 1000 - 1009) were never altered. 

At the opposite end of the locomotive cylindrical 
smokeboxes were fitted, with those supplied by North British 
being all-welded, compared with the remainder which were 
of rivetted construction. The smokebox door itself was the 
smaller type, at 4ft 5.5ins diameter introduced on the B17 
"Sandringham" class, but this was only fitted from new to the 
first batch of 10 locomotives.  From No. 1010 onwards the 
larger, 4ft 9ins door was fitted, in line with what was then 
current Doncaster construction practice.  Inside the 
smokebox, the plain, 5ins diameter blast nozzle was fitted to 
the first engines, was replaced by a 5 1/8ins diameter nozzle 
on new engines built after 1943.  Later still, in 1956, to 
improve steaming on twelve locomotives fitted with self-
cleaning apparatus, the blast nozzle diameter was reduced to 
4 3/4ins diameter.  This same arrangement was applied to 
engines working in the North East Region of BR after 1961.  
The self-cleaning apparatus itself was designed in 1944, with 
some changes to the design of the baffle plates in 1946, and 
B1's numbered from 1190 to 61359 were fitted with the 
LNER/Doncaster designed equipment from new.   Other 
minor changes, and experiments with spark arresting 
equipment were carried out in later BR days. 

The chimney proper was the pattern devised under Gresley 
for the O2 series of 2-8-0s, and subsequently installed on the 
O1, and O4/5, and K4 classes.  In the LNER's final years, the 
same design was provided on the K1 and L1 classes, but for 
the B1's, no major, visible changes were made to the chimney 
during the life of the class. 

 

General details and Tenders 
In appearance, the layout of the new 4-6-0s was very different 
from the designs of the Gresley era, with a complete absence 

of wheel splashers, and running boards carried on brackets 
attached to the top of the mainframes.  The continuity was 
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broken at the leading end, where the front footplate was 
joined to the running boards in a gentle curve.  They were 
though, still a very clean looking locomotive, with the 
essential pipework and rodding still largely hidden from the 
public gaze. 

Electric lighting was an innovation applied to the B1's, with 
the electrical equipment supplied by Metropolitan- Vickers.   
The 6 volt supply was taken from an alternator fitted to an 
extension of the rear coupled axle, although instances of the 
equipment falling off the locomotive onto the track were not 
uncommon, and this early design of alternator was not 
continued.  A decision was taken on later locomotives, to fit 
steam driven generators, mounted on the footplate.  this 
included locomotives numbered 1010, 1046, 1035-1039, and 

1190-61339.  The last two batches had the electric lighting 
equipment fitted from new. 

All the B1's were supplied with the Group Standard six-
wheeled tender, carrying 4,200 gallons of water, and 7 1/2 
tons of coal.  The frame design was essentially the same as 
that fitted to the K3 Class 2-6-0, but in the B1's, included 3ft 
9ins diameter disc wheels, and no guard irons were rivetted 
to the rear of the frame plates, on the first locomotives.  The 
tender tanks were a mixture of rivetted and welded 
construction, with new drawings appearing in 1945, and used 
for the NBL built engines from number 1040 onwards, and 
for Vulcan Foundry builds.  Both NBL and Vulcan Foundry 
produced their own tender drawings, and all tanks were of 
welded construction from both builders, on the post-war 
orders. 

 

Construction 
The B1's were built between December 1942, and April 1952, 
although construction was not evenly balanced throughout 
that period.  In fact, the first 10 locomotives had been 
completed by June 1944, and quite clearly the needs of the 
war effort were of a higher priority than the building of new 
locomotives.  It was not until November 1946 that more of 
the class began to appear, with numbers 1010 to 1039 
outshopped by the LNER's Darlington Works over the next 
year.  In 1945, the LNER announced its five year 
modernisation programme, and which included a further 400 
of the then three years old B1 design 4-6- 0.   Later that same 
year, an order for 100 was placed with the North British 
Locomotive Co. in Glasgow - on 27/8/1945 to be precise - 
and Nos. 1040 - 1139 had all been completed by North 
British, before engine No. 1027 from Darlington in May 1947. 

A second order for no fewer than 150 B1's placed with North 
British in 2/1/1946, the engines numbered 1274-1303, and 
61304-61339 were officially placed in service in British 
Railways days.   Such was the LNER's demand for its new 
locomotives, that Vulcan Foundry were given an order for 50 
engines in January 1946, which all appeared between April and 
August 1947.  In the last month before nationalisation, the 
LNER had a total of almost 270 of the new 4- 6-0s in traffic, 
whilst the remaining locomotives were delivered as British 
Railways (Eastern & North Eastern Region) stock.  The 
construction of the first NBL order for 100 engines was 
speeded up by Gorton Works building 30 new boilers, and 
Darlington another 20, to be delivered to NBL in Glasgow.  
The second order on NBL, for 150 of the new 4-6-0s, was 
the largest order ever placed by the LNER with one builder. 

The up "Queen of Scots" at Newcastle in early BR days, hauled by class B1 No. E1290 - 
temporary E-prefix to the number - with the full title on the tender sides.  This view of the 
right hand side also clearly shows the generator, mounted to the running boards for electric 

lighting, in place of the earlier design of axle mounted alternator.    

Photo (c) M Joyce/Gresley Society 
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Still more B1's were ordered by the new Railway Executive, 
in two batches from the Gorton and Darlington Works, and 
a final order from North British, for 50 locomotives.  
Conveniently perhaps, the very last B1 to be built by North 
British, carrying works number 26858, and BR running 
number 61399, was also the final steam locomotive built by 
North British for the home market, and delivered in April 
1952. 

Initially, the externally built locomotives from NBL cost 
£14,895 for the first 250, with the Vulcan built engines at 
£15,300, and the last batch of 40 from North British costing 
#16,190 each.  A total of £5,136,350 for the 340 locomotives, 
of which NBL was paid £4,371,350, and the average cost of 
each B1 was £15,107, with a final total for all 410 locomotives 
well over £6 million. 

 

Summary of orders, numbers, where built/withdrawn. 

BR Running 
Nos. 

Builder No. built Date of building Withdrawal 

61000-61009 Darlington  10 12/1942 - 6/1944 1962 - 1967 

61010-61039 Darlington 30 11/1946 - 12/1947 1962 - 1967 

61040-61139 NBL Co. 100 4/1946 - 4/1947 1962 - 1967 

61140-61189 Vulcan Fdry. 50 4/1947 - 8/1947 1962 - 1967 

61190-61339 NBL Co. 150 5/1947 - 9/1948 1962 - 1967 

61340-61349 Gorton 10 11/1948 - 7/1949 1963 - 1967 

61350-61359 Darlington 10 7/1949 - 10/1949 1962 - 1967 

61360-61399 NBL Co. 40 3/1950 - 4/1952 1962 - 1967 

61400-61409 Darlington 10 3/1950 - 6/1950 1962 - 1965 

 

 

Numbering/Liveries 
The locomotives of this class carried predominantly British 
Railways liveries and numbers during their working lives, 
although a variety of colour schemes, numbers, names and 
letters were used.  Having said that, the first 300 of the class 
were in use before nationalisation, and sported black, lined 
black, and LNER lined passenger green livery.  After the war, 
the black livery was retained on some engines when built, but 

the lettering was extended to "L N E R".  The first ten 
locomotives were numbered 8301 to 8310, prior to the 1946 
LNER renumbering scheme, with standard LNER transfer 
lettering.  The three locomotives, from the first batch that 
appeared in green livery included No. 8304, which was 
assigned Royal Train duties from Cambridge shed, and also 
included black and white lining.  In late 1947, engine No. 1000 

B1 4-6-0 No. E1664, with British Railways in full on tender.  Photo taken at Stratford shed 
on 7th Feb 1948.  Photo (c) H.C.Casserley / RPB Collection 
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was repainted in the same style, but with Gill Sans, plain 
yellow lettering after a visit to Doncaster Works.  The third 
of the green trio was number 61002, and in April 1948 it was 
treated to one of the experimental BR liveries at Cowlairs 
Works, with a tender lettered British Railways in full. 

Fifty three of the first NBL order received black livery, 
"LNER" on the tender sides, and red lining  - including the 
cylinder wrappers - as they were built in 1946.  The lettering, 

like that used on the original ten locomotives, was the shaded 
LNER style, but instead of 12 ins high transfers, only 10ins 
high transfers were applied, which gave them an unusual 
appearance.  The majority of the class when new though were 
turned out in lined LNER green livery, with variations in 
lettering style on the tenders.  The class was repainted in BR 
style after 1949, and sported the standard mixed traffic lined 
black livery - with some exceptions in style of application - 
until their final withdrawal in the 1960s. 

 

LNER Black: 

  

8301-8310  (with LNER shaded lettering & numbers) 

1040-1059  (black with red lining, including lined cylinder wrapper plates, and 12" shaded LNER lettering.) 

1060-1093  (plain black with LNER lettering, until 11/1947, when they were repainted in LNER fully lined green, 
but sporting LNER, and even British Railways on the tender sides.) 

 

LNER Green: 

  

8304  (with black & white lining from Sept. 1945, but with "NE" only, in 2/1947 given full LNER in new 
Gill Sans style) 

8301  (with unshaded Gill Sans LNER, and same as 8304 after Sept. 1947) 

1010-1039  (green livery, with black & white lining, and 12" Gill Sans, unshaded full LNER lettering). 

1094-1139  (green livery, with black & white lining, and 12" Gill Sans, unshaded full LNER lettering). 

1140-1189  (green livery, with black & white lining, and 12" Gill Sans, unshaded full LNER lettering). 

1190-1287 *  (green livery, with black & white lining, and 12" Gill Sans, unshaded full LNER lettering). 

1288-1303  (green livery, with black & white lining, no lettering, but "E" No. prefix). 

61304-61339  (green livery, with black & white lining, and 12" Gill Sans, unshaded full BRITISH RAILWAYS 
lettering). 

 

 

BR Green (experimental): 

  

61002  (this was actually LNER green but with Gill Sans letters and numerals, and BR on the tender, from 
April 1948) 

 

BR Green: 

  No engines appeared in the BR Standard lined green livery. 

 

BR Black: 

  

61340-61349  (BR black livery, lined red,cream and grey between 11/1948 and 7/1949) 

61350  (BR black livery, lined red,cream and grey in 7/1949, with "BRITISH RAILWAYS" in full on the 
tender.) 

61351-61354  (BR black livery, lined red,cream and grey between 7/1949 and 10/1949, with no lettering.) 
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61355-61359  (BR black livery, lined red,cream and grey between 7/1949 and 10/1949, with new lion and wheel 
emblem.) 

61360-61399  (BR black livery, lined red,cream and grey between 3/1950 and 4/1952, with new lion and wheel 
emblem.) 

61400-61409  (BR black livery, lined red,cream and grey between 3/1950 and 6/1950, with new lion and wheel 
emblem.) 

NB: * No. 1287 was the last B1 to be built carrying "LNER" from new. 

 

Whilst it may be apparent from the above list that by far the 
majority of locomotives were finished in the former LNER 
colours, from the introduction of the first BR standard liveries 
in 1949, repainting in the new scheme would take some time.  
There were, not surprisingly some variations on the standard 
theme, mostly in connection with lettering sizes, positioning, 
and each was affected by the works, or depot where the 
application of the new livery styles was carried out.  In the 
main, their appearance was transformed in the early 1950s, to 
that shown on engines 61355 to 61409.  The only significant 
change was the replacing of the old lion and wheel emblem of 
1949, with the new BR crest in 1956, and which was applied 
to all locomotives, steam, and non steam (with the exception 
of the BR a.c. electric fleet), from early 1957 onwards. 

Rather like the LMSR "Black Five" 4-6-0s, the LNER B1's saw 
only a small number carrying names, the majority in respect 
of the visit of Field Marshal Smuts just before No. 61000 was 
built in December 1942.  Officially the class was known as the 
"Antelope" class, and not surprisingly, the engine names were 
all those of members of the antelope family.  One of the first 
batch of 10, eventually carrying No. 61005, was named 
"Bongo", and it was this nickname that stuck with the class.   

The named engines were: 

 

 

BR No.  Name Date Built Date Withdrawn 
61000 Springbok 12/1942 3/1962 
61001 Eland 6/1943 9/1963 
61002 Impala 9/1943 6/1967 
61003 Gazelle 11/1943 12/1965 
61004 Oryx 12/1943 12/1963 
61005 Bongo 2/1944 9/1962 
61006 Blackbuck 3/1944 9/1963 
61007 Klipspringer 4/1944 2/1964 
61008 Kudu 5/1944 12/1966 
61009 Hartebeeste 6/1944 9/1962 
61010 Wildebeeste 11/1946 11/1965 
61011 Waterbuck 11/1946 11/1962 
61012 Puku 11/1946 6/1967 
61013 Topi 12/1946 12/1966 
61014 Oribi 12/1946 12/1966 
61015 Duiker 1/1947 11/1962 
61016 Inyala 1/1947 10/1965 
61017 Bushbuck 1/1947 11/1966 
61018 Gnu 2/1947 11/1965 
61019 Nilghai 2/1947 3/1967 
61020 Gemsbok 2/1947 11/1962 
61021 Reitbok 3/1947 6/1967 
61022 Sassaby 3/1947 11/1966 
61023 Hiroa 4/1947 10/1965 
61024 Addax 4/1947 5/1966 
61025 Pallah 4/1947 12/1962 
61026 Ourebi 4/1947 2/1966 
61027 Madoqua 5/1947 9/1962 
61028 Umsehe 5/1947 10/1962 
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61029 Chamois 6/1947 12/1966 
61030 Nyala 6/1947 9/1967 
61031 Reedbuck 7/1947 11/1964 
61032 Stembok 8/1947 11/1966 
61033 Dibatag 8/1947 3/1963 
61034 Chiru 10/1947 12/1964 
61035 Pronghorn 10/1947 12/1966 
61036 Ralph Assheton 11/1947 9/1962 
61037 Jairou 11/1947 5/1964 
61038 Blacktail 12/1947 5/1964 
61039 Steinbok 12/1947 6/1965 
61040 Roedeer 4/1946 7/1966 
61189 Sir William Grey 8/1947 5/1967 
61215 William Henton Carver 7/1947 3/1965 
61221 Sir Alexander Erskine-Hill 8/1947 3/1965 
61237 Geoffrey H Kitson 9/1947 12/1966 
61238 Leslie Runciman 9/1947 2/1967 
61240 Harry Hinchliffe 10/1947 12/1966 
61241 Viscount Ridley 10/1947 12/1962 
61242 Alexander Reith Gray 10/1947 7/1964 
61243 Sir Harold Mitchell 10/1947 5/1964 
61244 Strang Steel 10/1947 10/1965 
61245 Murray of Elibank 10/1947 7/1965 
61246 Lord Balfour of Burleigh 10/1947 12/1962 
61247 Lord Burghley 10/1947 6/1962 
61248 Geoffery Gibbs 10/1947 11/1965 
61249 Fitzherbert Wright 10/1947 6/1964 
61250 A. Harold Bibby 10/1947 4/1966 
61251 Oliver Bury 11/1947 4/1964 
61379 Mayflower 6/1951 8/1962 

 

The engines named above, between numbers 61189 and 61251 
were actually the names of former LNER directors (one wonders 
about "Strang Steel" though!), and number 61379 "Mayflower" 
was named in 1951.  The latter was symbolic of the friendship 
between the USA and the British Commonwealth, and the 
ties that existed between the towns of Boston in 
Massachusetts, and Boston Lincolnshire - a sort of town 
twinning with locomotives!  A plaque was fitted to the cab of 

this locomotive, and it was chartered for a number of special 
trains in the 1950s.  On final withdrawal, the original plates 
were presented to the mayors of the respective towns in 
Britain and the USA, whilst the now preserved engine 1306 
has been renamed "Mayflower” and carries the legacy of 
Edward Thompson's maid of all work into the 21st Century. 
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B1 4-6-0 No. 61179 at York on 7/6/1957 on the "Butlins Express". 
Photo: (c) M Joyce/Gresley Society 


