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This locomotive is a member of the 
47XX Class (believed to be 4700), 
one of just nine 2-8-0 heavy freight 
engines designed for the GWR. Highly 
sucessful in hauling either long 
distance passenger or freight trains 
at high speed, it is sad that none were 
retained. However, as Paul Perton 
explains, this is about to change as          
No 4709 is now taking shape - see the 
article on pp94-98
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EDITOR’S  THOUGHTS

Welcome to the first issue of Great Western Star.

This magazine has been launched to provide a different 
sort of magazine, not just because it is on-line but also 
because of the nature of the articles within it.

Each issue will contain a balance of stories and information 
about the Great Western Railway from the 1830s to 1947 and 
BR (Western Region) in all its guises, from 1948, including 
after privatisation through to the modern day. We will also 
look at what is happening on the preserved railways and just 
what work is being done both to restore engines and to keep 
them in running order. Finally, we will look at the railway 
modelling sector to highlight the excellent work that is being 
done to recreate scenes both old and new.

We now have an active website 
(www.greatwesternstar.com) 
where you can not only find details of forthcoming events 

and new videos but also one of the most up to date news 
sections. This will be available free during November but, 
after that, it will only be available to subscribers. We have 
decided to make this first issue freely available but, if you 
want to receive Great Western Star regularly, then please go 
to our website and sign up on-line.

As a special offer to make you all feel welcome (!) we are 
offering throughout the month of November a reduction 
of £5.00 in the price of a subscription to this exciting new 
magazine. This means that, if you sign up before 30th 
November, you will receive a one-year’s subscription for 
just £15.00 instead of £20.00. Further more we have made 
access to The Railway Terminus - our rolling news service - 
completely free until the 30th November, after which time 
it will only be accessible to subscribers. This is an invaluable 
service as it keeps you up to date on a much wider range of 
railway-related topics, rather than simply those of interest 
specifically to GWR enthusiasts. Finally, you will also find on 
the website  an increasing number of railway videos - while 
viewing these will remain free, uploading your own videos 
will only be available to subscribers!

When you read the stories in this issue, you will notice 
that many of the pictures do not have the name of the 
photographer. This is NOT to ignore ownership, it is because 
we have accumulated a large collection of photographs, many 
of which have no information as to their provenance. If you 
recognise any as being yours, please contact me and we will 
acknowledge it in the next issue. 

We hope you enjoy your read and looking forward to 
receiving your comments. 

Rodney Pitt, Editor
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RAILWAY NEWS FROM AROUND THE GREAT WESTERN REGION

Rail Minister Officially Opens 
First Section of Dawlish Sea 
Wall

Rail Minister officially opens first section 
of Dawlish sea wall 

On the 25th September, Rail 
Minister Chris Heaton-Harris 
officially opened the first section 
of the new Dawlish sea wall which 
will help protect the vital stretch 
of railway connecting Devon and 
Cornwall with the rest of the 
country from rising sea levels and 
extreme weather conditions

The structure forms part of an 
£80 million project in Dawlish to 
protect the vital rail artery for the 
next 100 years.
The Rail Minister took part in 
a socially distanced opening 
ceremony, beginning with a 
tour along the new 360m long 
promenade which runs for the 
entire stretch of the new wall.  The 
new sea wall is 2.5m higher than 
the previous one and includes 
a new curved top to deflect the 
waves back towards the sea. 

Waves lashing the sea front at Dawlish 
Warren in 2014

Track Renewals in Devon

         

 

From Sunday 27th September to 
Saturday 3rd October, Network 
Rail worked day and night to 
renew track in order to improve 
line speed between Taunton and 
Exeter St Davids. Currently, there 
is an emergency speed restriction 
between Taunton and Exeter St 
Davids due to newer trains running 
on older sections of track. 

The work will involve engineers 
taking out and replacing old track 
and ballast to restore the original 
100mph line speed, prevent delays 
and to provide more reliable 
journeys for passengers.

Network Rail urges passengers 
to check before they travel as there 

will be a replacement bus service 
running between Taunton and 
Exeter St Davids.

Jason Pankhurst, Network Rail 
Project Manager said: “We are 
carrying out major track renewal 
and enhancements to the railway 
line between Tiverton Parkway 
and Exeter.  Once completed we 
will not need to return to the area 
to replace the track for at least 25 
years. ”

MP to Press Minister for 
Electrification of Shrewsbury 
to Wolverhampton Railway 

Shropshire's political leaders are 
to meet transport minister Chris 
Heaton-Harris to lobby for the 
electrification of a major rail line 
through the county. Currently, 
only diesel trains can use the 
Shrewsbury-Wolverhampton line. 
In September, Network Rail called 
for the route to be upgraded.

Shrewsbury MP Daniel 
Kawczynski has secured a meeting 
with the minister to make the 
case for the electrification of the 
railway line between Shrewsbury 
and Wolverhampton. Shropshire 
Council's cabinet minister for 
transport, Councillor Steve 
Davenport, will also attend the 
meeting. Mr Kawczynski said he 
would also be meeting officials 
from Network Rail in order to 
keep pressure on the Government. 
He said, “as well as the obvious 
environmental benefits of having 
emission-free trains along the 
route, he said electrification would 
also boost the county's economy. 
At the moment, if you take the 
direct to train to London, it has 
to change engines at Birmingham 
because the line is not electrified," 
he says. There are clearly benefits 
of getting the latest rolling stock 
into Shrewsbury and increasing 
the number of trains coming along 
the line."

The 30-mile stretch, which 
forms part of the West Coast Main 
Line franchise, serves stations 
at Bilbrook, Codsall, Albrighton, 
Cosford, Shifnal, Oakengates, 
Telford and Wellington. The 

need to upgrade the line was 
highlighted after Network Rail 
was asked by the Government to 
draw up plans to remove all diesel-
only trains from the railways 
of England and Wales by 2040. 
The plans, which propose that 
almost all non-electrified parts of 
the West Midlands rail network 
should be converted, will now 
be submitted to the Government 
for consideration as part of its 
Comprehensive Spending Review.

A Technical Partner Sought for 
the Oxford-Cambridge Direct 
Link

The project to build a £5bn direct 
rail link between Cambridge and 
Oxford has begun, with the search 
for a technical partner. The East 
West Railway company is seeking 
market feedback and expressions 
of interest for the role for the 
project’s development phase.

The company, which was 
launched in 2017 by then transport 
secretary Chris Grayling to oversee 
the project, aims to restore the 
Varsity Line between the two cities 
nearly 50 years since it was closed 
as part of the Beeching cuts in the 
1960s.

The railway will be built in 
two stages, with the stretch 
from Oxford to Bedford already 
underway. The second phase will 
complete the line from Bedford to 
Cambridge. The preferred route 
for the Bedford to Cambridge 
section was announced in January, 
with the railway set to connect 
existing stations at Bedford and 
Cambridge with Cambourne and 
an area around Sandy and St Neots 
in Cambridgeshire.

Phase 1 of the Oxford to 
Bedford route, which connected 
Oxford and Bicester Village, was 
completed in 2016 by Network 
Rail, Chiltern Railways, Carillion 
and Buckingham Group. Enabling 
works on the second phase of 
that stretch of the route between 

Bicester and Bedford are underway 
and being carried out by the East 
West Rail Alliance, a group formed 
in 2015 by Network Rail, Laing 
O’Rourke, Atkins and Volker Rail. 

East West Rail Alliance will also 
be the main contractor on that 
part of the route.

Floods Disrupt the Heart of 
Wales Line

Passengers will again be able to 
travel on a section of the Heart 
of Wales line, which runs from 
Shrewsbury to Swansea, from 
November as Network Rail has set 
out the timescales for repairs to 
the line after two major incidents 
within a month.

In August, extreme weather 
caused severe damage to the 
railway near Llandrindod Wells 
forcing the railway in mid-Wales to 
be closed before a freight train fire 
and derailment at Llangennech 
just weeks later. Network Rail is 
already working around the clock 
to repair both sites with the storm 
damage expected to be finished 
in November, while the section 
of the Heart of Wales line near 
Llangennech will reopen in the 
New Year.

Heavy rainfall and stormy 
weather led to multiple landslips 
and washouts near Llandrindod 
Wells with an estimated 3,000 
tonnes of cuttings, embankments 
and track being damaged while 
ballast was washed away by 
flooding.

Already Network Rail has made 
significant progress repairing the 
storm damage with hundreds of 
metres of debris cleared, while 

work is underway to re-instate 
the tracks and surrounding 
area. Engineers are working 
hard to stabilise the tracks and 
embankments while installing new 
culverts, which helps drain water 
and prevent flooding, and CCTV 
will enable improved monitoring 
of water levels in future storms. 
This section of the line will reopen 
in November.

The level crossing at 
Llandrindod Wells will also be 
improved this autumn with the 
bulk of the work being delivered 
between 4th to 14th December. 
It will mean vehicles will not be 
able to use the level crossing and 
the railway will be closed for this 
period.

Meanwhile, works at 
Llangennech are expected to 
continue throughout December 
ahead of a reopening in the 
new year. Derailed wagons have 
already been removed and now 
Network Rail is working with 
Natural Resource Wales and DB 
Cargo as they repair track and deal 
with any contamination caused by 
spilling of diesel from the freight 
train.

Bill Kelly, Network Rail’s Wales 
route director, said: “A huge 
amount of progress has already 
been made as our engineers work 
tirelessly to repair the damage 
and open the Heart of Wales line 
as quickly as possible. They have 
had a mountain to climb in the last 
few weeks, but we now know the 
timescales for the reopening of 
the line, which we know is so vital 
to the local communities it serves. 
We thank those communities and 
passengers for their patience, and 
we will continue to keep them 
updated with our progress.”

David Edwards, chairman 
of the Heart of Wales Line 
Development Company, 
commented, “In recent months 
our line has been particularly 
badly affected by weather and 
other events, including Covid. We 
are glad to acknowledge the huge 
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efforts being made by rail industry 
colleagues to reopen the route. 
When this has been achieved 
we intend to do all we can to 
ensure that the line plays it’s part 
in supporting local community 
activity and to the tourism sector, 
including our own award winning 
Walking Trail”

Llangollen Railway Staff Praised 
for their Covid-19 Safety 
Measures Following their 
Successful Re-opening

Earlier this month Clwyd South 
MP, Simon Baynes, met with the 
chair of Llangollen Railway, Liz 
McGuiness, to learn more about 
their very successful re-opening 
following the Covid-19 pandemic.
Measures that have been 
introduced include enhanced 
cleaning regimes, an advanced 
booking system and hand sanitising 
stations throughout the visit.
Mr Baynes praised Liz McGuiness 
and all the staff and volunteers 
at Llangollen Railway for their 
efforts in ensuring that all visitors, 
staff and volunteers can enjoy 
their experience at Llangollen 
Railway safely. He also learnt 
more about how they have 
weathered the Coronavirus crisis 
through fundraising and a grant 
of £161,000 from the Heritage 
Lottery Fund. They continue to 
invest in the railway infrastructure, 

particularly in Corwen where the 
Corwen Group is making strides in 
restoring the station, and also see 
a steady income stream from their 
engineering department.
Liz McGuinness, chair of the 
Llangollen Railway, said: “We are 
really grateful for the support 
received by Simon during the past 
months. The volunteers and staff 
have worked extremely hard and 
we are looking forward to our 
Santa season and to a great 2021.”
Simon Baynes MP added: 
“Following their fundraising events 
earlier in the year, it is great to see 
that the Llangollen Railway has re-
opened with the appropriate social 
distancing guidelines. The railway 
is a terrific tourist attraction and I 
look forward to seeing it continue 
to bounce back following the 
Covid-19 pandemic.”

RAILWAY NEWS FROM AROUND THE GREAT WESTERN REGION

Oxford to Marylebone Train 
‘Most Overcrowded’ in 
England and Wales

 
According to a recent survey, 
there were nearly twice as many 
standard class passengers as the 
registered capacity on a Chiltern 
Railways train from Oxford to 
London Marylebone last autumn.  
When the two-carriage 8.02am 
Chiltern Railways service arrived 
in the capital on a weekday it 
had a load factor of 196%. The 
Department for Transport (DfT), 

which published the data, said 
constraints on the number of 
available carriages limited the 
operator’s ability to cope with 
rising demand.

The top five most overcrowded 
train services in England and Wales 
were:
Route              Load Factor
08.02 Oxford to 
    London Marylebone         196%
 (Chiltern Railways)
07.32 Woking to 
    London Waterloo        182%
 (South Western Railway)
07.38 Enfield Town to 
  London Liverpool Street      180%
 (London Overground)
15.08 Weymouth to Gloucester  
  178%
 (Great Western Railway)
18.30 London Waterloo 
  to Portsmouth harbour        174%
 (South Western Railway)
(Source Department for Transport, 
figures are for Autumn 2019)
(Load Factor is the % of maximum 
allowed standard passenger 
capacity

Other services in the top 10 
most packed trains include:

3.08pm Great Western 
Railway train from Weymouth to 
Gloucester          (load factor 178%)

5.50am West Midlands Trains 
service from Wolverhampton to 
London Euston   (load factor 171%)

7.16am Great Northern train 
from King’s Lynn to London King’s 
Cross                    (load factor 165%)

The DfT stated that the 10 most 
overcrowded trains represent “a 
small fraction of all services” and 
some of the figures are based on 
a single count. Some 16.4% of 
passengers were standing on trains 
serving major cities in the morning 
and evening peaks. This was a fall 
of 0.4 percentage points compared 
with the previous year, driven by a 
decline of 0.6 percentage points in 
London.

The cities with the largest 
increase in passengers standing 
were Liverpool (up 2.5 percentage 
points), Bristol (up 2.4 percentage 
points) and Leeds (up 0.7 
percentage points).

The collapse in demand for 
rail travel due to the coronavirus 
pandemic is not reflected in the 
figures.

Network Rail Introduces Coffee 
Cup Recycling: Passengers 
Encouraged to “Sip, Save and 
Recycle” 

Coffee loving commuters are 
being encouraged to “Sip, Save 
and Recycle” their cups in Britain’s 
biggest and busiest stations, as 
Network Rail rolls out the first of 
their new coffee cup recycling bins 
at King’s Cross, Leeds, London 
Bridge, Waterloo, Liverpool Street, 
Charing Cross and Cannon Street.

As passenger numbers 
slowly increase and with 60% of 
station retailers now open, those 
travelling by train or visiting the 
stations can make use of the bright 
orange bins to recycle any paper 
coffee cups purchased during their 
journey. Recycled cups are turned 
into upcycled reusable cups and 
other products including tissue 
and packaging, reducing waste and 
encouraging a circular economy.

Partnering with environmental 
charity Hubbub and working 
closely with waste provider, 
Interserve, Network Rail will 
be installing specially designed 
bins at all managed stations - 
including Birmingham New Street, 
Bristol Temple Meads, Edinburgh 
Waverley, Manchester Piccadilly 
and 11 London stations - by the 
end of October.

The rollout comes as a new 
YouGov study commissioned 
by Network Rail reveals that 
consumers want to recycle cups 
but often do not know how:

• 58% use either a waste bin 
or general recycling bin to recycle 

cups despite these systems being 
unable to manage paper cups; 
almost a quarter (23%) of those 
who use a general recycling bin 
did not realise that coffee or paper 
cups should be recycled in specific 
bins.

• Only 3 in 10 adults (30%) 
who purchase a cup of coffee 
while travelling reported that they 
use a bin specifically designed for 
recycling coffee cups once they 
have finished with it.

• Of those who don’t tend 
to recycle paper cups, just over 
half (52%) say it’s because there 
isn’t anywhere available for them 
to do so throughout their journey, 
while 21% feel that public 
recycling facilities are inadequate.

The initiative follows Network 
Rail’s launch of their new 
sustainability strategy, which 
includes ambitions to make 
stations greener.

Jo Lewington, Chief 
Environment and Sustainability 
Officer at Network Rail, said: “By 
installing accessible, easy-to-
use cup recycling bins across our 
managed station network this 
year, we’re helping our passengers 
to reduce their waste with a simple 
message – “Sip, Save and Recycle”. 
We believe the initiative will go a 
long way to supporting the circular 
economy and making our stations 
more sustainable.”

Gavin Ellis, Director and Co-

Founder of Hubbub, added: 
“We’re delighted to partner with 
Network Rail on the introduction 
of these new cup recycling points. 
Cups can be easily recycled but, 
because they have a plastic 
lining that stops hot drinks from 
leaking, they need to be collected 
separately from other recycling. 
There is now plenty of capacity 
to recycle cups in the UK; what 
is needed is more infrastructure 
to collect the cups in high footfall 
places, so train stations are the 
ideal location. Our support for this 
initiative was made possible with 
funding from the Starbucks 5p 
cup charge, which Hubbub uses 
to make it easier and simpler for 
the public to recycle the cups they 
use, as well as promoting the use 
of reusable cups.”

Subscribe Now to Enjoy Your 
Own Copy of Great Western Star 
every three months - Delivered 
Direct to a computer near you.

This issue is being sent out 
free but from 1st January, you 

can only receive your copy if you 
sign up for a subscription. 

Sign up before 30th 
November 2020 for just £15. 

From 1st December, the normal 
subscription price will be £20 per 

annum.
Go to our website

www.greatwesternstar.com
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RAILWAY NEWS FROM AROUND THE GREAT WESTERN REGION

Photo taken on 06/03/2020 at Bristol 
Temple Meads station shows the women 
of GWR and Network Rail who worked on 
the International Women’s Day campaign.

Great Western Railway and 
Network Rail’s Western Route 
jointly scooped a double prize for 
their work together at this year’s 
National Rail Awards.

GWR and Network Rail were 
shortlisted for two entries in the 
Outstanding Teamwork category for 
introducing the region’s December 
2019 Timetable Change– one of 
the biggest timetable changes in a 
generation, and their celebration 
of International Women’s Day, 
which saw the launch of the 
#railtorefuge scheme, which helps 
people escape domestic abuse, 
and delivering a train service 
operated entirely by female staff in 
March.

Judges were not able to 
separate the two entries and 
decided to award both entries the 
top spot. It’s the second time in two 
years the companies have been 
recognised for their work together 
after grabbing the gong for the 
Western Alliance Partnership at 
the Rail Business Awards last year.

The train operator also grabbed 
the Customer Service Excellence 
Award for its RoomMate®, which 
provides an audio description of 
station facilities for those with 
visual and other impairments. Its 
Platform Zoning project, which 
helped customers board train 
more safely and quickly across the 
network, was highly commended 
by judges.

Steve and Helen Holyer of Adi 
Access Ltd, the company which 
developed the RoomMate® 
technology said: “We are thrilled 
to have supported GWR with their 
submission for Customer Service 
Excellence in the National Rail 
Awards. GWR have recognised the 

difficulties for those with sight loss, 
dementia and learning disabilities 
which hitherto have not been 
addressed in accessible toilets. 
RoomMate® a world first concept 
is installed in a diverse range of 
locations nationally.

Reading Station, which is 
staffed by Network Rail and GWR 
was named Major Station of the 
Year.

Speaking after the virtual 
awards ceremony, GWR Interim 
Managing Director, Matthew 
Golton said: “After four years 
of building up our alliance with 
Network Rail, recognising what 
we can achieve and how best to 
work together to deliver for all of 
our customers across the route, 
I am delighted that this work has 
been acknowledged in this way. 
The December Timetable Change 
saw the first wholesale change to 
the timetable in 40 years and took 
teams from across Network Rail 
and GWR years of planning and 
preparation to make sure it went 
without a hitch.

“International Women’s 
Day was a clear opportunity 

to demonstrate the range of 
career opportunities on offer in 
rail and help drive an increase 
in the number of women in our 
businesses. Once again, it iso great 
to see our teams working together 
to showcase the industry. It was 
so difficult to separate these two 
achievements, and I’m delighted 
the judges were able to recognise 
them both equally."

HS2 Project Uses CEMEX Low 
Carbon Concrete
 
According to a report in World 
Cement, HS2 contractors in 
London have begun using Vertua®, 
a new low carbon concrete product 
which provides a reduction of 
42% in CO2 in comparison to a 
standard concrete. In addition, 
the remaining carbon emissions 
from using the concrete are offset 
to provide a CarbonNeutral® 
product, in accordance with The 
CarbonNeutral Protocol. 

The product, used for the first 
time in London, has been supplied 
to HS2’s enabling works contractor, 
Costain Skanska joint venture, and 

Great Western Railway and Network Rail Celebrate Multiple Wins at National Rail Awards

Lydon Contracting Ltd, by global 
building materials manufacturer 
CEMEX, from their plant based in 
Wembley.

After engineering carbon 
reductions into the concrete mix 
design, CEMEX calculates the 
embodied carbon generated from 
extraction and processing of raw 
materials, product manufacturing 
and distribution. The residual 
carbon is then offset, making the 
concrete carbon neutral from 
manufacture to use.

To achieve carbon neutrality, 
carbon is offset by the removal or 

reduction of emissions of carbon 
dioxide or other greenhouse gases 
from the atmosphere in order to 
compensate for emissions made 
elsewhere. CEMEX facilitates this 
by investing in projects which 
physically remove CO2 where 
possible from the atmosphere, 
such as planting more trees or 
protecting against deforestation 
through an independently audited 
and verified project. This is done 
in accordance with international 
standards for carbon neutrality.

The first use of the Vertua 
Classic Zero concrete in the capital 

recently took place at a HS2 site 
in North West London, as part of 
the preparation of the ground for 
an electricity substation which will 
power the tunnel boring machines 
excavating HS2’s London tunnels. 
A further delivery of Vertua is 
planned at the same site by the 
end of October. By using this low 
carbon concrete, a total of 12 t 
of carbon should be saved once 
deliveries are complete, with an 
additional 17t of residual CO2 
offset. Discussions are continuing 
as to how this technology can be 
adopted on further sites across 
the HS2 route.

Ironbridge Power Station 
Branch may be Reopened as 
part of Housing Development

The developers of the former site 
of Ironbridge power station is 
looking to build 1,000 new homes 
and keep the railway that brought 
in the coal so as to start passenger 
services. Harworth Group acquired 
the 350-acre site in June 2018 and 
is planning its regeneration into 
a mixed-use scheme, creating a 
new community at the heart of 
the region’s industrial heritage – 
the site is just 1.4 miles along the 
riverfrom the famous Iron Bridge.

The site, which the Group 
purchased from Uniper plc, 
includes the former power station, 
former social club (redundant 
sports pitches, timber pavilion 
and golf course), borrow pits, 
Pulverised Fuel Ash (PFA) landfill 
waste tips and a rail siding, which 
was historically used to transport 
coal to the site.

Ironbridge ‘B’ power station 
was constructed in 1963 and 
ceased electricity generation in 
2015. An earlier power station, 
Ironbridge ‘A’, opened in 1932 and 
ceased generating in 1981.

Harworth’s masterplan, 
submitted for outline planning 
at the end of 2019, shows a 
mixed-use scheme for 1,000 
new homes in addition to a 

range of commercial, leisure and 
community uses including a park 
and ride facility, a school and public 
open space. Before development 
of these areas, the site will need 

Impression of the finished development on the site of the former Ironbridge 
Power Stations (Shropshire Star).

The undeveloped site after the demolition of the four cooling towers 
(Shropshire Star)

to be prepared by the removal of 
industrial waste from its days as a 
power station.

Talks are also ongoing with 
National Rail to bring the existing 
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rail sidings on the site back into 
operation, which will require 
strengthening of the Grade II-listed 
Albert Edward rail bridge that 
crosses the river. This 200-foot-
span cast-iron bridge was opened 
in 1864 and was designed by Sir 
John Fowler, who also is credited 
with the design of the iconic Forth 
Bridge and London’s Metropolitan 
Railway.

The planning application, as 
submitted to both Shropshire 
Council and Telford & Wrekin 
Council on 19 December 2019, 

RAILWAY NEWS FROM AROUND THE GREAT WESTERN REGION

The Albert Edward Bridge, which carries the railway over the River Severn, 
was designed by Sir John Fowler. (Shropshire Star)

includes:
• 1,000 new homes;
• A new local centre with a 

mix of leisure, commercial, retail 
and health uses;

• A primary school;
• Nature corridors;
• Public open space;
• Re-use of the site’s pump 

house to support either retail, 
community or river-based uses.

The Ironbridge scheme is likely 
to take between 10 and 15 years to 
fully develop.

Continued Investment in 
Marches Stations

Transport for Wales (TfW) is 
continuing to implement its 
Station Improvement Vision 
initiative on the Borderlands line 
between Wrexham and Bidston. 
The investment has improved 
13 stations since the start of the 
programme in October 2019.

Despite the challenges 
presented by Covid-19, TfW is keen 
to move forward with its plans.

Improvements include deep 
cleaning, the rebranding of shelters 
and station furniture, the relining 
of car park bays, repainting and 
renewing stair nosings, and cutting 
back overgrown vegetation.

Ken Skates, minister for 
economy, transport and North 
Wales, said: "This is another 
example of our commitment to 
improving transport in North 
Wales. Train stations are gateways 
to communities and the Station 
Improvement Vision will help 
ensure passengers have a positive 
experience when using our rail 
network."

James Price, TfW chief 
executive, added: "I'm delighted 
to see great progress being made 
on the Borderlands line as part 
of our Station Improvement 
Vision. Despite the challenging 
circumstances, we're committed 
to delivering short and long term 
improvements."

Highways England Renews 
Jacobs Contract for Historical 
Railways Estate

Jacobs Engineering Group Inc 
has announced that it has been 
reappointed as the sole supplier of 
professional services to Highways 
England Historical Railways Estate 
(HRE) for a term of up to five years. 
Highways England is responsible 
for managing a portfolio of 3,400 
structures including legacy bridges, 
viaducts, tunnels and similar listed 
properties associated with closed 
railway lines throughout the 
United Kingdom. Under the terms 
of the contract, Jacobs is providing 
technical professional services 
from feasibility studies through 
to detail design, with contract 
and site management services 
including structural assessment, 
environmental and estates 
management.

For more than 10 years Jacobs 
has assessed, designed and 
managed the delivery of over 1,000 
structures, and worked 240,000-
plus hours with zero incidents or 
injuries across the HRE portfolio. 
While helping to safeguard these 
important heritage assets, Jacobs 
has generated more than $7.5 
million (£5 million) in efficiency 
savings through 54 ideas during 
this period.

In making the announcement, 
Jacobs Buildings & Infrastructure 
Senior Vice President Bob Duff 
stated, “We are delighted to 
continue our longstanding 
relationship with the Historical 
Railways Estate. We are drawing 
upon our extensive capability 
and retained knowledge from 
disciplines across the country. 
Having worked with Highways 
England for more than 25 years, 
Jacobs understands its vision and 
the key drivers for continuous 
improvement across this vast 
portfolio.”

Jacobs delivers major 
transportation projects globally, 
and in the U.K. supports Highways 
England on the A14 Cambridge to 
Huntingdon improvement project 
and the M1Junction 19 scheme.

Brunel’s ‘Bristol Old Station’ 
Now in Network Rail 
Ownership

The iconic, Grade I listed 
‘Bristol Old Station’, which was 
Bristol’s first railway station when 
it opened in 1840 as the western 
terminus of the Great Western 
Railway from London Paddington, 
has been acquired by Network 
Rail. Designed by Isambard 
Kingdom Brunel, it remains one 
of the oldest surviving railway 
stations in Britain. Its acquisition 
from Bristol City Council allows 
Network Rail to bring the building 
back into railway ownership 
for the first time since rail 
privatisation in the mid-1990s.

Brunel’s Old Station is currently 
home to Engine Shed, a business 
incubator which supports a 
cluster of innovative start-ups, 
and the Passenger Shed, an events 
space which hosts a wide range 
of events including exhibitions 
and weddings. Network Rail’s 
Signalling Innovation Group 
used the building for its annual 
conference in February 2020.

Network Rail plans to maintain 
current commercial uses of the 
building, while implementing 
a programme to maintain and 
restore the Grade 1 listed facilities. 
Its aspirations for the buildings 
will complement proposals for 
the wider station area under the 
emerging Bristol Temple Quarter 
masterplan.

Stuart Kirkwood, Network 
Rail’s acting group property 
director, said: “We are very 
pleased to have brought this 
iconic building back into railway 
ownership. This is a landmark site 
with historical significance for the 
nation and for Network Rail as a 
company. We are looking forward 
to revitalising the building for the 
enjoyment of passengers, tenants 
and the local community. This 
refurbishment is part of our wider 
strategy to create great places 

for business and communities 
to thrive, supporting economic 
growth and regeneration in towns 
and cities across the UK.”

Mike Gallop, Western Route 
managing director, added: 
“It is an honour to have this 
historic building in Network Rail 

The Old Station in Bristol, designed by Isambard Kingdom Brunel, opened in 1840.

The passenger shed of Brunel’s Old Station in Bristol.

ownership. The building deserves 
the best care it can get, and we 
are planning to do just that. I trust 
that Brunel would be pleased to 
know that his first station in Bristol 
is back where it belongs – within 
the railway family that will care 
and cherish it.”

Network Rail Spends Record £2.5bn with SMEs

Network Rail spent £2.52bn of its total £7.1bn expenditure with small 
and medium-sized enterprises (SMEs) in the 2019-2020 financial year, 
exceeding the government target of 33% to be spent with small and 
medium businesses. In total, 35.6% of annual expenditure was spent 
with SMEs.
The number of suppliers contracted directly by Network Rail was 4,246 
in the 2019-2020 financial year, of which 3,051 (71.9%) were SMEs, an 
increase on the 2,611 contracted in 2017-18. The rail operator’s direct 
spend with SMEs increased more than 5% from 12.77% in 2017-18 to 
17.8% in 2019-20. Meanwhile, a survey of Network Rail’s top 100 (by 
spend) tier 1 suppliers found that indirect spend with SMEs rose to 
17.8% in 2019-20 - an increase of 3.8% from 2017-18.

GREAT WESTERN STAR MAGAZINE 11
10 GREAT WESTERN STAR MAGAZINE



According to a report in the 
Shropshire Star, The Ironbridge 
Railway Trust wants to re-instate 
a derelict stretch of the old Severn 
Valley Railway line providing 
a modern yet nostalgic public 
transport link for more than one 
million visitors who come to the 
World Heritage Site each year.

Making the area more 
accessible through green public 
transport and an enhanced 
accommodation offer is key to 
a vibrant future for the town's 
visitor economy, particularly in 
the recovery from Covid-19. The 
Trust proposes a re-instated rail 
link from a park & ride station in 
the former Power Station site at 
Buildwas directly to the Iron Bridge 
itself and the multiple attractions 
along the line’s route at Jackfield 
and Coalport. 

Plans are already in place for 
a major commercial and domestic 
development on the former power 
station site and the developers 
are keen to restore rail links to 
the Shrewsbury/Wolverhampton 
line, using the former goods line 
that carried coal to the power 
station. Adding this line would 
only enhance the overall appeal 
of the development. It would also 
help to remove traffic from the 
Ironbridge Gorge area which has 
only very narrow roads and very 
little parking.

Offering a connection from 
the M54 and the M6 corridors, 
the Trust said that the rail service 
would support sustainable growth 
of the economy, ambitions for 
more environmentally-friendly 
traffic management in the town, 
flood-resilience, and future 
potential to develop onwards to 
Bridgnorth.
Opportunity
The Trust proposes that the 
service would be operated both 

with both heritage trains and 
modern environmentally-friendly 
passenger units, with the energy 
storage technology used by the 
Parry People Mover (PPM) which 
currently runs on the nearby 
National Rail Stourbridge Town 
branch.

Peter Lyons, chairman of the 
Ironbridge Railway Trust, said: 
“As a gateway to the Gorge, we 
believe the rail link can be an 
innovative and imaginative part of 
the regeneration of the Ironbridge 
Power Station site, building on 
and going further than current 
proposals for the site.”

The Trust is preparing to make 
a bid in November 2020 to the 
second stage of the government’s 
Restoring Your Railways fund which, 
if successful, would finance a full 
study of the feasibility of the plan. 
It is also in discussion with Telford 
MP Lucy Allan, Shropshire Council, 
Telford & Wrekin Council, and the 
Ironbridge Gorge Museums.

Telford & Wrekin Councillor Eric 
Carter, chairman of The Marches 
Strategic Railway Group, said: “The 
Trust’s exciting proposal can help 
us sustain and grow the Ironbridge 
tourism economy, which along 
with our many other attractions 

such as Cosford RAF Museum, the 
Severn Valley Railway, our market 
towns and beautiful countryside 
make Shropshire the country’s 
principal inland tourist county.”

Atkins Awarded Cost Efficient 
Electrification - Contact Wire 
Uplift Contract by Network Rail

Atkins, a member of the 
SNC-Lavalin Group, has been 
appointed by Network Rail to 
analyse dynamic behaviours of 
overhead line equipment (OLE) 
and develop new OLE designs for 
future electrification schemes. 
Using Digital Image Correlation 
technology, Atkins will analyse the 
relationship between OLE uplift, 
OLE system type, train speed and 
pantograph type, installed at 
low bridges with low headroom 
or long width, with twin contact 
arrangements, and use data to 
develop new rules for OLE design.

The new rules will be used 
by OLE designers to reduce route 
clearance costs, including bridge 
reconstruction and track lowering, 
for new electrification schemes. 
As part of the UK’s Net Zero 2050 
targets, new electrification is the 

Plans for Part of the Original Severn Valley Railway to be Reinstated in the Ironbridge Gorge
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A steam train at Ironbridge railway station on the Severn Valley Railway. (Ron Miles)

only viable way to decarbonise 
core rail routes on the railway 
network. Bridge reconstructions 
to create sufficient space can 
cost up to £1million or account 
for a third of an electrification 
scheme’s total cost. The ten-
month contract intends to result in 
smaller values of uplift being used, 
which can potentially convert a 
bridge reconstruction into a ‘no 
work required’ analysis, reducing 
electrification scheme capital 
costs.

Malabika Das, project manager, 
Strategic Rail at Atkins, said: “We’re 

proud to be supporting Network 
Rail on these new designs to help 
reduce electrification unit costs 
and in turn, support the industry’s 
climate and environmental 
targets.”

“These rules of design should, 
where technically achievable, 
cover as many types of Network 
Rail OLE as is reasonably 
practicable; be based on robust 
and documented evidence; 
and strike a balance between 
conservatism and complexity.”

Measurement and data 
collection will be carried out 

by the Atkins Digital Image 
Correlation team which specialises 
in non-contact measurements 
in a live rail environment using 
imaging systems and correlation 
algorithms. The team has recently 
measured structural deflections 
to 0.05 mm accuracy on over 
16 locations for a variety of 
clients. Experience also includes 
understanding the behaviour 
of OLE from first principles 
and the relationship between 
OLE geometry and dynamic 
performance.

Atkins Appointed to Design 
Oxford Railway Station Concept 
Masterplan 

Atkins has been appointed to 
produce a concept masterplan 
for the expansion of Oxford train 
station and the surrounding 
sites.  

Commissioned by Oxford City 
Council, Network Rail, County 
Council and the Oxford Local 
Enterprise Partnership (OxLEP), 
the masterplan is a vital step in 
the project, and aims to raise 
the quality of urban design 
and become a catalyst in the 
redevelopment of Oxford’s West 
End as well as delivering the 
station’s capacity increase for the 
East-West Rail (EWR) scheme.

The masterplan will support 
Oxford City Council’s vision for 
the West End to become an 
extension of the city centre, with 
major development around the 
station, along Oxpens Road and 
Osney Mead Industrial Estate. 
Together, these developments 
will transform the West End into 
an innovation district; a critical 
project within the Oxfordshire 
Local Industrial Strategy which 
was recently published by the 
OxLEP and central government.

Atkins, supported by PRD and 
Faithful+Gould, will take an holistic 
approach to the redevelopment of 

the station area, which comprises a 
multi-modal transport interchange 
with rail service enhancements; 
capacity upgrades including an 
improved station forecourt and 
commercial area; and better 
connectivity to Beckett Street and 
other key developments in the city 
centre. The work coincides with 
an investment in track and other 
capacity factors to deliver the 
nationally significant East-West 
Rail timetable requirements.

Ali Mowahed, Stations and 
Transport-Oriented Development 
Director at Atkins, said: “This 
commission is an opportunity to 
reimagine the gateway to one of 
the UK’s fastest growing cities; 
supporting the region’s growth 
by improving rail capacity and 
exploring how the surrounding 
region can be transformed into a 
world-leading hub for businesses, 
research and development, and 
laboratories.
Priorities for the new masterplan 

are:
• Improved rail infrastructure 
and services to meet growth in 
demand and deliver support for 
the introduction of EWR and other 
key services
• Create an iconic and welcoming 
gateway to support Oxford as a 
leading global innovation hub
• Maximise economic and mixed-
use development opportunities 
to create a well-designed and 
integrated, commercially viable 
station quart that catalyses 
development across the West End
• Provide an efficient city centre 
transport interchange that reduces 
congestion and provides better 
connectivity, to facilitate ‘first and 
last mile’ connection.
Councillor Susan Brown, Leader of 
Oxford City Council, said: “Creating 
the masterplan for Oxford’s 
station is a significant step forward 
in delivering on our ambitions for 
the west end of Oxford and the 
wider city. The redevelopment 

New plans for Oxford Station
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of the station will be a catalyst 
for opportunities in the city and 
wider regional economy, including 
our long-held ambition to reopen 
the Cowley Branch Line, but also 
our wider connectivity across the 
Oxford Cambridge Arc through East 
West Rail. The proposals that come 
forward will not just be rail focused, 
but will look to put active travel 
measures, such as walking and 
cycling, at the heart of travellers 
onward journeys, as well support a 
modern bus interchange”

Reading Green Park Station 
Delayed to 2021

The opening of a new railway 
station in Reading has been delayed 
due to the Covid pandemic. Green 
Park station, near Reading FC’s 
Madejski Stadium and the M4, was 
due to welcome its first passengers 
in late 2020 but it is now set to 
open in late summer 2021 “at the 
earliest”, Reading Borough Council 
said. 

The authority said it was 
working with Network Rail and 
Great Western Railway (GWR) 
to ensure the station can open 
as soon as possible after its 
completion. The station, on the 
Reading to Basingstoke line, is part 
of efforts to improve accessibility 
to the Green Park area.
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The council hopes the station 

will benefit south Reading 
residents, Reading FC supporters 
and Green Park businesses. It has 
revealed an updated timeline, with 
construction set to be completed 
in late spring or early summer 2021 
before the station goes through 
a period of testing for public use, 
according to a report by the Local 
Democracy Reporting Service.

The scheme is being led by 
the authority in partnership with 
Network Rail and GWR.

Call for New Carno Station and 
reintroduction of Aberystwyth 
to Carmarthen Line

According to a report 
in Cambrian News, Wales’ 
Transport Minister has written 
to his Westminster counterpart 
calling for the building of a new 
railway station in Carno and the 
reintroduction of the Aberystwyth 
to Carmarthen line. Ken Skates MS, 
Minister for Economy, Transport 
and North Wales, has written to the 
Secretary of State for Transport, 
setting out a strong argument to 
build four new railway stations 
across Wales. The letter calls on 
Grant Shapps to invest in the Wales 
and Borders rail network through 
the UK Government’s Restoring 
Your Railways fund, not only to 

improve rail connectivity, but to 
supercharge Wales’ post Covid-19 
recovery.

A report undertaken by 
Transport for Wales for the  Minister 
identified four locations for new 
stations, which included Carno 
on the Cambrian line, Deeside 
Parkway in North East Wales, St 
Clears in Carmarthenshire and Ely 
Mill in Cardiff. He also took the 
opportunity to reiterate the case 
strongly for plans which included 
the Aberystwyth - Carmarthen and 
Bangor – Caernarfon re-openings.

In his letter, the Minister said: 
“In combination, which is why 
I have not prioritised between 
them, the Transport for Wales 
report demonstrates a compelling 
case for all four to be developed 
as an integrated programme to 
improve access to the rail network 
across the regions of Wales. They 
will make a major contribution 
to improved rail connectivity, 
supercharge our post Covid19 
recovery, and develop our public 
transport for the future. Our new 
station openings will be key to 
Building Back Better.”

Deeside Parkway and Ely Mill 
will be key components of their 
respective Metro developments 
with major contributions to 
improved urban connectivity, 
employment/economic growth 
and reduced car use. New stations 
in Carno and St Clears would 
support strong employment and 
sustainable economic growth 
through improved regional 
connectivity. They share extensive 
support within rural communities 
with limited public transport 
opportunities, who have historically 
been overlooked, particularly since 
the closure of previous stations in 
these communities and of Laura 
Ashley’s famous factory in Carno.

Reading Green Park station (Reading Borough Council)

Views Sought on the Future of 
the Railway Village

A public consultation is underway 
to gather peoples’ views on the 
future of Swindon’s Railway 
Conservation Area. Earlier this 
year, a review of the Railway 
Village and Works Conservation 
Areas was carried out and a draft 
planning document detailing its 
appraisal and management plan 
was published. This document 
sets out the vision for the future 
of the historic Swindon site.

It will be used to raise 
awareness and inform people 
about Swindon’s railway history, 
help preserve and enhance the 
special architectural or historic 
interest of the area, and guide new 
development within or affecting 
the area through the planning 
process

The Borough Council would like 
to hear what people think of it. The 
consultation is open until Monday 
November 2. The document can be 
viewed at https://bit.ly/3mUzkjN

Comments should be marked 
‘FAO CA Review Comments’ 
and emailed to conservation@
swindon.gov.uk.

Review of the railway village and 
railway works conservation areas
Earlier this year heritage 
consultants Purcell carried out 
a review of these conservation 
areas. Having completed their 
research and consultation, they 
have produced the following draft 
planning document:
Swindon railway conservation 
area appraisal and management 
plan (CAAMP) 
This document sets out the 
vision for the future of Swindon’s 
railway conservation area and 
a framework to guide change 
as required by the Planning and 
Listed Buildings and Conservation 
Areas Act 1990. 
It will be used to:
• raise awareness and 
inform people about Swindon’s 

railway history
• help preserve and enhance the special architectural or historic 
interest of the area
• guide new development within or affecting the area through the 
planning process
It recommends that:
• the 2 separate conservation areas be merged into one which we 
propose to rename the ‘Swindon Railway Conservation Area’
• the boundary of the conservation area be extended to include:
1. the area along Station Road and the area around the station
2. the southern side of Faringdon Road between Fleet Street and Milton 
Road
3. the Health Hydro block
4. the Pattern Store site and adjacent car park (Designer Outlet West)
The consultation will run for 6 weeks from Monday, 21 September to 
Monday, 2 November 2020. 
(It is hoped to cover this story in much more detail in the January issue of 
Great Western Star when, hopefully more information will be available 
– Ed)

Part of The Railway Village

DON’T FORGET THAT YOU CAN CATCH 
UP ON ALL THE LATEST NEWS ON 
WWW.GREATWESTERNSTAR.COM

The new Swindon Junction in 1847. Note the Railway Village in
the background and St. Mark’s church (Swindonweb.com)
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On Thursday 22nd October, 
Transport for Wales (TfW), 
Keolis and Amey have taken 
the first steps in redefining 
the partnership initiated in 
2018 that will secure the 
ongoing transformation of 
the Wales and Borders rail 
network.

TfW, Keolis and Amey 
announced that they have 
reached an agreement 
which will lead to the 
implementation of a new 
financing and operational 
model, the details of which 
will be finalised in the 
coming months. 

This agreement is 
welcomed by the Welsh 
Government and TfW, who 
now have a sustainable 
way forward for delivering 
their ambitious objectives 
for rail, despite the effects 
of Covid-19, and by 
Keolis and Amey, who will 
continue to contribute their 
internationally-renowned 
expertise in delivering the 

transformation for the 
benefit of passengers in 
Wales. 

Under the new agreement, 
the operation of day-to-day 
rail services will become 
the responsibility of a new 
publicly owned subsidiary 
of TfW. 

The agreement also 
ensures that key projects 
aiming to transform the 
passenger experience, 
including the delivery of 
brand-new rolling stock 
and the South Wales Metro, 
will continue to benefit from 
the support of KeolisAmey. 

In addition, AmeyKeolis 
Infrastructure will continue 
to deliver the exciting 
transformation of the 
Core Valley Lines and 
maintenance of the CVL 
infrastructure.

KeolisAmey will also 
partner with TfW in 
improving the customer 
experience significantly 
through integrated ticketing 

and on demand transport 
systems.

James Price, Chief 
Executive at TfW said: “I’m 
pleased with this agreement, 
which will allow Transport 
for Wales to continue to 
deliver the transformation 
of the Wales and Borders 
rail network over what’s an 
incredibly difficult period 
for the industry, with a 
huge reduction in passenger 
journeys and revenue.” 

“KeolisAmey have made 
a significant contribution 
to transport in Wales over 
the past two years and I’ve 
welcomed their  collaborative 
approach to securing this 
agreement, which has 
allowed us to achieve a 
positive way forward for 
the Wales and Borders 
contract.” 

“We will continue to 
benefit from the international 
industry expertise of both 
Keolis and Amey while giving 
TfW and Welsh Government 

more control to deliver our 
key transport objectives, 
as we look to sustain the 
good progress of the rail 
network and ensure it plays 
a vital role in helping Wales 
to be well-placed in a post 
pandemic environment.”

 Kevin Thomas, Chief 
Executive of KeolisAmey 
Wales, Operator and 
Development Partner of 
TfW said: “Our partnership 
with TfW will always have 
the passengers and the 
communities we serve 
at its heart - finding the 
right solutions to improve 
services across Wales and 
the border areas.

“In light of Covid-19, 
we recognise the need for 
Welsh Government to have 
a sustainable way forward 
for delivering its ambitious 
objectives for rail and we 
are pleased to have agreed 
and put in place robust 
principles as we work on the 
details of a new agreement.”

A huge amount has been 
achieved in the two years 
since KeolisAmey became 
operators of the Wales and 
Borders franchise. Prior to 
the impact of Covid-19 the 
network had more trains 
running more frequently 
than ever before, with 
progressive improvements in 
performance and passenger 
experience.” 

“We have successfully 
managed the introduction 
of more modern and 
reliable trains across the 
network and delivered 
the groundwork for the 
introduction of new trains 
from 2021/22 - exclusively 
for Wales and supporting 
further service frequency 
improvements across 
vital commuter routes. 
An important result of 
these major achievements 

has been the creation of 
sustainable jobs, skills and 
apprenticeships, in support 
of the people and economy 
of Wales.

The New Agreement 
1. A subsidiary of TfW 
will be established with 
operational responsibility 
for the safe and reliable 
delivery of rail services for 
the people and communities 
of Wales and the Borders. 
This subsidiary, while 
wholly owned and managed 
by TfW, will operate 
under its own licence and 
approvals, regulated by 
the independent Office for 
Rail and Road in its role 
as regulator for the UK 
rail industry. It is expected 
this subsidiary will take 
over responsibility for rail 
operations from Keolis Amey 
Operations in February 
2021 following a managed 
transition process.

2. KeolisAmey remains 
committed to working 
with TfW to deliver the 
Welsh Government’s 
ambitious vision for rail 
in Wales. KeolisAmey will 

Class 175 No 175003 at 
Llandudno Junction

Transformation of the Welsh Transport Network 
Continues - Despite Covid 19 Challenges

be working collaboratively 
with TfW on rolling stock 
delivery, specification 
and introduction as well 
as drawing on Keolis’ 
international expertise in 
areas such as integrated 
ticketing, on demand 
transport systems, cross 
modal design and delivery 
and the ongoing integration 
of light and heavy rail.

3. A m e y K e o l i s 
Infrastructure (“AKI”) is 
a special purpose joint 
venture which was formed to 
deliver the transformation 
of the Core Valley Lines and 
infrastructure management 
and maintenance of the 
Core Valley Lines. The 
leading partner in this joint 
venture is Amey. AKI will 
continue to deliver versatile 
asset management services, 
integrated transport 
planning and engineering 
solutions designed for the 
current and future needs of 
local communities as well 
as deliver the infrastructure 
requirements for the 
transformation of the Valley 
Lines network.

One of the new electric trains now running from 
Paddington to South Wales
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As Brunel started building 
his new railway, he needed 
the services of an officer 
to take charge of the 
Locomotive department. At 
the end of July 1837, he 
was authorised to secure the 
services as “Superintendent 
of Locomotive Engines” of a 
youth not yet twenty-one, 
whom he recommended, 
named Daniel Gooch2. 
Brunel had been travelling 
north to see to the progress 
of engines then being built 
in Liverpool and Warrington 
and so interviewed Gooch in 
Manchester, where he was 
assisting his older brother 
on the Manchester & Leeds 
Railway. He straightway 
engaged him. 

Gooch Joins Brunel
Gooch entered service on 
the GWR on the 18th August 
1837 and, as he then had 
no locomotives to look 
after, began his work by 
preparing plans for engine 
houses at Paddington and 
Maidenhead. In November, 
the first two engines arrived 
by canal at West Drayton. 
These had come by sea 
from Liverpool to London 
Docks. The two engines were 
Premier, built by Mather, 
Dixon & Co of Liverpool, 
and Vulcan from the Vulcan 
Foundry at Warrington.2 

These two engines had very 

A Galaxy of Stars
In choosing the name for this new magazine, careful consideration was given to several options 
but, in the end, the obvious choice seemed to be the Great Western Star. After all, there had 
been two classes of “Star” engines – one broad gauge and one “narrow or standard” gauge. 
In addition, the last steam locomotive to be built for British Railways and respectfully and 
appropriately built in Swindon’s famous works was, of course “Evening Star.” The Star class 
engines were therefore in at the beginning of steam railways and at the end of steam.

Part One - The Start of the Great Western Railway 
and the Broad Gauge Stars

large wheels and very small 
boilers and cylinders. When 
they first arrived, there was 
no track on which they could 
be run but, by Christmas, a 
mile and a half between West 
Drayton and Langley had 
been finished. Vulcan made 
the first trial trip on the 28th 
December, thus becoming 
the first engine to run on the 
GWR.

North Star Arrives 
However, another engine – 
North Star - built by Robert 
Stephenson was delivered 
by barge to Maidenhead at 
the end of November but 
there she had to stay until 
May 1838 by which time 
tracks had been laid. In his 
diary, Gibbs3 said that he 
visited West Drayton to see 
trials of Vulcan and North 
Star. The engines went out 
of the engine house but 
then derailed as the points 
were too steep and it took 
an hour to get them on to 
the main line, where they 
then performed beautifully. 
Over the next couple of 

North Star

months, there were several 
more trials, including one 
on Harrison’s Thunderer, 
(actually R & W Hawthorn’s 
engine), a locomotive he 
described as “freakish” as 
the “boiler and boiler were on 
separate carriages.”

The Official Opening 
of the GWR

On May 31st, Gibbs said: 
“This being the day appointed 
for the opening of our 
Railway, the Directors and 
the Company invited met 
at the Depot before1. A very 
pretty sight it was. At 11.30 
we entered the carriages of 
the first train and proceeding 
at a moderate pace reached 
Maidenhead Station in 49 
minutes or at about 28 miles 
an hour. After visiting the 
works, we returned to Salt 
Hill where a cold luncheon 
for about 300 people was 
laid under a tent. After the 
usual complement of toasts, 
we returned to the line and 
reached Paddington (19 
miles) in 34 minutes, or 33½ 
miles an hour.”

The engine employed on 
this first official train was 
North Star, which Gooch 
said was the only engine at 
his disposal on which he 
could rely – a great start for 
North Star! One interesting 
story here was that one of 
the Bristol directors, Mr T R 

Guppy distinguished himself 
by walking along the tops of 
the carriages from one end of 
the train to the other while it 
was going at full speed! Mr 
Gibbs commented that it 
was after their luncheon!            

According to the RCTS 
book1, the engines were all 
the same general design with 
slotted outside frames, but 
they differed in many ways 
from each other. They were 
all the 2-2-2 type, having 4 
feet 0inch carrying wheels 
and, with the exception of 
Morning Star, 7feet 0 inch 
driving wheels. 

On the last eight, the 
driving wheels were flanged. 
The first two had boilers with 
a round top raised firebox 
casing whereas all the others 
had a dome-shaped casing. 
Royal Star, with 4cwt of 
coke and 6½inches of water 
in the glass, is shown as 
weighing 23 tons 7cwt 2 
qtrs. (7 tons 6cwt + 11 tons 
13 cwt + 4 tons 8cwt 2qrs)

By the end of 1849, seven 
were reported as having had 
2 feet added to the length of 
the boiler and the engine to 
enable the connecting rods 
to be increased to this extent. 
Around this time, it is likely 
that further alterations were 
made, changing them to 
4-2-2ST, with a saddle tank 
fitted. Certainly, several 
were seen on branch lines 
in this condition, with the 
single front wheel being 
replaced with two pairs of 3 
feet 6 inch wheels. 

Six of these were later 
included in the “Wolf” class 
and Swindon records show 
that these were North 
Star, Polar Star, Red Star, 
Rising Star, Bright Star 
and Shooting Star. All the 
Stars gave good service of 
23-33 years with an average 
mileage of 350,000.

Table 1. R Stephenson’s Star Class Locomotives1

                                                                                                                                                                                                                                                                                                            
   Name  Maker’s No  Delivered  Ceased Work

North Star  150  28/11/1838  1/1871
Morning Star  149  24/1/1839  11/1869
Evening Star  265  7/1839  6/1871
Dog Star  266  9/1839  1869
Polar Star  267  7/1840  7/1870
Red Star  268  8/1840  2/1865
Load Star  269  1/1841  7/1870
Rising Star  270  3/1841  4/1871
Bright Star  271  4/1841  4/1864
Shooting Star  272  8/1841  9/1871
Western Star  273  11/1841  10/1866
Royal Star  274  11/1841  6/1871

North Star
This was the first engine on 
the company’s books and 
was the most famous of all 
the early Great Western 
locomotives. It had not been 
originally intended for the 
Great Western but for the 
5 feet 6 inch gauge New 
Orleans Railroad with 6 
feet 6 inch driving wheels. 
However, that company hit 
financial problems and so 
it was converted to 7 feet 
0¼ inch gauge and fitted 
with 7 feet 0 inch driving 
wheels. Swindon’s records 
show that, in 1854, North 
Star was rebuilt with new 16 
inch by 18inch cylinders, a 
wheelbase of 7 feet 0 inches 
+ 6 feet 4 inches and a new 
domeless boiler.

Here the story becomes 
confusing! This new 
wheelbase would indicate 
that North Star was no 
longer a 2-2-2 but, in fact, a 
4-2-2. However, there is no 
mention of a tank, but North 
Star is consistently listed as 
being a member of the Wolf 
Class. Again, in a register of 
1856, the average weight of 
the tender engines is listed 
as about 23 tons and that of 
the five other tank engines 
as about 32 tons. North 
Star is shown as a tank 
engine weighing 27 tons 13 
cwt! One suggestion is that 
North Star may have been 

fitted with a smaller tank, 
without any alteration of 
her frame and she may even 
have retained her tender! We 
will never know!

North Star was cut up 
in Swindon in 1906 but a 
model was built in 1925, 
based as nearly as possible 
on Stephenson’s original 
engine of 1837 and, it is said 
that it does incorporate some 
parts form the original.

In 1927, GWR King Class 
6000 King George V and 
the North Star replica were 
craned out of “A” Shop and 
taken to the docks from 
where they were sent by 
ship for their journey to the 
Baltimore and Ohio Railroad 
Centenary celebrations in 
the USA. While King George 
V was presented with a 
commemorative Bell and 
plaque no such honour was 
bestowed upon North Star, 
despite the important role 
that it had played in the 
construction of the GWR!

Other Members of the 
Class
Morning Star was also 
built for the New Orleans 
Railway but, unlike North 
Star, retained its 6feet 
6inch driving wheels. It 
has been suggested that 
it was converted to 4-2-2 
but official records show 
it to have been cut up in 
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November 1869 as a tender 
engine and withdrawn from 
the stock list in July 1870.

Evening Star was 
withdrawn from stock in July 
1870 but, in fact, worked 
on until June 1871. Dog 
Star was a similar engine 
which ceased work in 1869, 
being used as a stationery 
boiler at Paddington before 
being withdrawn from stock 
in July 1870. Polar Star 
was basically similar to 
Evening Star. It was rebuilt 
as a 4-2-2 saddle tank, was 
withdrawn from stock in July 
1870 before being used as a 
stationery boiler at Newport.

Red Star was again 
similar but with different 
boiler tubes and a larger 
firebox. Again, it was rebuilt 
as a 4-2-2ST, ceased work in 
February 1865 before being 
used as a stationery boiler 
in R Shop at Swindon and 
then removed from stock in 
July 1870. Load Star ran 
unaltered until withdrawn 
in July 1870 before being 
used as on stationery work 
at Swindon.

Rising Star was a larger 
engine with a wheelbase 
of 8 feet 0 inches + 6 feet 6 
inches, cylinders 15inches 
x 18inches, a boiler barrel 
10 feet x 4 feet and casing 
5feet x 4feet 10inches. As 
with some of its Classmates, 
it was rebuilt as a 4-2-2ST, 
withdrawn in July 1870 but 
worked on until April 1871. 
Bright Star was similar to 
Rising Star, was rebuilt as a 
4-3-3ST ceased work in April 
1864 and came off the stock 
list in July 1870.

Shooting Star bore 
a strong resemblance to 
Evening Star with the 
exceptions that the dome of 
the firebox was flatter and 
with the manhole at the top 
instead of at the front. She 

was rebuilt as a 4-2-2ST, 
was withdrawn from stock 
in July 1871 but worked on 
until September of that year.

Regarding the final two 
members of the Class, 
Western Star was similar to 
Royal Star, ceased work in 
October 1866, was used as 
a stationery boiler at Oxford 
and was with drawn from 
stock in July 1870. Finally, 
Royal Star was withdrawn 
from stock in July 1870 but 
ran on until June 1871.

Falling Stars 
So, by July 1871 all the Class 
had gone. They had done 
stout service for the GWR 
and Gooch was so impressed 
with the quality and the 
performance of these engines 
built by R Stephenson & Co 

that he used it as the basis  
of his first standard engines, 
many of which were at work 
before more than four of the 
Stars  had been delivered. 
One feature – the slotted 
outside sandwich framing – 
remained with the GWR until 
1937 when the last of the 
Barnums was withdrawn.
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A photograph of Polar Star, taken at Cheltenham shed in the late 
1840s. Polar Star had its frames and boiler lengthened by 2ft 0ins 
by 1849, so we can date the photograph as prior to that work being 
carried out. In fact, this is one of the earliest known photographs 
of a GWR scene and amongst the first railway pictures ever taken 
with a camera anywhere in the world. It is far from perfect, 
as perhaps would be expected given the primitive nature of 
photography at that time. It gives an excellent view of Polar Star, 
seen here on the left in front of the shed at Cheltenham, in the 
company of the ‘Sun’ Class 2-2-2 Javelin (right) and the ‘Pyracmon’ 
Class Goods 0-6-0 Alligator (centre). All three engines are believed 
to have been based here at this time, from where they would have 
found employment on the newly opened line to Swindon. The pit 
for the shed’s 42ft turntable is just visible in the foreground. Polar 
Star is said to have been similar to Evening Star when built but if 
that was the case, then it had undergone some modification since 
first delivered – witness the dearth of boiler fittings, the safety 
valve mounted on the top of the firebox and the manhole cover on 
the firebox front. Note too the prominent diamonds on the front 
buffer beams of the two singles and the relative size of Polar Star 
when compared with the smaller Javelin, which had only 6ft 0ins 
diameter driving wheels. 
(John Alsop collection, Courtesy Lightmoor Press)

Major progress has been 
made on new and ambitious 
upgrades to Wales’ railways 
following £343 million 
of investment to help 
deliver better journeys for 
passengers. 

Grant Shapps, the UK 
Government Transport 
Secretary, has set out a raft 
of schemes to be funded, 
including kickstarting the 
design of the Cardiff Central 
station upgrade, advancing 
plans for cutting-edge 
digital signalling on the 
Cambrian line and speeding 
up journeys between Cardiff 
and Swansea.

Cardiff Central and 
West Wales Parkway
Work has already begun 
on a £113 million upgrade 
to Wales’ busiest station. 
Design work on a new, 
modern design for Cardiff 
Central station will be 
funded through the release 
of £5.8 million. It will focus 
on improving access and 
ensuring platforms are 
suited for longer trains, 
boosting space and capacity 
for passengers. The cash 
for Cardiff Central is part of 

the £58 million announced 
for the project last year to 
revamp Cardiff Central, 
while West Wales Parkway 
would be built in Felindre, 
Swansea. 

The move will also see 
journey times between 
Wales’ two biggest cities 
cut by up to 14 minutes. 
It is said that the upgrades 
will ease crowding and 
congestion during peak 
periods. Annual passenger 
numbers are predicted to 
rise from 12.7 million in 
2016 to 32 million by 2043.

Transport expert, Prof. 
Stuart Cole said “Cardiff 
Central had become a 

Multi-Million Pound Boost for Welsh Railways

Cardiff Central - a new look!

victim of the City’s success 
as an events holder. It is 
currently a 1930s station 
which was never built for 
the task it now does, not 
just with commuters but 
also with sports event and 
concerts, for example, 
the Wales-England rugby 
international saw 37,000 
people moved by train very 
successfully but very slowly 
over four hours.”

In total, £180 million 
was needed to transform 
the wider area into a Metro 
Central transport hub, 
with the train station, new 
bus station and a coach 
station. As well as £40m 
from Cardiff's city deal, the 
project was dependent on 
funding from the UK and 
Welsh governments.

Welsh Secretary Alun 
Cairns added: "The way in 
which the station operates 
is not fit for purpose in 
terms of a modern-day 
capital city. We are also 
committing to progressing 
plans for a West Wales 
Parkway station, which 
will deliver time savings 
of up to a quarter of an 
hour from Pembrokeshire 
to Cardiff and increase 

The line of the latest developments
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local connectivity around 
Swansea to provide greater 
opportunities for the whole 
of the Swansea Bay City 
region."

The West Wales Parkway 
scheme – estimated to cost 
about £20 million - would 
be built on a line currently 
used mainly for freight. It is 
hoped it will cut the number 
of cars currently using the 
M4.

Cairns said he was 
"really excited" about the 
project, adding it would 
connect communities that 
previously had limited 
access to rail links with 
Swansea, south Wales and 
Cardiff.

Cambrian Line Upgrade
The Transport Secretary 
has also announced £3 
million to advance plans 
for upgrading the signalling 
on the 150mile Cambrian 
line from Shrewsbury 
Sutton Bridge Junction to 
Aberystwyth and Pwllheli. 
The planned state-of-the-
art digital signalling system 
will modernise the network, 
improving the reliability 
of services, and support 
the introduction of a new 

fleet of trains being rolled 
out across the network in 
December 2022.

£3m Signalling 
Upgrade for 
Shrewsbury to 
Aberystwyth and 
Pwllheli Rail Line

The new digital signalling 
system has been designed 
to improve reliability. The 
design and construction 
of the project is being 
delivered by KeolisAmey, 
who won the bid to run the 
current Wales and Borders 
rail franchise, which it took 
over from Arriva Trains 
Wales in October 2018. 

KeolisAmey Wales (often 
referred to as Transport 
for Wales Rail Services) 
was awarded the Wales 
and Borders franchise in 
May 2018 to operate and 
maintain Transport for 
Wales (TfW) rail services 
for the next 15 years. This 
network is over 1,000 miles 
long, with 247 stations, 
and carries over 30 million 
passengers per year.

KeolisAmey, a joint 
venture between Keolis and 
Amey, will set about a series 

of improvements for what is 
a new era for passengers 
and for Wales with more 
rail services, newer trains, 
better stations and more 
reliable networking.

Key features of the 
contract include:

•  £194m to be spent on 
station improvements, 
including the building of 
five new stations and the 
modernisation of all 247 
existing stations on the 
network
•  £800m on replacing 
trains in Wales. From 
2023, 95% of journeys will 
be made on new trains, 
half of which (50%) will be 
assembled in Wales
•  By December 2023, 
KeolisAmey will be running 
an extra 285 services every 
weekday across Wales, with 
improvements on the Ebbw 
Vale line, North Wales 
Metro (Wrexham-Bidston), 
Cambrian and Heart of 
Wales lines
•  An extra 294 services 
across Wales on Sundays, 
an increase of 61%, 
creating a true 7-day 
service for the first time
•  Investment in new 
technology to reduce 
disruption and enhance 
performance
•  Six hundred new jobs 
will be created to deliver 
the contract, and 30 new 
apprenticeships will be 
created every year.

These latest improvements 
are part of a programme 
of investments totalling 
£1.9bn that will be made 
over the 15-year contract 
period to bring about a 
transformation in rail travel 
for people and communities 
the length and breadth of 
Wales and its borders.

South Wales Metro
As part of the Welsh 
Government’s South Wales 
Metro development, journey 
times will be reduced and 
the frequency of trains will 
be increased, while new 
Metro vehicles will bring 
on-street running back to 
Cardiff. 
Smart ticketing will be rolled 
out across Wales making 
travel easier and fares more 
flexible. In addition, new 
cheaper off-peak fares will 
be introduced, including 
reductions to fares in North 
Wales and at the heads of 
the Valleys.

The franchise and Metro 
delivery contracts were 
awarded by the Welsh 
Government's transport 
body Transport for Wales. 
The franchise, which runs 
for 15-years is branded as 
Transport for Wales Rail 
Services.

Non-electrification work 
on the project to date 
includes work on a depot 
and control centre for 
the Metro at Taff's Well 
and an infrastructure 
hub in Treforest. There 
are currently 250 people 
working on the project, 
which will rise at peak to 
around 600 to 800. As part 
of the asset transfer deal, 
31 Network Rail staff have 
moved over to Transport for 
Wales.

Chief Executive of 
Transport for Wales, James 
Price said: "Transport 
for Wales is absolutely 
committed to delivering 
the South Wales Metro 
and we have now moved 
forward with further 
transformational works. 
At the start of the year, 
we opened our Metro 
Infrastructure Hub at 
Treforest, as well as starting 

construction work on our 
Metro Control Centre at 
Taff’s Well. 

“We’ve been undertaking 
surveying and design 
work across the valley 
railway lines and are now 
progressing on to the next 
phase and transforming 
the railway lines, starting 
on 3 August 2020. We 
understand the impact 
of Covid-19 but will be 
following all relevant 
safety advice from Welsh 
Government as we push 

forward with our investment 
programme.”

On the significant 
development work ahead, 
Mr Price said: “This scheme 
is a once-in-a-generation 
project and through 
building the South Wales 
Metro we hope to help 
regenerate the economy 
in Wales especially as we 
enter the Covid-19 recovery 
phase. It is a major, long-
term project that won’t 
happen overnight.  We now 
have significant physical 

A representation of the new South Wales Metro Rolling Stock

Aerial photograph showing the Garth Works and Estate 
site at Taff’s Well (Google Earth) 
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infrastructure work to do to 
overhaul our rail network, 
which was mostly built in 
the Victorian era, to get it 
ready for our new faster, 
greener and more frequent 
train service. We hope that 
the people of south Wales 
and our neighbours living 
near our railway lines will be 
excited by the opportunities 
the South Wales Metro will 
bring.” 

“I also want to assure 
them that while we have a lot 
of work to do, we’ll do all we 
can to minimise disruption 
caused by the work we’ll 
be undertaking and that 
we’ll regularly update them 
about the progress we’re 
making as work continues.”  

Ken Skates, Minister 
for Economy, Transport 
and North Wales, added: 
“It’s great to see work 
commencing on the ground 
to deliver this ambitious 
scheme. Making it easier for 
people to travel in the future 
will ensure communities 
are better connected while 
increasing access to social 
and economic opportunities. 
The transformation of the 
Core Valley Lines provides 
a real opportunity to assist 
in the economic recovery 

from Covid-19 through the 
utilisation of local supply 
chains to build back better. 
Our investment in Metro 
systems in the north and the 
south of Wales is evidence of 
our commitment to creating 
a modern transport network 
that will meet Wales’ future 
needs.”

Kevin Thomas, chief 
executive of Transport 
for Wales Rail Services 
added: “It is a great credit 
to everyone involved that 
even when faced with 
these challenging times we 
are able to continue our 
transformational work on 
Transport for Wales’ rail 
network.

"This started with the 
transfer of the Core Valley 
Line assets from Network 
Rail back in March, and is 
continuing as we progress 
with complex plans that 
will deliver the Metro, and 
all the benefits this will 
bring to people and local 
communities.”

“In amongst the negative 
impacts of Covid19, we’ve 
seen the commencement of 
work on infrastructure for 
the Metro system, which will 
be introduced on the Core 
Valleys Lines and had an 

exciting glimpse at the new 
tram-trains which will run 
on them and the tri-modes 
coming to the Rhymney 
line. These are being built 
as we speak, specifically for 
use in Wales.”

“Trains are also being 
built and refurbished for 
operations elsewhere with 
North Wales soon to benefit 
from additional trains, 
having undergone extensive 
improvements and rigorous 
testing.” 

“We are finally putting an 
end to the Pacers in Wales – 
confining them to the Wales 
and Borders history books 
and running newer, better 
and more customer friendly 
trains across the Transport 
for Wales network – with 
increased capacity, higher 
reliability and better 
passenger comfort.

It was confirmed in June 
that the Great Western Main 
Line is now fully electric, 
revolutionising all train 
travel between Cardiff and 
London through quicker, 
more environmentally-
friendly journeys. The final 
remaining section through 
the Severn Tunnel was 
completed following a £76 
million investment from the 
UK government.

Siemens Mobility 
Limited secures Core 
Valley Lines contract 
from TfW
Transport for Wales (TfW) 
has awarded a three-year 
contract to Siemens Mobility 
Limited as part of the Core 
Valley Lines Transformation 
programme. The works will 
include the renewal and 
replacement of lineside 
signalling infrastructure, 
as well as the creation of 
a new integrated control 

An artist’s impression of one of the KeolisAmey tramtrains

centre which will ensure 
the safe running of trains, 
improve the reliability of the 
infrastructure and increase 
the operational flexibility of 
the railway.

Completion is predicted 
for 2023, so that connectivity 
will be enhanced for the 
1.5 million people who live 
and work in the Cardiff 
Capital Region. The new, 
intelligent infrastructure 
will improve the passenger 
experience, by offering 
improved journey times and 
increased train frequency, 
from two trains per hour 
to four, on each of the Core 
Valley Line routes. 

Together with the 
installation of the new 
combined control centre, 
Siemens Mobility will be 
manufacturing, fitting 
and commissioning 50 
new signals, over 300 axle 
counter sections and 98 
signalling location cases.

Work has already begun 
on-site in the Cardiff Valleys, 
all of it coordinated from the 
project depot at Treforest, 
and Siemens Mobility 
will be working in close 
partnership with Transport 
for TfW, KeolisAmey Wales, 
Balfour Beatty plc and Alun 
Griffiths (Contractors) Ltd 
on the project, which forms 
part of the wider South 
Wales Metro programme.

Rob Morris, Managing 
Director Rail Infrastructure 
for Siemens Mobility Ltd, 
said: “This important new 
programme will deliver 
a wide range of benefits, 
helping to improve both the 
passenger experience and 
operational performance 
and we are now looking 
forward to working closely 
and collaboratively with 
our supply chain partners 
in Wales to safely deliver 

the work. We are extremely 
proud that all our 
equipment for this contract 
will be manufactured at 
our Chippenham factory in 
the UK, which forms a key 
part of our British research 
and development, design, 
engineering, production, 
delivery and support 
capability.”

James Price, TfW CEO 
added: "At Transport for 
Wales we are continuing 
with our investment 
programme and ,in the last 
financial year, we spent 
£796 million transforming 
our rail services. This 
included £516 million 
acquiring the Core Valleys 
Lines, £187 million on the 
Wales and Borders rail 

The original Bow Street Station closed in 1965 and 
is now the site of a builder’s merchant

service and an additional 
£28 million on projects and 
service operation.” 

“At the start of the 
year, we opened our Metro 
Infrastructure Hub in 
Treforest and construction 
has begun on our £100 
million Metro Control 
Centre in Taff’s Well as 
we continue to deliver the 
South Wales Metro that 
will bring social, economic, 
recreational and cultural 
benefits to the people of 
Wales.

Additionally, almost 
£4 million has been 
invested towards building 
a new station at Bow 
Street between Borth 
and Aberystwyth to help 
improve connectivity and 

An artist’s impression of the new Bow Street Station
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ease congestion on roads 
in the area. The station is 
expected to open early next 
year.

A number of stations in 
Wales have also benefitted 
from millions of UK 
government funding to 
improve accessibility for all 
passengers such as through 
new step-free routes. 
Grangetown, Pontypool & 
New Inn, Llantwit Major and 
Neath were awarded a total 
of £1.5 million in February 
2020 to install new lifts 
under the Access for All 
programme, which funds 
smaller scale accessibility 

Artists impression of the new footbridge at Cadoxton Station

improvements. All projects 
are expected to complete 
by 2024 at the latest. 
Accessibility improvements 
at Cadoxton station, which 
include a new footbridge 
and lifts, were unveiled on 
28 August 2020.

A Different Approach 
to Rolling Stock for 
Central Metro

Bi-mode trains are being 
introduced on several of 
the UK routes to overcome 
the limitations of the 
reduced electrification 
scope. These trains operate 

An Artist’s impression of the new Cardiff Parkway station

on electric power when 
under wires but switch 
to diesel where overhead 
power is not available. It’s 
a simple solution. However, 
trains must therefore 
carry pantographs and 
transformers as well as 
heavy diesel engines and 
fuel tanks, all of which need 
to be carried throughout 
the journey.

Hybrid technology, now 
firmly established within 
the domestic car market, 
seamlessly blends power 
from the combustion engine 
with power from an on-
board battery pack. Energy 
is recovered and stored 
in the battery through  
regenerative braking, thus 
dramatically improving fuel 
economy. The latest ‘plug-
in hybrid’ cars (PHEV) use 
the battery pack as the 
primary power source, with 
the combustion engine 
providing an increase in the 
mileage range and a back-
up in the event of an empty 
battery.

KeolisAmey has come 
up with a solution for 
the new Central Metro in 
Wales that will make use 
of this state of the art yet 
well-established hybrid 
technology in its new train 
fleets; both tri-mode and 
metro vehicles. This change 
from the existing diesel 
multiple units (DMUs) on 
the network to hybrids will 
lead to a profound reduction 
in carbon footprint and 
the on-board batteries will 
significantly reduce the cost 
of electrification.

On the Core Valley Lines 
(CVL), which is everything 
north of Cardiff Central, tri-
mode vehicles will be used 
from Rhymney and Coryton 
to Grangetown, powered 
by OLE and battery only. 

The addition of the diesel 
engine adds flexibility to 
the vehicles to continue 
on to Penarth, Barry and 
Bridgend, and elsewhere on 
the network if future needs 
demand. 

Queen Street to Rhymney 
will operate on OLE and 
battery power, including an 
unwired section between 
Caerphilly and Lisvane & 
Thornhill, where battery-
only operation will be used 
to avoid costly waterproofing 
works in Caerphilly tunnel.

Metro vehicles from the 
three remaining valley 
heads (Treherbert, Aberdare 
and Merthyr Tydfil) through 
to Cardiff Bay will be OLE/
battery hybrids only, with 
no diesel engine. These 
trains will run wire-free 
to the new station at the 
bottom of the Cardiff Bay 
branch, which will lay the 
foundations for future ‘on 
street’ extensions into the 
city centre.

Permanently earthed 
sections for cost 
efficiency
This proposal for the 
electrification of the 
Valleys will significantly 
reduce the number of track 
and civils interventions. 
Why? Because the use 
of permanently earthed 
sections (PES) will allow 
the OLE clearances at 
structures to be significantly 
reduced, removing the need 
for many alterations.

These permanently 
earthed sections of OLE, 
similar to extended neutral 
sections, are not a new 
solution and are already 
used on conventional 
electrical schemes for some 
low structures where track 
or civils works are not 

feasible. However, their 
use is usually only possible 
in locations where a train 
has sufficient momentum 
to ‘coast’ through a non-
electrified section – a risk 
assessment is needed 
to make sure that a 
conventional electric train 
will never stop and become 
stranded in this area.

The hybrid capability of 
both new train types means 
that they can accommodate 
the use of a PES wherever 
electrical clearances cannot 
be achieved, including in 
station areas. The new 
rolling stock will switch 
to battery power through 
these sections, with the 
pantograph remaining 
raised, and switch back to 
overhead power when live 
OLE is detected.

The widespread use of 
PES for the South Wales 
Metro transformation will 
avoid up to 55 track or civils 
interventions across the 
Valleys. Complex station 
canopy alterations and 
the provision of protective 
screening are also avoided, 
with track lowering 
expected to be needed at 
just 17 sites and only one 

bridge needing to be lifted.
The cost savings from the 

use of battery power and 
PES to overcome areas that 
are difficult to electrify are 
evident and, unlike diesel, 
achieve the zero-carbon 
operation that is expected 
of a modern rail network.

This approach to 
electrification by the 
Transport for Wales Rail 
Services, operated by 
KeolisAmey, may well pave 
the way for similar methods 
to be adopted for other 
networks in the future and, 
with battery technology 
ever improving, it is clear 
that the rail industry must 
not be left behind.

Make sure that you 
keep up to date with all 

the latest news about 
railways across the UK. 
All you need to do is to 
go to the Great Western 

Star website (www.
greatwesternstar.com

 and go to the The 
Railway Terminus. This 
news section is regularly 

updated so you need 
never feel left out. All 

the news is there in one 
place
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The GWR Experiments with 
a Petrol-Electric Railcar

Almost 90 years ago, the 
GWR decided to investigate 
the use of electric traction. 
So, in 1911, it obtained 
a petrol-electric railcar 
powered by a 40HP 
Maudslay petrol engine 
driving a dynamo that 
supplied current to two 
electric motors, one on each 
of its two axles. 

It was given the number 
100. Enough petrol could 
be carried to enable the 
railcar to cover 250 miles at 
a maximum speed of 35mph 
– further than the existing 
steam-powered rail motors 
could achieve at that time.

The railcar was designed 
by British Thomson-
Houston Co who supplied 
the electrical equipment, 

The single cylinder air 
compressor was driven 
from the front of the petrol 
engine, which was of the 
4-cylinder type with a bore 
and stroke each of 5inches, 
developing 35-45bhp. This 
had an overhead camshaft, 
peculiar to the Maudslay 
design and was provided 
with two carburettors of the 
White and Poppe type, one 
being fitted as a spare in 
case of emergency. Either 
could be brought into 
service as required.

The cooling system was 
by thermosyphon through 
four 1inch diameter uptake 
pipes direct through the 
roof of the engine room to 
a radiator that was placed 
transversely on the roof 
of the railcar. It was fitted 
with a water-cooling supply 
system holding 12 gallons of 
water. The exhaust silencer 
was also mounted on the 
roof.

Design of the Railcar
The railcar was said to 
have been exceptionally 
well lit by a generator in 
the engine room, ensuring 
brilliant illumination of the 
interior of the railcar. The 
body was divided into two 
main sections – the engine 
room, and the passenger 
compartment, together with 
a driving compartment at 
each end. These latter areas 
each contained the electric 
control and brake gear to 
enable bi-directional travel.

It was placed in Diagram 
“U” by the GWR. It was 33ft 
3in long, 9ft 0¼inches wide, 
11ft 5¼inches from the rail 
to the roof top and 13ft 5¼ 
inches from rail to the top 
of the radiator cap. It had 
a wheelbase of 19ft and 
was fitted with 3ft 6inch 
disc wheels. It weighed 14 
tons 9cwt (6tons 9cwt on 
the front axle and 8tons 
on the trailing axle) and 
had a seating capacity of 
44 as designed but 46 as 
built. Diagram “U” was 
later reallocated to Diesel 
Railmotor No 1.

According to Locomotives 
of the Great Western Railway 
Volume 11 p L18, the railcar 
spent all its working life on 
the Windsor branch but its 

life was to be short, for it 
was withdrawn in October 
1919 and sold in the same 
month to Lever Brothers 
Ltd, Port Sunlight, Cheshire 
who used it on their private 
railway until about 1923 for 
conveying visitors around 
the site. 

End of Service
It was then withdrawn from 
service and dismantled but, 
about four years later, the 
body was sold to a member 
of the staff who took it 
to Gronant beach, near 
Prestatyn and converted it 
into an attractive summer 
bungalow. A broadly similar 
vehicle was supplied by 
Drewery to the Weston, 
Cleveland and Portishead 
Railway.

The Maudslay Motor 
Co Ltd is reported to 
have told the author of 
the RCTS publication 
that overheating of the 
detachable valve seatings 
affected the performance 
of an otherwise entirely 
satisfactory petrol engine. 
This might be the reason 
why there were no further 
experiments with internal 
combustion vehicles by the 
GWR until the advent of the 
diesel engine.

I left school in August 1947 
at the age of fourteen and 
went to work for, as it was 
then, the Great Western 
Railway, as a Slipper boy. 
This job was looking after 
the barge horses, cleaning 
out the stables, which 
at that time was a cave 
under Gasometer  Lane, 
at the rear of what is now 
Fieldings Auctioneers. The 
only downside was the 
person I worked for, who 
was a rough individual 
called Bernard Catlin, who 
smelt like the horses.

Starting My Working 
Life as a Slipper Boy
The Goods Office had just 
a small telephone exchange 
- a very primitive one by 
today’s standards – so 
someone would come over 
to say that another horse 
was required for a barge 
coming from Richard 
Thomas & Baldwins near 
Pensnett. 

We would saddle up a 
horse and I would ride it 
to Stourton, just over three 
miles away. When the barge 
came, I would hook my 
horse to the other one and 
head for Stourbridge. Just 
before we got there, I had to 
move the horses along, the 
bargee would untie us from 
the barge and it would drift 
under the road and into the 
basin where the steel would 
be unloaded into railway 
wagons to be shipped to all 
parts of the country.

The Goods Office was 
a two-story building with 
about twenty clerks of both 

My Life on the Railway
Ramon Williams

At the end of 1947, the GWR and 
Thomas Bantocks both had their 
own barges, as well as their own 
horses. In July 1947 I worked as 
a slipper boy looking after GWR 
horses at Stourbridge Goods.We 
were in a sandstone cave, but 
Bantocks had brick built sta-
bles. This GWR Narrow Boat is 
in the Black Country Museum

sexes working on large 
sloping desks. The Chief 
Clerk was a Mr. Keene, who 
really ran the goods yard, 
though the Goods Agent, 
Mr. Bullas, was supposedly 
in charge.

Life as a Young 
Messenger Boy
After a few months I was 
called into see Mr. Keene 
and he said he did not think 
that being a Slipper Boy was 
the job for me, and I would 
take over as Messenger 
Boy. In those days, when 
rail wagons came into the 
yard, the businesses had 
to be informed by invoice, 
which is where I came in. I 
would cycle to the factories 
with the invoices. At that 
time, there were a couple of 
sidings in the yard, serving 
the seven coal merchants 
in the town.

During the first few 
months of 1948, the clerks 
suggested that I should 
try to pass as a clerk, I 
was already going to night 
school, taking typing, 
shorthand, maths and 
English. However, after a 
few weeks, the shorthand 

My wife Ann’s grandfather on W.H.Smith’s stall 
at Stourbridge Junction in the early 1900’s
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that day, I reported to the 
Shed Master at Stourbridge 
Engine Sheds who took me 
to meet the foreman cleaner. 
He showed me over the shed 
and the parts of engines I 
was going to clean. 

The shed was one of 
the larger ones, with 28 
roads coming off a circular 
turntable and, when full, 
most roads had two engines 
on them. There were about 
15 other lad cleaners beside 
me, working two shifts 
7.00am to 5.00pm and 
11.00pm to 7.00am. On the 
night shift, we were on what 
was called “The Call Up” 
and we spent all night going 
around the Stourbridge 
area waking the drivers and 
firemen up.

What always happened 
was that you and the person 
who was doing the next area 
went around together, so 
we would wake the person 
in my area five minutes 
early and race across to my 
mate’s area and wake his a 
few minutes late. 

The lad I teamed up with 
was Brian Dunn, whose 
parents ran the Duke William 
public house in Coventry 
Street, Stourbridge so, if 
we had a few moments, we 
would pop in for a cup of 

teacher ripped my exercise 
book up; he was a nasty 
person and, in the day 
time, he was a council rent 
collector, so I think he came 
to the school to get rid of his 
anger from his day job, but 
I passed out in the three 
other exams.

It was then suggested 
that I should go and take 
the clerical exam at Snow 
Hill station. They put 14 
pages of A4 in front of me - I 
had no chance whatsoever, 
coming from a village school 
with children from five to 
twelve years old all in one 
class. My education was 
non-existent, and the two 
years I was at the Grange 
School was not enough 
education.

Moving into the Motive 
Power Department as a 
Lad Cleaner
They then suggested that 
I should try to get into the 
Motive Power Department 
so, after a few weeks, 
I went to Swindon, the 
Headquarters of the Motive 
Power Department. 

The medical was very 
tough but I got through, 
they gave me all my uniform 
including overalls and a 
starting date and so, on 

tea and packets of crisps. 
The meeting place for all the 
lads was the entrance to the 
market by the town clock 
and, if the weather was bad, 
we would pop into Smith’s 
Bakery in Coventry Street 
or Webb and Corbett’s glass 
works at Amblecote.

One of the lads was called 
Osborne who, of course 
was called   Ozzy. He   had 
developed the trick of riding 
his bike  off the  the mess 
room    table, which would 
buckle the  wheel,  but the 
foreman  soon caught on 
and made him walk the 
Amblecote area. 

A lot of engine men lived 
around the shed area and, 
sometime later, Ozzy was 
coming down the very steep 
Grange Hill and we found out 
a very long time afterwards 
that, as he came over  the 
top of the hill, he saw two 
of our lads walking up the 
hill. He decided to frighten 
them by turning his light off 
and riding between them, 
but he made a mistake. In 
those days, some cars had 
small sidelights on the car’s 
mudguards, and he rode 
into the car. We never saw 
him again, so he must have 
been in a very bad way.

After some time, you 
were put on the Round Oak 
shunting engines. These 
were manned by drivers who 
were classed as disabled - 
Nipper Smith (a tall man) 
Conor Hall (a Salvationist) 
and Charlie George (who 
started each sentence with 
the words “I Say”). The 
morning shift had the engine 

Two ex-Stourbridge footplatemen having a drink after work. 
On the left is Bob Wall, my Grandfather and far right is 

Joe Brickwell.

On the Himley trip from 
Stourbridge,the line going 
off on the right was to 
Dreadnought tile works. 
For half a penny they would 
fill your billy can with hot 
sweet tea

made ready for them, the 
afternoon shift travelled on 
the Midland Red bus, as 
did the evening shift, who 
brought the engine back to 
the shed.

Becoming a Fireman!
I did my first firing turn 
with Charlie almost at the 
end of the shift. He said, 
“I Say, have you got any 
soap?” and so you would 
pass over your new block of 
soap. “I Say, have you got a 
towel?” but, by the end of 
the first week, you got the 
hang of it, and you went 
home dirty. 

In those days, you could 
go into factory canteens at 
cost price. One day, Charlie 
went into the Round Oak 
canteen and got his dinner 
and pudding and, while 
going back to his table he 
tipped one plate on to the 
other, as he was escorted 
from the canteen by the  
manager, he was heard to 
say,“I Say, it all goes the 
same way!” 
That ended all railway staff 
going in there. 

However, if you were on 
the Himley goods, you could 

go down to the Dreadnought 
tile works with your billy 
can, and get it filled for a 
halfpenny! 

Next, you progressed to 
the Stourbridge junction 
shunters. There were three 
engines working nonstop 
for the twenty-four hours, 
a very busy place, with 
trains coming in all the 
time, including some from 
places like Wolverhampton, 
picking up wagons and 
going on south.

The next step was that 
you progressed to a link 
Here you would have  

Looking across, you can see 
Stourbridge Gasometer in 
background, you have seen 
where I worked, now this 
was me having five minutes 
on Stourbridge North end 
shunter, a year after I was in 
the RAF in Malaya.

A picture  from the 
Birmingham Post & Mail 
showing an SLS Special 
celebrating the centenary 
of the Birmingham-
Wolverhampton railway. 
Standing on the running plate 
of Collett 0-4-2T No 1438, is 
the Mayor of Wolverhampton, 
Alderman Wooldridge. The 
driver for this trip was my 
Grandfather Bob Wall on his 
last day in service

perhaps twenty different 
weeks of duty – one week 
it could be 3.27am and 
the next week 5.05pm. you 
also then had a permanent 
driver and you could be 
with him for maybe a year.
The driver might move up to 
the next link or the fireman 
might move up, the higher 
you went the better the 
jobs, until you reached the 
passenger link, that was as 
high as you could go; at the 
top, movement only took 
place with drivers passing 
away or retiring.

The firemen had different
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fireman might move up, the 
higher you went the better 
the jobs, until you reached 
the passenger link, that 
was as high as you could 
go; at the top, movement 
only took place with drivers 
passing away or retiring.

The firemen had different 

nicknames for the drivers, 
and I would think the 
drivers had names for us. I 
had Jack Holliday (doc) as 
the gunfighter from the Wild 
West, Edward Roberts (top-
em-up Ted -  he wouldn't 
pass a water column) and 
Tommy Wyatt (Mucker) who 

Stourbridge Engine Shed (84F),  on a Sunday afternoon around 1963, 
waiting for engines to come in off the engineering trains

perhaps twenty different 
weeks of duty – one week 
it could be 3.27am and 
the next week 5.05pm. you 
also then had a permanent 
driver and you could be 
with him for maybe a year.

The driver might move 
up to the next link or the 

used to wipe his nose and 
wash with cotton waste.

These were some of the 
bad ones, the good ones 
were George Tyler, Sammy 
Bennett, and Jerry Young 
(sooty). In those days, 
everyone had coal fires at 
home and Jerry had a great 
many friends who wanted 
their chimney's cleaned. 
I mated for him for about 
fourteen months; I was 
always on the footplate 
before he got there and 
would place oil bottles, oil 
feeders and a lit flare lamp. 

He would disappear to 
the stores to get the oil and 
cotton waste, back he would 
come on to the footplate 
and say, “Your oil’s waiting 
for you.” 

So, you knew he had an 
early sweep for the morning, 
you would do the driving 
and he would then curl up 
in the fireman's corner with 
his back against a firing 
shovel, and go fast asleep. 
He was one of the better 
ones. 

Sammy was a rogue. 
GWR engines ran best on 
Welsh steam coal but, when 
you picked up an engine at, 
say Gloucester, there might 
be some hard coal on there. 
and I would have to wash 
it off. 

If we were going on to the 
shed, I would kick Sam's 
coal off at Stourbridge 
North Signal Box, from 
where he would pick it up 
on the way home. If we 
were going on the branch 
line towards Birmingham, 
then I would kick it off at 
the North's starting signal 
which was right beside 
the end of Sam's garden. 
During daylight hours, he 
always had some to take 
home in his haversack. 

He liked his drink so, if 

we were going to Worcester 
and then be relieved 
by another crew, and if 
Worcester yard was full, we 
would go into the sidings at 
Droitwich. Sam would then 
dash off to the pub below 
the railway viaduct and, 
when the signal came off for 
us to go, I would give a long 
blow on the whistle and he 
would come running back. 

When we got to the yard 
to wait for our relief away, 
he would dash into the 
Railway Club, and I would 
go into the mess room and 
would probably have had 
my supper by the time we 
came back. We had one job 
which took us to Himley 
and usually the full crew, 
including the guard, would 
go to the Crooked House 
which, if no one has been, 
you can put a bottle on a 
table and it would roll up 
hill!

Mucker had a brother, 
who was also a driver 
at Stourbridge, and the 
expression chalk and 
cheese worked for them. 
He suffered from asthma 

and  when you worked 
a  train from Hereford to 
Stourbridge and had full 
heavy freight, you stopped 
at Ledbury for a banking 
engine. 

In the tunnel itself you 
could  touch the  walls on 
both sides and, when we 
got through  to Malvern 
Wells, he  would be head 
down and all the ironwork 
would be yellow from the 
sulphur.  I would just give 
him a nudge and he would 
grunt so I knew he was ok.

One week, when we were 
working the Alverley colliery 
to Stourport power station 
turn, on the Saturday, I 
was fetched off to go on a 
driving turn at Stourbridge 
junction. The train he had 
was a full train of empty 
wagons, he picked up the 
staff to go between Bewdley 
and Arley and was heading 
at a good rate towards 
Northwood Halt crossing 
which had a gate on both 
sides of the track which car 
owners had to open and 
close. As he got towards the 
crossing, a car had stalled 

Dudley Station in 1956 (Dudley Libraries). The engine on the 
right was on the Midland side, and in the bay a railcar, which 
worked from Dudley to Old Hill via Blowers Green, with three 
little halts on the way, travellers from Dudley went to Old Hill 

to catch the train in to Snow Hill Birmingham.
The route was called the “Bumblehole”.
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and the train unfortunately 
hit it full on and pushed it 
along the track; two people 
lost their lives and it really 
knocked him back over this 
accident.

We used to have a great 
job that I liked, especially 
in the summer. It was a 
freight from Kingswinford 
to Crewe South, turn the 
engine on the triangle and 
just bring the engine back 
to the shed, on the way to 
Crewe we used to stop at 
Market Drayton for water. 

This one night when we 
stopped, I lit two flare lamps 
- they looked like Aladdin’s 
lamps - filled with paraffin 
and a big wick. I took my 
lamp and went up over 
the coal and waited for my 
mate to swing the chain to 
me so I could pull the swan 
shaped column around and 
put the leather bag into the 
tender. 

On the top of the swan 
neck was a two-inch tube 
to make the water flow 
well. In the darkness I saw 
something fall, I looked 
over the side and Tom was 
holding his head. I dashed 
over the side of the engine 

and blood was pouring from 
his head. I told him to get 
himself up to the signal box 
where there was a medical 
box. 

I found the biggest nut I 
had ever seen, and someone 
had put it on top of that 
pipe as a joke. I filled the 
tender and took the train 
down to the signal box, but 
to my surprise the signal 
man was as dirty as my 
mate, with a fag hanging 
out of his mouth. He had 
bound Tom’s head with a 
huge bandage and his hat 
was perched on top. 

I telephoned Control - 
these people ran the railway 
and knew where all trains 
were at a certain time. I 
explained the position and 
I said I was a passed man 
(passed as a driver) so he 
said could I take the train 
into Crewe South, every 
signal would be off and we 
would have a clear run. It 
was about 18 miles to go and 
when we stopped at Crewe 
siding, a crew came up and 
relieved us, and to tell us to 
catch the Holyhead train to 
Birmingham. 

This train was usually 

full of Irish people coming 
over here to work and when 
the train came in it was 
chock a block. We managed 
to get a seat each next to 
the window, there were 
quite a few giggles and jokes 
against Mucker. 

When we got to Stafford 
there were police and dogs 
everywhere, they came up 
and down the corridors, a 
policeman walked down the 
platform and came back and 
knocked on the window. I 
opened the little lights at 
the top and this policeman 
asked me if I knew who it 
was opposite me. I could 
have got rid of Mucker very 
quickly - they were looking 
for a prisoner from out of 
Stafford goal! The strange 
thing was I didn't see him 
for a couple of days, he 
hadn't washed his head and 
it had healed up perfectly; 
if it had been me, I would 
have had stitches and some 
days off.

If we were on a heavy 
freight going to Hereford, 
from Worcester, it was up 
hill through the Malverns 
and if I was having a 
struggle keeping the engine 
in steam and, if I was with 
Top-em-up Ted, I could see 
him looking at the marker 
on the tender saying how 
much water was left. I could 
see him glancing over, so I 
gave the gauge a touch and 
he would say, “Do you think 
we have enough water to get 
to Hereford?” 

I would say, “Probably, 
we'd better top em up at 
Malvern Wells, thank god for 

Stourbridge Engine Shed, 
looking over the main line with 
my back to the John Hall mine 
sidings. Photo taken in the 
1960’s with a new diesel for 
training in the background

that.”
I'd put the water column 

bag in the tender, dash 
back to the footplate and 
grab a ten-foot bar and lift 
the fire up to get rid of some 
of the clinker in the bottom 
of the fire grate, then away 
we would go. 

Sometimes, because of 
the water pouring through 
the brickwork in Malvern 
tunnel, the engine would 
slip to a stop. I as fireman 
had to climb outside the 
engine where there was a 
wire running the length of 
the tunnel which, with the 
help of the coal pick you 
would cut the wire. This 
told the signalmen at each 
end of the tunnel that we 
were stuck. 

We could be in there for 
up to an hour, so we pulled 
the plates up between the 
engine and the tender, and 
lay on the floor to get the 
air from under the engine. 
There we would lay until 
we felt the wagons come up 
against us, and away we 

would go. 
One thing that was 

always good - we would put 
cooking onions in the safety 
valve on the top of the boiler 
and, by the time we got to 
Hereford they would have 
cooked right through!

Ted and the Tractor
One day when I was 

with Ted, we were on a 
train of empty wagons from 
Kidderminster to Cannock 
Chase colliery. We had a 
Midland engine, and we 
were going under what was 
then Offmore Farm Bridge, 
now Husam Way. Ted called 
me over to his side of the 
engine and we saw in front 
of us a little light and in the 
early morning darkness we 
could see a tractor. 

Ted put the brake on, 
and we slid into the tractor 
and, fortunately, the farmer 
jumped off at the last 
minute. As soon as we had 
stopped, the wagons started 
to go back, which fetched 
the guard off his seat and, 
as all the couplings are 
on massive springs, they 
jumped back towards us 
and four of them jumped off 
the line. 

I then had to walk forward 
to Blakedown, about three 
to four miles, to tell the 
signalman the situation. He 
got on to Stourbridge shed 
and they sent people out 
to get the breakdown gang 
down to us. 

I knew the signalman, 
Derek Jackson; his father 
and brother were on the 
footplate. He lived in a 
bungalow by the crossing 
and popped over to his 
home to get me some bacon, 
eggs, and bread. 

It was almost two hours 
before the breakdown train 
got to us with the huge 

crane that could easily lift 
an engine. I told the shed 
foreman the situation and 
rode on the engine back to 
the train. 

Unfortunately for Ted, 
the farmer passed away the 
following day and, a few 
days later there was a big 
enquiry. It turned out that 
the plate layers had put 
in new track and forgot to 
put the crossing back. The 
farmer and the head ganger 
took responsibility - the 
farmer should have walked 
over the crossing and 
opened the opposite gate 
but he drove the tractor 
with its trailer of manure 
on to the crossing and got 
stuck in between the rails.

During the time I was 
a fireman, on a Sunday 
I would go to the Mutual 
Improvement Classes. 
There was an old carriage 
on the waste ground of the 
shed and there a dedicated 
band of drivers took you 
through the workings of a 
steam engine and the rules 
and regulations. As it got 
near the time for my exam, 
Reg Fisher, who was already 
a driver, came to our house 
on several occcasions to 
give me one-to-one help.

The Day of My Exams
The day of my exam 

came. I met the inspector 
at the shed and we 
traveled to Kidderminster, 
where I drove a class 
51XX tank engine on  the 
Kidderminster portion of 
the  Cathedrals Express, to 
join up at Shrub Hill with 
the Hereford, Worcester 
and Oxford portions. 

Luckily I had a good 
Kidderminster fireman, 
Roger Preston, who, while 
the inspector wasn't 
looking, gestured to me 

My mate Reg on the left, his 
driver, Harold Chant on the 
right. Reg spent many hours 
in our house in Stourbridge 
getting me ready for my 
Engine Driver exams - the 
theory was my problem - and 
we used to see him and his 
lovely wife, at the Beacon Club 
in Kidderminster on a Friday 
night. (Andy Rick Osnet Fisher)
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to open the regulator a bit 
more and pointed to his 
watch that we were losing 
time. We did arrive at the 
right time, which was a 
great relief. 

We then walked up to 
Tunnel Junction and I 
drove a 28XX class engine 
on a heavy freight from 
Worcester to Stourbridge. 
There again I was lucky I 
had an old hand Stourbridge 
fireman, in the afternoon 
it was spent on rules and 
regulations, and he told me 
I had passed.

I’m Now a Passed-Out 
Driver!
I then had to wait for my 
turn to fill a vacancy and, 
after about 18 months, 
one came at Kidderminster 
which, at that time, was 
an out station. There were 
diesel passenger services, a 
couple of goods train jobs to 
Hartlebury and Stourport 
and one job of three shifts 
on the yard shunter. 

For some time, I cycled 
from Stourbridge, but it 
was rough going, having to 
be down at the station for 
5.45am to work the 6.20am 
to Sutton Coldfield. One day 
when I was working this job 
and arrived at the outer 
home signal for Hagley, the 
signalman eventually got 
to me and said some Welsh 
extremists had blown up 
the huge water pipe from 
Wales to Birmingham, 
which crossed the cutting. 
Thousands of gallons of 
water were running down the 
track, through the station 
and over the embankment 
into some private houses. 
After about an hour, I had 
to change ends and take the 
train back to Blakedown.

After a time, having to 
cycle was getting me down 

so I went to Smiths in New 
Road and bought a new 
Raleigh moped. Sometime 
later, I was going to work the 
6.20 passenger train. I came 
over the hill at Alverley, just 
past the Crown Inn, and the 
moped started to move from 
side to side. I jumped off and 
it almost broke in half. It 
was a long walk from there 
to the station and, having to 
hold the bike up straight, I 
put a couple of splints on it 
to hold it together. 

When I got home I rang 
Raleigh at Nottingham and 
they said to bring it back, 
I got a free pass a few 
days later and travelled to 
Nottingham, where a car 
picked me up and took me 
to the factory. I was given 
a slap-up meal, then taken 
into this huge factory and 
told to help myself to which 
frame I wanted. A car then 
took me back to the station, 
and in a few days, I was 
back on the road.

The one passenger job 
I liked, but not many of 
the Kidderminster drivers 
did, you left the station 
about 4.00pm and went 
via Snow Hill, Stratford on 
Avon, Honeybourne and 
into Evesham, where you 
went  into the sidings for 

an hour and a half. You 
had something to eat while 
you were waiting and then 
worked all stations back via 
Worcester to Kidderminster

Ann and Kevin came with 
me a couple times. I used 
to get paid by the drivers 
whose turn it was, because 
they wanted to go up the 
club for a drink. As I didn't 
drink, it was the ideal job 
for me in the summer.

At the end of 1971, we 
were told the department 
was going to close as a 
motive power depot. I was 
made redundant as a driver 
and put back as a passed 
man, then redundant again 
as a passed man. I went to 
Stourbridge as a driver and, 
within a few weeks made 
redundant again, so back to 
a passed man. 

Another lad, called Ray 
Golding, and I went into the 
office, and were told this 
was our final move. We were 
offered Cricklewood just 
outside London. Ray and 
I travelled down there but 
we found that  the houses  
were  too dear for us to buy, 
which meant that we would 
have to lodge and we were 
told it would be at least four 
years until we returned to 
New Street. 

I know this isn’t Great Western, but we were from Stourbridge 
Shed, propelling a guards van past Stourbridge Middle Box, 

with a rather bedraggled 9F, and myself with my driver, 
known to the other firemen as Top-em-up-Ted, 

he would not pass a water column without taking on water!

An accidental discovery by a 
researcher working on a new 
book has revealed a total of 
15 documents authored by 
Isambard Kingdom Brunel 
between 1832 and 1846. 
Apparently, the documents 
offer a new perspective 
on a crucial period of his 
life, when he was being 
appointed as Engineer to 
the Clifton Suspension 
Bridge, he launched the 
amazing SS Great Britain 
and completed the Great 
Western Railway – was there 
any engineer then or even 
now who was achieving so 
much simultaneously?

Finding the Documents
The discovery was made 
by Roger Henley, himself a 
retired engineer, who was 
looking through papers 
in the Archive Room at 
Bristol Port company’s 
St. Andrew’s House in 
Avonmouth as part of his 
research for a new book, 
not about Brunel, but 
about the Port.

Mr Henley said, “There 
are thousands of rolls 
of historic papers in the 
archive room and as I 
was going through them, 
I found a yellowing folder, 

inside of which were a 
stack of carefully penned, 
hand-written documents. 
They didn’t stand out 
until I got to the bottom 
of the first letter and to 
my amazement realised it 
was signed I.K. Brunel. I 
didn’t need an introduction 
to that name! It was an 
incredible moment and a 
surreal feeling to realise I 
had in my hands original 
letters penned by the 
world’s greatest engineer.”

Donation to the Trusts
Terence Mordaunt, the 
co-owner of Bristol Port 
Company, officially handed 
over the collection to the 
SS Great Britain Trust and 
Brunel Institute.

“The history and heritage 
of Bristol docks has always 
been extremely important 
to us and to make this 
discovery of Brunel writing 
to our predecessors at the 
Port 175 years ago was 
extraordinary,” he said. “We 
are delighted they will now 
be made available to the 
public to read and enjoy.”

The SS Great Britain 
Collection
The SS Great Britain 
Collection forms part of 
the world’s finest collection 
of original source Brunel 
materials at the Brunel 
Institute. Experts say the 
“remarkable and extremely 
rare” find – one of the largest 
collections of Brunel’s 
writings to be uncovered 
in recent years – provides 
significant new insights 
into the life of Britain’s 

Was Brunel One of the 
First Environmentally 
Friendly Engineers?

greatest engineer, during 
the most prolific years of 
his life.

The “New” Documents
A total of 15 documents 
authored by Brunel 
from 1832 to 1846 were 
found and among the 
revelations are surprising 
reflections from Brunel 
about his concerns for the 
environmental impact of 
the Industrial Revolution, 
and typical examples of 
his perfectionism as he 
attacked a series of “entirely 
useless” efforts undertaken 
against his counsel.

There are four letters 
from 1833 to 1846 and five 
reports from 1832 to 1842, 
as well as quotes from 
Brunel for completing work 
on the Southern Entrance 
dock.

The First Signs of 
Concern
Brunel’s letters show he 
was ahead of his time 
In some of the letters, 
Isambard Kingdom Brunel 
was surprisingly ahead 
of his time in worrying 
about the environmental 
impact of building modern 
Britain. Writing in 1842 
about the floating harbour 
at the heart of Bristol he 
expressed concern that the 
“abuses of using the Float 
as a common receptacle for 

Roger Henley with the 
documents
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rubbish have immensely 
increased”.

He cited the waste created 
by his Great Western 
Railway, as well as other 
industries such as a local 
cotton mill, iron merchants, 
and ship, locomotive and 
bridge builders, all polluting 
the water supplies. Brunel 
described the issue as “in 
some measure unavoidable” 
but added that “I fear still 
more from the apparent 
tendency of all persons 
to use the Float as a good 
receiver for that which 
cannot easily be got rid of 
elsewhere.”

Nick Booth, head of 
collections at the SS Great 
Britain Trust, said: “It’s a 
fascinating insight into a 
side of Brunel we have not 
seen before. It would be going 
too far to suggest Brunel 
was an environmentalist – 
he was a Victorian engineer 
after all – and his concerns 
are foremost about the 
implications for trade. But 
this does provide a glimpse 
of genuine concern about 
pollution and is perhaps 
another way Britain’s 
greatest engineer was way 
ahead of his time.”

Brunel Gets to Work 
in Bristol

When the Bristol Dock 
Company first employed 
a nervous young engineer 
named Isambard Kingdom 
Brunel as a consultant it 
was a feather in his cap. 
A decade later Brunel was 
one of the most famous 
men in Britain – and no 
longer afraid to speak his 
mind in the most forthright 
of language, even to his 
clients.

In a report addressed 
to the directors of Bristol 
Docks on January 31 

1842, – while the SS Great 
Britain was still being built 
onsite – he berated them 
for failing to act upon his 
earlier recommendations 
to prevent ships getting 
stuck in the mud of the 
city’s floating harbour. He 
attacked them for a “general 
abandonment of care” and 
the “monstrous abuses by 
which the Channel of the 
upper part of the Float has 
been wilfully and wantonly 
choked up”.

Brunel Ignored
Brunel repeatedly cites the 
recommendations he had 
made in previous years: “I 
need hardly remind you 
that these measures were 
never adopted.”

He added later that “past 
experience leads me to 
conclude that it is useless 
to continue to recommend 
the adoption of a system 
which is not practically 
carried out.”

Brunel recommended  
further measures – at a 
cost he estimated of £6,000 
to £6,500 – and finished 
with his characteristic 
sign off “I am Gentlemen, 
your obedient servant, IK 
Brunel”.
Mr Booth said: “It is 
fascinating to document 
how Brunel develops over 
this 14-year period, the 
most formative years of 
his career, and how he 
gets more confident and 
full of conviction with his 
language. You also get a 
sense of how systematic 
he was in keeping all his 
reports to refer back to.”
In his early letters the 
language is carefully 
balanced. In later 
correspondence, he 
criticises various ideas 
or actions of others’ as 

“useless” – using the word 
repeatedly in many of his 
letters.

He describes issues as 
“evils” and even criticises the 
original Act of Parliament 
which created the Floating 
Harbour in Bristol as being 
wrong in the first place.

The correspondence 
focuses almost entirely 
on the issue of keeping 
trade coming in and out of 
Bristol docks by addressing 
the problem of the floating 
harbour becoming laden 
with mud, causing large 
vessels to run aground.

A New View of Brunel
Mr Booth explained: “This 
is a first real insight into 
Brunel’s work on Bristol 
docks, and we begin to see 
how the way things are 
now can be traced back 
to Brunel. He mentions 
many things that remain 
part of the fabric of the city 
today – Clifton Suspension 
Bridge, of course, but also 
Cumberland Basin, the 
Princess Street Bridge and 
how Overfill Yard became 
Underfill Yard.”
Bristol Port has donated 
the entire collection to the 
SS Great Britain Trust and 
Brunel Institute, where they 
are being transcribed and 
prepared for display.
Nick Booth, head of 
collections at the SS Great 
Britain Trust, said: “The 
documents will allow us to 
tell the story of Brunel in 
Bristol, right next to the 
floating harbour which he 
wrote about over 175 years 
ago.”

Nearly a third of the UK’s 
rolling stock is powered 
by diesel engines built to 
older emissions standards. 
This results in elevated 
pollution levels, particularly 
around larger, more 
enclosed stations. While 
electrification and bimode 
trains provide long-term 
solutions, cost-effectively 
reducing emissions now 
from existing diesel engines 
and improving air quality 
for passengers and staff is 
a key priority.

Prototype Trials
South Western Railway, 
Porterbook and emissions 
control business Eminox 
partnered therefore in a 
ground-breaking trial that 
saw the middle-car of an 
in-service SWR Class 159 
diesel multiple unit (DMU) 

World-first Diesel Retrofit Project Reduces 
Emissions and Pollution

retrofitted with Eminox’s 
EMxS5 emissions reduction 
system. 

The project was funded 
by InnovateUK and was the 
first time that technology 
based on Eminox’s proven 
know-how from on-road 
heavy duty diesel vehicles 
has been retrofitted to a 
train. 

Adapting proven 
technology to rail
The retrofit technology 
uses an oxidation catalyst 
and a wall-flow filter to 
remove particulate matter 
(PM), including ultra-fine 
particles which are classified 
as carcinogenic by the 
World Health Organisation. 
This is combined with 
selective catalytic reduction 
technology which utilises 
urea to reduce nitrous 

oxides (NOx) emissions. 
The system is actively 
managed by a sophisticated 
Electronic Control Unit 
which is calibrated to 
maximise emissions 
reductions as the operating 
conditions of the train 
change.

The New Eminox Unit
The EMxS5 technology 
attains emissions control  
standards that are 
equivalent to Stage V and 
is based on technology 
proven to achieve Euro 6 
regulations for on-road 
vehicles. The technology 
was adapted by developing 
suitable on-board urea 
storage tanks, dosing 
systems, catalysts  and rail 
standards electronics .

Rail-specific challenges, 
such as high exhaust 
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temperatures were overcome 
as part of the project by 
utilising advanced catalyst 
technology in this first of 
a kind rail application. As 
part of the project, state-
of-the-art telemetry was 
fitted to the DMU to provide 
real-time diagnostics and 
performance data from the 
system. 

Real-world Trials on 
South Western Railway

After extensive bench 
testing and certification, 
the solution was retrofitted 
to a Class 159 DMU, which 
operates between Waterloo 
and Exeter. To provide the 
necessary space envelope 
for the equipment, an 
innovative approach to the 
re-configuring of existing 
equipment was taken

Firstly, 3D scanning 
was used to map out the 
available space on the 
vehicle underframe and 
model options.  This is a 
technique that has not been 
widely used in the UK rail 
industry.  

Secondly, the battery 
box was reduced by 
approximately one third 
in size to provide space for 
the urea tank. Batteries 
have become smaller since 
the Class 159 was built 
approximately 30 years ago, 
meaning there is redundant 
space in the existing boxes.

Award-winning 
improvements in air 
quality
The results have been 
clear. The trial successfully 
reduced real-world tail pipe 
pollution, including NOx by 
over 80% and hydrocarbons,  
CO, and PM by more than 
90%. These figures are 
in line with the Stage V 
standard for emissions. 

The innovative nature of 
the project, and its clear 

results, have also been 
recognised at the National 
Rail Awards 2020, where 
the partnership won in 
the Sustainable Business 
category. Given the cost-
effective nature of the 
solution, the large number 
of Class 159 and Class 158 
DMUs currently in service, 
and the need to reduce 
pollution and air quality, 
future deployments are now 
likely across the UK rail 
network. 

The Eminox, South Western 
Trains and Porterbrook team 
standing by the converted 
Class 159 train. It was shown 
in trials that 30 Class 159 
2-car units could be converted 
for just the cost of ONE new 
2-car unit. The Eminox EMxS5 
Retrofit unit can be clearly 
seen beneath the body of the 
carriage (Eminox)

Three vibrant new artworks have 
been unveiled at the gateway to Sta-
pleton Road railway station. The pair 
of murals and a set of gates are the 
creation of women living within the 
local neighbourhood, putting a spot-
light on both established and emerg-
ing talent. The works were intended 
to be revealed to a procession of 
people at Easton’s annual Grand If-
tar but were instead presented at a 
socially distanced gathering.
As you enter the station, you are 
greeted by new gates containing hid-
den mandalas. These were designed 
and made by blacksmith and metal 
fabricator, Mary Reynolds, who re-
shapes steel to make art that is both 

New Artwork Unveiled at Stapleton Station

practical and aesthetically pleasing.
“I was delighted to be selected as 
one of the artists involved in re-
vamping Stapleton Road railway 
station,” Mary says. 

The new gates have brightened up the 
station entrance (Mary Reynolds)

If one talks today about the 
Severn Valley Railway, the 
thoughts immediately stray 
to the excellent restored 
line between Bridgnorth 
and Kidderminster. But, of 
course, this is only part of 
the original Severn Valley 
Railway, which started 
in Shrewsbury and ran 
through the Ironbridge 
Gorge to Bridgnorth before 
going on beyond. 

A New Organisation
Now, The Ironbridge 
Railway Trust, a new 
organisation, wants to 
reinstate a derelict stretch 
to provide a modern and 
nostalgic public transport 
link for the more than one 
million visitors who visit 
this World Heritage site 
each year.

As outlined in an earlier 
story, the long-lived 
Ironbridge power station 
with its iconic cooling towers 
has been pulled down over 
the last few years and plans 
have now been put forward 
for a large commercial and 
domestic development on 
the site, which still has a 
link to the Wolverhampton 
– Shrewsbury main line. 
This link was used to take 
coal to the power station. 
On its way down, it went 
right through the edge 
of the Ironbridge Gorge 
Museum’s Museum of Iron.

A New Green Approach
Making the area more 
accessible through green 
public transport and an 
enhanced accommodation 
offer is key to a vibrant 
future for the town's visitor 

Exciting Rail Prospects Proposed 
for the Ironbridge Gorge

An eastbound passenger train calls at Iron Bridge and Broseley 
in August 1961 (Sellick Collection)

economy, particularly in 
the recovery from Covid-19. 
The Trust proposes a re-
instated rail link from a 
park & ride station on the 
former Power Station site 
at Buildwas directly to the 
Iron Bridge itself and the 

multiple attractions along 
the line’s route at Jackfield 
and Coalport.
Offering a connection 
from the M54 and the M6 
corridors, the Trust said the 
rail service would support 
sustainable growth of the 

An aerial view looking along the Gorge towards Shrewsbury in 
1934 with the former Iron Bridge and Broseley station in the 

left foreground (Image from Britain from Above)
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economy, ambitions for more 
environmentally-friendly 
traffic management in the 
town, flood-resilience, and 
future potential to develop 
onwards to Bridgnorth.

Opportunity
The Trust proposes that the 
service would be operated 
both with heritage trains and 
modern environmentally-

friendly passenger units, 
with the energy storage 
technology used by the 
Parry People Mover (PPM) 
which currently runs on 
the nearby National Rail 
Stourbridge Town branch.

Peter Lyons, chairman 
of the Ironbridge Railway 
Trust, said: “As a gateway 
to the Gorge, we believe 
the rail link can be an 

innovative and imaginative 
part of the regeneration 
of the Ironbridge Power 
Station site, building on and 
going further than current 
proposals for the site.”

Local Political Support
The Trust is preparing to 
make a bid in November 
2020 to the government’s 
Restoring Your Railways 
fund which, if successful, 
would finance a full study 
of the feasibility of the 
plan. The Trust is also in 
discussion with Telford 
MP Lucy Allan, Shropshire 
Council, Telford & Wrekin 
Council and the Ironbridge 
Gorge Museums.

Telford & Wrekin 
Councillor Eric Carter, 
chairman of The Marches 
Strategic Railway Group, 
said: “The Trust’s exciting 
proposal can help us sustain 
and grow the Ironbridge 
tourism economy, which 
along with our many 
other attractions such as 
Cosford RAF Museum, the 
Severn Valley Railway, our 
market towns and beautiful 
countryside that make 
Shropshire the country’s 
principal inland tourist 
county.”
John Parry, MD of PPM, 
said: “This will be a 
sensational opportunity to 
develop the World Heritage 
Site sympathetically and for 
a joint Ironbridge Railway 
Trust/PPM solution to be 
recognized internationally as 
a model for environmental, 
economic and community 
improvement.”
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The Parry People Mover 
Class 139 No. 139001, which 
operates between Stourbridge 
and Stourbridge Junction

Britain’s World Cup of Stations 2020
Back by popular demand! 
The World Cup of Stations 
tournament, which was 
returning for its second 
year was organised as part 
of the run-up to Stations 
Day on 16 October – the 
rail industry’s annual 
celebration of all stations 
big and small. 

According to the 
organisers, this year 
has been tough for 
everyone, but stations 
have been there for their 
communities, from staff 
raising money for charity 
and volunteering with the 
NHS, to those keeping the 
trains running to help key 
workers travel safely.  Last 
year saw Huddersfield 
station crowned as the 
first ever winner. Will they 
successfully defend their 
title, or will we be crowning 
a new champion in 2020?

  

World Cup of Stations 
ran on Twitter from 21 
September to 16 October, 
including a nominations 
phase, knock-out group 
stages, semi-finals and the 
final. Progress through the 
various stages could be 
followed on the new WCOS 
tournament wallchart.

The 2020 Winner is …. 
Glasgow Queen Street! 
It has been named the 
nation’s favourite railway 
station in a poll of over 

95,000 votes on Twitter
A total of 48 stations, 
shortlisted from 2,579 
stations across the country, 
competed head-to-head, 
with the Scottish Terminal 
receiving the most votes. 
Queen Street won through 
the Group Stages before 
beating three English 
rivals to the title. Two of 
this year’s finalists once 
again thought the path to 
victory was courting the 
internet’s substantial cat 
vote with both Huddersfield 
and Stourbridge Junction 
putting their moggy mascots 
front and centre. But, in the 
end, Glasgow Queen Street, 
coming fresh from a £120m 

redevelopment, proved too 
much for them and for 
London Kings Cross. 
The four semi-finalists 
amassed the following 
shares of the votes:

Glasgow Queen Street (31.3%)
Stourbridge Junction  (31.0%)
London Kings Cross    (21.9%) 
and Huddersfield, after their 
triumph in 2019,        (15.8%)

Maggie Hoey, Queen Street 
Station General Manager, 
said: “We’re absolutely 
delighted that Glasgow 
Queen Street has been 
crowned champion in 
this year’s World Cup of 
Stations.”  

Huddersfield, winners in 2019
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Thursday 3rd September 
marked the fifth  anniversary 
of Hitachi Rail officially 
opening its state-of-the-art 
train manufacturing factory 
in Newton Aycliffe. From the 
empty shell that was opened 
by then Prime Minister 
David Cameron, the team 
has built 192 trains over 
the last five years that are 
now in service. The trains 
produced include the UK’s 
new intercity train of choice, 
which have transformed 
travel on the Great Western 
and East Coasts, as well as 
the award-winning Class 
385 regional trains for 
Scotland, recognised as the 
most reliable new trains in 
the UK.
When the factory opened, 
Hitachi Rail’s presence in 
the UK was minimal. Now, 
the company has a network 
of train maintenance 
centres that span England, 
Scotland and Wales and 
employs around 3,000 
people, 700 of which are 
based in Newton Aycliffe.
As a result of the factory’s 
success, the initial 
investment of £82million 
has now been increased 
to over £110m. The most 
recent £8.5m upgrade is 
seeing the creation of a 
brand new facility to weld 
and paint train carriages – 
the first of its type in the 
Britain for a generation 
– which will increase 
the sophistication and 
capability of manufacturing 
at the site. Hitachi Rail has 
also localised its supply 
chain in the UK, with whom 
it has spent £1.8bn with 
since 2013, including over 

Hitachi Rail Celebrates Five Years of 
Train Building in the North East

130 separate North East 
suppliers.
In addition to the positive 
economic impact on the 
region, Hitachi’s presence 
has been a major boost 
to education in the local 
area. Over 50 apprentices 
have completed their 
training at the factory and 
the partnership with the 
South Durham University 
Technical College, which 
Hitachi co-founded, has 
gone from strength to 
strength.

As it enters its sixth 
year, the factories focus is 
on completing orders for 
new intercity trains for East 
Coast Trains (5 trains), East 
Midlands Railway (33) and 
Avanti West Coast (23).

Ross Nagle, COO Rolling 
Stock UK, said: “On that 
first day, when the factory 
was completely devoid of 
train cars but full of people 
- including the Prime 
Minister, Chancellor and 
the Japanese Ambassador 

– we had only a handful of 
employees and no-one that 
had built a train before. 
Since then, we have all 
been on a steep learning 
curve and have completed 
192 trains that are now 
carrying passengers and 
being recognised for their 
quality and reliability.

“From a standing 
start, this is a fantastic 

achievement and is 
thanks to the resilience 
and flexibility of the entire 
Rolling Stock team, who 
have adapted to new 
challenges – never more so 
than the last six months.”

Paul Howell, MP for 
Sedgefield, said: “Hitachi 
Rail has put train building 
back on the map in the 
North East. With such a 

rich railway heritage in the 
region, including the very 
first passenger railway, 
the North East is again 
becoming synonymous 
with the best trains in the 
world. I look forward to 
seeing Hitachi Rail develop 
and applaud their efforts 
to continually increase the 
local content of their supply 
chain.”

One of Hitachi’s trains for Great Western Trains standing 
proudly in Paddington Station

Fabricationg a new train in 
Newton Aycliffe

Tackling 
Leaves on the 

Line!
With temperatures  at night 
dropping and the night’s drawing 
in, Network Rail is using a 
dedicated fleet to tackle leaves 
on the line. 

A spokesman said: 
“Thousands of tonnes of leaves 
fall on the railway each autumn 
so we're doing everything we can 
to reduce delays and to get you 
home safely and on time. 

Leaves on the line can create 
issues when they stick to damp 
rails. Moving trains compress 
them into a thin, black layer 
that can affect train braking and 
acceleration. The build-up of leaf 
mulch can also make it harder 
for signallers to detect a train’s 
location, causing delays to your 
journeys. 

How we do it
Our trains are equipped with a 
high-pressure pump and clean 
the rails by spraying them with 
a water jet at very high pressure 
to blast away leaf mulch. This 
clears the tracks and helps 
the signalling system to work 
correctly. They then apply a layer 
of adhesion modifier – a mixture 
of suspension gel, sand and steel 
or iron shot – to the rail to aid 
traction and help trains run like 
they normally would.

Network Rail’s autumn 
preparation programme includes 
multiple measures:
• A total of 61 leaf-busting trains, 
which move around the railway 
cleaning the top of the rail by 
spraying it with a high-pressured 
water jet to blast away leaf 
mulch.
• These trains apply a gel, 
containing a mix of sand and 
steel grains, to help the train 
wheels run along the tracks as 
they ordinarily would.
• We have 80 two-person leaf-
busting teams on-hand 24/7 at 
crucial locations across Britain to 
scrub the top of the rails by hand 
with a sand-based treatment, 
so that trains can run safely and 
reliably on the tracks.
• Management and replacement 
of lineside vegetation with 
species less likely to shed leaves 
on to the tracks.
• Between 1 October and 13 
December, we receive adhesion 

forecasts twice a day from a 
specialist weather forecaster, 
highlighting locations that 
require action. This allows us to 
plan resources more effectively.
• As an industry, we work together 
to run a safe and reliable service. 
In areas with heavy leaf-fall, 
some operators publish special 
autumn timetables with revised 
journey timings to allow train 
drivers to drive more cautiously 
than usual.
In 2019, our leaf-busting trains 
treated about 895,217 miles to 
keep the railway clear. This is 
equivalent to travelling to the 
moon three and a half times.
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The idea of uncoupling 
a vehicle from a train on 
the move is older than the 
railway. It was first used 
by the navies building the 
railways – or at least the 
Great Western Railway. (See 
sketch). 

The first train to haul a 
slip coach at the rear was 
the 5.10 pm Paddington on 
4th November 1858. The 
coach was slipped to stop 
at Slough – for Windsor. 
Given the time of departure 
from Paddington I venture 
to suggest that this was 
a First Class coach for 
the convenience of Daniel 
Gooch, who lived at Clewer, 
near Windsor, as well, of 
course, for any member of 
the public who could afford 
it. 

Mixed Gauge
The standard gauge rail 
was added within the broad 
gauge, between Paddington 
and Reading West Junction 
on 1st October 1861. This 
was the ‘mixed gauge’. On 

1st March 1862, the branch 
from Slough to Windsor was 
converted to mixed gauge. 
Daniel Gooch became 
Chairman of the GWR in 
1865 and was knighted 
in 1866. Standard gauge 
trains gradually supplanted 
broad gauge but the train 
in which Gooch, now Sir 
Daniel Gooch as from 
1866, travelled home in 
was a broad gauge coach, 
a slip coach or otherwise, 
on the back of a standard 
gauge train until even he 
had to call it a day, and 
agreed to have the broad 
gauge eliminated from the 
Windsor branch. That took 
place on 30th June 1883.

The method used to 
detach a slip coach in the 
days before vacuum brakes 
would have been a simple 
matter of the slip guard 
opening the end window of 
his carriage and by some 
means lifting the coupling 
off the hook of his carriage. 
To do that would have 
required the driver to shut 

The Uffington Slip Coach. 
Adrian Vaughan

off steam to take the ‘pull’ 
off the links. 

The Coming of the 
Vacuum Brake

Vacuum brakes began to 
be fitted to GWR locomotives 
and carriages from 1876. 
The method of slipping a 
carriage was then more 
complicated but what the 
method was I do not know. 
The GWR Working Time 
Table for 1910 gives a list 
of ‘Slip coaches fitted with 
the new apparatus’ and this 
is the system that lasted 
until Friday 9th September 
1960 when the 5.10 p.m 
Paddington slipped the 
coach at Bicester and the 
practice was abolished.

Slipping the Coach
At the last stopping place of 
the train before the slipping 
station, and that could be 
Paddington the Slip coach 
coupling is removed from 
the hook of the last coach 
of the main train and the 
self-sealing valves are fitted 
between the ordinary ends 
of the vacuum pipe. 
The coupling of the main 
train last coach is placed 
over the slip coach hinged 
hook (Fig.1), the hook is 
raised and the slipping lever 
is pushed fully forward to 
slide the wedge over the end 
of the hook. 
While the slip coach is 
coupled to the main train 
the air ejector on the engine 
maintains a vacuum in the 
slip coach brake cylinder 
and in the several vacuum 
chambers below the slip 
carriage floor.

The slipping lever (Fig.2) 
applies and releases the 
brake by a clever rotary 
valve. ‘A’. With the slipping 
lever fully forward is turned 
to connect the slip coach 
vacuum brake cylinder 
with main train vacuum 
pipe. The locomotive’s 
ejector continues to keep 
the train pipe at a state 
of vacuum and the brake 
cylinders throughout the 
train are at the bottom of 
their respective cylinders. 

Brakes Off. 
The slip guard takes the 
padlock off the steel pin 
holding the brake lever in 
‘full forward’ removes the 
pin and pulls the lever fully 
back. ‘B’. The rotary valve 
now blocks the main train 
vacuum pipe and admits 

atmospheric pressure 
to the slip coach brake 
cylinder. The coach slows, 
the flexible hoses between 
the coach and the main 
train are pulled apart but 
the self-sealing valves snap 
shut to prevent air from 
entering the main train 
pipe and thus applying the 
brake. 

Meanwhile, the engine 
driver is watching his 
vacuum gauge and will 
see the needle of the ‘Train 
Pipe’ indicator drop slightly 
and return as the vacuum 
is restored. 

The slip coach is now 
safely behind the main 
train and slowing. The slip 
guard then puts the lever 
in mid-position ‘C’ which 
turns the valve to block air 
entering but allows the air 
pressure that has entered 
the brake cylinder to pass 
into the vacuum chambers 
under the coach. The slip 
coach is now freewheeling 
until the guard judges it 
time to apply the brake.

   
Slip Coach Operation
In 1910, there were 72 
slips made every week-day.  
The cost of operating slip 
coaches was very high.  Not 

merely the extra guard or 
guards but also  shunting 
and marshalling  them for 
their outward and return 
journeys 

There were, in 1910, 14 
six-wheeled slip coaches, 
8ft 6in long using the  
original vacuum brake 
slipping gear. All of those 
were ‘single-ended’ slips. 
There were 65 8-wheeled 
slip coaches of which 7 
were 57ft and the rest 70ft. 
Of that 65, 35 were fitted 
with the modern slipping 
gear. Some of them were 
double-ended slips. The 
complexities which carriage 
marshallers had to bear in 
mind, multiply.. 

The carriage shunters at 
Old Oak Common really had 
to know their work: some 
trains had 70ft and 57ft slip 
coaches in their formation, 
for instance. Slip coaches  
returned to London the day 
after they had left, back to 
Old Oak Common depot to 
be re-formed into their next 
day departure.

In 1910 the Cornish 
Riviera Limited, 10.30 
Paddington to Penzance, 
hauled 9 coaches including 
a restaurant car: on 
Mondays Only, a tenth 
coach was added, (GWR 
Working Timetable 1910)  
The slip coaches were 
marshalled thus: first to be 
slipped was the rearmost 
coach, last to be slipped 
was coupled to the main 
train. 

The 10.30 had three slips: 
one each for Weymouth, 
Ilfracombe and Kingswear. 
The Weymouth slip was 
made at Westbury station, 
95½  miles from Paddington  
in 97 minutes. There was a 
30 mph speed restriction 
through Westbury. The 
slipped coach was then 

Slip Coach Working Fig.1

Slipping the Coach Fig.2

GREAT WESTERN STAR MAGAZINE 47
46 GREAT WESTERN STAR MAGAZINE



slip coach. Frank sat down 
in his seat and as he passed 
Highworth Junction signal 
box he saw that the lever 
was not secured.

 
He had not pushed the 

lever fully forward, the lever 
was not in its catch slot and 
the pull of the engine would 
soon drag the hook out from 
under the slipping wedge. 
Instead of pulling the lever 
back and  making the slip 
at once where he would be 
in sight of a signal box he 
thought he could press the 
lever forwards against the 
pull of the engine for the 
next 25 miles.

The train had  passed 
Knighton Crossing box 
at 55-60 mph when his 
strength gave out. He let go 
of the lever and the coach 
became detatched from the 
train about 1,100 yards 
past the signal box. Ganger 
Brown was standing beside 
the Up Main and saw the slip 
coach come to a stand about 
half a mile beyond him. 
Meanwhile the Fishguard 
had passed Uffington and 
the signalman, my good old 
friend Elwyn Richards, saw 
the ‘Slip Gone’ tail lamp 
and routinely gave ‘Train 
out of Section’ to Knighton.  
Ganger Brown was running  
back towards Knighton to 
get detonators down on the 
rail head  as far to the rear 
of the stationary coach as 
possible. 

attached  to the 10.55 a.m 
Bristol - Weymouth and left 
at 12.12. It was returned 
to Paddington on the 4.30 
Weymouth  express. (The 
Westbury Avoiding Line 
opened 1/1/1933

Next to be slipped was 
the Ilfracombe coach at 
Taunton at 12.59 p.m. That 
coach was a 57ft ‘single 
ended’ carriage’ fitted with 
1876 period slipping gear. 
It was taken onwards by 
the 1.24 p.m Taunton. Next 
day it began its journey to 
Paddington on the 9.50 a.m 
Ilfracombe – Bristol and was 
transferred to the 2.10 p.m 
Bristol to Paddington but 
was slipped at Reading and 
went forward from there at 
4.15pm.

The seventh coach was 
the  70ft. slip coach for 
Kingswear. On Mondays 
Only there was an ordinary 
coach for Kingswear behind 
the Kingswear slip. The 
Kingswear coach(es) were 
slipped at Exeter at 1.29pm 
and went forward on the  
2.10 p.m Exeter – Kingswear. 
The coach came back on 
the 6.8p.m Kingswear to 
Newton Abbott. Next day it 
went back down the branch 
on the 10.47a.m  Newton 
Abbott to Paignton, then on 
the 12.11p.m to Exeter and 
from there on the non-stop 
1.45p.m to Paddington.

There were even more 
complicated itineraries than 
that, including a slip coach 
that went from Paddington 
to Henley to Newbury to 
Southampton and from 
there back to Paddington. 
The GWR, with no more 
than the single needle 
telegraph instrument for 
communications,  proved 
itself to be capable of the 
most intricate operations.

Safety Aspects
The slip coach, freewheeling 
behind the main train, 
broke the basic safety 
rule of signalling: only one 
train at a time in any block 
section. The signalmen had 
to be sure that the tail lamp 
of the train was the correct 
one for his part of the train’s 
route  before sending ‘Train 
out of Section’ to the box in 
rear. In rare locations where 
a level crossing existed 
between the slipping place 
and the station where the 
coach would stop, the level 
crossing keeper needed to 
remember to wait for the 
coach to pass before opening 
the gates to the road. I have 
never heard of a collision on 
the Great Western between 
the slip and the main train.    
There was, however, a near 
miss.

A Near Miss!
This occurred to the 4.55 
a.m Fishguard – Paddington 
at about 10.41a.m on 17th 
October 1950 between 
Knighton Crossing, 69th 
mile post from Paddington, 
and Uffington 66½ miles 
from Paddington. The train, 
hauled by 7025 Sudeley 
Castle, was 14 coaches long 
with the slip coach the 14th, 
to be slipped at Didcot. 

At Swindon, the ordinary 
tail lamp was removed and 
the slip tail lamp fitted: a set 
of two lamps side by side, a 
red and a white light. The 

‘Slip Gone’ tail lamps were 
fitted to the rear of the 13th 
coach: two red lights one 
above the other.  

The vacuum pipes were 
parted, the automatic 
sealing valve was inserted 
and the pipes rejoined. The 
screw coupling of the slip 
coach was removed from the 
hook of the 13th coach and 
the 13th coach coupling 
was put over the pivoted 
hook of the slip coach. 

Slip Guard Frank Snell 
pushed the slip lever 
forward within it’s steel 
casing to trap the tip of the 
hook.But,  while this was 
going on, a porter came to 
ask Frank Snell if some 
parcels for Oxford and the 
north could be put into his 
cab. Frank  obliged and 
was distracted by this. With 
the subsequent stacking, 
he forgot to slide the steel 
bolt through the lever frame 
and slipping lever which 
held the lever firmly in the 
‘running’ position. 

He  gave the guard of the 
main train the ‘Right Away’, 
the latter blew his whistle 
and waved his green flag 
and the train set off.  There 
were 25 passengers in the 

He had run  400 yards 
or so when saw Knighton’s 
Starting signal  lowered. 
He ran some more and 
got three detonators on to 
the crown of the rail as a 
‘King’  on the ‘running-in’ 
turn, 10.25 a.m Swindon 
– Didcot stopping train 
appeared. Ganger Brown 
went on towards the train 
with his arms raised in the 
‘STOP!’ position.

The Fishguard passed 
Challow where the 
signalman gave ‘Train out 
of Section and ‘On Line’ to 
the next box. The signalman 
there was another old 
friend of mine, Bert Snell 
– brother of Frank. Bert  
knew his brother was the 
Fishguard slip guard and 
was at the window to wave 
as he went by. But no slip! 
Just the wrong tail lamp. 
Bert then sent 4-5 ‘Train 
Passed without Tail Lamp’ 
to Challow and  5-5 ‘Train 
Divided’ to Wantage Road. 

Out in the section 

“Slip Gone!”

Slip Coach Rear Light

This 1896 GWR clerestory roofed slip coach provides 
accommodation for up to 5 people and has a completely 

unique character. Because they had to cater for all classes 
in one coach, Mevy has first, second and two third class 

compartments, as well as a guard’s room, and all the 
compartments have been cleverly and individually restored 

and furnished. This is a truly memorable little bolthole.
It is available for hire and is located at St German’s, 

Saltash, Cornwall, through One Off Places 

between  between Knighton 
and Uffington,  it was agreed 
between the Driver George 
of Swindon and Frank  
Snell that the ‘King’ with its 
two coaches, be coupled to 
the slip coach and ‘propel’ 
it to Uffington station. At 
Uffington the slip coach 
passengers detrained and 
got into the 10.25 Swindon. 
The ‘King’ put the slip 
coach in Baulking sidings. 
and then went on its way. 
35 minutes delay.

    
The list of available slip coaches from 
September 1937 is as follows:
Single-ended with a gangway at the 
other end:
6962-6964 F23 (61' Collett)
7101-7102 F14 (57' Toplight)
Single-ended with no gangway
7237 F7 (58' Clerestory)
Double-ended 70'
7685-7699 F13 (Concertina)
7990-7993 F21 (Toplight)
 Double-ended
7087-7088 F10 (58' Clerestory)
7094 F10 (58' Clerestory)
7096-7100 F10 (58' Clerestory)
7103-7109 F15 (Toplight)
7994-8000 F15 (Toplight)

R M Wintle, RMWeb.co.uk
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The UK Trials its First Hydrogen-Powered Train

The beginning of October 
saw the first main-line 
trials of a hydrogen-
powered train. The result of 
a collaboration between the 
University of Birmingham’s 
Centre for Railway Research 
and Education (BCRRE) 
and rolling stock solutions 
provider Porterbrook Ltd, 
this first train, known 
as Hydroflex, has been 
developed by fitting a 
hydrogen power pack to an 
existing Class 319 4-car set.

The project is part of 
the UK’s programme to 

The University of Birmingham 
and Porterbrook have secured 
£400,000 for their flagship 
HydroFLEX project. (University 
of Birmingham)

decarbonise the British rail 
network, which currently 
relies on diesel and electric 
trains, by replacing diesel-
only trains with Hydroflex 
until 2040. A Memorandum 
of Understanding (MoU) 
was signed at Innotrans 
in Berlin, and required 
Porterbrook to provide a 
'Class 319' electric unit to 
BCRRE for conversion by 
their technical and research 
experts into a hydrogen-
powered train. The idea was 
to allow both organisations 
to show how this fuel-

of-the-future might be 
deployed across the UK's 
rail network.

The Secretary of State 
for Transport, The Rt 
Hon Chris Grayling MP, 
joined representatives from 
Porterbrook and BCRRE for 
the signing. Discussions 
were then held on the 
potential for hydrogen 
technology to decarbonise 
the railway, as well as the 
world-leading rail R&D 
and innovation expertise 
to be found across the UK 
rail supply industry and 
throughout the UK Rail 
Research and Innovation 
Network.

Mary Grant, Porterbrook 
CEO, said: "I am delighted 
that BCRRE have chosen to 
work with Porterbrook on 
this exciting fuel-cell project. 
The HydroFlex will not only 
showcase rail innovation, it 
will also demonstrate how 
the private sector railway 
can effectively partner with 
educational bodies to jointly 
deliver real benefits to 
passengers, train operators 
and the communities our 
railways serve."

Dr Stuart Hillmansen, 
Senior Lecturer in Railway 
Systems at BCRRE, said: 
“We are pleased to be 

working with Porterbrook on 
this hugely exciting project. 
Hydrogen powered trains 
offer a cleaner alternative 
to current diesel trains and 
this project demonstrates 
the opportunities and value 
of innovation in the rail 
industry."

BCRRE has already 
undertaken a significant 
amount of research into 
the potential application 
of hydrogen fuel cell 
technology to railway 
operations and has worked 
with a number of global 
rail businesses to identify 
potential opportunities to 
use hydrogen as a clean 
alternative to diesel. A team 
from BCRRE Hydrogen 
Hero, a narrow-gauge train, 
powered by a hydrogen fuel 
cell at the Modern Railways 
Rail Live event in June 2018 
as well as the RVE2018 in 
October 2018 in Derby.

 

Designed and built in the 
UK, the 10¼-inch gauge 
locomotive Hydrogen Hero 
proved to be a leading 
attraction at RVE2018 and 
visitors took the opportunity 
to travel the perimeter of 
the main hall behind the 
locomotive as well as to 
discuss the technology 
and its development with 
representatives of BCRRE.

The idea for these new 
trains was conceptualised 
during the Rail Live event 
in June 2018 and, so 
successful was it that 
a working version was 

demonstrated at the event 
just 12 months later. 

The testing programme, 
which originally called for 
trials to be run on the North 
Cotswold line in the south 
of England and on the 
Alloa to Dunfermline route 
in Scotland in the second 
half of 2019 and the early 
part of 2020, was delayed 
by the Covid-19 pandemic 
and mainline trials did not 
begin until October this 
year.

The Class 319 
Flex Train
The Class 319 trains were 
first built by British Rail 
Engineering in 1987 and 
as time went on, these 
units were converted into 
different models.  The basic 
Class 319 unit varies in 
length between 19.83m 
and 19.92m, its width 
is 2.82m and its height 
3.58m. It incorporates bi-
parting sliding doors with 
emergency end doors. 

Porterbrook collaborated 
with Northern to introduce 
the first bi-mode flexi-
train by fitting two units of 
diesel-powered alternators 
which supplies power 
through a DC bus, thereby 
eliminating the need for an 
overhead 25kV AC supply

The Hydroflex Train
No.319001 has been 
converted into a Hydroflex 
unit by integrating a 
hydrogen system into it. 
This unit comprises the 
hydrogen fuel tank, fuel 
cells, batteries, electric 
motors, and control 
system. A total of 20kg of 
hydrogen is stored in four 
high-pressure hydrogen 
fuel tanks where the 
pressure is regulated and 

maintained by a pressure 
drop regulator.

The fuel cell is powered 
by hydrogen from the 
tanks while oxygen is 
sourced from the ambient 
air. This mixture is then 
converted by the fuel cell 
and generates electricity up 
to 100kW. The only waste 
product is pure water. 

The electricity is sent to 
the lithium-ion power pack. 
Electric motors fitted under 
the car propel the train 
using electricity from the 
fuel cell and the battery. A 
control system is installed 
to oversee the management 
of the power supply and the 
overall functioning of the 
drive system. 

An additional benefit 
of the design is that the 
Hydroflex train can also be 
powered from a 750V DC 
third rail or from a 25kV 
overhead supply without 
a change in its operating 
system, offering a smooth 
transition at all time.

Mainline Trials
Following the trials of 
the first-ever hydrogen-
powered train on the UK 
mainline on the 30th 
September, Transport 
Secretary Grant Shapps 
announced, “This marks a 
big step forward towards 
the UK’s net-zero targets”, 
as he visited the start of 
trials in Warwickshire.
The trials of the train, 
which have been supported 
with a £750,000 grant 
from the Department for 
Transport (DfT), follow 
almost 2 years’ development 
work and more than £1 
million of investment by 
both Porterbrook and the 
University of Birmingham. 

The £750,000 grant for 
HydroFLEX trials is made 

The Birmingham University and Porterbrook will carry out 
mainline trails of HydroFLEX. (University of Birmingham)
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up from a £350,000 grant 
from the Department’s First 
of a Kind competition with 
Innovate UK as well as a 
further grant of £400,000 
by the Department for 
Transport and Innovate UK.

The next stages of 
HydroFLEX are already 
well underway, with the 
University of Birmingham 
developing a hydrogen 
and battery-powered 
module that can be fitted 
underneath the train, 
which will allow more space 
for passengers in the train’s 
carriage.

Tees Valley to Become 
a National Hub for 
Hydrogen in Transport 
The Transport Secretary also 
announced the ambition 
for Tees Valley to become 
a trailblazing Hydrogen 
Transport Hub. Bringing 
together representatives 
from academia, industry 
and government to drive 
forward the UK’s plans to 
embrace the use of hydrogen 
as an alternative fuel could 
create hundreds of jobs 
while seeing the region 
become a global leader in 
the green hydrogen sector.

Transport Secretary 
Grant Shapps said: "As 
we continue on our road 
to a green recovery, we 
know that to really harness 
the power of transport to 
improve our country – and 
to set a global gold standard 
– we must truly embed 
change. That’s why I’m 
delighted that, through our 
plans to build back better, 
we’re embracing the power 
of hydrogen and the more 
sustainable, greener forms 
of transport it will bring."

To kick-start this exciting 
development in Tees Valley, 
the DfT has commissioned 

a masterplan to understand 
the feasibility of the hub 
and how it can accelerate 
the UK’s ambitions in 
hydrogen. 

The hydrogen Master 
Plan, to be carried out 
by Mott Macdonald, is  
expected to be published 
in January, and will pave 
the way for exploring how 
green hydrogen could power 
buses, heavy goods vehicles 
(HGVs), rail, maritime and 
aviation transport across 
the UK. 

Through the new £23m 
Hydrogen for Transport 
Programme, the plans 
announced also include 
£6.3m of funding for a 
green hydrogen refuelling 
station and 19 hydrogen-
powered refuse vehicles in 
Glasgow, a world-first for 
the size of the fleet. This 
will give a post-Covid boost 
to local economies through 
the creation of green jobs 
while also de-carbonising 
the transport network.

The aim would then be 
for the Tees Valley region 
to become a global leader 
in industrial research on 
the subject of hydrogen as 
a fuel, as well as research 
and development (R&D) 
hub for hydrogen transport 
more generally, attracting 
hundreds of jobs and 

boosting the local economy 
in the process.

He added, “Through our 
£23 million Hydrogen for 
Transport Programme. This 
will give a post-COVID boost 
to local economies through 
the creation of green jobs 
while also decarbonising 
the transport network.

Contractors involved in 
the Hydroflex Project
BCRRE is the lead contractor 
responsible for the research, 
design, and development of 
the technology, while Rail 
Operations Group, QRTC, 
and Jeff Vehicles are acting 
as subcontractors.

Train refurbishing and 
vehicle enhancement 
company Chrysalis Rail 
carried out installation work 
on the HydroFLEX. DG8 
supplied design support. 
DB Cargo Crewe performed 
recommissioning.

Manufacturing company 
Ballard Fuel Cell Systems 
supplied the FCveloCity-HD 
fuel cells. Luxfer supplied 
hydrogen storage tanks and 
Denchi Group delivered 
batteries for the project.

Aura Graphics handles 
the exterior design, while 
Derby Engineering Unit 
supplied brackets and 
panels. SNC Lavalin 
offered design and hazard 
identification services for 
the HydroFLEX project.

The Class 319 train will be 
modified to integrate the 

hydrogen unit to transform it 
into HydroFLEX. 
(Hugh Llewelyn)

Hydrogen Power in 
Austria

Rail passengers in Austria 
are taking part in a trial 
of a hydrogen fuel cell 
train, Coradia iLint. Built 
by European transport 
firm Alsthom, the Coradia 
iLint harnesses fuel cell 
technology.  It can reach 
speeds of up to 140 km per 
hour

The GWR and Its Road Vehicles
Part One - Horse-Drawn Vehicles

When the Great Western 
Railway started its 
operations in 1835, there 
was a need for vehicles 
to bring goods to the 
railway and to deliver them 
onwards. Obviously, in teh 
beginning, these vehicles 
were horse-drawn but it 
moved into mechanical 
transport from 1902, 
begining with a steam 
wagon. In this series of 
articles, we will look at 
some of the vehicles that 
were used. According to 
the excellent pair of books 

by Philip J Kelley - Road 
Vehicles of the Great 
Western Railway and Great 
Western Road Vehicles 
Appendix - the introduction 
of steam vehicles did not 
mean an immediate end 
to the use of horse. On 
the contrary, in 1909, the 
Company owned over 3,000 
horses and, even in 1926, 
the figure was still 2828, 
compared with 2896 just 
a year earlier. Ten years 
later, at the beginning of 
1936, the number was 
down to 2,000, dropping 

to 1773 by the end of the 
At thend of teh War, there 
were still almost 1,000 
working horses and the last 
one did not stop work in 
Paddington until 1954!
In terms of the vehicles used 
by the railway companies, 
they used a wide range of 
two and four wheeled, one 
and two horse, delivery 
vehicles. Technically a 
cart has two wheels and 
a waggon has four (road 
waggons have two Gs in 
their name, railway wagons 
have only one).
(to be continued)

(Above, left) A single horse-drawn Parcels Van No6088 near Paddington
(Above right) The Mint Stables at Paddington in 1936

(Left) Tommy the last shunting 
horse in 1954
(Below) Malcolm Thomas and 
Albert Tanner with the last 
horse and cart to deliver 
parcels from Newport Station 
in 1952
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This small class of diesel 
hydraulic locomotives – just 
five in total – have been 
describes as the locomotives 
that BR did not want, so 
what went wrong. These five 
were ordered by the British 
Transport Commission as 
a direct comparison with 
the BR Class 40. Both were 
diesel hydraulics but that is 
where the similarity ended.

The BTC and the BR 
Western Region were in 
direct conflict as to what they 
each thought was needed. 
The Western Region wanted 
what was, at that time, a 
radical design of lightweight 
locomotive with a stressed 
skin construction with at 
least some of their new Type 
4 locomotives featuring 
hydraulic transmission. 
These were the German-
designed Krauss-Maffei 
V200 locomotives but 
BTC’s dream was that the 
D6XX class would be the 
equivalent of the 2,000hp 

The D6XX Warship Diesels – What Went Wrong?

diesel electrics. The D6XX 
locomotives were to be 
built by The North British 
Company and ended up 
almost 50% heavier than 
the “production” D8XX 
series – 120 tons against 
just 81.3tons!

Mechanical Details
Each one of the D6XX 
series was equipped with 
two lightweight MAN 
L12V18/21A, high-revving 
diesel engines coupled to 
hydraulic transmissions, 
each set designed to product 

1000hp or 750kW at 
1445rpm. Apparently, there 
were two main reasons for 
this option. First NBL had 
no experience of building 
diesel engines and, second, 
the Voith L306r, 3-speed 
transmission that had been 
selected was not able to 
handle more power. This 
contrasted with the design 
developed by MAN for the 
D8XX series which would 
offer 1,100hp (820kW). As 
supplied, they were to cost 
£87,500. D600 and D601 
had engines built by MAN 
in Germany while the other 
three had engines built 
under licence by NBL. The 
Voith transmission was set 
to change gear at 29mph 
and 57mph

One of the major 
contributors to the weight 
was that the underframe 
used heavy I-section 
beams and cross-member 
which were riveted and 
welded together, topped 
by a thick steel floor. The 
bodywork was fabricated 
from aluminium.  Another 
feature of the D6XX design 
was that the BTC-mandated 
heavyweight construction 
required an A1A-A1A 
wheel arrangement with 

Table 1 History of the D6XX Class

Number Name Entered Withdrawn  Cut up
   Traffic
D600 Active 24/1/1958 30/12/1967  March 1970
     Woodhams
D601 Ark Royal 28/3/1958 30/12/1967  July 1980
     Woodhams
D602 Bulldog 3/11/1958 30/12/1967  Nov 1968
     Cashmore’s, 
D603 Conquest 21/11/1958 30/12/1967  Nov 1968
     Cashmore’s,
D604 Cossack 20/1/1959 30/12/1967  Nov 1968
     Cashmore’s

6-axles (the middle axle 
was unpowered) to achieve 
an axle-loading of 20 tons. 
In addition, NBL could not 
work out how to create 
a pivotless bogie and 
driving arrangement that 
would have allowed a C-C 
arrangement. However, at 
that time (mid-1955), there 
were no other examples of 

a C-C design to use as a 
template. The result was 
a power unit that would 
produce a continuous 
tractive effort of 39,600lbf 
(176kN0 at 12.6mph. 
Finally, a further unusual 
feature of these five engines 
was that they had spoked 
wheels.

Service Experience
D600 was officially 
completed by NBL on 25 
November 1957 but was not 
handed over to BR until the 
following month. Initially 
trial runs were made 
pulling passenger coaches 
in south-west Scotland 
before it was finally handed 
over to BR and allocated to 
Swindon in January 1958.

So, how did they perform 
in service? Their first 
appearance was when 
D600 Active hauled a 
340ton press train from 
Paddington to Bristol 
Temple Meads and back on 
the 17th February 1958, 
with stops at Reading, 
Didcot, and Swindon. Just 
a month later, D601 was 
also allocated to Swindon, 
followed by D602-604. 
They all went into service 
between January 1958 and 
January 1959, working 
the Paddington-Plymouth-
Penzance route. On June 
16, 1958 Ark Royal became 
the first diesel locomotive 
to haul the Cornish Riviera 
Express non-stop from 
Paddington to Plymouth.

The maximum permitted 
loads for a D6XX locomotive 
was 375 tons westbound, 
when climbing the 1-in-37 
Dainton Bank and in the 
up direction on the 1-in-42 
up Hemerdon Bank. The 
class also worked the fast 
Bristol/West of England 
trains for several years 
until they were replaced by 

D600 Active as delivered in December 1957 (Gary Hutton)

D601 Ark Royal in Plymouth in the 1960s (Ken Hill)

D602 Bulldog near Plymouth in the 1960s (Ken Hill)

My grandmother, Margaret 
Gittins taken at Paddington 
in 1958/1959. Photo taken 
by my father or uncle who 
used to drag her round on 
trainspotting trips (David 

Gittins)
(who doesn’t remember those 
days, my father took me on 
many such occasions -Ed)
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the first of the D8XX series.
As built, these five 

locomotives had cast, 
light alloy cabs but, when 
D603 was damaged in an 
accident, it was fitted with 
a fabricated sheet steel 
cab as the original NBL 
subcontractor was not 
prepared to make a one-off 
replacement. In the event, 
Swindon ended up with a 
spare cab that was never 
used, and which remained 
at Swindon long after the 
five had been withdrawn.

According to some 
reports, several small engine 
and transmission faults 
were encountered soon after 
they entered service. The 
problem was that there were 
no duplicates and so each 
time a component had to be 
returned to NBL under the 
service agreement, it meant 
that the locomotive was out 
of service. Another problem 
unit was the Spanner Mk1A 
train heating boiler. These 
were fitted to all early 
diesels and did not prove to 
be very reliable.

By 1961, these five 
locomotives were proving 
more reliable but by then 
the D8XX locomotives were 
appearing in increasing 
numbers so that the five 
D6xx were relegated to 
minor duties. Another 
factor that accelerated their 
demise was that NBL had 
gone out of business and 
so access to the increasing 
number of engine and 
transmission spares was no 
longer possible.

Liveries
From new, the five were 
painted out in the standard 
BR green with a 4-inch 
light grey horizontal band 

D600 Active on test 
(Chris Booth Collection)

D603 Conquest outside Plymouth (Ken Hill)

D604 Cossack outside Plymouth Laira (Ken Hill)

between the cabs, a few 
inches above the solebar. 
However, by the time that 
D600 was withdrawn, it 
was in all-over rail blue 
with full yellow ends, D602 
was blue with small yellow 
warning panels on each 
nose while D601, D603 and 
D604 were still green with 
the yellow warning panels.

Withdrawal
The whole class was 
withdrawn on the same 
day – 30th December 1967. 
They were no longer a 
standard design. Although 
some reports say they were 
withdrawn over problems 
of reliability, they also 
happened to fall foul of BR’s 
orders to reduce the number 
of classes of mainline diesel 
locomotives from 28 to 
just 15 by 1974. This was 
to be achieved primarily 
by eliminating those that 
were proving expensive 
to retain, either through 
reliability or because of 
the small numbers in the 
class. Another problem 
that related to these five 
locomotives was that 
there had been a long gap 
between D601 arriving 
and being followed by 
D602. This was due to the 
problems that NBL faced in 
trying to equip itself with 
the construction of diesel 
engines – something with 
which it had little or no 
experience. Yet another 
nail in their coffin was 
the rapid arrival of the 
more successful and more 
popular D800 series.

D600 and D601 went to 
Woodham’s where D600 
was cut up within a couple 
of years but D601 lingered 
sadly for many years as 
Woodham’s at that time 
were concentrating on the 

D601 Ark Royal being scrapped (Derek Clarke)

more easy cutting up of 
wagons of which there were 
literally thousands. Despite 
attempts to preserve D601, 
it was claimed to be too 
far gone to be restored 
to operational condition 
and was not considered of 
sufficient interest to retain 
it for display. It was finally 
cut up in July 1980. D602-
604 were cut up quite 
quickly by Cashmore’s. In 
retrospect, it is perhaps 
somewhat ironic that 

D601 spent more time in 
Woodham’s yard than it did 
in service! Looking back, 
it is sad that none of the 
mainline diesel or electric 
locomotives produced 
by NBL survived, except 
Class 84 25kV Ac electric 
locomotive No.84001.

In the compliation of this 
article, I have received a 

number of photographs from 
Great Western enthusiasts. I 

would like to thank them fror 
their kind help - Ed
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Railway Art Gallery

In this special section, we look at the work of a railway enthusiast who lives in 
Australia but just loves painting pictures of railway scenes. It is hoped that in 
future editions we may be able to highlight the work of other lesser-known artists 
who revel in portraying the beauty and majesty of railways. If you are an artist 
who would like to be featured or who knows someone who should be featured with 
their portrayal of the railways that we all love, then please let us know - Ed

Paul Lloyd

I’ve been a long-time rail 
enthusiast, modeller (when 
space permits which it 
doesn’t at present) and 
artist, with a particular 
affinity for all things 
Western. I’ve never worked 
on the railways, but 
somehow they, and the 
Great Western in particular, 
were a large part of my life in 
the UK and have continued 
to be despite spending a 
long time in Australia. 

My introduction to 
the GWR
I did have a family 
connection with the 
railways, although perhaps 
unusually that connection 
was my mother, who was 
a clerk in the office of the 
District Engineer (WR - of 
Course!) at Wolverhampton 
in the late 50s/early 60s

We lived at Codsall, 
where we quite literally had 
a railway line at the bottom 
of our garden (that was an 
LMR line, but there was still 
a railway influence). I have 
fond memories of travelling 
from Wolverhampton (by 
then Low Level had closed) 
to Shrewsbury, which even 
in the 80s seemed like a trip 
back in time. 

The trains arrived at 
Wolverhampton hauled 
by an electric loco, which 
was promptly changed 
for a diesel. Somewhere 

after Wellington, the 
signals reverted to being 
semaphores and you noticed 
that the rails weren’t welded 
any more but had acquired 
a traditional ‘double clunk’ 
sound. At Shrewsbury there 
was the delight of GWR 
semaphores controlled from 
a large example of an LNWR 
box, which I think is now 
the largest still operating in 
the world. 

I also have happy 
memories of time spent 
on the Severn Valley 
Line, particularly around 
Bridgnorth where an Uncle 
had a sweet and paper shop 
in the High Street. I was 
lucky enough to see ‘City 
of Truro’ in steam on one 
of those visits in the 1980s. 
Now there’s a loco I must 
paint one of these days!

How I became an Artist
I’ve been a keen amateur 

artist since early childhood, 
an interest nurtured from an 
early age by my grandfather, 
an accomplished illustrator 
who, through many drawing 
lessons left me with the 
benefits of his artistic 
knowledge, and many 
happy memories. 

As a modeller with no 
space for a layout, my art 
is a wonderful substitute. 
These days I paint digitally 
as well as with ‘natural 
media’ (as they call it these 
days). I find both to require 
the same level of skill to do, 
if not well then to the best 
of my ability, and equally 
valid forms of art.
  
 
 
.
 
 

Branch Line Pannier.
My first ‘serious’ digital rail 
painting. Done entirely from 

imagination and memory, but 
I feel it captures the essence 

of a 57xx pannier.

4705 Leaving Paddington. 
This one is largely inspired 
by a real photo – RC Riley’s 
posted to “Everything Great 

Western by Peter Blunn

(right) The Flying Banana.
A streamlined railcar in deep 

winter, from imagination 
again.

(below) Brunel at Westbourne 
Park. Inspired by a classic 
late 19th century photo.
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RAILWAY NEWS FROM AROUND THE PRESERVATION SCENE
Some of the stories regarding the Preserved Railways were written before the latest 
Government changes in Lockdown Legislation became known. It has been decided 
therefore to leave these as they are and to put all the latest changes regarding 
lockdowns and the overall effects of Covid-19 on the News pages on our Website 
(www.greatwesternstar.com). These news items can be found in the section labelled 
Railway Terminus which is our running news commentary that is updated regularly. 
Details will also be given where and when they are known in our Events Colum.
For November, access to the Railway Terminus is freely available but, as from 1st 
December 2020, it will only be available to our subscribers - so make sure you don’t 
miss out on being able to find all the latest news in just one place by taking out a 
subscription NOW!. Do it before the 1st December and save yourself £5.00 - Ed

Heritage Railway 
Awards 2021

The HRA 2021 Awards 
will be presented at our 
Awards event provisionally 
scheduled for the afternoon 
of our Spring Conference 
on Wednesday 3rd March 
2021 in York (or at a later 
date and/or revised venue 
as may be required by 
Covid-19 requirements at 
the time)
 All nominations must be 
received before 18:00 on 
Monday 16 November 2020
Before you start filling in 
the form please don’t forget 
that you will need 4 max 
3MP jpeg/jpg photos and 
the name and details of the 
senior manager that has 
authorised this submission.  
If you are entering leaflets, 
you can attach 2 pdfs (max 
5MP)
Just to let you know, we 
have had to keep pics, 
descriptions and file sizes 
fairly small this year, as the 
panel will be meeting on-
line, and we need to keep 
the data as manageable as 
possible.
Thank you for taking the 
time to make a nomination 
for an HRA Award. Awards 
will be presented to the 
winners, at the HRA AGM 
and Spring Conference on 

3rd March 2021 in York (a 
daytime event).  (Or possibly 
at a later time subject to 
any COVID restrictions 
in place at the time) Our 
usual evening dinner is not 
going ahead this year, as 
COVID 19 has changed the 
landscape. We do however 
intend to return to normal 
in 2022  Good luck with 
your nominations!
The Awards that may be 
nominated for are:
• The Morgan Award 

for Preservation 
Awarded to an HRA 
member organisation 
for an outstanding 
achievement in the 
restoration of carriages 
or rolling stock

• The Coiley Locomotive 
Engineering Award
Awarded to an HRA 
member organisation 
who has completed an 
outstanding engineering 
project in the 
overhaul, restoration, 
or preservation of, 
a locomotive or self-
propelled vehicle.

• The Lord Faulkner 
Young Volunteer 
Award
Awarded to a volunteer 
under the age of 26, for 
significant achievement.

• HRA Award for 
Communications

Awarded for excellence 
in any form of 
communication, 
advertising/marketing 
campaign or public 
relations. This may 
cover any format (e.g. 
printed, broadcast 
or digital), and in 
any type of media.  
Internal and External 
communications may 
be judged separately 
if there are sufficient 
submissions.

• Tourism Superstar
Awarded to a volunteer 
or employee for 
outstanding customer 
service during 2020.

• Most Innovative 
Fundraising Idea
Awarded to the HRA 
Operating Member that 
has produced the most 
innovative fundraising 
project or scheme 
during the COVID crisis.

• HRA Award for Small 
Groups
Awarded to an 
HRA member 
organisation, from 
the smaller categories 
of membership, for 
excellence in developing 
their business, or for 
an item not covered 
elsewhere. (This may 
be for the HRA member 
organisation as a whole, 

a group of its staff 
or volunteers, or an 
individual)

• HRA Award for Large 
Groups
Awarded to an 
HRA member 
organisation, from 
the larger categories 
of membership, for 
excellence in developing 
their business, or for 
an item not covered 
elsewhere. (This may 
be for the HRA member 
organisation as a 
whole, a group of its 
staff or volunteers, or 
an individual)

• HRA Award for an 
Outstanding Visitor 
Attraction
Awarded to an HRA 
member organisation, 
who provides an 
outstanding visitor 
experience. This is 
aimed at the quality of 
the entire attraction 
experience for visitors, 
from arrival, through 
all parts of the 
attraction, rides etc. 
friendliness, and ending 
at public departure. 
The experience from 
start to finish. Whilst a 
larger more established 
organisation might 
score well in this 
category, smaller 
organisations will also 
be judged on their 
merits.

Before you start:
Please have 4 still digital 
photographs ready to 
upload in the section 
lower down this form

All nominations must be 
received before 18:00 on 
Monday 16 November 2020
For further information on 
the Rules, please go to the 
HRA website www.hra.com

Earlier this month Clwyd 
South MP, Simon Baynes, 
met with the chair of 
Llangollen Railway, Liz 
McGuiness, to learn more 
about their very successful 
re-opening following the 
Covid-19 pandemic.
Measures that have 
been introduced include 
enhanced cleaning regimes, 
an advanced booking 
system and hand sanitising 
stations throughout the 
visit.

Mr Baynes praised Liz 
McGuiness and all the staff 
and volunteers at Llangollen 
Railway for their efforts in 
ensuring that all visitors, 
staff and volunteers can 
enjoy their experience at 
Llangollen Railway safely. 
He also learnt more about 
how they have weathered 
the Coronavirus crisis 
through fundraising and a 
grant of £161,000 from the 
Heritage Lottery Fund.

 They continue to invest in 
the railway infrastructure, 
particularly in Corwen 
where the Corwen Group is 
making strides in restoring 
the station, and also see 
a steady income stream 

Llangollen Railway Staff Praised for their 
Covid-19 Safety Measures Following their 

Successful Re-opening

from their engineering 
department.

Liz McGuinness, chair 
of the Llangollen Railway, 
said: “We are really grateful 
for the support received 
by Simon during the past 
months. The volunteers 
and staff have worked 
extremely hard and we 
are looking forward to our 
Santa season and to a great 
2021.”

Simon Baynes MP 
added: “Following their 
fundraising events earlier 
in the year, it is great to 
see that the Llangollen 
Railway has re-opened 
with the appropriate social 
distancing guidelines. The 
railway is a terrific tourist 
attraction and I look forward 
to seeing it continue to 
bounce back following the 
Covid-19 pandemic.”

Make sure you get your 
copy of Great Western 

Star by signing up today 
for a subscription - do it 
before 1st December and 

save £5.00!
Simply go to our Website:

www.greatwesternstar.
com

Clwyd South MP, Simon Baynes and Liz McGuiness
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Llanfair Caereinion and 
Castle Caereinion, and one 
will run over the full eight-
mile line from Llanfair 
to Welshpool and back. 
Additionally, on Tuesday, 
October 27 and Thursday, 
October 29 in school half-
term week, a service of four 
trains between Llanfair 
and Castle Caereinion will 
operate.

All trains continue 
to depart from Llanfair 
Caereinion for return 

journeys only and there 
remains no vehicle access 
to Raven Square or Castle 
Caereinion stations. Full 
details and online booking 
for Castle trains remain on 
the website at www.wllr.
org.uk while Welshpool 
trains should be booked by 
calling the railway’s office 
on 01938 810441, open 
seven days a week from 
9am to 4.30pm.

The Welshpool trains will 
continue to be subject to a 

modest minimum fare to 
ensure costs of the longer 
journey are covered, but 
a discounted family rate 
is available, and the child 
fare is unchanged.

Everyone attending the 
railway will be required to 
wear face coverings and 
all trains will be cleaned 
between trips. A host of 
further cleaning measures 
have been carried out 
and there will be hand 
sanitisers widely available.

RAILWAY NEWS FROM AROUND THE PRESERVATION SCENE

South Tynedale 
Railway Hits 
Hard Times

 

South Tynedale Railway 
Preservation Society acting 
chairman, David Granath

The South Tynedale 
Railway Ltd, which runs a 
railway line between Alston 
and Slaggyford, has gone 
into administration and five 
jobs have been lost. 

The popular tourist 
attraction cancelled its 
railway operations in 
March due to the pandemic, 
however the South Tynedale 
Railway Preservation 
Society plans to keep the 
site open in the future 
after it received emergency 
funding.

“That money has been a 
lifeline for us,” the society’s 
acting chairman David 
Granath, said, “We’re 
in such an uncertain 
situation. “ It is quite clear 
that if we run trains on a 
socially-distanced basis we 
would only achieve around 
20% capacity, which means 
we would be losing money 
every time we ran a train.”

The railway received 
a Gold in the North East 
England Tourism Award 
for their efforts towards 
becoming an ethical, 
responsible and sustainable 
tourism attraction in April. 

However, David expressed 
concerns about the future of 
volunteer-led organisations 
who have suffered because 
of the pandemic. He said: 
“It opens up the question as 
to whether a volunteer-run 
railway in a remote part 
of the North Pennines can 
run without paid staff. The 
pandemic is useful in a way 
that it allows us to pause 
and review our business 
model. Now we have the 
opportunity to look at the 
viability of the railway going 
forward in 2021.”

Although the railway’s 
limited company has gone 
into liquidation, David said 
the railway’s charity will 
run operations. The railway 
has received £5,000 in 
donations after it launched 
a Covid-19 appeal to helps 
secure its future.

David added: “If we can 
run it regularly, reliably 
and safely then the five 
miles of Alston to Slaggyford 
with a steam locomotive 
is a good package. But we 
have to achieve sufficient 
passenger numbers to 
make it financially viable.”

The railway’s original 
locomotive, “The Countess” 
returned to Raven Square for 
the first time on 9th September 
(Steve Clews, (W&LLR)

Full Length Journeys 
on the Welshpool 
& Llanfair Light 
Railway

The Welshpool & Llanfair 
Light Railway returned 
to operating selected 
trains over its full length 
in September, having 
successfully run over part 
of the line through August 
in the wake of the Covid-19 
lockdown. 

Since reopening, railway 
staff have been closely 
monitoring visitor numbers 
and the coronavirus 
environment. Consistent 
with Welsh Government 
guidance, they now feel 
confident to continue 
services through the next 
month.

Trains will run every 
weekend until November 1, 
as well as on Wednesday, 
September 30 and October 
28. On each day, two services 
will operate over the hour-
long return trip between 

Steam Locomotive 5542 Set to Arrive 
at the East Somerset Railway

The East Somerset Railway has announced that steam 
locomotive GWR Prairie No, 5542 will soon be arriving 
at Cranmore. 5542 will be staying at the East Somerset 
Railway until the end of 2020.
The visit of 5542 is thanks to a loan agreement between 
the East Somerset Railway and the South Devon Railway, 
and all being well, the locomotive should be in service 
this weekend.
The locomotive has visited the East Somerset Railway 
once before, way back in 2003 for one of the galas at the 
railway and proved to be a very popular guest.
Unfortunately, resident locomotive 4555 has been pulled 
from service due to firebox issues and is returning to 
Tyseley Locomotive Works for repairs to be completed. It 
is hoped that the repairs can be completed before the 
start of the 2021 season

Bala Lake Railway 
Seeks Welsh 

Government Support 
as it Seeks to Finalise 
Bala Town Extension 

Plans

The Bala Lake Railway has 
sought investment from the 
Welsh Government for its 
£2.5 million extension into 
the town of Bala itself. The 
Bala Lake Railway Trust has 
called it an opportunity to 
deliver substantial capital 
investment in this area of 
Snowdonia, which would 
pay off with thousands of 
visitors every year visiting 
the town.

The Bala Lake Railway 
extension project has 
reached a milestone, 
with the design work 
being finalised which will 
take the narrow-gauge 
railway into Bala Town. A 
planning application will 
be submitted to the local 
authority later in 2020.

The railway was forced 
to close earlier in 2020 due 
to the coronavirus crisis, 
but work continued behind 
the scenes with Caulmert, 
the engineering company 
brought in to design the 
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RAILWAY NEWS FROM AROUND THE PRESERVATION SCENE

new extension and assist 
the BLR Trust with the 
planning application. 
Caulmert is completing 
an environmental impact 
assessment on the protected 
site and is producing designs 
that will be submitted to 
the Snowdonia National 
Park Authority in December 
2020.

The current railway runs 
for 4.5 miles from its base 
in Llanuwchllyn to Pen-y-
Bont. However, the £2.5m 
project will see another 3/4 
mile of railway track laid to 
take the railway over the 
River Dee and into Bala 
Town.

Caulmert Civil Engineer, 
David High, says “While 
the railway extension may 
be short in length, it is 
incredibly complex due 
to its surroundings. The 
site is protected, and the 
new route takes it over a 
Grade 2 listed bridge, all 
in the Snowdonia National 
Park which presents many 
interesting challenges. 
Our engineers have been 
extremely innovative 
in overcoming some of 
these issues and making 
sure that the project will 

have minimal impact on 
the environmentally and 
historically sensitive site.”

Julian Birley, chairman 
of Bala Lake Railway Trust, 
said they had bought a 
site just off the high street 
and an extension of the 
line would allow people 
to leave their cars in the 
town, then catch a train to 
Llanuwchllyn, enjoying the 
lake and scenery.

He believes it could mean 
55,000 people visiting the 
town, adding: "This is a 
long-held wish of the railway 
and we've been working on 
it now six years.

"We've spent in excess 
of £1.2m already. We are 
applying for the full planning 
permission next month and 
we've set up a petition now 
requesting people to show 
their support.

"We want to be able to 
go to the government to 
say look, this is a one-off 
project… this is a leg up 
and never has there been a 
more urgent need for capital 
investment in this part of 
the (Snowdonia) national 
park, and once it's delivered 
it's done forever and it's 
completely sustainable."

A Welsh Government 
spokesman said: "We are 
continuing to have positive 
discussions with the Bala 
Lake Railway Trust as we see 
this as being a strategically 
important project for the 
area."

The train leaves the station at 
Llanuwchllyn

News from the 
Diesel & Electric 
Preservation Group

The latest news from this 
Groups shows that, despite 
the various lockdowns, 
work is still progressing on 
the Group’s locomotives. 

Air receiver support frame 
from D9518   

D9518’s Compressor being 
stripped down

D9518 Electrical repairs 

 

D9518 electrical repairs

D1010: Work has begun 
to remove the heavily 
corroded valances around 
the buffer beams for repair 
or replacement. We will 
cover this in more detail 
next week.
D6566: This loco is fully 
functional and is ready to 
go into action if called upon, 
subject to inspection.
D6575: The engine was 
started up to maintain 
condition and the auxiliary 
machines were run up as 
part of the process. This 
provided an opportunity 
to test the newly installed 
cooker and Ian tells me that 
the pan of water did indeed 
get boiled - but he didn't 
go as far as make a fresh 
brew and cook up a pan of 
bacon and eggs! Also, the 
last item on the worklist 
was completed - a door 
hinge on the secondman's 
side was replaced at No. 2 
end. This loco is now ready 
for service following winter 
maintenance, subject to 
inspection. Well done Team 
Crompton!
D7017: The bogie spring 
reclamation project has 
moved along, and the 
first spring will now be 
subjected to testing to 
assess its suitability 
for further service. The 
Maybach MD870 engine 
has been started up for the 
first time since last winter 
and the sound was sweet 
indeed. A short video has 
been provided by Martin 

and is best watched with 
the volume turned up high. 
Here's the link:  DEPG 
Twitter Account
D7018: As reported last 
week, work continues on 
the transmission and this 
loco will remain in the 
shed on No. 2 road and is 
not to be moved or started 
until that work has been 
completed.
D9518: Good progress is 
being made on this loco 
as can be seen from the 
attached photos that have 
been provided by Martin. 
The corroded electrical 
junction box has been 
repaired and is now ready for 
painting. The compressor 
is being stripped down so 
that a full inspection can 
be undertaken and repairs 
arranged as necessary. The 
air receiver support frame 
is one of many items that 
needs attention on this 
loco.
D9526: This loco needs to be 
positioned over a pit so that 
the last remaining items of 
the 250 hour inspection 
can be completed - but this 
will have to wait until the 
WSR re-opens - and this 
loco will then be available 
for service.

 

D1661 "North Star" 
(47077): Work continues 

on the internal cleaning 
and painting, and the 
attached photo (provided by 
Martin) shows the progress. 
Previously, the only colours 
visible in the engine room 
were light black and dark 
black!

Bridgnorth Cliff 
Railway Staff 
Member, 73, Lunged 
at by Teen after 
Asking Him to Wear 
Mask

A heritage railway boss has 
written to the police after 
a youth flouting face mask 
rules lunged at an elderly 
member of staff.
The director of Bridgnorth 
Cliff Railway has written an 
open letter to the Bridgnorth 
police sergeant after 'non-
existent' support of face 
mask enforcement. The 
worker at Bridgnorth Cliff 
Railway was so frightened 
by the experience he 
handed in his resignation, 
but colleagues rallied round 
and convinced him to stay. 
Director Malvern Tipping 
said that people ignoring 
the rules and being rude 
to staff has become a daily 
problem and wrote to the 
local police sergeant to call 
for action.
He said: “We’re having staff 
being abused on a daily 
basis. We had a 73-year-
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old member of staff who 
was lunged at by a 17- to 
18-year-old. There were 
three lads and two girls. 
The lad had his mask round 
his chin and didn’t have his 
face covered. He was politely 
asked if he would cover 
his face, but he lunged at 
our member of staff. If one 
individual wants to put 
themselves at risk, that’s 
up to them. But it’s wrong 
when it affects others.”

Financial Boost for 
2874 Restoration

The Gloucestershire 
Warwickshire Steam 
Railway-based 2874 Trust 
has received £3,000 from 
The National Lottery 
Heritage Fund to assist with 
volunteer training projects 
for ‘heritage mechanical 
engineering’.
 Since the Covid-19 
pandemic and lockdown 
of The 2874 Trust The 
2874 Trust, which is 
restoring 1918-built Great 
Western Railway heavy 
freight locomotive no. 
2874, training projects 
were put on hold.  All work 
at the Gloucestershire 

Warwickshire Steam 
Railway (GWSR) was 
stopped to ensure the safety 
of the public, staff and 
volunteers.
 Subscribers are referred 
to the article in Issue 1 of 
Great Western Star - Ed

Financial Support 
for the West 
Somerset Railway

The trustees of the 
West Somerset Railway 
Association (WSRA) and 
the Board of the West 
Somerset Railway PLC have 
announced that they have 
reached agreement which 
will financially support 
the railway during these 
challenging times. The 
agreement, signed on the 
1st September 2020 means 
that:
• The WSRA has sold their 

promotions business 
(which operates a 
shop and café at 
Bishops Lydeard and a 
restoration workshop at 
Williton to the PLC

• The PLC will pay the 
WSRA an agreed sum of 
£90,721 for the assets of 
that business

• The WSRA will loan 
£70,000 to support the 
PLC, which has been 
prevented from operating 
by the Covid-19 
restrictions. The low 
interest loan is secured 
by charges on two WSR-
owned coaches.

Mike Sherwood, acting 
chairman of the WSRA said, 
“I am pleased that we have 
been able to conclude this 
matter to the satisfaction of 
both parties. The WSRA will 
now be able to give its full 
attention to fund raising 
on behalf of the railway, 
to further supplement 
the financial support we 
are already providing at 
Williton, Minehead and via 
the rail renewal campaign.”

Jonathan Jones-Pratt, 
Chairman of the PLC, said, 
“Bothe parties have worked 
hard to bring this matter 
to a successful conclusion. 
We can now move on to 
focus on the preparations 
and funding necessary to 
bring the railway back into 
operation.”

Underneath the 
Arches – 
A Strange Find!

 

The Mid-Norfolk Railway 
has made a mystery find at 
their County School station 

during maintenance work 
on the railway’s permissive 
footpath that runs alongside 
the track at the station.

Richard Cullen, 
the MNR’s volunteer 
Stationmaster, who is 
overseeing the restoration 
of this part of the railway 
said: “As some of our 
volunteers were carrying 
out routine maintenance 
of the railways Permissive 
footpath, they found a 
piece of metal buried.  After 
digging it out, it appeared 
to us, that we had found 
the firehole deflector plate 
from a steam locomotive.”

The firehole deflector 
plate is part of the firebox 
on a steam locomotive 
where the fireman shovels 
coal into the firebox that 
provides the heat for the 
boiler. The mystery for 
the Mid Norfolk Railway, 
however, is how this came 
to be buried by the side of 
the railway near the station.

County School station 
was built by Great Eastern 
Railway in 1886 and served 
as a junction between the 
Dereham to Fakenham 
Line and the East Norfolk 
Railway’s Aylsham to 
Wroxham branch.

Equipment worth tens of thousands of pounds was damaged in 
the flooding (Dave Horton)
    
A report in the Watford Observer tells the sad story of 
how the very popular Watford Miniature Railway now 
faces damages estimated to be around tens of thousands 
of pounds due to the two-day flooding at the beginning of 
October. The popular attraction at Cassiobury Park was 
submerged in water over the course of the heavy rain that 
occurred on Saturday and Sunday (October 3/4th).

Dave Horton, a former member of staff of the miniature 
railway business, said that the flooding had damaged 
the track itself and locomotives, rolling stock and other 
equipment at the site.

While Mr Horton estimates it to be roughly “tens of 
thousands of pounds” worth of damages, the current 
owner Charles O’Mahoney says that they are waiting to 
fully evaluate the damages.

Watford Miniature Railway has operated for 61 years 
and has been a staple attraction for families and visitors. 
This particular weekend was meant to mark the railway’s 
Autumn Gala and would have featured three visiting 
locomotives – which were instead damaged in the flooding. 
Paid staff and volunteers were preparing for the event for 
many weeks.

Mr Horton in a letter to Watford Borough Council is 
pleading for help to prevent a future incident. In the letter, 
Mr Horton acknowledged that the park was always “prone 
to a mild amount of flooding”, but never to something to 
this magnitude.

He wrote: “Immediate steps must be taken in the 
coming days and weeks to clear and dredge the river 
where necessary, and to ensure that all weirs, sluices and 
management procedures etc are functioning correctly - to 
prevent a re-occurrence. With half-term coming up, and 

Watford Miniature Railway Equipment 
Damaged in Flood

The flood damaged lots of 
equipment
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the Christmas/New Year 
season not that far behind, 
we are fast approaching the 
period when the railway 
needs to make its money, 
especially having suffered 
such a massive loss of 
income due to Covid-19 this 
year. 

Every bit of help and 
support must be given by 
the Council, both practically 
and financially, to support 
Charles O’Mahoney and 
his staff/volunteers as 
they seek to clear up the 
mess and, as I have said, 
to ensure that this cannot 
happen again.” 

He believes that the 
flooding was caused by 
the River Gade bursting 
its banks and that better 
management of the river 
system could prevent a 
future incident.

The railway, which has 
already felt the financial 
impact of the Covid-19 
pandemic, reopened on July 
28 following an initial delay 
as lockdown eased. 

Mr Horton continued: 
“The railway is a small 
business, a local well-loved 
institution, and to think 
that ineptitude on behalf 
of the relevant authorities 
has caused such damage in 
a year when it has already 
taken such a knock from 
Covid-19, is making a lot of 
people very angry.”

RAILWAY NEWS FROM AROUND THE PRESERVATION SCENE

The world’s first preserved railway is one of 50 heritage 
and steam railways across the UK that is receiving support 
from a leading independent lubricants company. The 
seven-mile Talyllyn Railway, which has been running for 
155 years from Tywyn on the Mid Wales coast, reached 
the 70th anniversary of the formation of Talyllyn Railway 
Preservation Society in October. The railway provided 
the inspiration for the creation of the fictional character 
‘Thomas the Tank Engine’ by author the Rev W. V. Awdry, 
who was an early volunteer on the Talyllyn.

Like many other railways across the UK, train services 
on the Talyllyn closed for 20 weeks from March 20 due 
to the COVID-19 pandemic. To support these railways 
through that challenging time, Shrewsbury-based Morris 
Lubricants launched a Heritage Railway Support Scheme 
in April. Railways were invited to apply to the scheme 
explaining why they needed support and how Morris 
Lubricants could help. The response was excellent, leading 
to the company agreeing support packages, including 
discounted or free lubricants and promotional material, 
for 50 railways.

One of those to receive support was the Talyllyn Railway. 
Morris Lubricants’ Executive Chairman Andrew Goddard 
and Rail and Heritage Account Manager Keiron Thorogood 
paid a visit to Tywyn to present lubricants and promotional 
signs to the railway’s General Manager, Stuart Williams, 
and his team. They were also treated to a private train 
journey along the scenic line to Nant Gwernol, buried deep 
in the mountains above Abergynolwyn.

Morris Lubricants Supports World’s First 
Preserved Railway – and 50 in Total!

“It’s a delight to be 
working with a successful 
company that shares our 
enthusiasm and passion 
for heritage railways and 
is looking to support us in 
such challenging times,” 
said Mr Williams. “This 
support scheme has come 
at just the right time.” 

Morris Lubricants has 
worked closely with steam 
heritage workshops during 
its 150-year history and 
has vast experience in 
formulating lubricants 
specifically for the sector.

“We have a long tradition 
of supplying these railways 
with our top-quality steam 
lubricants,” said Mr 

Goddard. “We particularly 
want to reward the loyalty 
of our existing heritage 
railway customers and 
I am pleased to report 
that the support scheme 
has attracted others, like 
Talyllyn Railway, to use our 
products. 

As Talyllyn is the world’s 
first preserved railway, it’s 
an honour to support such 
a well-run and managed 
establishment and we 
look forward to developing 
our relationship for many 
years to come. It is vitally 
important to the nation 
that we keep these heritage 
railways operational. 

You only have to stand 
on a station platform 
and watch children being 
mesmerised by the sight of a 
steam engine to understand 
just how special they are. 
If we don’t support these 
heritage operations, they 
will be gone, never to 
return.”

Andrew, his brother 
Edward, Managing Director 
of sister company, Morris 
Leisure, and their parents, 
David, and Diana Goddard, 
are avid steam enthusiasts, 
owning traction engines 
and steam vehicles, 
including a 1931 Sentinel 
Steam Waggon.  

Morris Lubricants 
has developed a range of 
bespoke products to keep 
steam and heritage vehicles 
fully operational, from 
small-scale steam engines, 
road locomotives and 
steam wagons to ploughing 
engines, diesel and steam 
locomotives and rolling 
stock. 

Contemporary products 
have been specially 
formulated to meet and 
exceed the requirements 
of present-day operating 
conditions and ensure 
outstanding resistance to 
rust, corrosion, wear, and 
oxidation.  

HS2 Trials Solar And Hydrogen Powered Welfare Cabins

HS2 has trialled solar- 
and hydrogen-powered 
welfare cabins across its 
work locations run by 
enabling and main works 
civils joint ventures CSjv 
(Costain, Skanska) and 
SCSjv (Skanska Costain 
STRABAG) including 
Camden, West Ruislip and 
Uxbridge. 
The EasyCabin EcoSmart 
ZERO product is the 
world’s first solar and 
hydrogen powered welfare 
unit, combining solar 
and hydrogen power to 
eliminate carbon emissions 
from construction sites, 
and is set to be rolled out 
further across the HS2 
project. Data gathered from 

16 Ecosmart ZERO cabins 
over a 21-week period 
on HS2 sites in Camden, 

Ruislip and Uxbridge 
showed that 112 tonnes of 
carbon were saved.
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A total of 36 heritage 
railways and tramways 
– all Heritage Railway 
Association (HRA) members 
– have been awarded grants 
totalling £9million! They are 
among 433 organisations in 
England that have received 
a share of £67million in the 
first round of awards from 
the Culture Recovery Fund 
for Heritage. 

The grants – which, for 
heritage railways range 
from £20,000 to £906,000 - 
will protect rail heritage and 
save jobs from the impact of 
the Covid-19 crisis. A total 
of £88m was allocated to 
support the UK’s heritage 
sector and a further batch 
of Culture Recovery Fund 
for Heritage grants, up to 
£3m, will be announced 
shortly. The list of awards 
is shown below.

“These grants throw a 
crucial lifeline to many 
of our well-loved heritage 
railways and tramways”, 
said HRA Chief Executive 
Steve Oates. “While some 
have been able to reopen 
over the past three months, 
others have had to remain 
closed. But as furloughing 
ends and what’s left of the 
2020 tourist season winds 
down, all are facing a very 
uncertain winter.”

“The funding injections 
announced today will give 
recipients essential cash 
to help retain staff and 
maintain key skills. Cash 
will also be directed at 
maintaining rolling stock 
and infrastructure during 

the closed winter season, 
while some will be allocated 
to a variety of projects and 
improvements to increase 
the resilience of heritage 
railways to ensure they 
emerge fit and ready for the 
2021 season.” 

Ros Kerslake, Chief 
Executive of The National 
Lottery Heritage Fund, 
said: “It is absolutely right 
that investing in heritage 
should be a priority during 
this crisis and this support 
by Government is crucial. 
Heritage creates jobs and 
economic prosperity; it is 
a major driver for tourism 
and makes our towns, 
cities, and rural areas 
better places to live. All of 
this is so important for our 
wellbeing and will be vital 
when we start to emerge 
from this incredibly difficult 
time.”

 The funds are drawn 
from the Government’s 

£1.57bn Culture Recovery 
Fund, designed to secure 
the future of Britain’s 
museums and galleries, 
theatres and independent 
cinemas, heritage sites 
and music venues with 
emergency grants and 
loans to safeguard cultural 
and heritage organisations 
across the UK from the 
economic impact of the  
COVID-19 crisis. 

Railway Recipients
Here are some of the 

reactions from HRA 
Members who have received 
their grants:

The Gloucestershire 
Warwickshire Steam 
Railway, which received 
£900,000 responded by 
saying, “This money is 
crucial to getting us through 
the next six months. 
It's gonna make a huge 
difference because this 
year we're facing potential 

revenue losses of £2.5 
million pounds, so you can 
see that the money from 
the Culture Recovery Fund, 
£906,000, is going to really 
help us to get over that."  

Richard Winstanley, the 
voluntary Finance Director 
of the GWSR, says he is 
“absolutely delighted and 
relieved” with the grant to 
the popular volunteer-run 
railway, which operates 
steam and heritage diesel 
trains through 14 miles 
of Cotswold countryside 
between Cheltenham 
Racecourse and Broadway.

 “The grant is intended 
to help us continue vital 
maintenance, run the 
business and pay the bills 
including the salaries of our 
seven staff, at a time when 
the railway has suffered 
the huge financial impact 
of cancelling services and 
special events for five 
months, during what would 

have been our peak season. 
“And, although we 

are running trains once 
again, fare income is much 
reduced thanks to the need 
for social distancing, which 
halves the capacity of our 
trains.It will be a vital boost 
in helping to overcome 
financial shortfalls as 
the railway emerges from 
lockdown, whenever 
that happens.  The fund 
is a key initiative and I 
applaud the government in 
recognising the importance 
of underpinning the 
security of a wide range of 
organisations, including 
the GWSR, for the future.”

Dinmore Manor 
Locomotive Ltd, which is 
based at the GWSR, also 
received £26,100

A spokesman for The 
Severn Valley Railway 
said, “This £900,000 from 
the Government will help 
us to recover from the 

impact of the coronavirus 
pandemic and is crucial to 
us surviving through the 
next six months.

The West Somerset 
Railway (WSR)’s recent 
application to the 
Department of Culture, 
Media and Sport’s (DCMS) 
‘Culture Recovery Fund for 
Heritage’ support has been 
successful. The Plc will now 
receive a grant of £865,000, 
all of which will help 
the 23-mile former GWR 
branch line recover from 
the enforced closure of the 
railway since March during 
the ongoing COVID-19 
pandemic.

The NLHF grant will also 
enable the Plc to either fund 
or undertake a number of 
small schemes put forward 
by the WSR’s Stations and 
Friends Groups, Station 
Masters and WSR family 
organisations, including 
the West Somerset Railway 

Culture Recovery Fund – £9million Awarded 
to Heritage Railways

3850 which is currently undergoing a major overhaul and has 
benefited from a “Here for Culture” grant, piloting 7820 'Dinmore 
Manor'' with a train for Cheltenham during the GWSR's Cotswold 
Festival of Steam, May 2014 (pic: Malcolm Ranieri) 
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Association, West Somerset 
Steam Railway Trust and 
the Diesel and Electric 
Preservation Group

 The Bodmin & 
Wenford Railway has 
received an award of 
£260,000 has secured the 
future of one of Cornwall’s 
most popular heritage 
attractions, which had up 
to now been hanging in the 
balance. The railway closed 
the doors in early 2020 at 
the start of the covid-19 
crisis and has yet to fully 
reopen. While Bodmin 
General, the railway’s 1950s 
Cornish branch line station 
has recently reopened to the 
public on select dates, the 
railway has not seen steam 

RAILWAY NEWS FROM AROUND THE PRESERVATION SCENE

or heritage diesel engines 
carrying passengers along 
its branches to Boscarne and 
Parkway since February.

David Nelson-Brown, 
Chairman of the Bodmin & 
Wenford Railway PLC said: 
“This year has been hugely 
challenging for all here at 
the railway. We’re hugely 
grateful for this award, 
which is absolutely vital to 
the survival of the railway 
beyond this winter. The 
money received will cover 
our core costs, enable us 
to continue a small amount 
of essential restoration 
work and support us as an 
organisation to adapt for the 
future including reopening 
costs, Covid-19 measures 

and digital ticketing.”
The South Devon Railway 

Trust chairman, Jon 
Morton, said: “We are all 
bowled over to have received 
this fantastic grant support 
thanks to the Department 
of Culture Media and Sport, 
the National Heritage Lottery 
Fund and Historic England. 
It will certainly provide us 
the vital financial lifeline 
needed for the railway’s 
continued survival. From all 
sources, we have now raised 
or received a wonderful 
total of financial help all 
told of £831,432.39 and we 
are still raising money to try 
and get to our next target of 
£1 million!”

Name of Organisation Recommended 
   Award
Aln Valley Railway Trust  £21,300
Bluebell Railway PLC  £727,200
Bodmin & Wenford PLC  £260,000
Cambrian Heritage Railways Limited  £20,000
Colne Valley Railway Preservation Ltd. £20,000
Epping Ongar Railway Holdings Limited £98,000
Gloucestershire Warwickshire 
 Steam Railway plc  £318,000
Great Northern & East Lincolnshire 
 Railway Ltd T/A Lincolnshire 
 Wolds Railway   £25,000
Helston Railway Preservation 
 Company Ltd  £76,100
Hollycombe Working Steam 
 Museum Ltd  £895,000
Keighley & Worth Valley Railway 
 Preservation Society  £231,600
Lynton & Barnstaple Railway CIC  £79,300
Mid Hants Railway Ltd/Mid Hants 
 Railway Preservation 
 Society Ltd (MHRPS)  £600,000
Middleton Railway Trust  £79,900
Modern Electric Tramways Ltd 
 (Seaton Tramway)  £435,100
North Norfolk Railway plc  £360,000
Northampton Steam Railway Limited  £46,000
Plym Valley Railway Company Limited  £27,900

Name of Organisation Recommended 
   Award
Ribble Steam Railway Ltd  £207,200
Romney, Hythe and Dymchurch Railway  £470,000
Severn Valley Railway (Holdings) PLC  £906,000
Sittingbourne and Kemsley 
 Light Railway Limited  £26,500
South Devon Railway Trust  £332,300
South Tynedale Railway 
 Preservation Society  £84,300
Swanage Railway Company  £223,200
Tanfield Railway Company Limited  £245,500
The A1 Steam Locomotive Trust  £153,000
The Kent and East Sussex Railway 
 Company Limited  £301,500
The Mid Norfolk Railway 
 Preservation Trust  £190,500
The Whitwell & Reepham Railway 
 Preservation Society Ltd  £49,000
Vintage Trains Charitable Trust   £194,800
Waltham Abbey Royal Gunpowder 
 Mills Company Limited 
 (The Company)  £104,600
Wealden Railway Company Ltd 
 (Spa Valley Railway)  £153,900
Wensleydale Railway Plc  £90,000
West Somerset Railway Plc.  £865,000
WyvernRail plc  £85,000
Total £9,002,700

Culture Recovery Fund – £9million Awarded 
to Heritage Railways (ctd)

In recent times, there have been a lot of 
questions when discussing the restoration 
of former GWR and BR(WR) locomotives 
for mainline running. Questions have been 
asked, such as why if they ran in BR days, 
why can’t they run now? Is it just a matter 
of cost?

Questions such as these have been given 
particular attention by the statement of the 
Great Western Society at Didcot that they 
will no longer be restoring their locomotives 
for mainline running. In contrast, at least 
one other organisation has publicly stated 
that they will be looking to operate regular 

Question Time
In Question Time, we will be asking people in the preservation Movement for their views 
and/or opinions on topics of concern to railway enthuisasts. We will then attempto to 
supplement these comments with further information on the topic

No.1 What are the problems in restoring a GWR locomotive for 
Main Line Running?

mainline runs using their GWR/|BR(WR) 
locomotives. 

Great Western Star decided to talk to the 
people involved as to why these decisions 
are being made and what are the factors 
that are influencing those decisions. 

First, we spoke to Adrian Knowles 
of the Great Western Society at Didcot 
and then to Richard Croucher, Retired 
Chairman, Great Western Society and 
now Vice President (also Treasurer and 
Secretary for Pendennis Castle, the Saint, 
1014 County of Glamorgan. 4709 and 
6023 King Edward II). 

GWS: Adrian, many 
questions are being 
asked about preparing 
GWR engines for mainline 
running but there seems 
to be problems which, 
perhaps, have never been 
spelled out. Would you 
like to comment?
Adrian Knowles: The 
difficulties of keeping 
engines within gauge on 
today’s main line railway 
have arisen from changes 
to the infrastructure. 
Even on GWR lines which 
traditionally had more 
generous gauging, re-
ballasting of track has 
reduced the available 
height and the quest to 
make rolling stock more 
wheelchair accessible has 
meant that platform-to-
vehicle spacings have been 
reduced to an absolute 
minimum.

GWS: How has this 
impacted on today’s 

locomotives?
AK: The consequences 
of this have been seen in 
the 6024 team’s decision 
to cast new cylinders for 
the ‘King’ with a narrower 
width, as well as adjusting 
the framing and buffer 
beam. This follows the 
height alterations to the 
chimney, safety valves 
and cab of the loco a few 
years ago, which many 
felt was not aesthetically 
pleasing. This sort of thing 
is also incredibly expensive 
and will inevitably limit 
the number of steam 
locomotives available for 
main line use in the future.

GWS: Are there other 
problems beside the 
structural ones?
AK: Partly for reasons like 
these, and partly because 
of the huge cost of the on-
board equipment required 
for main line running, the 
GWS decided last year that 

it would no longer engage in 
running any of its loco fleet 
on the main line. Apart from 
the financial aspects it was 
felt that the environment of 
the modern railway was so 
different from steam days 
that there is little point 
anymore. Requirements 
will inevitably become 
increasingly onerous.

GWS: Adrian thank you. 

Richard, would you like 
to expand further in view 
of your active involvement 
with, for example 6024?
Richard Croucher: The 
quick answer is that 
Network Rail and their 
predecessors, as Adrian has 
just said, have gradually 
reduced the gauge both 
height and width. When BR 
electrified the West Coast 
Main Line, they adopted 
a maximum height of 13ft 
1inch and so all existing 
steam locos must fit within 
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this height, while new ones 
are only allowed 13ft 0inch. 
This is the reason that 6023 
and 6024 have reduced 
height chimneys and safety 
valves plus covers to get 
within that height. In the 
same way, 5029 and 5051 
have the capuchon removed 
from the chimney when 
they go on the main line; in 
their case, the height of the 
safety valve is OK. However, 
one of the biggest problems 
is when they tamp the track 
bed as sometimes it is left 
higher than before they 
started.

GWS: But it is not just 
height, is it?
RC: No, unfortunately 
not. It is also a problem 
of width. When Brunel 
laid his tracks, he left a 
greater clearance but, over 
the years, the tracks have 
been repositioned nearer 
the platform and of course 
we now have step free 
access being promoted. As 

it stands, all 2-cylinder GW 
locos are now out of gauge 
width wise but not height 
wise. In the case of 4709, 
which is currently being 
built, if this were to be built 
to its original dimensions, it 
would be both too wide and 
too high. Therefore, we have 
had to cast new cylinders 
to accommodate the width 
problem, but any Hall or 
Modified Hall will need new/
different profile cylinders to 
run on the main line. We 
can also accommodate the 
height issue with a new 
boiler. This restriction has 
come in since we started the 
Saint project, so the new 
cylinders that we cast early 
on are now out of gauge!

GWS: How does this affect 
the Kings which have 
always been subject to 
route restrictions?
RC: The Kings have a 
separate problem width 
wise apart from the width 
across the cylinder and this 

concerns the throw at the 
front, so 6024 is having a 
slight shaving of the buffer 
beam. 

The other issue is the 
gauge profile. This is 
continually changing as 
we saw with the Steam 
Rail motor. When we took 
it to Brentford in 2014, we 
had to go up the main line 
from Didcot to Reading as, 
on the relief line, it would 
have fouled the platform 
at Pangbourne. When we 
came to take it to Old Oak 
Common for the last open 
day in 2017 we could no 
longer take it through 
Tilehurst on the main as 
the track was now too close 
to the platform and would 
have knocked the cylinders.  
In the end, 6023 could only 
go through at 5 mph with 
someone making sure there 
was sufficient clearance - it 
was walked through!

GWS: Richard, thank you

The West Midlands Rail 
Executive (WMRE) and 
Vintage Trains (VT) have 
announced a new steam-
powered partnership - 
recognising the importance 
of heritage railway to 
the region. This unique 
partnership will focus 
on the integration of 
franchise, community and 
heritage activities and, 
working with the Heart of 
England Community Rail 
partnership, develop and 
establish the Shakespeare 
Line and its stations, from 
Birmingham to Stratford-
upon-Avon, as Britain’s 
premier mainline heritage 
railway.

Full Steam Ahead for New Partnership with Vintage Trains

Castle Class 7029 Clun Castle steams into a 
brighter future on the main line

VT and the WMRE recognise 
the value that mainline 
steam brings to the region 

and will collaborate in the 
following areas:
• Promotion of the 

region’s rail network
• Attracting local, 

national and 
international tourists to 
the West Midlands

• Regenerating stations 
and keeping alive 
a unique historical 
experience for future 
generations

• Creation of 
apprenticeships and 
community volunteering 
opportunities for West 
Midlands businesses, 
Universities, Colleges 
and Young Rail 
professionals

• Preserving of skills in 
the maintenance of 
steam locomotion that 
would otherwise be lost

• Together with the West 
Midlands Trains depot 
(alongside VT’s historic 
GWR steam depot), seek 
more local employment 
at Tyseley

A New Vision
Malcolm Holmes, Executive 
Director of WMRE said: 
“West Midlands Railways 
is creating a single network 
vision to deliver efficiency 
and growth in rail services 
across the region. Steam 
trains offer an exciting 
opportunity to add value 
to our network and play a 
crucial role in promoting 
our brand by expanding 
the role our railway plays 
in the community to 
encompass leisure and 
tourist activities.”

WMRE has committed to 
support VT’s express steam 
trains as a charitably 
controlled and publicly 
owned Train Operating 
Company. It will support 
VT when providing input 
to future franchises 
specifically in relation to the 

availability of timetabled 
paths for the Shakespeare 
Express and other 
steam trains, encourage 
station adoption by the 
community and support 
VT’s role in the Heart of 
England Community Rail 
partnership.

The Shakespeare Line
The Shakespeare Line 
from the heart of the 
City of Birmingham to 
Stratford-upon-Avon, one 
of the country’s top tourist 
attractions, will become 
Britain’s premier mainline 
heritage railway.

An original GWR 
mainline running through 
the beautiful Warwickshire 
countryside, it has been 
fortunate to retain much of 
its original Great Western 
Railway infrastructure, 
particularly at its authentic 
stations where GWR red 
brick and steel, wooden 
station awnings and original 
fencing, much of it recently 
repainted in original GWR 
colours, have been retained 
at most stations along the 
route. 

The partnership will also 
collaborate in identifying 
opportunities for station 
improvements, including 
Tyseley and Stratford-

upon-Avon stations and 
importantly, involve VT 
in plans for the future 
of the time warp that is 
Birmingham Moor Street 
station (soon to be part 
of the new HS2 Curzon 
complex) and encourage 
international tourists.

Main Line Steam
VT will also be involved in 
the emerging plans for the 
Commonwealth Games 
Birmingham 2022 where 
mainline steam will provide 
a wider sense of occasion 
around the time of the 
games. 

Michael Whitehouse, 
Chairman of Vintage Trains 
Charitable Trust and the 
Community Benefit Society 
said: ‘We are extremely 
proud to be working 
together with WMRE to 
help stimulate the West 
Midlands economy through 
the power of steam. We are 
world pioneers of mainline 
express steam trains. This 
partnership will secure the 
future for main line steam 
and, with the establishment 
of the Shakespeare Line as 
Britain’s premier mainline 
heritage railway, together 
we place the region firmly 
on the global railway map.”
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Question Time
In Question Time, we will be asking people in the preservation Movement for their views 
and/or opinions on topics of concern to railway enthuisasts. We will then attempto to 
supplement these comments with further information on the topic

No.2. Coal for Heritage Railways.

Great Western Star spoke to Steve Oates, Chief Executive of the 
Heritage Railways Association about the present situation and what 
is happening in the longer term.

Great Western Star: As 
we are all aware, the 
environmentalists are 
increasing the pressure 
on the UK Government 
to reduce and then 
eliminate the burning of 
coal in the UK. How does 
that affect members of 
the HRA?
Steve Oates, HRA: The 
question that we are facing 
is - are we as a nation going 
to continue to produce all 
the bituminous coal that 
our steam railways in the 
UK need or are we going to 
have to import it all from 
countries such as Columbia 
, the USA or Russia? 

Currently there is just one 
mine in the UK producing 
bituminous coal and that is 
Ffos-y-fran in South Wales. 
This site, together with 
Nant Llesg primarily serves 
Tata Steel but also supplies 
the cement industry as well 
as most Welsh Heritage 
railways and several others 
throughout the UK. 

The penultimate one in 
England, Bradley, near 
Dipton, Co Durham, owned 
by Banks Mining at Bradley 
closed on Monday 17th 
August but they still have 
stocks that they are shifting. 

The last Scottish mine 
has also closed and so the 
UK mining of bituminous 
coal is virtually at an end 

after several thousand 
years. There are a couple 
of other small mines in 
South Wales producing 
some other types of coal 
(Selar, Glynneath excavates 
approximately 3.5 mt of 
anthracite a year, East Pit, 
Tairgwaith extracts about 
5,000-7,000t per week and 
Nant Helen, Coelbren has 
about 3mt of reserves. All 
three are owned by Celtic 
Energy).

GWS: Isn’t the amount 
of coal used by HRA 
members very small in 
comparison, say, with 
steel, cement and even 
power generation?
SO: You’re quite right. 
Heritage Steam (railways, 
traction engines etc) 
consume about 35,000t per 
year of coal out of a current 
total of 8-10 million tonnes 
for steel, cement, and 
power. 

The majority of that is 
imported and, as the UK 
mines have gradually closed 
over the last 40 years, the 
amount imported has risen 
dramatically. From the HRA 
and it’s members point of 
view, we would love to see 
the mining of bituminous 
coals continue in this 
country, not just for us but, 
as importantly, for these 
other industries. 

This would reduce the 
amount of imports and 
all the associated gas 
emissions produced by 
shipping millions of tonnes 
of coal thousands of miles 
around the globe, and save 
hundreds – potentially 
thousands – of UK jobs in 
mining.

Part of the problem is one 
of perception and it was not 
helped by the 2018 DEFRA 
consultation on burning 
all types of domestic 
fuels, even though 
DEFRA’s own figures 
showed that burning 
wet wood produces more 
pollution than burning 
bituminous coal!
 
GWS: So what is the 
answer?
SO: We’re coming to this 
from three angles.

Firstly, we are lobbying 
the UK government hard 
and supporting the coal 
mining industry in their 
applications for new mines 
and for mine extensions. 
Trying to get the message 
through, including the 
point that, by importing, 
the country is simply ‘off-
shoring’ its environmental 
responsibilities, is hard 
work. There are so many fixed 
views which, unfortunately 
are misguided. 

Secondly, we are actively 

assessing the practicalities 
and challenges of importing 
coal specifically for heritage 
steam Heritage steam 
requires a consistent supply 
of good quality washed 
and graded bituminous 
coal. Establishing a viable 
importing operation will 
require the whole sector to 
work together.

Thirdly, more effort must 
be put into R&D to seek a 
suitable alternative form 
of coal for heritage steam, 
not just in the UK but 

globallyResearch to develop 
biocoal has been going on 
for some years but, while 
early trials look promising, 
it’s nowhere near ready yet. 
Even if it becomes proven, 
we cannot simply turn 
off one source and switch 
on another – we will need 
a transition period. I do 
not know what a realistic 
timetable looks like at the 
moment, but I would think 
that, even being optimistic, 
we are looking at 5-10 
years.

GWS: How far has this 
work progressed?
SO: I’m in touch with the 
team in Minnesota (USA) 
who are perhaps the most 
far advanced and they were 
due to run some trials 
in the UK on Heritage 
railways earlier this year 
but this had to be put on 
hold because of the Corona 
Virus situation

We will continue to 
support their work as, 
from what we have seen so 
far on film and the results 
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positive. They are looking to 
carry out more trials in the 
USA, but they also want to 
trial it in the UK on a range 
of different locomotives.

GWS: I suppose that, here 
in the UK, it is a problem 
of perception – coal is 
a dirty black fuel that 
causes pollution?
SO: We are working hard 
to find a solution to the 
problem, but it is hard to 
overcome the environmental 
lobbyists. We cannot and 
will not just let our industry 
have to stop what its doing, 
so we are working hard 
with our partners to try to 
find an environmentally 
friendly solution. The UK’s 

that have been sent to us, 
it does seem to work with 
small locomotives – 15inch 
gauge and narrow gauge – 
and there have been some 
trials with a larger American 
locomotive. It was a US 
standard gauge locomotive 
which was tested both as 
a light engine and with a 
train and apparently ran 
very well. 

The question now is, 
how would that work, for 
example, in one of our larger 
locomotives under a full 
load? We realise that this is 
just a trial at the moment 
and is being supplied from 
a biocoal plant producing 
just 14 tons per day but 
the initial results appear 

heritage rail sector supports 
thousands of jobs, engages 
some 22,000 volunteers, 
and gives so much pleasure 
to millions of people from 
around the country and 
from around the world every 
year. 
There is a long way to go, 
many battles to be fought 
– including some purely 
political – and many more 
negotiations to be held but 
you can rest assured that 
this issue will remain at the 
top of the HRA’s agenda to 
ensue UK heritage railways 
continue steaming for 
decades to come!

GWS: Mr Oates, thank you 
so much.

As has been said in the 
interview with Steve Oates, 
Chief Executive of the HRA, 
the ongoing situation for the 
provision of coal for steam 
heritage use is becoming 
evermore precarious. The 
only long term solution 
at present, once existing 
stocks in the UK are used 
up, would appear to be to 
rely on imported coal from 
places such as Russia, 
The USA and Columbia, 
all of which involve long 
and highly polluting sea 
voyages, when compared to 
using UK coal – which still 
exists!
In his interview, Mr Oates 
mentioned the trials that 
were planned for 2020 on 
biocoal – trials that were 
halted by the incidence 
worldwide of Covid-19. To 
this end, Great Western 
Star has taken a look into 
the history and present 
situation with regard to 

Coal for UK Steam Traction – US Trials on Biocoal

biocoal – what is it, how is 
it made, where is it made, 
whether any trials have 
been carried on steam 
locomotives and what were 
the results.

Coal Imports
The Heritage Railways over 
the last 60 years have come 
to form a major part of the 
UK tourism and leisure 
industry These railways 
consume around 26,000 
t/y of bituminous coal – the 
same sort of coal that is 
used to heat our homes – 
out of around 35,000t/y by 
the preservation industry as 
a whole, including traction 
engines, steam ships and 
a variety of other steam 
powered machines.

Although that might 
seem a large tonnage of 
coal, when you look at just 
how widely across the UK 
that these “consumers” 
are spread, it would not be 

enough to sustain existing 
coal merchants if coal were 
to be phased out as a source 
of energy for domestic 
homes

So where would 
alternative sources of coal 
be? Table 1 shows the 
current sources of supply 
from 2018 with provisional 
figures for 2019 and 2020.

Biocoal trials in 
the USA
As mentioned above, the UK 
Heritage Sector is not sitting 
still waiting for the Sword of 
Damocles to descend. It has 
already taken an interest 
in trials in the USA which 
unfortunately have been 
put on hold because of 
Covid-19. 

However, in the USA, 
where much of this work 
to date has been done, 
some interesting stories 
are coming out from the 
University of Minnesota in 

Table 1 Coal imports by origin (Thousand Tonnes)

 2018  2019p  2019 Q1   2020 Q1p
European Union  344  420   93   95 
Russia  4,695  2,421  975   408 
Colombia  635  1,078  201    59 
USA  3,573  1,769  908   308 
Australia  630  423  299   157 
Other Countries  268  418  95    115 
Total Imports  10,144  6,529  2,571   1,14

Duluth and trainspotters 
who find the homogenized 
world of modern diesel/
electric locomotives a 
bit dull could soon be 
celebrating the return of 
steam, if all goes well.

Restoration of a 
1930s Locomotive
The university, along with 
US-based Sustainable Rail 
International, is to restore 
a 1930s locomotive – No 
3463, a 4-6-4 Hudson-type 
loco built by the Baldwin 
Locomotive Works which 
has spent its retirement at 
the Kansas Expocenter in 
Topeka – as a test bed for 
bio-coal. If all goes well, the 
university says, it expects 
to create the “cleanest, 
most powerful passenger 
locomotive”, costing less 
to maintain and fuel than 
current diesel-electric 
locos and, since there’s no 
point in ambitions if you 

don’t make them big, the 
consortium also hopes to 
take the restored loco up to 
130 miles per hour (nearly 
210 km/h) – faster than the 
current speed record, held 
by Mallard in the 1930s of 

126mph. In the meantime, 
trials are in hand with a 
miniature steam locomotive 
at Milwaukee County Zoo. 

The plan is to fire the 
locomotive using biocoal – 
cellular material processed 
into a solid fuel – that 
exhibits the same energy 
density and material 
handling properties as coal 
but without coal’s heavy 
metals. The biomass is 
also carbon-neutral, and 
produces less ash, less 
smoke (sorry to those for 
whom the ‘magic of steam’ 
includes the smell of 
burning coal), and fewer 
volatile off-gases.

The Coalition for 
Sustainable Rail says its 
“Project 130” will also 
produce more horsepower 
at higher speeds than 
diesel-electric locomotives. 
If the project is successful, 
they believe that the 
demonstration would also 
show the value of high 
energy biocoal in other 
applications such as power 
generation. 

This 1937 4-6-4 Hudson locomotive (CSR 3463) was originally 
built as an oil-fired locomotive. According to computer 
simulations being carried out by the US Coalition for 

Sustainable Rail, this will be able to run at speeds up to 
130miles per hour burning carbon-neutral fuel.
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What is Biocoal?

Biocoal is based upon a so-
called Torrefaction process 
which has been pioneered at 
the University of Minnesota 
in Duluth National 
Resources Institute (NRRI). 
To make this new fuel, 
woody material – trees, at 
least in the initial stages 
– is heated in the absence 
of oxygen and the resulting 
flaky matter is then rammed 
under high pressure to 
create coal-like briquettes 
with properties similar to 
coal in combustibility and 
BTU output, but without 
the polluting emissions.

“If there is public concern 
about the combustion of 
coal, it only makes sense 
for us to investigate a 
cleaner alternative,” said 
Davidson Ward, president 
and one of the founders 
of the Coalition. Founded 
in 2011, this non-profit 
organization is made up 
of educators, railroaders, 
researchers, scientists, 
engineers and historians. 
They hope to preserve 
historic trains and make 
history by revolutionizing 
the industry. Since 2013, 
they have been working with 
NRRI to develop and test 
torrefied biomass, which 
they hope can eventually 

NRRI is working with the 
Coalition for Sustainable Rail 
to help create a biofuel source 

that not only makes these 
trains more efficient, but also 
more environmentally friendly.

replace coal in steam 
powered locomotives.

Working Trial - 
Milwaukee County Zoo
The biomass developed at 
NRRI’s Coleraine lab is being 
used in the current Coalition 
project at the Milwaukee 
County Zoo where they have 
two small steam-powered 
tourist locomotives. Similar 
amounts of heat are released 
when burning the biofuel 
compared to natural coal. 
A comparative test run was 
made in October 2017 to see 
how the biocoal performed 
against fossil coal.

Because this biocoal is 
created from tree harvest 
waste, it is about as 
natural a fuel as one can 
get, without the negative 
attributes associated with 
fossil coal, produces less 
ash and creates very little 
smoke. This is why biocoal 
is such an intriguing fuel 
source to investigate. 

However, there is more to 
be done before biocoal can be 
used in full size locomotives. 
Densification of the biomass 
material is one area where 
development is needed. 
Fossil coal is created under 
heat and pressure over 
millions of years which 
makes it uniformly dense. 
Biocoal, on the other hand, 

is created by mechanically 
compressing “roasted” wood 
chips to achieve uniform 
density. It is important 
for biocoal to break down 
uniformly to allow the fuel to 
burn evenly and efficiently.

The zoo’s tourist train is 
about one-quarter the size 
of a standard train engine, 
but it operates under the 
same mechanical principals 
as its full-size counterparts 
making it a perfect test 
subject.

NRRI was able to produce 
about 500 pounds of solid 
biofuel to power the small 
train and provide valuable 
data to improve the 
densification process.

“Testing is more easily 
done on a small locomotive 
like ours,” said train 
engineer Ken Ristow of the 
Milwaukee County Zoo. 
“Getting a chance to see 
how the stuff burns, how 
it smells and what the 
smoke looks like has been 
interesting, but it is still a 
work in progress.” 

The train performed well 
and the zoo was planning 
to do a further round of 
testing with the Coalition 
for Sustainable Rail and 
NRRI. Meanwhile, NRRI 
will continue improving 
the biocoal so that it can 
eventually be used in 

Characteristic Wood Wood Torrefied Charcoal  Coal
  Pellets Biomass
Moisture Content 
 (% wt) 30-40 7-10 1-5 1-5   10-15
Calorific Value 
 (BTu/lb) 3,850-5,100 6,450-6,850 8,600-11,000 8,000-9,500 8,600-14,000
Volatiles (% db) 70-75 70-75 55-65 10-12 15-30
Fixed Carbon (% db) 20-25 20-25 28-35 85-87 50-55
Bulk Density (lb/cu.ft.) 12.5-15.6 34.3-46.8 46.8-53.1 12.5   49.9-53.1
Vol/ Density (BTU/cu.ft.) 53.7-80.5 201.3-279.1 402.6-501.9 161.0-171.8 493.8-638.8
Dust Levels Average Limited Limited High   Limited
Hydroscopic Properties Hydrophilic Hydrophilic Hydrophobic Hydrophobic Hyrdrophobic
Biological Degradation Yes Yes No  No   No
Milling Requirements Special Special Classic Classic   Classic
Handling Properties Special Special Classic Classic   Classic
Product Consistency Limited High High High   High
Transportation Cost High Average Low Average   Low

Comparison of Different Fuels

full-scale steam engine 
locomotives.

NRRI is currently 
concentrating its efforts 
on the categorization 
and torrefaction of forest 
products, including 
its hybrid poplar tree 
population, a tree which 
grows to 50 or 60 feet in 
seven years. The raw poplar 
wood is roughly 6,500 btu/
lb dry, contains a mix of 
volatiles, absorbs water, 
is difficult to grind and is 
relatively cumbersome to 
transport. 

When torrefied, the 
energy density of the 
material increases to 
roughly 10,500 btu/lb, it no 
longer contains the mix of 
volatiles, it does not absorb 
water (hydrophobic), it is 
equally easy to grind as 
carbon coal and is very 
easy to transport, and the 
material only loses about 
15% of its calorific value 
while being 96% thermally 
efficient to produce.  It 
is, in fact, more energy 
efficient to torrefy certain 
biomaterials than it is to 
mechanically dry them in 
wood chip production.

What started as wood 
is transformed into a coal-

like biofuel that features 
none of the heavy metals, 
sulphur, phosphorus or 
net carbon emissions of 
coal. The feed stock is also 
carbon-neutral, having 
sequestered carbon as it 
grew and, so long as the 
forest stock is sustainably 
managed, something in 
which the University of 
Minnesota, Duluth is a 
leader, and will remain a 
carbon-neutral fuel source.

Due to the abundance 
of sustainable forest in 
Minnesota and the energy 
efficiency of the torrefaction 
process, biocoal can be 
produced at reasonable 
cost. Though not as cheap 
as current domestic coal 
production, this price range 
is significantly lower than 
the diesel fuel that currently 
powers all diesel-electric 
fleets.  When comparing the 
fuels on a one-to-one scale, 
factoring in the overall 
thermal efficiency of each 
technology, the efficient 
external combustion 
of biocoal makes it 
substantially less expensive 
than diesel fuel.

The administrators and 
backers of this project 
hope that it will not only 

provide economic benefit 
to Minnesota through 
the employment of wood 
harvesters and researchers, 
but will also be a step 
towards developing U.S. 
energy independence with 
a truly renewable fuel.

The Milwaukee School 
of Engineering CREATE 
Institute are hosting the 
first design review of an 
innovative, multi-high 
school STEM engineering 
challenge. The programme, 
which is headed up by 
Learn Deep in collaboration 
with the Milwaukee County 
Zoo and the Coalition for 
Sustainable Rail (CSR) 
seeks to pilot an innovative 
education initiative that 
partners area high schools 
with colleges to bolster 
STEM education. 

With the participation 
of six local high schools, 
five colleges, and multiple 
industry sponsors, this 
particular initiative seeks 
to leverage the Zoo train to 
spur meaningful technical 
education. The goal of the 
initiative is to help schools 
build the capacity and 
relationships to collaborate 
across districts with 
community partners to take 
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on real world engineering 
challenges.  

“The Zoo’s North Shore 
Bank Safari Train is 
one of our most beloved 
attractions, and something 
which hundreds of 
thousands of visitors ride 
each year,” explained 
Chuck Wikenhauser, 
Director of the Milwaukee 
County Zoo. “We are excited 
to have the Zoo train serve 
as a tool to engage local 
schools and universities 
in a collaborative learning 
opportunity that will both 
improve our railroad at 
the Zoo and create lasting 
learning experiences.”

“The torrefied biomass 
with binder, and the 
50/50 blend of coal and 
biofuel, worked quite well 
in both locomotives,” said 
CSR President Davidson 
Ward. “Both fuels burned 
nearly identically to coal, 
including building a decent 
coal bed on the grates and 
maintaining pressure under 
a wide variety of operational 
circumstances, while being 
nearly smoke and odour 
free

“I am quite impressed 
with what I saw from this 

Two miniature steam locomotives running on either biocoal or a 50:50 mix of biocoal and coal at 
Milwaukee County Zoo. On this trial - the first locomotive is burning 100% torrefied biomass, and 

the trailing locomotive is burning a 50/50 blend of torrefied biomass and coal.” Initial temperature 
data also indicated that the biofuel heating value is equal to coal. The maximum firebox 

temperatures recorded during the biofuel trials were in excess of 2,100°F (1149°C). 

round of biofuel testing, 
and I look forward to 
burning it in our steam 
locomotive,” said Zach Hall, 
Steam Operations manager 
at the Everett Railroad, who 
was on site to participate 
in the tests. “From my 
observations, both the 
biomass with binder and 
50/50 blend of fuel will do 
just fine to make steam and 
minimize smoke, both of 
which are good things in my 
book.”

The North Shore Bank 
Safari Train has four 
locomotives – two steam 
and two diesel. Together 
they carry over 400,000 
visitors in the 19 carriages 
every year. Each journey 
is 1.25 miles and each of 
the locomotives can log 
anywhere between 2,000 to 
6,000 miles per year each. 
The train weighs about 8t, 
yet is surprisingly fast — 
capable of traveling 60 miles 
per hour, it usually runs at 
about 5 to 6 miles per hour. 
The train was custom-made 
and donated to the Zoo in 
1958 by the publishers of 
The Milwaukee Journal 
newspaper. Each steam 
locomotive requires 8 to 10 

pounds of coal and 10 to 
15 gallons of water for each 
10-minute trip through the 
Zoo grounds.

More About Project 130 
and Locomotive 
No 3463
Today, most high-speed 
passenger trains are 
powered by diesel-electric 
locomotives, which generate 
their peak horsepower 
at low speeds — about 
25mph. Steam locomotives, 
by contrast, get their peak 
horsepower at higher 
speeds — about 40 mph.

According to the Project 
leaders, “Initial computer 
simulations suggest that 
the CSR’s steam engine will 
significantly out-accelerate 
a modern diesel-electric 
locomotive to 110 mph.

Once its modernization 
is complete, CSR 3463 will 
have little in common with 
the smoke-belching steam 
engine it once was. 

Now featuring a gas-
producer combustion 
system, improved steam 
circuit, modernized boiler, 
low-maintenance running 
gear and steam-powered 
electric generator (to power 
the passenger train), CSR 
anticipates 3463 will be 
able to pull a passenger 
train with electric-like 
performance for less than 
the cost of diesel-electric 
locomotives. 

In order to further prove 
the viability of biocoal and 
modern steam technology, 
CSR plans to test the 
locomotive in excess of 
130 miles per hour, out-
performing any existing 
diesel-electric on the market 
and breaking the world 
steam speed record. In light 
of this achievement, CSR 
has named this endeavour: 
“Project 130.”

Locomotive 3463, 
acquired by CSR through 

the generosity of its former 
owner, the Great overland 
Station of Topeka, Kansas, 
is the largest locomotive 
of its type left in the world 
and features the largest 
wheels of any engine in 
North America. CSR will 
completely rebuild and 
modernize the locomotive, 
doubling its thermal 

Table 3 Characteristics of Locomotive No 3463

Category Statistics
General classification 4-6-4
Service Passenger
Fuel  Oil
Tractive Effort, lbs 49,300
Weight in Working 
 Order (lbs) 412,380
Length overall, ft in 102ft 6.75in
Wheelbase, locomotive
 and Tender, ft in 88ft 8in
Boiler Nickel Steel
Boiler diameter, in 88
Working Pressure (Design) psi 300 (310)
Firebox Standard Firebox Steel, Grade 8 
 Firebox Length, in. 132
 Firebox Width, in. 108
 Grate area sq ft 99
Thermic Siphons 2 (95 sq ft)
Cylinder bore, in 23.5
Cylinder Stroke 29.5
Driving Wheel Diameter, in. 84
Tender Capacity 
 Water 20,000 gallons
 Oil 7,000 gallons

efficiency, converting it to 
burn biocoal and more. 
When done, locomotive 
3463 will share only 
the most fundamental 
resemblance to the engine 
it once was.

Table 3 above outlines 
characteristics of loco 3463 
as built in 1937 by the 
Baldwin Locomotive Works.

WSR – Achieving the Three 
Chairmen’s Consensus
Following a notably amicable 
meeting on 15th September, 
involving the Chairmen of The 
West Somerset Railway PLC 
(“the PLC”), The West Somerset 
Railways Association (“WSRA”)   
and the West Somerset Steam 
Railway Trust (“WSSRT”),  they 
asked me to assess independently 
their shared vision  of the best 
way  of securing an  harmonious 
future for the WSR.

As a result of my other 
separate role, as facilitator on 
S&DT matters, I have developed 
an affection for the WSR and its 
people, with a strong desire to 
see it succeed.  My assessment 
reflects personal experience as 
a Chairman on another heritage 

railway but does not represent the 
views of that railway or any other 
organisation I am associated with. 
I must also emphasize that it is 
not based solely on discussions 
with the three Chairmen, but 
with others in the WSR railway 
community.

Why Now?
The urgency for the three 
chairmen’s agreement is the 
recently announced plan by 
a group that is planning a 
confrontational “Trojan Horse” 
manoeuvre. It envisages 
encouraging like-minded cohorts 
to join the WSSRT so increasing 
the likelihood that the current 
Trustees can be overwhelmed and 
a merger with the WSRA can be 
forced through.  

What’s the shared concern?
Even if a merger of the two 
charities could be properly 
represented as enhancing 
realisation of their current limited 
charitable purposes (which 
whoever is elected as trustees 
must be able to demonstrate) the 
stated primary objective of the 
group is to use a merged charity’s 
minority shareholding in the PLC 
to wrest control.  That means it is 
not just an issue for the charities 
themselves.  As the stated target, 
the PLC now has a legitimate 
interest.

However, the high ideals and 
ambitions to which its proponents 
lay claim contrast starkly with 
the plan’s reality.  It smacks of 
the manoeuvres more appropriate 
to the rough and tumble of the 

West Somerset Railway Shared Vision -September 2020
John Bailey,  Independent Assessor.
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Somerset & Dorset Railway Heritage Trust
Wagon Restoration Update - October 2020

Our small team of dedicated 
enthusiasts continues to 
make progress with the 
restoration work on our 
two mineral wagons. The 
speed of their progress is 
very much dependant on 
the flow of money into the 
appeal which enables the 
Trust to order new steel 
plate to replace that which 
has had to be cut away from 
the sides and bottom of the 
wagon.

 
In Fig.1, we see one of 
our volunteers, Alan 
Humphries, busy applying 
Hydrate 80 to the frames on 
wagon B160073 to prevent 
them from rusting any 
further. Hydrate 80 provides 
powerful protection to 
rusted steel surfaces, its 
electrochemical function 
stabilises existing corrosion 
by converting the iron oxides 
into a protective metal 
complex, it also combines 
with surface moisture 
and oxygen depriving the 
corrosion process of the 
conditions it requires and 
thus providing a better 
surface for paints and other 
coatings to be applied too

Fig 2 shows more 
progress on the restoration 
work with the removal from 
B577004 of the corroded 
floor plate today using a 
Plasma cutting torch.
In Fig.3, the inside of wagon 
B160073 has continued to 

be treated with Hydrate 80 
and grey primer applied. 
The framing above the end 
door can be seen sporting 
a fresh coat of primer. 
The end door itself will be 
attended to shortly. 

One of the side doors has 
had the heavily corroded 
angle iron mounting section 
removed from the hinges. 
New angle iron, which has 
been procured, will be 

welded in position on to the 
wagon frame and the heavy 
door securely offered up 
before holes are drilled.

Finally, a view of wagon 
B160073 showing where 
rotted sections of body side 
have been removed. The 
new steel which has been 
shaped to go in these areas is 
due to be delivered shortly. 
Each will be positioned, and 
the body side marked.

City.   It eliminates the existing 
charities’ independence seeing it 
as acceptable collateral damage.

Relationship to the 
Bailey Report

My recent report “Peaceful 
Somerset” envisaged a new 
controlling membership 
charity for the railway. It is 
wrongly portrayed by some as 
recommending a merger of the 
WSRA and WSSRT.   The railway 
has an unenviable history of 
internecine warfare and power 
struggles amongst its constituent 
groups. Depressingly they all 
seem to agree with the controlling 
charity recommendation but the 
one thing that really unites them 
is determination to ensure that 
“the other lot” do not control 
the process of change, or its 
implementation.

The essential healing “One 
Railway” culture is not going to 
be achieved by any one entity, 
including the PLC, winning out 
over the others.   Yet the latest plan 
seeks to impose the vision of one 
sub-group justified by arguments 
reflecting past divisions. It is 
proposed manipulation of both 
the WSSRT and WSRA is bound to 
create disaffected members and, if 
the plan succeeds, a new cohort of 
angry and potentially disruptive 
individuals. 

Contrary to its supporters’ 
best intentions I am confident it 
can only add further bitterness, 
anger and distrust when what 
is desperately needed is peace 
and harmony.  Weaponizing the 
charities to further the group’s 
ambitions is not going to generate 
the healing of past wounds or 
generate the desperately needed 
cohesive culture.

Far better for all parties to 
collaborate in crafting a new 
charitable entity facilitated 
via the consultative and co-
ordination role of the Partnership 
Development Group. 

It’s not just about internal 
politics.
All this wrangling might appear as 
the exclusive preserve of the WSR 
shareholders and stakeholders 
including members of the support 
charities.  That would be a huge 
mistake. It is also vital, amidst 
all this internal upheaval, to 
maintain the continued confidence 
of those external bodies on which 
the railway depends, such as the 

following:
• The Office of Road and Rail 
who are increasingly concerned 
about corporate governance and 
its interrelationship with safety 
management.
• The PLC’s Auditors who need 
to be satisfied that it satisfies the 
financial “going concern” test for 
the next twelve months.
• Banks, so they do not call in 
loans or refuse further support.
•Potential donors, so  they 
respond positively to fundraising 
campaigns (imagine losing the 
current bid for significant funds, 
because the awarding committee 
is spooked by these in-house 
divisions).
• The County Council, so it 
is content with the railway’s 
contribution to the local economy 
as the best use of the assets it 
owns.
• Volunteers and paid staff, so 
their vital contributions continue.
•Those who volunteer for 
leadership roles and have had to 
endure personal venom to a level 
that has made them ill:
• Perhaps the most concerning 
is that of the pivotal role of the 
ORR. No one who has heard 
their presentations on validation 
of heritage railway governance 
against their RM 3 management 
maturity model can doubt that the 
ORR have teeth and are unafraid 
to use them.

Put simply - there are 
two options: Evolution or 
revolution?
Evolution involves moving as 
quickly as possible to create a new 
charity.  Although progress might 
appear slow, a lot has been going 
on behind the scenes.  The key to 
rapid progress is securing grants 
to help with the costs involved.  
Those desperate for more rapid 
progress could really help drive 
change by directing their skills 
and energy in that endeavour.

No one should be under any 
doubt that evolution is NOT a 
“re- arranging of the deck chairs”. 
Individuals have different skills. 
Some will be more appropriate to 
the railway operating subsidiary 
than running a charity. It is 
immensely encouraging that all 
three Chairmen agree that the 
WSR is not their personal fiefdom.  
Somehow critics of the PLC 
and the charities have ascribed 
unpopular (but often necessary) 
decisions to individuals. Each 

of those bodies has a board with 
collective responsibility.
In particular, the Plc now 
has a strong cohesive board 
committed to implement the 
Bailey Report recommendations. 
It recognises that communication 
with stakeholders, especially 
the railway’s volunteers and 
supporters, has not been up to 
scratch. In fairness the Board 
has had to cope with financial, 
regulatory and now Covid-19 
induced, crises that have imposed 
huge personal demands on its 
members. The evolution process 
must include regular updating of 
the WSR community on progress 
on its implementation.

Revolution is the plan recently 
proposed by the group seeking to 
take over the WSSRT in order to 
dominate the PLC. It’s far from clear 
that’s achievable. It would require 
acquiescence by the PLC. Why 
would the Board agree to transfer 
the PLC agreements with WSSRT 
to a hostile merged charity? If 
despite such obvious barriers the 
plan were to succeed those newly 
in charge might find external 
confidence has evaporated. They 
inherit a desert where they would 
be duty bound to put the PLC in to 
administration. I’m convinced the 
WSR Community deserves better 
than that.

Recommendation
My key conclusion and 
recommendation to my WSR 
friends is to opt for evolution. The 
alternative may look superficially 
attractive, but in truth, it is a 
snare and a delusion.
 
Endorsed and recommended to 
their respective Boards:
Jon Jones-Pratt.  
 Chairman WSR PLC 
Mike Sherwood.  
 Chairman WSRA Ltd.
Chris Austin. 
 Chairman WSSRT Ltd.

Don’t forget, if you wish to 
go on receiving your own 

copy of Great Western Star, 
then you must sign up for 
a subscription. If you do 
so before 1st December, 

then you can get a year’s 
subscription for just £15, 

saving you £5.00. 
Go to 

www.greatwesternstar.com
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subsequently had 3 
overhauls to maintain it 
in first class condition 
as a mainline registered 
locomotive.

 In 1995-96 it was 
overhauled at the BAD 
Kineton facility courtesy 
of the MOD. The second 
overhaul was 2002-04 at 
Tyseley Locomotive Works 
and the third and current 
overhaul has been taking 
place at the West Somerset 
Railway, Minehead from 
2012 to date.
 
Busting the Steam Ban
In 1971 it was fitting that 
6000 King George V broke 
the BR steam ban which 
re-introduced steam back 
onto the national network. 
Shortly after 6024 was 
restored for mainline 
use, the National Railway 
Museum decided to retire 
6000 so paving the way 
for 6024 King Edward I to 
become the mainline steam 
flagship for the old GWR.

 Over the years, we have 
enjoyed many successful 
runs and visited places 
where no Kings had ever 
been before including 
crossing the Tamar into 
Cornwall. Carlisle, York, 
Norwich, Leeds, Holyhead, 
Swansea and Fishguard are 
some of the places visited 
as well as London stations 
Victoria, Euston and Kings 
Cross. It is fair to say that 
the most popular routes 
seem to be on the GW routes 
i.e Paddington-Cardiff and 
Bristol, Bristol to the West 
Country and Paddington-
Birmingham and Stratford.

 A major development 
in 2009 was joining the 
Royal Scot and General 
Trust which secured the 
locomotive’s long term 
future as part of a successful 
Train Operating Company 
(TOC).

 The modern railway has 
changed considerably from 
steam days and in order 
to comply with current 

standards the loco has seen 
a number of modifications 
including reducing the 
height from 13ft 5inches to 
13ft 1inch, the fitting of new 
outside cylinders reducing 
the width slightly and all 
the associated modern 
electronic safety devices.

The current overhaul will 
be completed in 2021 and 
has been the most extensive 
by far, with much steel 
replaced as the loco passes 
its 90th year.

 
So, to the Future!
For the future, the Society 
and its members now look 
forward to the mainline 
return in of this popular 
locomotive in 2021 and 
beyond.

 
Add Your Support!
Further information is 
available on our extensive 
website with a facility for 
new members to join.

King Edward I leaving Birmingham Snow Hill Station on the 9th September 2001

A Royal Return is on the Rails!
David Fuszard, Press Officer 

It is amazing that, 73 
years after its demise, the 
GWR is still so frequently 
discussed, debated and 
studied. After losing the 
battle of the gauges, the 
company went on to great 
success with its business 
of moving goods and 
passengers with its rolling 
stock and locomotives 
mainly built at the 
workshops in Swindon

During the 1920s the 
company realised that it 
needed to produce a class 
of locomotives capable of 
moving heavier express 
trains at high speed and 
the CME, Charles Collett, 
was tasked accordingly. 

The Arrival of The King!
In 1927, the first locomotive 
of the King class appeared 
and was soon sent over 
to the USA to attend the 
centenary celebrations 
of the Baltimore & Ohio 
Railroad. It was the most 
powerful 4-6-0 ever built in 

this country with a tractive 
effort of 40,300lbs. Thirty 
locomotives were built 
between 1927-30 and they 
provided good service until 
all were withdrawn in 1962 
after being displaced by 
diesel hydraulic locos. 

 
Saved!
6000 King George V was 
saved for the national 
collection, the rest were 
destined for scrap. Luckily, 
6023 and 6024 were sold 
to Woodham Bros of Barry 
and there they stayed 
until a society was formed 
in March 1973 (King 
Preservation Society) to 
purchase 6024 with a view 
to restoring it to mainline 
condition. 

It was purchased for 
£4,000 and moved by road 
to the Buckinghamshire 
Railway Centre at Quainton 
Rd. Funds were always 
difficult to raise and it 
took 17 years for the 
working parties to realise 

their dream. The Society 
was renamed the 6024 
Preservation Society Ltd in 
1981 and was a registered 
charity. A fund raising 
breakthrough was made 
when Club 6024 was 
formed inviting people to 
become members by paying 
£8 per month by direct 
debit, now raised to £10 
p.m minimum.  
 
Back in Steam!
Steam was raised in 1989 
and the loco was renamed 
King Edward I by HRH 
The Duke of Gloucester in 
a ceremony on the 26th 
April 1989. After test runs 
to Derby for weighing, the 
loco made its first revenue 
earning runs on the 15th 
April 1990 on the North 
Warwickshire line, making 
four return journeys on 
that date and the next day 
running turn and turn 
about with Tyseley’s 5080 
Defiant. 

 The locomotive has 

King Edward I at Didcot on 3rd June 2000
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The long awaited restoration 
of 4079 Pendennis Castle 
is now nearing completion. 
Richard Croucher looks 
back over the history of this 
iconic locomotive and Drew 
Fermor recounts the work 
which has taken place with 
the restoration and what 
still neds to be done before 
4079 can steam again.  

In a little over four 
years Pendennis Castle 
‘Pendennis’ will qualify 
to receive its Centenary 
Birthday Card from the 
Palace. Like its LNER 
contemporary the Flying 
Scotsman, Pendennis has 
had an interesting career 
and a number of different 
owners and there is 
probably a very interesting 
social history of its life 
underneath the surface. 

An Interesting History!
We are fortunate that 
Pendennis has survived 
in the original ‘as built’ 
condition, especially as five 
of the first ten  members 
of the 4073 Class received 
new front ends in the 50s 
(4074*/76/78/80*/82*) 
and three* of those carried 
boilers with a double 
chimney. As an aside, I 
have often wondered if 
these locomotives, and 
others of the same period, 
in addition to receiving new 
front ends also received 
new frames and were really 
70XX given old numbers for 
accountancy purposes!  

Looking at 4079’s engine 
records it could be said 

4079 Pendennis Castle - A Great Survivor

Richard Croucher, Treasurer 4079 Pendennis Castle,

to have lived a sheltered 
life,  having been based at 
Hereford and Gloucester for 
all the War years up to 1953 
where the daily distance 
covered may have been 
less than had it been based 
at one of the major sheds. 
Having said that, it did have 
spells at Old Oak Common, 
Bristol Bath Road, as well 
as Wolverhampton Stafford 
Road and Cardiff Canton.

On its Travels!
Apart from the trials with 
the LNER A3 Pacifics in 1925 
when it was specially chosen 
to be the Great Western’s 
choice to play away, 4079 
settled down to a routine life 
on the railway but it must 
have been a rather special 
locomotive to be chosen 
right at the end to be the 
flagship locomotive to take 
the first leg of the Ian Allan 
special from Paddington to 

Plymouth on Saturday 9th 
May 1964 celebrating ‘City 
of Truro’s’ 100 mph descent 
of Whileball summit. Of 
course, here fate took a 
hand and I wonder, but 
for the failure just before 
Westbury that day, whether 
4079 would have survived. 
But survive she did.

Preserved at Didcot
Life after Westbury is a 
whole story in itself and 
one which hopefully one 
day will be written. Saved 
by Michael Higson and his 
family, Pendennis was the 
first ‘preserved‘  locomotive 
to take up residence at 
Didcot in the mid 60;s 
before the Great Western 
Society arrived in late 1967. 

By now owned by John 
Gretton and Sir William 
McAlpine, 4079 then moved 
to Market Overton and 
partook in the occasional 

rail tour after the ban on 
steam had been lifted. 

Australia Beckons!
But now fate took another 
hand. After the end of 
steam, a number of drivers 
had emigrated to Australia 
to drive trains on the 
railway into the outback 
owned by Hamersley Iron 

According to some of 
the drivers I met when we 
repatriated Pendennis in 
2000, the Chairman of Rio 
Tinto (owner of Hamersley 
Iron) visited them in 1976 
and they asked him if he 
could acquire a steam 
locomotive to run on their 
railway to remind them  of 
home. On his return, he 
approached Bill McAlpine 
(as he was then) to ask 
if they could have Flying 
Scotsman which he also 
owned at the time. Bill 
declined Flying Scotsman 
and offered them Pendennis 
instead which was at 
Carnforth at the time and 
she left the UK at the end of 
May 1977 and that seemed 
to be that.

Going Down Under
Being rather hot in 
the Australian desert, 
Pendennis tended to run 
only in the middle of winter 
in July and August when 
it was a little cooler. One 
driver recalled that, on 
their trips from Dampier 
to Mount Tom Price (some 
400 miles round trip over a 
weekend), they would stop 
in a siding en route for a 
barbeque, which is a very 
pleasant thought. 

During the next 17 
years, 4079 had one boiler 
overhaul but, by 1994, it 
was coming up for a third 
time and it also look like it 
needed a heavier overhaul 

and the question arose 
what to do with 4079. 

Thanks to one of their 
drivers, Peter Ward, he 
contacted the Railway 
Magazine and its Editor at 
the time, Nick Pigott, and 
suggested that someone 
in the UK should try to 
repatriate 4079 which is 
where the Great Western 
Society came on the scene.

Coming Home! 
At around the same time, 
Adrian Lumley-Smith, an 
expat working for Rio Tinto 
in their Perth, Western 
Australia Office, knowing 
that his colleagues at 
Hamersley Iron were 
beginning to feel that 4079 
was starting to become a 
bit of a problem, had been 
trying to persuade Rio Tinto 
that Pendennis should be 
returned to the UK. 

Adrian saw that instead of 
being a problem, Pendennis 
was an opportunity and, 
following his return home, 
led the negotiations with 
Rio Tinto, which led to 
the selection of the Great 
Western Society as the best 
place to return 4079 to.   

A castle in original 
condition was too good an 
opportunity to pass up and 
negotiations began with 
Rio Tinto in October 1998 
and were finally concluded 
towards the end of the next 
year. Rio Tinto agreed to 
donate the locomotive to 
the GWS at Didcot; we just 
had to collect it!

The journey back 
started on 9th April 2000 
with a quick 1100 mile 
road trip across western 
Australia from Dampier 
to Perth and Fremantle 
docks. Preparation of the 
locomotive for the sea 
journey on a round the 

world ferry via the Pacific 
and Atlantic Oceans and 
the Panama Canal finally 
arriving at Portbury Docks 
in Bristol on 8th July and a 
quick trip up the M4.

Home At Last!
The return of the engine 
was a momentous occasion 
but the work was only just 
beginning. The restoration 
of 4079 has been an almost 
entirely volunteer-driven 
project. There are few jobs 
for which we don’t have the 
equipment or the skills to 
undertake at Didcot (such 
as tyre turning for example) 
that have not been tackled 
in house but the rest has 
been done at our loco 
works. 

The boiler has been a 
contract job and our very 
co-operative boiler Smith 
has allowed us to feed them 
the work as convenient 
to us, ensuring that the 
inevitably slower pace of 
weekend volunteer labour is 
not outstripped by a ticking 
10-year boiler certificate!

Now the Hard Work 
Begins
Since 4079’s return in July 
2000, a dedicated band 
have been working on her 
ever since. The locomotive 
was basically complete 
upon repatriation but was 
in an extremely ‘tired’ state. 

The locomotive was of 
course covered in a layer 
of red sand from her desert 
home and one of the tales 
that the original band of 
volunteers will tell is of the 
seemingly endless parade 
of buckets of oil / red sand 
mix that were removed. To 
paraphrase Fawlty Towers - 
“Don’t mention the sand!”. 
As the engine came apart, 
the list of jobs to do got 

4079 Pendennis Castle at Didcot Railway Centre
All photographs in this article have been provided by the 

Great Western Society
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longer and longer and 
resulted in the long time it 
has taken for us to get this 
far with our volunteer team.

Maintaining the 
Historic Integrity
It is worth mentioning 
here that we are dealing 
with a locomotive that has 
never been in anyone’s 
scrapyard and although it 
has been modified several 
times in preservation, it 
essentially represents a 
fairly unchanged example 
of working Swindon 
engineering. 

There is therefore a 
responsibility that is 
incumbent upon us to 
maintain that historic 
integrity wherever it 
is commensurate with 
the running of a steam 
locomotive in a safe manner 
in the 21st century. There 
wasn’t a lot there that 
wasn’t on her when she was 
released from those famous 
works in 1965 after Mike 
Higson had her overhauled 
there. As a result, we have 
to be rightly cautious about 
what we do with her. There 
are a lot of instances where 
quality repairs were done 
rather than replacement. 
This means that the historic 
integrity of the machine is 
maintained.

A Few Major Jobs!

A few of the engine and 
tender’s structures needed 
attention. The big one was 
the platework around the 
drag box area which was 
looking thin in places and 
the cab sides were also 
beginning to show the 
dreaded rust bulges at the 
bottom edges. 

The treatment was to 
remove all the affected 
plate work. The cab sides 
themselves have all the 
details on them that her 
near 100 years of age 
represents including the 
wonderful spring catches 
for the driver’s name plates. 
Replacing the section that 
runs through the middle of 
the name plate was quite 
tricky to achieve seamlessly 
on the outside. The weld 
has been left on the inside 
to leave our mark on the 
engine!

Mechanical Work
Mechanical repairs have 
included the restoration 
and/or replacement of the 
vast majority of the bearing 
surfaces in the engine. 
Sand and oil is not a great 
lubricant but makes for 
fantastic grinding paste (!) 
and there was a lot of wear 
to be rectified. 

The most serious area of 
concern was the cylinder 
block. This is actually made 
of four large castings on a 

Castle - the inside cylinder 
unit at the front (which is 
the narrow version on the 
earlier engines of the class), 
the two outer cylinders 
and a central casting that 
comprises part of the saddle 
for the smokebox and the 
exhaust pipes for the outer 
cylinders. 

Not only were the bores 
worn to the point where 
the existing liners had to 
be removed and replaced 
but the centre casting 
had its issues. There is a 
2:1 pipe that bolts up to 
combine the two exhaust 
streams into one to exit 
through the chimney. The 
mounting flange for this 
pipe was known to be an 
issue in Australia but when 
dismantled, a large chunk 
had broken off and this 
whole section was removed 
and sent off for specialist 
repair.

The Boiler - 
A Curate’s Egg!
The boiler was definitely a 
curate’s egg - good in parts. 
Although it was in need 
of new crown stays, and 
a number of other typical 
repairs, the boiler had been 
run using demineralised 
water. 

The mines that Rio Tinto 
run consume a great deal 
of water and although 
it is a desert operation, 
there are sources of water. 
The drawback is that it is 
heavily laced with minerals 
and in order to protect their 
equipment, they invested 
in treatment plants to deal 

with this. 
This meant that the boiler 

had little scale in it and 
procedure was to drain the 
boiler after use and leave 
the plugs out so the desert 
heat dried it out. Thank you 
Pilbara Railway’s Historical 
Society! 

Another repair that is 
becoming more common on 
our boilers at Didcot is the 
replacement of the lower 
section of the dry extension. 
The dry extension is where 
the smokebox is riveted on 
and the harsh conditions 
in the smokebox lead to it 
corroding. A 3feet section 
was removed and replaced 
to restore the structural 
integrity of this area. Vital 
when you consider that the 
attachment of the boiler 
to the engine is mainly 
achieved at this point...

There has been a great 
deal of work ongoing from 
there - the fortnightly 
working parties have 
been maintained and we 
have continued to make 
progress. 

Each system has been 
investigated, overhauled, 
repaired and replaced as 
needed. Fun processes, 
included the setting up of an 
entirely new cylinder drain 
cock mechanism replacing 
the steam operated set she 
was returned to Didcot 
with, new GWR pattern live 
steam injectors (both sides - 
we will look at replacing the 
exhaust injector at a later 
date) and the intricacies 
of tailoring in the new and 
existing sections of boiler 
cladding as well. 

Pendennis Castle 
however is nearly there. 
She sits in an outwardly 
complete state. There is still 
a large amount of pipework 
to do. Small bore copper 

and large steel main steam 
pipes are also on the to do 
list. A small pile of smaller 
subsystems and the last 
bits and pieces to make up 
the finished engine.

The Key Mising Part!
Except... The boiler isn’t 
finished. This may seem 
strange to complete the 
engine without a boiler 
certificate but it does 
make sense for our method 
of working. Pendennis’ 
small team of volunteers 

4079 Pendennis Castle 
passes Oxley shed with an 

enthusiats special to mark the 
end of through services from 
Paddington to Birkenhead – 

March 1967

4079 Pendennis Castle at 
Didcot – September 1969

need to be sure that we 
have everything ready to 
go so that as little of that 
precious boiler certificate 
is wasted as possible. So, 
we took the decision that 
a complete engine without 
a boiler certificate was the 
best way to ensure that it 
all fitted together and there 
were no obvious missing 
pieces. 
The last job will then be 
to strip out just enough 
to remove the boiler and 
allow the last few jobs to be 
completed.  We need to take 
the boiler out of the frames 
to carry out the hydraulic 
test followed by the steam 
test before finally replacing 
it back in the frames for the 
steam test in the frames. 

We are therefore probably 
a lot closer that most 
people think but there is a 
somewhat circuitous route 
to get there. In many ways 
although the restoration 
has taken longer than 
we hoped or anticipated 
there is a little bit of 
history repeating itself as 
Pendennis Castle should be 
active at the same time as 
Flying Scotsman and Clun 
Castle.

All we have to do 
now is to complete the 
restoration. Overall the 
cost of repatriation and 
subsequent restoration 
has been in the region 
of £300,000 and we are 
now on the last lap and 
if you would like to help 
achieve this by making a 
donation this will be much 
appreciated.

Donations should be sent to 
Richard Croucher, Treasurer 
4079 Pendennis Castle, Great 
Western Society Ltd, Didcot 
Railway Centre, Didcot, Oxon, 
OX11 7NJ.

GWR 4079 Pendennis Castle 
at Chester General station 
before hauling the return 

"Birkenhead Flyer" to 
Birmingham, 4 March 1967
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Shropshire Treasures Star in a new Netflix Film 
– Enola Holmes

Two of Shropshire historic 
treasures have recently 
featured in a new film that 
was made for Netflix. The 
two “treasures” are the 
world-famous Severn Valley 
Railway and the second, the 
less well-known National 
Trust property, Benthall 
Hall, just on the edge of 
the Severn Gorge. The film, 
Enola Holmes, tells the 
story of the sister of that 
world-renowned detective, 
Sherlock Holmes, and stars 
Millie Bobby Brown and 
Henry Cavill in a dynamic 
new mystery-adventure 
film which introduces the 
famous detective to his 
fiercest competition yet, 
his sister! Millie played the 
role of Enola, Henry Cavill 
that of Sherlock Holmes 
and Sam Claflin as Mycroft 
Holmes. Helena Bonham 
Carter played their mother, 
Eudoria.

Benthall Hall
The place of Benthall was 
recorded in the Domesday 
Book as part of Wenlock 
and belonged to Wenlock 

Priory. Members of the 
Benthall family took their 
name from the place and 
were described at various 
times as lords of the manor 
- they would have held the 
property from the priory.
The first well-documented 
member of the family was 
Anfrid de Benetala (d. 
after 1128). Two heralds 
who visited Shropshire on 
different occasions in the 
16th century are recorded 
as stating that they had 
seen deeds or charters 
in Anglo-Saxon that 
documented the family’s 
existence here before the 
Norman Conquest.
The first phase of the current 
house seems to date from 
around 1535, with major 
improvements around 
1580. On the outbreak of 
the Civil War, King Charles 
I made his headquarters 
for a time at Shrewsbury, 
where he rallied many of the 
local gentry to his cause. 
Colonel Lawrence Benthall 
fortified his house for the 
King, and, in March 1643, 
he commanded the garrison 

in a successful attack on a 
Parliamentary plundering 
party led by Colonel Mytton 
of Wem.
The Parliamentarians 
valued Benthall garrison 
as a base to command the 
River Severn and to prevent 
its use for carrying coal to 
the Royalists at Bridgnorth 
and Worcester. Its strategic 
importance was recognised 
by the King’s men too and, 
later in 1645, a Royalist 
force made an attack on 
Benthall Hall at daybreak. 
The church at Benthall was 
also destroyed during the 
Civil War, along with the 
original Benthall village 
that lay to the north of the 
house. The village was not 
rebuilt on the same site: 
new cottages were built 
half-a-mile to the east, 
nearer to the coalmines. 
The church was rebuilt and 
is now a fine example of a 
Restoration church.
For sale and without a 
buyer, the future of Benthall 
Hall looked uncertain in 
1934 but, just a week before 
auction, Mary Clementina, 

a descendant of William 
Benthall, bought the family 
home for £6,000 and saved 
it from demolition. During 
the Second World War, 
Clementina rented the Hall 
to an evacuated school, 
before returning to Devon. 
An active churchgoer and 
supporter of the Mother’s 
Union, she became a well-
respected member of the 
local community.

In 1958, Clementina 
gifted Benthall to the 
National Trust on the 
agreement that she and any 
successor could continue 
to live in the Hall. 

Filming Enola Holmes
Surrounded by Shropshire 
countryside, and with a 
fine stone building and 
grand courtyard entrance, 
National Trust property, 
Benthall Hall, was chosen 
as the ideal filming location 
for the exterior of ‘Ferndell’ 
– the Holmes family estate. 
However, a lot of work was 
needed to make this well-
cared for historic place look 
wild and unkempt for the 
film, shot in 2019.
Production Designer 
Michael Carlin said: "In 
the story we have the 
brothers, Sherlock and 
Mycroft, arriving home for 
the first time and Mycroft 
expressing dismay at the 
state of their home. He’s 
been sending his mother 
money for upkeep. The 
gardeners and the people 
taking care of the house at 
Benthall were brilliant in 
allowing the gardens to get 
really overgrown and letting 
us drape vines all over the 
exterior."
“After the filming, the crew 
and Benthall team quickly 
restored the hall and garden 
back to its usual well-loved 

Benthall Hall (left) as it is normally and (right) dressed for filming!

Millie (centre) 
played the role 
of Enola, Henry 

Cavill (right) 
that of Sherlock 

Holmes and 
Sam Claflin 

(left) as Mycroft 
Holmes

condition and it was as if 
they’d never been.”

The Severn Valley 
Railway
Unlike Benthall Hall, the 
Severn Valley railway needs 
no introduction!

The Severn Valley 
Railway hosted the star-
studded cast over the three 
days of filming. The film 
shows off Kidderminster 
and Arley stations, along 
with GWR steam locomotive 
2857 and vintage carriages. 

Filming was completed 
in July 2019 with tight 
security in place.

Duncan Ballard, the 
SVR’s contracts manager, 
made arrangements for 
the production company 

and was lucky to get close 
to all the action. He said: 
“We were sworn to secrecy 
about the whole project, 
although it caused quite a 
stir when the film crew was 
here. It was exciting to see 
the stations transformed 
into fictional locations for 
the film.  Although they 
look a little different on 
camera, they are clearly 
recognisable as ‘ours’. 

The production company 
chose to use locomotive 
2857 because it had exactly 
the look they were after, 
and our ‘toplight’ carriages 
also fitted in well with their 
plans. Catching a glimpse 
of the actors was definitely 
a thrill.  

Mycroft, Sherlock and Millie during filming at Arley
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Amidst the glamour and 
reputation of the Great 
Western’s Kings, Castles, 
Halls, Manors and Granges, 
it’s easy to forget that, for 
many railways, freight was 
at least as big a source 
of revenue as carrying 
passengers.

Need for a Heavy 
Freight Locomotive
As the last century got under 
way, Swindon introduced 
Churchward’s 28XX - 
according to Wikipedia, 
the UK’s first 2-8-0 steam 
locomotive - to haul heavy 
freight trains. These highly 
successful engines were 
joined in the immediate 
pre-Second World War 
years by a second and 
slightly updated series, the 
2884 class.

Between the two, the 
GWR had a fine solution 
for moving freight but 
then identified a need for 
a more powerful version 
of the 43XX mogul, which 
could use the Swindon No. 
7 boiler, which at that time, 
was still in development. 
Initially intended to have 
5’ 8” driving wheels, the 
design of these new locos 
fell to Churchward, who 
then proposed another 
2-8-0. This one intended 
solely for hauling vacuum 
brake fitted express goods 
services.

Wikipedia adds some 
insight; …it was an 
extremely easy matter to 
develop the 4300 class 
by the addition of another 
pair of coupled wheels. The 
general type of extension 

A Night Owl Emerges from the Dark - Part 1

Paul Perton. Marketer, Writer, Photographer

The first announcement in the 
Great Western Railway Magazine of March 1919

4701 at Old Oak Common (Great Western Society 47XX Project)

frames remained, with 
cylinders enlarged to 19in 
diameter (by 30in stroke) 
and the saddle of larger 
radius to take the smokebox 
of the higher capacity boiler. 
The leading, driving and 
intermediate axle boxes, 
valve gear, crossheads, 
slide bars and piston valves 
remained the same and the 
axle boxes with inclined 
planes, already fitted to the 
2-8-0 and 2-8-0T engines, 
were provided in the new 
trailing position. The design 
proved a fitting fruition to 
Churchward’s actual reign 

in showing the general 
foresight inherent in his 
original plan.

After WWI
The Great War was done 
but the railways were 
continuing to move huge 
quantities of freight and 
scheduled very heavy 
freight services. Prototype 
No.4700 was rolled-out of 
the Swindon workshops in 
May 1919, fitted with a No. 1 
boiler - the largest available 
from Swindon’s workshops 
at that time. Mounted on 
5ft 8in coupled wheels and 

with a giant and newly 
designed firebox, its 19in 
x 30in cylinders demanded 
more steam than the no.1 
boiler’s 225 lb/in2 per sq. 
in could produce.

Fortunately, Swindon 
was already developing a 
new boiler design and when 
the work was complete two 
years later, 4700 was given 
a brand-new No. 7 boiler. It 
boasted an increased barrel 
diameter, a ten percent 
larger grate area and would 
become the standard for the 
remaining eight members 
of the class, which were 
still to be built.

The rest of the series; 
4701 - 4708 only emerged 
from Swindon after 
Churchward’s retirement 
in 1921. From the outset, 
the 47XX’ size, long 
coupled wheelbase and 
weight limited their route 
availability. 

Having been designed for 
a specific task, restrictions 
would never diminish their 
importance. For their day, 

these giant locomotives were 
outstanding at vacuum-
fitted overnight freight 
services between London, 
Exeter, Plymouth, Bristol 
as well as Birmingham, and 
Wolverhampton. 

These turns earned the 
locomotives the nickname 
‘Night Owls’ and in daylight 
hours they would usually 
be found simmering in the 
larger MPDs, awaiting their 
next nocturnal outings.

Wikipedia again; An early 
well-known train of this class 
was the Cocoa Train from 
Bristol to London, so named 
as it conveyed a good deal 
of Fry’s cocoa and chocolate 
output daily. It had been 
hauled fairly regularly by 
the pacific The Great Bear, 
then Britain’s only engine 
of that type which had four 
15in cylinders and a high 
capacity boiler and which 
for some years worked 
the 6.30pm, Paddington 
to Bristol down and the 
Cocoa train up. Similar 
“one day transits between 

important towns” were 
being developed on other 
routes for which the 4700 
class was built and which 
they could handle extremely 
well.

Much later, 47XXs were 
also to be seen capably 
dealing with heavily laden 
summer holiday services 
to the West of England. In 
recognition of this they were 
turned out in fully lined BR 
passenger green livery from 
about 1957 onwards.

Widely Accepted Design
The 47XX class as a 
whole found much wider 
acceptance than was 
originally planned. In his 
book Swindon Steam, K J 
Cook wrote, from a shopping 
point of view they were 
excellent and when later 
techniques were developed 
these engines were booked 
for 100,000 miles between 
repairs which they would 
do. We had, however, only 
one spare boiler to cover 
the nine engines so their 
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shopping programme had 
to be watched very carefully 
to avoid being caught with 
two of them requiring 
a change of boiler. We 
generally obtained 300,000 
miles between heavy boiler 
repairs. At this point, it 
might be worth noting that 
the 47XX class was also the 
only GWR locomotive to be 
scheduled to run 100,000 
miles before overhaul.

All the 47XX engines 
survived into the 1960s but 
sadly not one escaped the 
cutter’s torch. The omission 
of such a popular class 
from the ranks of preserved 
Great Western engines has 
long been a source of regret 
for enthusiasts and over 
the years many people have 
expressed the wish to see a 
47 in action once more. 

Now that the Great 
Western Society 47XX 
Project is under way, that 
wish will at last be fulfilled 

for the enjoyment of those 
who knew the locomotives 
in their heyday and the 
enlightenment of future 
generations.

Why Build a 47XX?
With a roster of only nine 
locomotives, you could 
be forgiven for asking 
why build a 47XX at all. 
Enthusiasts will quote the 
loco’s history, reputation, 
and performance of the 
type and despite not being 
Castle or King, will justify 
the build on its unique and 
giant position in the Great 
Western pantheon.

As long ago as 2002, 
the Great Western Society 
(GWS) decided that a 
47XX should be built were 
the opportunity to arise. 
Around that time, the 
GWS acquired from the 
Vale of Glamorgan Council 
several very corroded ex-
Woodham Bros locomotives, 

Swindon’s modular 
procedures formed even the 
outline planning and in late 
2010, the frames for the 
locomotive were rolled and 
plasma profiled by the team 
at Tata Steel and machined 
by TM Engineering.

Meantime, the number 
of Swindon-made major 
components was such that 
the project was defined 
as a rebuild rather than a 
new build. The ‘Night Owl’ 
- henceforth to be known 
as 4709 - will use wheels, 
extension frames, tender, 
axle boxes and a host of 
other parts from the donor 
locomotives.

Forward Thinking
In addition to working on 
the preserved lines suited 
to its weight, 4709 has 
been designed to work 
trains on the national 
network, This requires all 
engineering work to be 
approved by the Vehicle 
Acceptance Board (VAB),  
an additional step in the 
construction programme 
and an essential for a 21st 

century locomotive. 
Current legislation 

demands that several 
aspects of the design be 
revised to meet current 
Network Rail operational 
standards, the biggest of 
which is the need to reduce 
overall height from 13ft 
4.75in to 13ft 1in, This 
substantial change will be 
accommodated by reducing 
the height of the boiler, 
chimney and cab.

New Project Team
Paul Carpenter was 
appointed the Engineering 
Manager for the Project 
itself and the initial work 
on 4709 got started at the 
workshops of the Llangollen 
Railway under the watchful 
eye of its Chief Mechanical 
Engineer Dave Owen, while 
Paul selected Don Ashton. 
Sadly, Don died in 2020, 
but had been involved with 
steam all his life. He was 
one of the leading experts 
on valve gear design.

The combination of old 
and new parts has presented 
a significant engineering 

challenge for Paul and his 
team; all usable parts from 
the donor locomotives have 
been saved, irrespective of 
whether or not they will fit 
4709 – they will doubtless 
all prove useful for other 
projects and locomotives. 
Only badly wasted steel 
sheet has been abandoned. 
Re-manufacturing of many 
components is already 
underway, while a list that 
will eventually reach into 
the thousands will make up 
newly made components, 
to replace those lost, or no 
longer available.

From the outset, efforts 
were made to obtain 
as many of the original 
Swindon drawings for the 
4700 class drawings as 
possible, although many 
remain untraceable. CAD 
versions of them all will 
form the backbone of the 
engineering effort.

New it will be, but 4709 is 
being built from traditional 
materials. The 4709 team 
is obliged to produce CAD 
drawings in a form that 
today’s sophisticated CNC 

intended either for eventual 
restoration or to become 
donor engines, for their few 
remaining components.

These were 2-6-2T No. 
4115, 2-8-0 No.2861 and 
2-8-0T No.5227.

During their initial 
survey, the GWS team 
quickly recognised that 
restoration was close to 
impossible and uneconomic, 
but that the components 
available would make a 
significant contribution to 
the construction of the oft 
mooted 47XX.

The idea finally became 
a reality in 2010, when a 
small team of volunteers set 
about assembling Swindon 
drawings and assessing 
the type and number of 
recoverable components, 
to incorporate as many 
genuine Swindon items as 
possible, from the donor 
locomotives, in recognition 
of the Council’s generosity.
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machines can use directly. 
Plasma cutting and water 
jetting supply parts that - 
depending on the accuracy 
of form and fit required 
- may or may not require 
machining. It’s a world 
away from the skilled trades 
of hand forging and fitting 
but does mean that the 
creation of many parts can 
be accomplished quickly 
and inexpensively. And of 
course, metric or imperial 
measurements are totally 
interchangeable.

Delivery to Exeter 
delayed by Covid-19
The work delays brought 
about by COVID has meant 
4709’s long-planned move 
south has been delayed 
for several months. We are 
hoping that by the time 
these words are read, 4709’s 
chassis will be at Leaky 
Finders’ new workshop 
complex near Exeter. 

Joining it will be the 
wheelsets from Tyseley 
where the six salvaged 
driving wheels were joined 
by two new castings and 
a re-built pony truck. 
Due as autumn nears, 
4709’s cylinders are will 
arrive from a foundry in 

the Black Country, where 
they will have been cast 
using the new technology 
of CAD generated, CNC 
cut polystyrene patterns 
instead of handmade 
wooden patterns. Before too 
long, we’re hoping to see a 
wheeled 4709 chassis on 
display.

Next Major Steps - 
Money and the Boiler
That will leave three 
areas of significant 
planning, engineering 
and fund raising: 4709’s 
motion, tender and boiler. 
Regrettably, the No.7 boiler 
was unique to the 47XX 
class and so, none currently 
exist, meaning that a 
brand-new boiler must be 
fabricated.

Fortunately, a copy of 
the No.7 boiler general 
arrangement drawing was 
located in the archives of the 
National Railway Museum at 
York, which has enabled the 
team to study the original 
design and understand 
the requirements for the 
manufacture of a new unit.

A fund-raising campaign 
to pay for the forgings 
necessary to complete 
4709’s motion is due to start 

shortly - the timing delay 
being yet another result of 
the COVID pandemic.

Sourcing a Boilermaker
Preliminary discussions 
have already taken 
place with several boiler 
manufacturers and it has 
been confirmed that the 
boiler will be built in this 
country to the original 
drawings, using traditional 
techniques. 

This will doubtless 
mean that it is the largest 
locomotive boiler built in 
the UK since the end of 
steam. The raising of the 
substantial funds necessary 
are already underway.

Covid Delays Progress
Until COVID disrupted so 
much, we had a plan to have 
4709 complete by 2024. It’s 
too soon to say whether or 
not that remains viable.

Inevitably, progress is 
always controlled by the 
rate of available funding. If 
you would like to help us 
bring this magnificent and 
iconic locomotive to reality, 
why not donate and join 
the 4709 group? You will 
not only help to bring the 
completion date forward 
but also receive regular 
newsletters and updates 
to allow you to share in 
this exciting and UK-built 
project. (to be continued)

Part 2 of this very 
detailed look at the 

construction of No.4709 
will appear in the 
December issue. 

Make sure you don’t miss 
out - Subscribe NOW!

All photos in this series 
of articles are courtesy 
of the Great Western 

Society at Didcot 

A Far-Flung Centre of GWR Excellence!

Deep in the heart of south-
east England, in traditional 
Southern Railway country, 
lies a strong and robust 
outpost of all things Great 
Western. Hosted by the 
Kent & East Sussex, a 
well-established group of 
Great Western devotees are 
busy restoring a number of 
former GWR locomotives. 

One such part of this very 
active group is The 4253 
Locomotive Company Ltd. 
According to Bryan Atkins, 
Company Secretary of the 
Company, “The Kent and & 
East Sussex Railway may 
seem an unlikely haven for 
GWR locomotives. Located 
far from Western metals 
and better known for its 
Colonel Stephens origins 
and home to Terriers and 
USA tank engines, the 
K&ESR currently hosts no 
less than five locomotives 
with GWR origins. These 
are:”

1600 Class 0-6-0PT 
No.1638
The sole survivor of the 
Hawksworth 1600 class, 
this engine was built at 
Swindon by BR, entering 

traffic in March 1951 
Purchased by the K&ESR 
from the South Devon 
Railway in 1992, No.1638 
has been a consistent 
performer. 

The engine was last 
overhauled in 2015 and 
remains an operational 
locomotive within the 
K&ESR fleet. It is capable 
of lifting five fully loaded 
carriages up the demanding 
Tenterden bank. Winter 
maintenance included 
remetalling the front axle 
boxes and rebuilding the 
brake valve. The engine 
sees regular use on service 
and dining trains.

5100 Class 2-6-2T 
No.4144
This large Prairie is owned by 
The Great Western Society, 
at Didcot. It arrived on loan 
to the K&ESR in March 
2020, with the intention of 
providing additional motive 
power during the heavy 
summer season, as it is 
believed that the engine is 
ideally suited to the line

Unfortunately, no sooner 
did No.4144 arrive, than 
the K&ESR was forced to 

close due to the Covid 19 
lockdown. As a result, the 
engine has yet to turn a 
wheel this season. While a 
limited steam service has 
now re-started, No.4144 
remains in store.

4200 Class 2-8-0T 
No.4253
Purchased in 2011 from 
Blaenavon, in Barry 
scrapyard condition, this 
engine is being rapidly 
restored, and hopefully 
will return to steam during 
2022. 

New tanks and bunker 
have been made and the 
engine is almost complete 
except for the boiler and 
outside motion. The 
rebuilding of the boiler is 
being undertaken under 
contract by Heritage Boiler 
Steam Services, Liverpool, 
where it is progressing well. 
The outside motion is still 
in need of a connecting rod 
and a side rod. If anyone can 
identify the location of such 
items, please contact The 
4253 Locomotive Company 
at: gwr4253@gmail.com as 
they will be very pleased to 
hear from you!

No.1638 on passenger detail on the K&ESR No.4253 taking a rest on shed
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5600 Class 0-6-2T 
No.5668
This engine was acquired 
with a large parcel of 
spares for No.4253, with 
the understanding that 
work to restore it from 
Barry condition would only 
commence when No.4253 
was in steam. However, 
this autumn, work started 
on the manufacture of two 
new tanks at Rolvenden, 
using the traditional hot 
riveting method as favoured 
by Swindon. The bunker is 
currently being dismantled 
into component parts prior 
to similar rebuilding 

5600 Class 0-6-2T 
No.6619
The engine was restored 
between 1979 and 1984 for 
use on the North Yorkshire 
Moors Railway with some 
input from Kent & East 
Sussex Railway volunteers. 
It was subsequently 
purchased for the K&ESR 
and is owned by 6619 Ltd. 
No.6619 was moved to the 
K&ESR in November 2012, 
where the engine worked 
until expiry of the boiler 
certificate in January 2015.
The engine is now stored 
undercover at Rolvenden 
Works awaiting overhaul, 
anticipated to commence 
in the next few years. 
The Kylchap exhaust, 
fitted while at the North 
Yorkshire Moors Railway, 
may be removed in order 
to return the locomotive to 
its as-built configuration. A 
new smokebox has already 
been built, for fitting at 
overhaul, while new tanks 
and bunker are also being 
considered

GWR Diesel Railcar 
No. 20
GWR Railcar No.20 was 

completed at Swindon in 
1940 and entered service at 
Newport in the same year. 
It was withdrawn from 
Worcester in October 1962, 
one of the last railcars to be 
withdrawn. 

It was purchased by 
The K&ESR in 1966 for 
£415.00, including delivery 
to Robertsbridge. After 
some delay - because of 
loading gauge issues, it was 
eventually delivered. 
No.20 was restored to 
running order and formed 
the first train on the 
preserved K&ESR in 1974. 
It ran for several years 
until it was deemed unfit 
for further service because 
of the condition of the 
bodywork. It remained in 
storage until funds could 
be obtained to commence 
restoration. 

Unfortunately, the 
condition of No.20 
deteriorated considerably 
during this time. 
Restoration commenced, 
albeit slowly in 1990. The 
body panels were removed 

Railcar No.20 undergoing extensive restoration

to reveal that much of the 
timber framework was 
rotten and would require 
replacement. This has been 
carried out by a small gang 
of volunteers and is now 
complete. All of the body 
panels and roof are in the 
process of being replaced 
and this work too is nearing 
completion.

The two engines have 
been overhauled by a 
contractor and have been 
refitted. The railcar requires 
a full re-wire which has 
been commenced. Internally 
the floor will be renewed. 
Internal doors, seats and 
fittings are in storage and 
will be re-fitted in due 
course. New timber window 
frames are made ready for 
glazing and fitting. 

The work is being funded 
by the K&ESR through an 
appeal which is available 
to donate to via the K&ESR 
website at https://kesr.org.
uk/donate/

Although no date can be 
given for its return to traffic, 
No.20 is well on the way.

The World of GWR Modelling

In this section of the magazine, we will look at what is happeing in the world of railway modelling - 
analogue and digital - and in a range of gauges from Z-Gauge up to about 7¼ inch gauge. We will llook at 
the people who are building model railway louts and we will also take a look at people and companies 
who are servicing the needs of the model railway enthusiast. If you would like to feature your own 
layout, your own locomotive, carriage or wagon that you would like to show, then please get in touch. 
Equally, if ou know of a layout, locomotive, carriage or wagon that has impressed you, again, please get 
in touch.

Alice Susan Neale - Scratch Builder Extraordinaire
My name is Alice Susan Neale and I scratch build 
unusual OO gauge wagons. Here is one as a sample

This is a supposition of the unusual G.W.R. 6 
Ton BARFISH TADPOLE A (A-suffix indicating guard’s 
box) Circa 1892/3). They were converted from 
many various redundant broad gauge vehicles, 
having larger wheels of 4/6 and bogie types to run 
at higher speeds behind passenger stock, always 
at the rear because of the pungent aroma to carry 
boxes/barrels of fish. 

The cabins were fitted in an attempt to prevent 
thieves from stealing the goods as the train 
stopped at various locations while journeying to 
it’s destination. From 1909, they were gradually 
replaced by the bloaters and, from 1910, brown 
livery was adopted for all. The cabin types had all 
but gone by 1916. 

The bar sides were to enable the wagon to be 
swilled out, by hose/brush to rid it of the odious 
smell of fish, which was referred to as the “fish 
gravy” .

There are no photos of this wagon with 4 wheels; 
there are some drawings of a 6-wheel open and 
6-wheel cabin/bogie types but only worded reports 
exist of the one I have chosen to model, built in OO 
for my layout only, still in photographic grey pre-
1910

We will be featuring more work by Alice Susan Neale in our 
next issue. In the meantime you can see many examples of her 
high quality work on her Facebook page - Ed
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For most modellers, 
particularly those new to 
the hobby, using Digital 
Command Control (DCC) to 
operate the trains is a given. 
Most train sets, even some 
of the most basic ones, now 
come with DCC, though the 
controller supplied tends to 
be rather basic. 

Virtually all RTR OO-
gauge and N-gauge locos 
and most O-scale offerings 
come either DCC ready 
or with some sort of DCC 
decoder already installed. 

There is a vast range of 
DCC compatible accessories 
out there, including ways to 
run your trains using the 
smartphone, that’s already 
in your pocket, as a wireless 
controller. However, there 
are people still using DC, 
and there are still quite a 
few people who are just not 
sure what this DCC stuff is 
all about and why it might 
be useful to them. 

What Can DCC Offer?
So, let me try and explain 
what DCC can offer, and 
show why it really is the 
major advance in the model 
railway hobby that people 
make it out to be. 

Regardless of whether you 
have a small shunting plank 
layout or a double-garage 
empire, and regardless of 
whether you’re into detailed 
operation or just want to 
watch the trains go by, I 
think you and your layout 
will benefit from DCC. As 
and when we’re able to go to 
train shows and exhibitions 
again, you’ll notice that the 
vast majority of layouts at 

DC or DCC: What, Why? 

Mick Moignard

these shows are operated by 
DCC, and I’ll try and show 
you why that is. 

Command Control
Command control (the 
“CC” of DCC) is not a new 
concept. There have been 
many command control 
systems marketed in the 
past. Hornby’s Zero-1 was 
the first serious offering 
in the UK market. In the 
US, Keller OnBoard and 
Dynatrol were two of the 
leading brands. These were 
analogue Carrier Control 
systems, but the main 
principles and aims were 
the same. 

Command, or carrier 
control, both differ from 
conventional analogue 
control because it moves 
the actual motor controller 
from the lineside into the 
locomotive itself. There are 
some advantages: 
• The system always 

has a constant voltage 
on the track, with the 
control signals to tell 
the locomotive what to 
do, somehow overlaid 
upon that. This constant 
voltage means that pick-
up issues are eased, 
particularly at low 
speed, because there is 
full voltage available all 
the time. 

• Layout wiring is also 
simplified, because  now 
there is no need for any 
block wiring, or any 
block control panels. The 
whole layout is live. This 
works because you’re 
driving the locomotives 
individually, rather 

than whatever happens 
to be on the track. Less 
wiring also improves the 
overall layout reliability. 

• Placing the motor control 
close to the motor (often 
within an inch or two) 
means that the low 
voltages and current 
draws used to turn 
motors slowly are not 
attenuated and distorted 
by yards and yards of 
wiring, connectors and 
dirty rails. Again, more 
reliability is the result. 

• Lastly, because each 
locomotive carries its 
own command receiver, 
called a decoder in the 
DCC world, it is possible 
to tune each one to match 
the motor more closely. 
With conventional DC 
control, there is just 
one controller for all the 
locomotives, regardless 
of all the different 
motor types and gearing 
arrangements in the 
locos on the layout. 

Early Command Control
These original command 
control systems had several 
problems. There was the 
issue of compatibility - or 
rather, a complete lack of 
compatibility. A locomotive 
fitted with one system could 
not be used on another, 
or, in most cases, on a 
standard DC layout and 
unfitted locomotives could 
not be used on a command 
control layout at all. 

Then there was the 
matter of the size of the 
locomotive receivers. Most 
were so big that they could 

only be fitted into O-scale 
locos or in 4mm or HO, only 
into large diesels where 
there was plenty of open 
body space or in the tenders 
of tender locomotives

Because of this, 4mm 
and HO tank locos, anything 
narrow gauge and anything 
in 2mm scale or N-gauge 
were ruled out. Lastly 
there was the cost - these 
systems were not cheap. 
They were quite limited in 
the number of locos that 
could be handled, rarely 
more than 16. This meant 
that few people used such 
systems, because they 
offered little real advantage 
over standard DC control 
- but they did show that 
electronics would bring a 
different future. 

Enter DCC
DCC has changed all of 
this. Firstly, the D bit of 
DCC: it stands for Digital, 
unlike the older systems 
which used analogue 
signals on the rails. These 
days we are surrounded by 
digital electronics, not just 
computers, but television, 
mobile phones, cameras 
and so on. 

Today’s digital electronic 
components are smaller, 
use less power, are more 
reliable and infinitely more 
capable, and of course, 
cheaper, and getting even 
cheaper by the day. Such 
things have fed into DCC, 
and all have helped to 
move it from a minority 
specialisation into the 
mainstream of modern 
railway modelling.

Next, DCC systems are 
standardised. Bernd Lenz, 
pioneer, and inventor of 
DCC, made his technology 
available to the US 
National Model Railroad 

Association (NMRA). The 
NMRA published standards 
and encouraged other 
manufacturers to sign up 
and produce equipment to 
match. 

The most significant 
standard is all about the 
signals on the rails, how the 
DCC system must feed the 
signals into the rails, and 
how the decoders interpret 
those signals and run the 
motors, lights and other 
effects on the locomotive. 

The standards also 
cover accessory decoders 
for driving point motors, 
signals, and other line side 
pieces of equipment. The 
standards do not describe 
how the control parts of 
the system interface with 
each other, and it is not 
restrictive either. 

So long as a decoder 
implements the NMRA 
functionality, all of the 
manufacturers are free 
to add extra functionality 
to distinguish their 
products from others in 
the marketplace and to 
appeal in different, but 
interchangeable, ways. 
The value of the standard 
is that decoders from 
any manufacturer can 
be used with any other 
manufacturers’ system. 

That means that the 
manufacturers compete 
with each other for our 
modelling money by 
delivering what we ask for: 
high-quality systems and 
decoders that are cheap, 
work well, are reliable, have 
good functionality, and are 
easy to use. 

Why Use DCC?
There is still the question 
of why use DCC at all, and 
the answer is simple. With 
DCC, you just run trains. 

You are not using control 
panels and block switches. 
You are running trains. It’s 
that simple. 

I also talk about DCC 
being Freedom; it’s freedom 
from all the artificial 
constraints that a DC 
layout has; things like 
block wiring, the complexity 
of cab control, the need 
for self-isolating points to 
prevent locos moving other 
than the one you want to 
run, the lack of flexibility 
in operation, and so many 
more. 

One example: even with 
a small loco depot, you’ll 
soon have a need to move 
locomotives around in close 
proximity to other locos. On 
DC, that needs a plethora 
of block switches and 
defined section boundaries 
that you can’t cross. With 
DCC, you just move the 
loco, from wherever it is, to 
wherever you want it to be, 
and you can gently buffer it 
up to another loco with no 
fears that the second loco 
will suddenly move. 

All of which means that 
the DCC layout is much 
simpler to build and get 
operating; instead of laying 
track and then wiring it all 
back to the block switches 
on the control panel, you 
lay track and wire it direct 
to the DCC track bus, 
and run trains. Indeed, I 
laid and wired my layout 
simultaneously with the 
track power turned on, so 
I was moving locos on to 
stretches of newly laid track 
for testing before the glue 
had even started to dry. 

Locomotive and Rolling 
Stock Benefits
All that simplicity of 
construction and operation 
is worthwhile for itself, but 
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the DCC locomotive and its 
train can come with so much 
more, to enhance operation 
and prototype fidelity. 
• The first thing the new 

DCC user finds is that a 
DCC locomotive knows 
which end is which. 
Forwards for a DCC 
locomotive is forwards, 
regardless of which way 
it is pointing. 

• Locomotive decoders can 
do much more than just 
run the motor. Constant 
brightness lights which 
work when the loco is 
stationary as well as 
when moving. Such 
lights are not limited to 
being on and off; They 
can have effects like a 
flickering firebox or an 
end-of-train flasher. 
They can be set to dim 
on a function key, or 
even automatically as 
the train stops. You can 
even connect them to a 
sensor, so, for example 
you could set up a 
pantograph flash to 
occur from a tiny LED 
on the panto as the loco 
enters an insulating 
section or crosses a 
turnout, triggered by a 
trackside magnet and 
an on-loco sensor. 

• Double-heading and 
banking is easy. Just 
move one loco to the 
other, couple it up, and 
then, with a few button 
presses, run the two 
locomotives as one*. 
Roll a third loco up to 
the back of the train and 
add it to the consist and 
run all three from the 

one throttle. Breaking 
up the consist is as 
simple as making it, too. 

• Most decoders control 
the motor via a high 
frequency BEMF** 
feedback system to keep 
the motor moving at the 
set speed, particularly 
useful for smooth 
starts and assured slow 
running. 

• Decoders can generate 
accurate prototypical 
sounds, from small 
speakers on board the 
locomotive. The ability 
to use prototypical 
whistle signals adds a 
great deal. Many sound 
decoders also tie the 
sounds in to the BEMF 
load sensing – thus a 
loaded loco is noisier 
than an unloaded one, 
and trains going uphill 
sound like it while 
downhill trains coast 
down more quietly. You 
can synchronise the 
chuff rate to the wheels 
accurately, to replicate 
two, three, and four-
cylinder locos. 

• The light functions can 
also be connected to 
sounds. Imagine that 
you turn the electric 
headlights lights on, 
say a late-model Black 
5, or an LNER B1, and 
hear the generator start, 
then watch the lights 

come up slowly as the 
generator spins up to 
speed. Alternatively, as 
the fireman shovels coal, 
the firebox light flashes 
brightly to simulate the 
firebox being opened 
and closed. 

• Quite a few decoders 
these days have active 
brakes, which means 
that you can set a lot 
of momentum in the 
decoder. Close the 
throttle and the loco 
coasts along; to stop it, 
you use the brake. 

• It’s also possible to 
place decoders in items 
of rolling stock. Carriage 
lighting that you can 
switch on and off is 
completely practical, as 
are tail lights on brake 
vans, even adding the 
sound of the vehicle 
rolling along with the 
wheel clickety-clack 
matching the speed of 
the train.

Point Operation
Most of these things can 
indeed be done with DC, 
but they’re immeasurably 
harder to do, and most of 
them will still rely on the 
complex setup of isolated 
blocks and manual block 
switching. Why bother? 

DCC transforms the rest 
of the layout, too, as far 
as you’d like to go. You’re 
still able to use manually-
operated points, or you can 
use electrical point motors 
to operate them. 

But, instead of having to 
connect these point motors 
to a control panel with 
miles and miles of wire, you 
can connect them to DCC 
accessory decoders, and 
then connect those into the 
DCC system, all with a lot 
less wiring

You can then operate 
the points directly from the 
same DCC controller that 
you use to run the trains. 
You still can build a control 
panel or lever frame if you 
want, and connect that to 
the DCC system too, but 
you don’t have to. 

You can be operating the 
points as soon as you have 
them wired to the accessory 
decoder, while in the old DC 
world, you’d still be waiting 
to build the control panel 
before running anything. 

*This is known as Consisting, 
which simply means the combining 
of multiple engines to work together 
on pulling the same train under the 
control of a master throttle)

** Electromotive force (EMF) refers 
to the voltage generated by a 
spinning motor. Measuring this 
voltage to determine the rotational 
speed of a motor is commonly 
called Back-EMF since the voltage 
tends to “push-back” against 
the circuit driving current into 
a motor’s windings. This speed 
indication may be used in motion 
control algorithms to modulate the 
velocity or to compute the angular 
distance the motor has travelled 
over time.

Computerisation and 
Accessories
And there’s more: most 
DCC systems enable you 
to connect the railway to a 
computer. Having done that, 
you can then build control 
panels on the computer 
screen and switch points 
from there; no physical 
control panel to build. DCC 
accessory decoders can 
also be used to run building 
lights, or turntables or level 
crossings. You can add 
block detectors that see 

where trains are and report 
to a computer, which can 
then use this information 
to display train locations 
on the screen. You can 
even have the computer 
run some or all the trains. 
All of this with off-the-shelf 
hardware that just requires 
installation and connecting 
up. None of it needs to be 
in place, though, to be able 
to start running the trains. 
You can build up to it all 
gradually. How cool is that? 

Great Western Star will be publishing further articles on understanding DCC, the basics of DCC, 
designing a layout for DCC and many more subjects – Watch this space! - Ed

On My Bookshelf
In this column, I intend to feature 
not only the latest and most 
interesting non-fiction books but I 
will aso be looking at some of the 
well-known and perhaps not so well-
knon fiction boooks that are on my 
own bookshelf. After all some of our 
greatest writers - Charles Dickens 
and Agatha Christie, for example 
- have chosen railway settings on 
which to base their stories. Perhaps 
you might find something that might 
appeal to you  I hope so!

Non-Fiction
It’s is odd but in the same month, 
I received two completely different 
railway books with the same title!

The End of the Line - The Last 
10 Years at Swindon Works. Ron 
Bateman
This proved to be a fascinating 
read if, at the same time, somehat 
sad as it reveals from inside, just 
how the loyal Great Western men 
were betrayed by Government and 
by some of the management. As a 
teenager, I enjoyed many visits by 
train to Swindon in order to be able 
to go round the works, the sheds 
and the scrapyard.
His story of how they saw their 
world crumbling around them but 
still how they gave everything to thir 
job was a tribute to them. It brought 
home to me just how loyal these 
men were and yet how time and 

time again tpromises were broken 
unti that final fateful day. What a 
tragedy!

End of The Line. Gideon Parry
The author describes this as a 
literary novella with a comic edge 
and writes it from the second person 
perspective of Peregrine who has 
a comically strained relationship 
with his co-workers on the London 
Underground. As with the first book, 
it is written by someone who has 
worked there. Personaly, I dod not 
find this comic and indeed found it 
much harder to read, in fact, giving 
up befre I had finished it. It is not 
one I shall return to.

Fiction
The Railway Detective. Edward 
Marston
Edward Marston is a full-time author 
born and bred in South Wales. 
The Railway Detective is the first 
in a series of more than 20 novels 
about  Inspector Colbeck, who just 
happens to be an enthusiast for 
the newly created Great Western 
Railway., a passion not shared by his 
curmudgeonly sergeant, who has 
a firm distrust of this new-fangled 
mode of transport. With Colbeck 
coming from a titled family, he is 
also not admired by his working-
class background superior officer 
who dislikes the growing fame of 
his officer as he continues to solve 

the crimes. This one, the first in the 
series is set in 1851 and concerns a 
robery on the London to Birmingham 
mail train. During the robbery, the 
train driver is injured and so Colbeck 
gets to meet his daughter who is 
not only a fan of the railways but is 
also a first-class artist. She becomes 
friendly with Colbeck and also gives 
him a different perspective on the 
crimes!
If you love railways and crime, you 
will love these books!

Murder on the Orient Express. 
Agatha Christie
Possibly one of her most famous 
novels. Written in 1933, it gives the 
famous Belgian detective Hercule 
Poirot plenty to think about!

The Necropolis Railway. Andrew 
Martin
Young Jim Stringer moves from the 
English countryside to London deter- 
mined to become a railway man. It 
is 1903, the dawn of the Edwardian 
age, when steam runs the nation 
and the railways drive progress. 
Jim can’t believe his luck to have 
gotten his foot in the door at South 
East Railway, run out of Waterloo 
Station. He finds, however, that his 
duties involve a graveyard shift.

I hope you enjoy your read, I 
certainly did - Christmas is coming 
up - they could make a nice present!
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Like all Museums, Pendon 
Museum closed in March 
2020 as Covid-19 lockdown 
restrictions started to take 
hold. For some months, the 
building was completely 
closed and sealed. Most of 
the electrical power was 
isolated, and the displays 
left quiet and dark, enjoyed 
only by a few spiders. But, 
at once, a small team was 
set up, tasked with planning 
for reopening the museum.

Their brief was to decide in 
detail how we could do that 
safely and securely. That 
task started with exploring 
and understanding the 
various issue that faced us, 
the regulations in place and 
how they are likely to change, 
and also to work with our 
volunteers to understand 
their expectations. 

We've had to examine 
every aspect of how we 
open the museum to the 
public. We've read and 
kept up to date with the 
ever-changing government 
measures. We've had 
advice from the relevant 
museum bodies with whom 
we are associated, such as 
the South East Museum 
Development Office. We've 
made guesses - so far 
largely correct - as to how 
regulations will change. 

We have communicated 
with all the volunteers, 
listened to, and acted on 
their concerns. We've made 
some assumptions as to 
how long we can expect 
that things will be different; 

we're expecting that we will 
need to have restrictions in 
place for many months after 
we reopen, quite possibly 
for a year, or even longer. 

We've made some hard 
choices and have risk-
assessed every decision 
we have made. The one 
thing we haven't yet done, 
however, is to commit to 
an opening date. We're now 
looking at the New Year 
2021, given the second wave 
that took hold in September 
and October 2020, but even 
that's not a given. 

Many of our precious 
volunteers are of rather 
advanced age and, as such 
are being careful about 
where they go and what they 
do, and we are respecting 
that. However, during 
October and November we 
are and will be conducting 
a few trial openings with 
Volunteers and Friends as 
guest visitors to test out the 
changes that we've made to 
visiting the Museum. 

Initial Trial Openings
We have started allowing 
small groups of volunteers 
back into the museum 
for maintenance and 
development work. The 
"Tuesday Gang” do railway 
maintenance tasks such as 
cleaning track and all the 
other tasks that are needed 
to keep model railways 
like our running. We know 
very well that the best way 
to keep a model railway 
working well is to run it, so 

Reopening Pendon 
Museum after Covid-19

Mick Moignard
Trustee of Pendon Museum Trust and 

Chair of Reopening Pendon Team

we are, and we're cleaning 
and servicing rolling stock, 
as well as ensuring that 
the complex systems that 
operate the two railways 
that are in constant use 
are working well. We're 
also installing a new CCTV 
system for the Vale scene 
to assist with operation. 
We have groups working 
behind the scenes on our 
archives. Our paid office 
staff are returning to work 
in a limited way. We have 
spent a lot of time on our 
website and on our Friends 
programme, both of which 
I'll come back to later. 

How will the “New” 
Pendon Look to Visitors?
Let me now describe how 
you'll see Pendon as and 
when we reopen and, at the 
same time, caution you that 
some of the details that I'm 
about to describe may well 
change, both before and 
after we reopen. 

The first change comes 
before you arrive. In line 
with regulations, we will 
only accept visitors who are 
pre-booked and who have 
been allocated a timeslot. 
We intend to have three or 
possibly four timeslots an 
hour available, each one for 
a single party. A party will be 
described as the occupants 

of a single vehicle, so up to 
5 or 6 people. 

By doing this we will 
have a limited number of 
parties in the museum, so 
it will be easier for everyone 
to keep those parties 
distanced. Parties arriving 
early will be asked to wait 
in their vehicle before 
entering the museum. I'm 
afraid that, because of 
our narrow passageways 
and less than perfect air 
circulation, we'll require 
that all visitors except 
those with government 
approved exemptions, wear 
facemasks. We should have 
some available for people 
who forget. 

Entrance, Toilets and 
Audio Guides
The reception area has 
been screened, with the 
NHS Covid-19 check-in 
QR Code displayed. Hand 
sanitizer is available which 
visitors are expected to use. 
We also will encourage you 
all to use the one available 
toilet, as accessing the 
toilets while in the museum 
is more difficult with the 
one-way system we have in 
operation. We have just the 
one toilet available so that 
and the required queuing 
and cleaning is made 
simple and practical. 

We'll offer you usage 
of the audio guide, which 
will be sealed in a single-
use Ziplock bag; sadly, 
our guide volunteers will 
not be in the galleries to 
talk with you at this time. 
You'll find that the floor is 
marked into zones. We will 
ask that each party keeps 
in a single zone and doesn't 
spread out in the museum 
and, where they can, keeps 
a vacant zone between 
themselves and other 

parties. Certainly, don't 
share a zone with another 
party. 

Inside the Museum 
and the Layouts
Once in the museum, the 
tour is much as it always has 
been. First, the Introductory 
gallery, followed by Madder 
Valley, which will not be 
in operation and on to 
Dartmoor. We intend that 
the Dartmoor branch line 
will be in operation, but it 
will be operated from inside 
the scenery to protect the 
volunteer running it. We 
hope that he will be able 
to give a commentary on 
the trains and the scene 
via a remote microphone. 
Dartmoor itself will be split 
into two zones, covering the 
viaduct and Pen Tor Road 
station.

Next, upstairs, is the 
Vale, which again has been 
split into several zones. 
Here, we do expect that all 
the trains will be running 
but probably in a more 
manual operation, again 
to keep the operators safe 
inside the scene. We won't 
be doing any night scenes, 
at least initially, and we 
may also not have the small 
display room open in the 
far corner by the "Chapel 
Group" of buildings. 

Lastly, as you leave the 
Vale scene downstairs, 
you'll exit via the door at the 
foot of the stairs, leaving 
your audio guide in a box. 
We won't be using our shop 
or tearoom when we first 
re-open. 

In Summary
It won't be Pendon Museum 
exactly as we all know and 
love it, but we are confident 
that you'll still be able to 
see and enjoy the displays 

and exhibits, particularly 
the Vale scene. 
For those of you who are 
Friends of Pendon, you'll 
already have seen that 
we have greatly enhanced 
our distanced and virtual 
access to Pendon and to the 
Vale of White Horse that we 
preserve via the Views of the 
Vale video series where we 
explore some of the villages 
and the buildings in them 
that are preserved in model 
form in the Vale. The first 
two in this video series are 
complete and published 
and can be seen in “Friends 
Place” on the website, 
which also explores much 
more of the Vale scene 
including some areas that 
are almost impossible to 
see as a regular visitor. 

The Website and 
Virtual Tours
Also, on the website, 
available to all, is a virtual 
Tour of the Vale scene. Just 
go to 
www.PendonMuseum.com 
and click on Virtual Tour, 
then click on the highlights 
on the map to discover more 
about individual buildings 
and some of the trains. 

We do hope that when 
we do reopen that you're 
able to come and visit us. 
If you're not yet confident 
to visit us for real, please 
take time to explore our 
website, and even consider 
whether you can help us 
more directly, such as by 
becoming a Friend. 

Or even offering services 
as a volunteer, and again 
there is more on that on the 
website. Above all, keep an 
eye on the website or follow 
us on Facebook so that 
you know when we will be 
reopening.

PPendon Parva Junction 
with two up trains. A South 

Wales coal train waits while a 
parcels train runs in from the 

Oxford direction.
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Having been without a 
model railway for over 30 
years, I started Truro (South 
Western) in 2012, with 
gradual development taking 
place over the succeeding 
years. The first rush of 
enthusiasm has cooled 
a little but there are still 
things to do, and the layout 
cannot be called ‘complete’ 
(are they ever?).

I must first pay tribute 
to Tom Hussey of Platform 
3 Models, without whose 
electrical and layout-
building skills none of 
this would have been 
possible. My father had 
been an electrician, but I 
had inherited neither his 
expertise nor patience.

In the initial stages I had 
not retired from my very 
busy job, so limited free 
time was another factor. I 
also found that, in the 30-
odd years that I had done 
nothing, the techniques 
and practicalities of model 
railway building had moved 
on a lot from my old Hornby 
Dublo, Tri-ang and Wrenn 
days - although I sometimes 
sigh and think of how much 
easier things were then!

‘Truro (South Western)

Trevor A Tremethick

Background
An unpleasant discovery 
was that nearly all the 
locomotives that I had 
purchased in the 1980s 
and 1990s and ‘salted 
away’ in case they went 
out of production had 
been overtaken by modern 
manufacturing. This was to 
the extent that there were 
marked differences in both 
appearance and running 
as compared with the later 
models. Effectively, it was 
a case of starting again to 
build up an appropriate 
stud of locomotives.

So, 2012 saw the start 
of the project. Our local 
handyman built the 
baseboard frame using 
2½inch x 1½inch timbers 
(because he wanted to but, 
in hindsight, it might have 
been better if Tom and I 
had done it). Tom added 

the baseboards (½inch 
chipboard), track (Peco) and 
electrics, with me putting in 
suitable suggestions and 
encouragement. 

I found that I had to 
recover lost skills and 
learn new ones, such as 
ballasting instead of the 
foam underlay that I had 
used long ago.  The scenery 
was my department once 
Tom got me started. 

The plan was to use 
many ready-made buildings 
(Bachmann Scenecraft, 
Hornby Skaledale etc) until 
I could replace them with 
my own efforts – although, 
rather like those wartime 
prefab buildings, they have 
remained. 

Control of the Layout
Control for the up and 
down main lines is through 
either analogue or DCC 
using Gaugemaster UDS 
panel-mounted controllers 
with brake simulators for 
analogue and Gaugemaster 
Prodigy for DCC on both 
main and branch. For the 
branch line, a Gaugemaster 
Model 100 panel-mounted 
controller is used for 

analogue, with the ability 
to switch over to a hand-
held unit on a cable as the 
branch train wends its way 
round to Malpas (Riverside).

Layout in the Loft
Some compromises were 
necessary, Because I 
could not afford a full loft 
conversion, the oval layout 
had to be built around the 
wooden uprights which 
brace the roof trusses. 
These could mostly be 
hidden by judicious use of 
scenery, but it does mean 
that the layout cannot 
be moved for showing at 
exhibitions. Also, its 10feet 
by 12feet dimensions are 

a fairly tight fit in the loft, 
so visitors are not really 
a practical proposition. It 
remains my bolthole when 
I need to escape from real 
life – or from the latest 
pandemic. 

Another compromise 
came with the gradients to 
and from the lower level. 
They had to be made fairly 
steep, with the result that 
the steam engines struggle 
and are largely confined to 
the upper level. The diesels 
romp up the grades though.

Setting and Location
And so, to the fictional 
background to the layout. 
Several strands come 

together here, and it 
all requires a certain 
suspension of disbelief. 
We start with the LSWR’s 
ambitions to push 
westward. 

Although the GWR held 
sway through to Penzance 
with its main line and 
branches, in my scenario, 
the LSWR eventually gets 
through to Portreath, 
which begins to develop 
as a popular tourist 
resort. I decided that the 
LSWR would have utilised 
the trackbed of the old 
Portreath Tram Road. 

In researching the map 
of both existing and closed 
rail lines in Cornwall, it 
became clear very quickly 
that a considerable amount 
of GW/SR joint running 
powers would be required 
to get the Southern to 
Portreath!  However, in 
the world of make-believe, 
anything is possible. 

Sitting at my desk in a 
rather boring job in Truro 
before moving to London, 
I sometimes ruminated 
on the possibility of an 
alternative route through 
the city of Truro, settling 
upon a southern course 
roughly parallel with the 
A390 road coming in from 
the Tregony direction. 

This would allow, as part 
of the story, for a gradient 
up from Tresillian, requiring 
banking and, south of the 
station, a branch line to 
the village of Malpas, at the 
confluence of the Truro and 
Tresillian rivers. And so, the 
junction station of Truro 
(South Western) was born. 
However, I was brought up 
with Western steam and 
then the diesel-hydraulics, 
so they would have to be 
factored in. We now come 
to the next strand.

Below left, a schematic of the layout. Below right, a General View of the layout

Grange Class 6800 Arlington Grange on The Cornishman 
passing the shed

Castle Class 7029  Clun Castle on an eastbound broccoli special
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Developments during and 
after the Grouping have 
seen physical connections 
between the two Truro 
stations, from the north 
coming in from the Western 
Region at a junction near 
Buckshead, joining the WR 
line again to the south at 
Penwithers Junction where 
the Falmouth and Newham 
branches diverge. The 
Southern route to Portreath 
diverges under Truro 
Viaduct through the suburb 
of Moresk. 

I hope you are with 
me so far! In the 1930s, 
the old LSWR station at 
Truro (South Western) 

was reconstructed in the 
Southern’s art deco style. 
In the early 1960s, a tower 
block – South Western 
House – was built next to 
the downside of the station. 
With ongoing remodelling of 
the WR line through Truro 
(which didn’t happen until 
1971) many Western Region 
services find themselves 
diverted through Truro 
(South Western)!

Those of us who 
remember working steam 
in Cornwall also recall the 
sadness as it faded away in 
the early sixties, with Truro 
shed (83F) closing to steam 
in March 1962. There was, 

towards the end of steam 
traction, said to be a plan 
to concentrate remaining 
steam power in the south 
west with Exmouth 
Junction as its centre, up 
to the 1970s. 

This never came to 
fruition. However, I have 
used this as a reason to run 
steam with blue diesels/
full yellow ends and to 
locate a running shed and 
major works facility north-
east of the station. This is 
a cramped site and I have a 
long-term plan to extend it 
as far as possible. 

Steam Shed, Works 
and Diesel Stabling
The steam shed (Falmouth 
Junction 72G – I have 
ignored the 1963 boundary 
changes) purports to replace 
Truro (WR) shed – by then 
a diesel stabling point - 
with all Truro’s remaining 
steam locomotives being 
transferred there. 

These are mainly tank 
locomotives at this date, 
with diesel-hydraulics or 
Brush type 4 diesel-electrics 
being in charge of most of 
the main line passenger 
services; however, larger 
visiting steam locomotives 
are often serviced at 
Falmouth Junction. The 
only significant structure 
here is the mechanised ash 
plant while coaling is by 
crane in the same way as at 
Bournemouth. 

The Peco turntable 
works quite well with a 

Locomotech motor and 
(perhaps amusingly) an 
extendable shaving mirror 
fixed to one of the roof 
trusses enabling visual 
lining-up of the turntable 
deck with the exit tracks.

Truro Works (or Factory 
as the GWR version would 
have been called) is a 
less extensive version of 
the main workshops at 
(for example) Swindon or 
Eastleigh. Nevertheless, 
any steam overhauls 
ranging from light, through 
intermediate to general are 
undertaken there, resulting 
in the occasional sight of 
a line of ex-works engines 
awaiting return to their 
home sheds

Diesel overhauls are now 
being undertaken, a sign of 
the times. Truro Works has 
its own way of doing things, 
and liveries of outshopped 
locomotives do not always 
conform to the expectations 
of Regional management. 
This troubles Truro Works 
not a jot! 

I should mention that the 
backscene representing the 
Works is partly taken from 
shots of St. Blazey depot 
that I took in the 1970s. A 
Pocketbond water tower was 
sliced in half with a Dremel 
to make two ‘low relief’ ones 
for the locomotive works, 
and two Bachmann low 
relief factory sides were 
also used to build up the 
‘works’ infrastructure.

On the other side of 
Victoria Carriage Sidings, 

Landera Diesel Depot is a 
modern running and repair 
facility featuring a traverser 
like that at Newton Abbot. 
The traverser is a Heljan 
product. We discarded 
the controller as supplied 
and, instead, a switch on 
the main panel linked to a 
track controller alternates 
the power supply between 
traverser and track. 

The restricted space 
available gave rise to yet 
another compromise, in that 
the egress from Landera 
is on to one of the upper 
storage loops. This causes 
operational difficulties and 
is the subject of much head 
scratching. A line was put 
in leading off the traverser 
to give direct access to the 
station for engine changes, 
but this has not been a 
success and will be removed 

D1030 leaving Truro

2800 Class 2861 awaiting the 
turntable at Falmouth Shed 2

in due course, reverting to 
the original ‘stub’ tracks 
and stop blocks.

Time Period
I have been rather 
indisciplined in setting the 
period for the layout – not 
intended. I was going to 
strictly limit everything to 
1967/68, but that could 
have meant no steam 
engines, limiting the 
operational enjoyment. So, 
I have more or less made 
it about 1964 to 1968 in 
scope, but still flexible, as I 
have said.  

Locomotives – too many 
to list, but they include 
all the usual suspects for 
Western and Southern 
prototypes, with occasional 
‘visitors’. Some are fitted 
with sound – not a cheap 
option, and I find that the 

Engine change at Truro

Progress at Malpas showing 
the low level loops, 30 June 

2013

GREAT WESTERN STAR MAGAZINE 111
110 GREAT WESTERN STAR MAGAZINE



diesels are more satisfying 
than the steam in this 
regard. To hear a ‘Warship’ 
or a class 47 starting off 
from Truro is, I think, 
worth the money! With 
the steam locos, I admit 
to ‘Photoshopping’ some 
steam effects; you may or 
may not think it works, but 
it keeps me happy.
The inhabitants of Malpas 
village will be shocked to 
find that they have a castle 
and an abbey, and that 
Malpas has become the 
most southerly china clay 
shipping port in Cornwall!

Well, I needed an excuse 
to run china clay trains. It’s 
not so far from reality as, in 
1745, William Cookworthy 

discovered kaolin deposits 
at Germoe, close to 
Penzance, well to the south 
west of Truro.

Most of the ballast on 
the layout is actual Meldon 
Quarry ballast, ground 
down for the various scales 
by Attwood Aggregates, so 
appropriate to a Southern 
line. The exceptions are the 
steam MPD and Landera 
Diesel Depot where I have 
used ballast appropriate to 
those particular areas.

What of the future? 
Well, as I mentioned, there 
are still things to do. The 
two viaducts (one for the 
main line, the other for 
the Malpas branch) span a 

Landera diesel depot on a day of low cloud -  D1670, D808 and D1934

tributary of the Truro River, 
currently a dry riverbed. 
This is a priority for the 
fairly near future, as is 
installing railway fencing. 
Some of the storage loops 
require lengthening to cope 
with longer trains, and there 
is the possible extension to 
Falmouth Junction shed. 
Yard lights are needed here; 
both stations and the diesel 
depot already have lighting.
I hope you have enjoyed this 
brief visit to Truro (South 
Western) and that those who 
haven’t taken the plunge yet 
may be encouraged to do so. 
All I would say is, if you are 
going to have a go, try not to 
leave it for 30 years as I did!

Battle of Britain Class 34109 Sir Trafford Leigh-Mallory passing the new signal at Truro

My love of model railways 
began as a young child as my 
Father and my Uncle owned 
Galaxy Models. They sold 
all types of models ranging 
from planes, helicopters to 
radio-controlled cars and 
trains.  

In the shop they had the 
most amazing model railway 
running throughout the 
working day. This began at 
one end of the shop, winding 
its way through the various 
departments over a viaduct 
back through a tunnel 
returning to a station in the 
model railway department. 

My Early Involvement
I started to repair 
locomotives from an early 
age and found myself 
getting more involved in the 
shop as I got older. 

I would take them 
apart and replace parts 
which needed repair or 
replacement as the trains 
of the early 1980s weren’t 
particularly good and 
used to break down a 
lot, (especially the early 
Hornby). My father and my 
uncle built me an exhibition 

Turning a Hobby into a Professional Repair Service

Matthew Western, Western’s Railways

railway end to end; this was 
my first N gauge railway 
and I played happily for 
many hours with it. 

As the years progressed, 
the locos began improving 
in quality. I found myself 
getting involved in N gauge 
as I liked the idea that you 
could fit so much more on a 
smaller board. 

One of my passions 
was, and still is, the DMU 
101 so when the new class 
DMU 101 came out from 
Graham Farish, I loved it, 
they looked amazing, but 
they never used to run 
particularly well.  The shop 
used to have half a dozen 
in and usually there would 
only be about two that 
would work reasonably 
well! They were known for 
splitting gears and jamming 
up which put pressure on 
the armature which would 
mean they would burn out. 

I did notice when I 
started taking them apart 
that the axles were too 
tight in the bogey chassis 
and, if you freed them up, 
they would run a lot better. 
The main 25-tooth gear 

which was underneath the 
armature gear used to run 
loose, so I used to put a bit 
of superglue on and that 
would usually solve the 
problem. 

Another problem was 
that the main gear in the 
bogey wasn’t always sitting 
right on the worm gear, 
that was usually caused 
because the bearing hadn’t 
been pushed in enough and 
it needed to be trimmed 
just slightly. Once that had 
been done, they would run 
perfectly, a little noisy but 
not much I could do about 
that, most DMU owners will 
say they are noisy runners! 

Setting Up My Own 
Business
My life took me in a different 
direction away from model 
trains with my own business 
as a cabinet maker and 
antiques restorer and a 
young family, I found that 
there was little time for my 
passion. But as my children 
grew and left home, I began 
a project again, building 
an N-gauge railway with an 
engine depot and a goods 
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yard, this is a project that 
will carry on for some time!

I started buying the new 
Graham Farish trains as 
they run so beautifully 
along with late Crest GWR, 
so all my locos are green. 
I love that period as steam 
was still running and you 
can blend steam in with it.

I love the idea of restoring 
the old locos and keeping 
them running for another 
40 years, parts permitting!
So, the idea for Westerns 
Railways as a business 
began, (coincidentally my 
surname is Western). 

I decided to start small 
and I thought I would use 
eBay as my platform to see 
how it would go. I have had 
plenty of interest and I have 
already repaired 5 trains in 
my first month of trading 
on eBay. I offer a service 
for rebuilding any early 80s 
trains. 

One of my enduring 
passions from my childhood 
is the DMU 101. My first job 
through Westerns Railways 
was a DMU, the gentleman 
(which I didn’t know at the 
time of repair) had had the 
train for 25 years and had 
only seen it run once and 
then it went wrong. He 
stored it away for many 
years until he saw my advert 
for Westerns Railways. He 
loved the idea that I could 
get his train running again.
 Firstly, I needed to know 
before he sent me the train 
was whether the motor had 
any sign of life because 
you can no longer get the 
armatures.  

He said that the motor 
was running so I was able to 
work out what the problem 
was - it was obvious that, 
once again, I was dealing 
with split gears in the 
bogeys! I have realised with 

these trains that the best 
way forward is to replace 
all the running gears and 
bearings. 

This work takes passion, 
patience, and precision. The 
gentleman’s message after 
getting his train back was, 

Work in progress!

the more I run it the better 
it gets!  Like me there are 
many who like to see the 
old trains continue to run.
Long may Great Westerns 
railways run, 
Happy Railways.

Marches Road Engine 
shed is a Western Region 
locomotive shed with a 
Midland influence set in 
the early 60’s, Its loosely 
based on the southern end 
of the Welsh Marches line 
between Shrewsbury and 
Newport which is where I 
live.

Background
It was around the Pontypool 
Road sheds that my dad 
got his interest in railways, 
his childhood memories 
are the reason I model this 
particular time period. That 
particular line was a joint 
affair between the GWR 
and LNWR, Prototypically 

ex-Midland Region 
locomotives would work in 
to Pontypool road daily from 
Crewe North, Manchester 
Longsight, Aston shed in 
Birmingham and Toton.  

Being a cross country 
main line all of the big 
Western locos can be 
seen.  While the bulk of 
the infrastructure is Great 
Western, the turn table 
is or will be a 70ft design 
as used by the LMS and 
stipulated by them so that 
one day, if a Princess or 
Duchess arrives on shed it 
can be turned!  

The Great Western 
locomotives are my main 
interest but I am very fond 

Smoke, Ash & Steam

Stephen Fay

of LMS locos as well.  It was 
originally intended to be a 
home-based-only layout 
to showcase my growing 
locomotive collection.  The 
layout was originally an 
11ft scenic layout with 2ft 
off scene.  

Scenery
Readers will notice a 
few familiar scenes. The 
footbridge is very much 
based on Cardiff Canton 
and the coaling stage is 
a replica of the one at 
Southall.  

Most of the buildings are 
from the excellent Intentio 
range of laser cut kits,  
while the engine shed and 
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footbridge are scratch built.  
The track work is C&L flexi 
with a hand built turn out.  

The ground cover which 
just happens to be my 
favourite part is a base of 
kiln dried sand all sprayed 
Matt black, Real coal has 
been added, I also use talc 
to create a compacted ash 
look,  this is weathered 
using weathering powders.  

The Engine Shed
Typical engine shed 
rubbish has been strewn 
about the shed using 
prototype pictures for 
reference.  Tools, lamps 
and an assortment of loco 
parts are now piling up and 
the weeds are now starting 
to spread unchecked. 

An engine shed is a 
popular choice for O-gauge 
modellers as you can 
achieve quite a lot of 
layout in a smaller space 
and without the additional 
expense of a lot of rolling 
stock. It’s as ideal showcase 
for my growing collection of 
locomotives and gives them 
a prototypical location to be 
housed. I also have a few 
friends who also model in O 
gauge and they bring their 
locos over for a shed visit 
and to photograph. 

An unfortunate house 
move curtailed this project 
last year but the MK2 version 
is now in the planning stage 
this time utilising laser cut 
baseboards so it can be 
exhibited and will be 16ft 

long scenically. However, 
this time it will feature both 
the front of the shed and 
the rear,  This will give me 
the opportunity to exhibit 
either one half or both of 
the layout depending on 
the size of the show.  All 
of the original buildings 
will be reused but a new 
back scene will need to 
be made up, As with the 
original version it will be 
an industrial back drop 
reminiscent of the heavy 
industry that South Wales 
was built on.

Layout Services
I also build layouts, 
dioramas and photo planks 
for customers and have a 
few projects in the works.  
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This story is based upon a 
report by BBC Scotland and 
while I fully appreciate it is 
nothing to do with the GWR 
– although one locomotive 
does look a bit like a GWR 
design(?) - I just felt that 
such a sad occasion should 
not go unnoticed – Ed.

There's a blast of steam, 
a piercing whistle and 
excited cries from the young 
passengers on Scotland's 
oldest miniature railway but 
this will be one of the last 
journeys on the attraction 
which has been a feature 
of Arbroath's seafront since 
1935. 
Kerr's Miniature Railway 
is closing after a decline in 
visitor numbers over the 
last decade. Ten years ago, 
it carried between 13,000 
and 14,000 passengers a 
year but, in 2019 the figure 
had fallen to 3,500.

The railway has been run 
since its beginning by the 
Kerr family. There has been 
a resurgence in interest 
since owner John Kerr 
posted a Facebook video 

announcing his decision 
to close the railway. John 
says he appreciates the 
outpouring of goodwill, and 
that he was "blown away" 
when more than 250,000 
people watched the video.

But his mind is made up. 
The railway will close.

"With that drop (in 
passengers), it just 
becomes a harsh reality 
that things can't continue, 
sadly," he said. "People 
have been exceptionally 
good to offer donations and 
crowdfunding, but honestly 
that wasn't what we were 
after. "We were after people 

Bittersweet Farewell for Scotland’s 
Oldest Miniature Railway

coming down to ride the 
railway."

More than two million 
passengers have enjoyed a 
journey along its quarter-
mile track in the past 85 
years.

 Jane Reid said the railway 
would be a great loss. She 
first rode the railway as a 
child in the 1960s and has 
returned with her two young 
grandsons. She said it was 
"always sunny" during her 
childhood visits to West 
Links Park.

"There were always loads 
of people here," she said. 
"There was also a bus and 
a fire engine that Mr Kerr 
used to have as well, and 
that was always busy and 
fun. I think it will be a 
great loss. When the sun's 
shining there's no better 
place to be."

The railway has been 
a feature of the seafront 
at Arbroath since 1935. 
Kerr's Miniature Railway 
was created by John's late 
grandfather Matthew Kerr 
Sr.

‘John Kerr said the railway had made its mark in history

(Kerr’s Miniature Railways)

John said: "It was built 
originally in 1934 by my 
grandfather in his father's 
dairy farm in Dundee. 
When he was running that 
railway, just giving rides 
to children in Dundee, he 
realised that he wanted to 
do this full-time. He didn't 
want to be a dairy farmer 
like the rest of the family 
and so he acquired this 
site from Arbroath District 
Council in 1935."
The railway opened on 
22 June that year and 
quickly proved popular, 
carrying more than 11,000 
passengers in its first 
season.
Buoyed by this success, 
Matthew Kerr Sr re-laid the 
track that winter, as well 
as increasing the length of 
the platforms and adding 
a miniature signal box and 
a new booking office. In 
1937, he lifted the existing 
track, replacing it with a 
wider 10¼in gauge, which 
remains to this day.
The railway grew in 
popularity after World 
War Two, with 60,000 
passengers taking a trip 
during the summer of 1955. 
However, the switch from 
steam to petrol engines 
and battery power, along 
with constant vandalism, 
led a disillusioned Matthew 
Kerr Sr to put the railway 
up for sale in 1970 but no 
buyers were found and the 
business stayed with the 
family.
Matthew Kerr Sr retired 
in 1977, by which time 
the railway had fallen 
into serious disrepair but, 
undeterred, Matthew Jr 
decided to revitalise the 
railway. However, his job as 
a teacher meant he did not 
have the time to make it his 
career, as his father had 

TThe miniature railway runs alongside the main Edinburgh to 
Aberdeen train line (Kerr’s Miniature Railways)

Pictures by Kerr’s Miniature RailwaysRailways
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done. He decided to run it 
as a hobby with friends and 
volunteers, transforming 
the railway with a new 
tunnel and bringing back 
steam engines, including 
one sold by his father in 
1960.
The railway drew tens of 
thousands of visitors each 
summer in its heyday 
Matthew Jr died in 2006. 
His son John, who runs 
the railway with his team 
of volunteers, said it had 
always enjoyed a good 
online following. He said: 
"The problem is, it always 
comes down to numbers on 
the ground. Unfortunately, 
that's what we've lacked in 
the last few years. Lots of 
folk have been coming down 
to say their goodbyes, which 
brings a bittersweet feeling." 

The railway drew tens of thousands of visitors each summer in 
its heyday (Kerr’s Miniature Railways)

On its final weekend in 
October, John said "every 
available locomotive" 
would be out over the two-

day event, including an 
engine originally run at the 
attraction in the 1940s.

In My Video Library

British Transport Films 
Collection 

Following the nationalisation 
of public transport in 1948, the 
British Transport Commission 
st up its own in-house film 
production unit. Launched on 
May 1st 1949, the unit was led 
for 25 years by Edgar Anstey, 
a founding father of the British 
documentary movement, 
leading it to becoming one 
of the largest industrial film 
units in Britain.

All the films in this 
collection were scanned at 2k 
resolution by R3store Studios 
from original 35mm and 
16mm film elements preserved 
in the BFI National Archives 
and are presented in their 
orignal aspect ratios.Audi 
was remastered from original 
sound elements preserved by 
the BFI National Archive

Offering 460 minutes of 
undiluted reminiscence in 
which you can wallow - sit 
back and enjoy them. I did!

Volume 13 - On the Right 
Track
This 2-disc DVD set features 
14 films, many of which are 
available for the first time.

Volume 13 - Disc One
We’re in Business Too! (1964)
British Rail is Travelling (1969
The Class 86 Locomotive   
 (1970)
Careful Charlie (1970)
People in Railways (1970)
Having a Fresh Look (1970)
Solutions? 1972

Volume 13 - Disc Two
What’s Tops (1974)
Rubbish by Rail (1977)
The Stage is Yours (1979)
The 75-tonne High Capacity  
 Crane (1980)
Track 125 (1981)
Promises promises... (1982)
A New Apprach to Hong Kong  
 (1982)

Volume 14 - The Road Ahead
This is another 2-disc DVD 
collection includes 14 films 
that have never been seen 
before.

Volume 14 - Disc One
Diesel Train Driver: Driving   
 the Train (1959)
Railway electrification at 
Industrial Frequency (1960)
Contact with the Heart of   
 England (1967) 
Speed the Payload (1967)
Safe on the Track? (1969)
Flashing Yellows (1976)
Railbus for the 80’s (1978)

Volume 14 - Disc Two
Through to the Continent by  
 Ferry Train (1978)
Carriage Cleaning (1978)
Great Britain: A Travel Guide  
 (1978)
Five in Millions (1978)
Emergency Coupling Class   
 253/4 (1980)
Safe at Work? (1980)
Speed Link: The Quiet   
 Revolution (1980)

Those of us of an age will 
no doubt remember the TV 
series The Avengers, which 
starred Patrick McGee and 
the late Diana Rigg. Famous 
not just for her role in that 
TV series, Diana Rigg also 
starred in James Bond films 
and in Game of Thrones. 

However, in one scene 
from The Avengers in 1965 
– was it really 55 years ago! 
– Patrick MacNee (John 
Steed) rescued Diana Rigg, 
in her role as Emma Peel, 
from being run over and 
killed by a steam train.

According to BBC East 
Midlands, the scene was 
filmed on the Stapleford 
Miniature Railway and 
Nigel Spencer, press officer 
for the Friends of Stapleford 
Miniature Railway, which 
operates the line, said, 
“Television company ABC 
got a lot of flack over the 
scenes which showed Diana 
Rigg in her famous “cat 
suit” tied to the tracks. At 
the time, the episode was 
considered quite risqué 
but today, the image has 
become quite iconic!”

He said he did not 
know why the railway had 
been selected for filming 
the episode, named The 
Gravediggers. It told the 
typically bizarre story of 
how Rigg's character Emma 
Peel and her secret agent 
colleague John Steed - 
played by Patrick MacNee 
- visited a home for retired 
railwaymen to investigate 
a deathly plot to sabotage 
Britain's radar. During the 
plot, Emma Peel/Diana 
Rigg was tied to the track of 
the railway on the lakeside 
part of the bank up to the 
tunnel, by the deranged 

A Tribute to the late Diana Rigg

owner, who was to run 
her over! In the end, Steed 
fought off the villains on 
board the moving train, 
before rescuing her in the 
nick of time.

Mr Spencer said although 
stunt doubles had been 
used, the actors had had 
to learn how to drive the 
locomotives themselves. 
There were two locomotives 
used in the sequence, 
one of which remains at 
the railway to this day. 
Nowadays the 1.6mile line 
- which has been run by 
volunteers since the 1990s 
- attracts many fans of the 
programme.

Stapleford Miniature 
Railway
The railway began life back 
on the 18th May 1958, 
when the first line opened 
from the old stable hill 
station and car park to the 

The commemorative 
plaque presented to 
the railway by ABC and 
erected by the railway

main hall. The Second Lord 
Gretton was looking for an 
additional attraction for 
families to the Stately House 
and grounds near Melton 
Mowbray, Leicestershire 
which first opened to the 
public in 1953. He saw 
an advertisement and 
purchased secondhand, 
two David Curwen 4-4-2 
steam locos, six coaches 
and 2,000 feet of track. 
This created the line from 
Stable Hill car park to the 
House.

The line was extended in 
autumn 1958 and opened 
to the lakeside on 3rd May 
1959, the first train to the 
lake being hauled by 4-4-2 
John O Gaunt, (now John 
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