
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

CONTENTS: Circle Line No. 111, May 2013 
Steam on the ‘Met’ as seen in the snow! – Richard Tremaine & Alex Morley. 
Cross-country upgrade will enable Peterborough-Ipswich hourly service – Paul Geater 
A Connecticut ‘Yankee’ in King Arthur’s Court (Part I) – Colonel Don Woodworth (retired).. 
Getting dirty with a Scotsman – or early days with 4472 – Tim Speechley. 
A 90mph B1, ‘Mad Harry’ and a pint! – Derek Barham. 
Looking for a ‘Scot’ in 1964 – Mike Page. 
 
SPECIAL TRAINS NEAR US: October 2012 – March 2013 
 
May 4:     THE ANGLO SCOTSMAN. Diss-Bury St, Edmunds–Ely–Peterborough-Edinburgh & return.                                  2x WCRC 47 diesels. 
May 10:   THE LAKELAND MOORLANDER. Peterborough-Leicester-Sellafield  & return.                                                    2x WCRC 47 diesels. 
May 11:   THE JOLLY FISHERMAN. Kings Cross-Skegness & return .                                                                                70013 Oliver Cromwell. 
                 THE CITY OF DURHAM & BEAMISH. Kings Cross – Durham & return.                                           DBS 90 electric or DBS 67 diesel. 
May 25:   THE ANNIVERSARY FENMAN. Liverpool St-Norwich-Ely-Kings Lynn-Bury St.Edmunds-Liverpool Street   70013 Oliver Cromwell. 
June 9:     THE EASTERLING. Liverpool St-Norwich-Lowestoft-Woodbridge-Liverpool St                                                 70013 Oliver Cromwell. 
June 11:   THE ELIZABETHAN. Kings Cross – Edinburgh                                                                        60163 Tornado & return D9009 Alycidon.  
June 14:   THE CATHEDRALS EXPRESS TO SCOTLAND.  Kings Cross – York                                                                               60019 Bittern. 
June 15:   THE GOLDEN ARROW STATESMAN Peterborough- Willesden-Canterbury & return                                                  34067 Tangmere. 
June 17:   THE CATHEDRALS EXPRESS TO SCOTLAND York-Kings Cross                                                            60009 Union of South Africa. 
June 22:  THE WHITE ROSE Kings Cross-York & return                                                                                                60009 Union of South Africa 
June 25:   THE CATHEDRALS EXPRESS Rainham—Cambridge-Ely & return                                                                                34046 Braunton. 
July 3:     THE CATHEDRALS EXPRESS Kings Cross-York & return                                                                                                60163 Tornado 
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CLUB MEETINGS  
Usually the first Friday of the month, September-May, at Arbury Community Centre, Campkin Road, Cambridge, CB4 2LD. 
 
CONTRIBUTIONS TO CIRCLE LINE 
Editorial contributions are accepted in hand-written, typed or e-mail form (WORD text files preferred) to Mike Page (details 
are above). If you e-mail pictures or illustrations, low-res JPEGs should be e-mailed initially (please keep file size below 
1.5MB), then high-res may be requested. Colour or black/white photos can be accepted by post.  
We welcome news, features and short stories on the ‘modern image’ or historical topics as well as stories about members’ 
visits in the UK, Europe and overseas. 
Thanks again, to this issue’s contributors without whom our journal would not have appeared. 
 
FRONT COVER  
Steam on the ‘Met’ – in London Transport’s maroon livery, Class E 0-4-4T No.1 loaned by the Quainton Railway Society is at 
the rear of one of the 150th Anniversary Specials formed of vintage Metropolitan Line Ashbury and Jubilee stock loaned by the 
Bluebell Railway and a milk van at Farringdon on January 13, 2013 – Alex Morley. 
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Outings planned for 2013 
 
Sunday, May 26              2013:  Gloucestershire & Warwickshire Railway ‘Cotswold Steam Celebration 2013’. 
Sunday, July 7                2013:   Great Central Railway ‘Summer Steam Fayre’. 
Saturday, October 26     2013:   Bluebelle Railway, Autumn Gala ‘Giants of Steam’. 
 

From the Editor 
 
We will be producing a calendar for 2014, but with a difference. It has been suggested that we do a black 
& white one using pictures donated by CRC members of trains before 1970. As well as black & white 
prints (with negatives, or just the negatives) we can accept colour prints and colour or black & white slides 
and high res. digitised photos. Ideally we would like contributions by/at the September meeting. The 
picture shape can be square or rectangular – including vertical rectangular. Ray Clark of Streamline 
Imaging will select pictures. Contact me (Mike Page) or Ray Clark (01223 240477) if you want to 
submit pictures. Note that this is not a competition. The Calendar may run to 24 pages with one or two 
pictures/page as well as front and back pages. Topics can be steam and modern image, UK and foreign. 
 
Well, some of the main line steam and modern traction tours within reasonable reach of Cambridge are 
listed opposite (not room for all). Note that there will be a re-run of the 1968 ’15 Guinea Special’ on 
August 11. It will run from Liverpool (lime Street) to Longsight (Manchester) with ‘Black Five’ 45305 and 
then from Longsight via Settle to Carlisle with 70013 Oliver Cromwell. The return to Manchester 
(Victoria) will be with two ‘Black Fives’, namely 44871 and 44932 (running as 44781). 44871 and 44781 
headed the special back from Carlisle in 1968. Then from Manchester (Victoria) 45305 takes the train back 
to Liverpool (Lime Street). 
 
Sadly, owing to illness, Richard Hardy won’t be with us this evening (May 3) but n his place Chris Burton 
has managed to get David Butcher, who is well known to some of you, to come to do a similar evening to 
RH. David has very extensive experience of BR, all the way from a being a fireman to senior management, 
and has written two excellent books for Oakwood Press recounting his work.  
 
David was last a CRC speaker in 2005. He doesn't usually do talks these days, but because he knows and 
likes us ( and has personal experience of a fixture secretary's pressures) has agreed to make an exception. 
I'm sure we will all be most grateful for this generous gesture. Chris believes that the new arrangement will 
be a resounding success. Meanwhile, we all hope Richard recovers soon. 
 
At the time of writing there were still places on the three outings listed above. Contact Anthony Dewey for 
more details and making a booking.                         - Mike Page 
 
 

 
 

 
Dig out those pre-1970 photos of 
trains for the 2014 calendar: on 
March 3 1962 we had snow then! 
Modernisation of the West Coast 
Main Line at Stafford is in full 
swing as 46234 Duchess of 
Abercorn slows approaching the 
station with a Carlisle-London 
express.  
The bay platform on the right was 
the former ‘GNR Bay’ for GNR 
trains to Derby via Ingestre, 
Grindley and Uttoxeter; the line 
closed in the 1950s.    Mike Page  



‘Steam on the Met’ 
celebrates 150 years 
  

To commemorate 150 years of 
London’s underground railways a 
steam train, with support from a 
vintage electric locomotive, ran on 
the Metropolitan Line during 
January. Richard Tremaine, aided 
by Alex Morley, reports on one of 
the events, which took place on 
January 13 & 20 this year. 
 
 
The commemorative runs were made on the Sundays of 
January 13 and 20, though the actual anniversary was January 
9. Almost the whole of the preservation world press and we 
enthusiasts found it hard to believe in these health and safety 
conscious days that such a run could have been contemplated, 
but thankfully senior men had heart and courage not to let the 
occasion of the world’s first underground railway operation go 
without significantly befitting recognition. 
  
A few of my friends planned to see the operation on that first 
Sunday and arrangements were made to meet at Lilley Bridge 
depot (at least, Earls Court station frontage) at 09.30, hoping 
to see the set pull out of London Transport (LT)’s. 
engineering depot, then follow some parts of its journey 
beyond.     At fairly late notice I pulled out as I had already 
been to London twice earlier in the week and really felt that 
crowds of photographers would in any case render any photo 
attempt frustratingly fruitless. Whilst I expect to have 
members of the public in view in such public places, why is it 
that there is always some inconsiderate enthusiast who thinks 
he can only see the special that we all wish to see by standing 
on the edge of the platform, thus moving others forward to  
 

 
 
 
 

 
 
 
 
 
 
obtain their view. Six to ten feet back from the edge allows 
the same opportunity for all, with a decent shot or two. 
 
Following the January13 runs, good feedback encouraged me 
for the following Sunday, January 20. I decided to give it a go. 
That January13 running had been a morning operation for 
invited guests, with a pm session for the £150/(£180 first 
class) per head ‘lucky winners’ of the draw, from 20,000 
applicants, to decide the few hundred that would have the 
chance to spend their cash. The runs of January 20 were not to 
be until the evening, from Edgware Road to Moorgate, with, I 
think, three round trips with passenger changes on each trip. 
 
Snow and a broken rail 
Snow was on the ground when I took my car to my local 
Royston station for the 15.44 to Kings Cross (KX). Arriving 
about 15.20 a Cambridge-KX non-stopper was halted at 
Royston and after a few minutes wait the doors were opened, 
and about 200 passengers were disgorged onto the platform. 
Apparently track circuiting had indicated a broken rail short of 
Baldock and these passengers were advised to return to 
Cambridge and take a train to Liverpool St. After brief 
consideration, having already bought my train ticket (though 
having forgotten to buy the parking ticket!) I thought it wise 
to drive my car on to Hitchin.  
 
As the snow fell I nearly turned back at Baldock, thinking 
perhaps this was a foolhardy journey; but such a London 
Underground commemoration is unlikely again until 2063, so 
onward to Hitchin. A snow-covered car-park and a snowy 
build-up on windscreens; made it unlikely that I will be seen 
not having bought a carp ark ticket here and the cash saved 
will cover the Royston-Hitchin return that I already paid for. 
 
So, arriving at Baker Street around 17.30, I set up for an 18.40 
estimated timing of the first run through to Moorgate. There 
were few people or enthusiasts about. Around 18.25, a pair of 
the engineer’s battery locos, in their yellow livery, stopped at 
a ‘red’ at the Moorgate end of the platform; a nice bit of 
interest prior to the main event.  

Class E 0-4-4T No.1 comes through Farringdon station 
(Metropolitan and Circle Lines) on January 13 heading for 
Moorgate. The line was opened from Paddington to Farringdon 
in 1863 run jointly with the GWR.                            Alex Morley 

No.1 heads towards Earls Court on January 13.     Alex Morley 



 
 
 
 
 
 
 
As the steam special’s passing became imminent, 
photographers assembled, and of course, so did the platform 
edge hugger! Just after 18.35, vintage Bo-Bo electric Sarah 
Siddons arrived fronting the special with 0-4-4T ‘Met 1’ on 
the rear. The sight, sound, smell, and even the sulphurous 
taste, was all worth my visit. I had done a photo test and ran 
my video camera in preference to the stills one; a decent 
result, considering, though another ‘hugger’ stepped forward 
as the train passed.  
 
I boarded the next service train to follow through to Moorgate, 
where the special was to wait in one of the two bay platforms, 
before running back. A new ‘S’ stock unit was parked on the 
nearer bay track, somewhat obscuring a view of the special, 
and only those with passes were able to get alongside that 
special, though at least a decent end-on shot of Sarah Siddons 
adjacent to the ‘S’ was possible. 
 

 
I then took a service train through to Barbican, with its open 
roof, to witness the return run of the special. There was snow 
on platform, track, and it was still falling to enhance a night 
run. Further reasonable video footage made the cold wait 
worthwhile, and fair banter with other enthusiasts, and a lady 
from Japan (who made a small snowman whilst we waited) to 
whom I chatted, added to my particular experience.  
 
Quite quickly, it seemed (30 minutes maybe) the next inward 
run of the special, and more video, before I moved back to 
Baker St, then to Great Portland St. for a final pair of runs in 
both directions. I think there was still scheduled a further 
round trip but four plus hours but what with the cold, enough 
was enough! It was all a wonderful and memorable evening. 
 
My stills photos were blurred; at home I ran some better stills 
from the LCD screen of my video (usually allows a reasonable 
record) but then I received friend Alex Morley’s set of 48 
stills from the first weekend which were, as you see, really 
good, though not with the snow of the second weekend. You 
will have to see my video for that bonus! 
 
 
”Very Conan Doyle” 
London Mayor Boris J. said of the whole event: ”very Conan 
Doyle”! Baker Street is always a station that I can enjoy 15-30 
minutes, just watching, with maybe a sandwich and cuppa 
from the well stocked and fair-priced retail outlet at the 
interchange level above (the station that has good toilet 
facilities too). The sympathetic restoration in 1984 left us with 
the wonderful evocative atmosphere of those early days, with 
its beautiful brickwork, seating and signage, and with no 
closed or overgrown goods yard to mourn, as my late brother 
Jeremy once commented (there never was, of course). Try it 
yourselves, but don’t expect another steam run here for about 
50 years! (‘Steam on the Met’ weekend, Harrow to 
Amersham, is scheduled for the Spring Bank Holiday 
weekend). 

 
 

Upgrade will enable Peterborough-Ipswich hourly service 
 
An hourly service between Ipswich and 
Peterborough is coming closer following the 
publication of Network Rail’s five-year plan. 
That would mean Bury St Edmunds would have 
two trains per hour to Ipswich with direct links 
to London. 
 
The upgrade of the cross-country line is mainly to make the 
route more attractive to freight trains between Felixstowe, the 
Midlands and the north of England. 
 
However an hourly service between Ipswich and 
Peterborough is a long-standing aim of train operator Greater 
Anglia and the new plan from Network Rail brings that closer. 
 
There are several major improvements proposed for the line – 
junction improvements at Haughley, improving speeds either 
side of Bury St Edmunds, doubling the track through Soham 
in Cambridgeshire and reopening the station in the town that 
was closed under the Beeching axe, and improving the 
junction to the north of Ely. 

 
The improvements are due to be completed during 2017, 
although the hourly service to Peterborough could be 
introduced before then – it is expected to be a requirement of 
the new rail franchise for the region which is currently due to 
start in July next year. 
 
The cross-country route is seen as a vital artery for the region. 
More freight from Felixstowe and Harwich is expected to be 
transfered from road to rail – and there is no further capacity 
for more freight on the main line to London. Work has just 
started on creating the “Ipswich chord” which will allow 
freight trains from Felixstowe to head north west without 
being turned at the Ipswich. 
 
Haughley Junction is a major bottleneck – it was turned into a 
single-track junction under rationalisation in the 1960s and the 
changes should improve journey times significantly. 
                                                       – Paul Geater streetlife.com 
 
 
 

A pair of yellow battery electric locomotives had stopped at the 
Moorgate end of Baker Street Station (taken from a video shot) 
while everyone waited for the special.            Richard Tremaine 
 



A Connecticut ‘Yankee’ 
in King Arthur’s Court 
 

Some of you may remember an old friend 
of the late Dave Theobald: Colonel Don 
Woodworth (retired) of the United States 
Air Force. Known to some as ‘Colonel 
Don’, he recounts his arrival in the UK 
and first association with the Cambridge 
Railway Circle. Part Two onwards will 
describe his UK adventures. 
 
The literati amongst the membership of the Cambridge 
Railway Circle may be familiar with the American writer and 
humorist Samuel L. Clemens, better known by his pen name 
of Mark Twain, via his most popular books Tom Sawyer and 
Huckleberry Finn.  In 1899, Mr. Clemens published a satirical 
comedy entitled A Connecticut Yankee in King Arthur’s 
Court.  It was set in 6th century England and looked at its 
early medieval culture through the eyes of Hank Morgan, a 
19th century resident of Hartford, Connecticut, USA.  Though 
born in the mid-Western part of the US in 1835, Mr. Clemens 
spent the latter part of his life from 1873 until his death in 
1910, in Hartford where he conceived the idea for his comedy.   
 
Hartford, capital of the small state of Connecticut, was at the 
time a hotbed of ideas and invention (often referred to by 
Americans as ‘Yankee ingenuity’) and was hence a likely 
venue for the staging of his comedy.  Without belabouring 
things, the protagonist, Hank Morgan receives a severe blow 
to the head and awakens to find himself inexplicably 
transported back in time to early medieval England at the time 
of the legendary King Arthur.  The fictional Mr. Morgan, 
whose image of that time had been coloured over the years by 
romantic myths, takes on the task of analyzing the problems 
and sharing his knowledge from 1,300 years in the future to 
modernize, Americanize, and improve the lives of the people.   
 
As it happens, I happen to be an actual ‘Connecticut Yankee’ 
(my home is in Oxford, CT) and, having had the privilege of 
being posted in the UK for a total of eight years, could not 
resist the urge to borrow Mr. Clemens’ title as an apt way to  
 

 
 
 
 

 
 
 
 
 
describe my introduction in 1971 to what was then British 
Rail and to travel over the next eight years over 99.999 per 
cent of the system offering regular passenger service.   
 
Coming from railway passenger service-starved America to 
Britain in 1971 was like suddenly being thrust into a giant toy 
store!  Amtrak had begun in the United States on 1 May 1971, 
reducing the already somewhat anaemic national passenger 
network from a total of 364 individual trains (not counting 
commuter service) on 30 April 1971 to a paltry 182 serving 
half a continent on Amtrak start-up day!  Though I frequently 
read letters in the British railway enthusiast press by those still 
smarting from the cuts of the (in) famous Dr. Beeching, I 
could not help to be astounded by the immense variety of 
passenger service offered by British Rail.  The city of St. 
Louis, Missouri (MO, population 319,000), near to my last 
posting in the States, was reduced to just six trains a day.  The 
town of Ely (population 15,000) saw more trains than in less 
than an hour.  I was in heaven! 
 
When I first came to the UK, BR was in a period of transition 
from the conventional numbering of locomotives (ex. 9002 
Kings Own Yorkshire Light Infantry to the TOPS system 
(55.002) and, of an image change from the lion rampant and 
wheel to the stylized double arrow logo.  I rather liked the 
TOPS approach as it made it easier for me to remember what I 
was seeing.  I had already had quite enough  
 

 
 
 
 

Living on borrowed time, a British Thompson-Houston Class 15 
No. 8234 at Liverpool Street Station on November 15, 1970. 

‘Colonel Don’ at Ribblehead, Settle & Carlisle line on September 
11, 2000 while on a gricing trip with the late Dave Theobald. 

The interior of Liverpool St. station held the greatest appeal for 
Don, like steeping back in time from Dr. Who’s ‘Tardis’ ! 



 
 
 
 
 
 
of the logo change process in the States however (the Penn 
Central’s mating worms come to mind) and would have been 
quite happy with the ‘ferret & dartboard’ logo for the duration 
of my postings in the UK. 
 
Imprinting 
It is known that under certain conditions, newly hatched 
ducklings will imprint upon, bond, and socially follow the 
first moving object they encounter.  Konrad Lorenz, the 
Austrian zoologist and ornithologist noted that the bond 
seemed to be formed immediately, that it seemed irreversible, 
and that it seemed to develop only during a brief critical 
period in the first day or so after hatching.  He used the term 
‘imprinting’ to describe the process by which the bond was 
formed and, in doing so, implied that during a duckling’s first 
encounter with a moving object, the image of the object is 
somehow stamped irreversibly on the nervous system.  For 
many years, this has been the accepted notion of the process.   
 
I have a rather strong suspicion that the same process might 
also apply to gricers!  I have been to a lot of places and seen a 
lot of railways that I’ve genuinely liked during my life, but, in 
my heart of hearts, there’s no place I like better and no 
railways that I like better than those where I grew up.  In my 
case, that would be along the lines of the west end of the New 
York, New Haven & Hartford Railroad in Connecticut.   
 

 
 
 
 
 
 

 
 
 
 
 
 
Jumping about 3,000 miles east to the UK, the same feeling 
would pertain to East Anglia and the locomotives most 
commonly used by BR there during the years 1971 -1982.  
These would include Classes 08, 37, 47, and 55 (by slight 
extension) and, to a lesser degree, 31 and the 40.  No matter 
how long I was exposed to them, they would be ‘different’ to 
those with which I grew up in the States, but they would be 
my new normal in the UK.   
 
My first railway trip in the UK began with a minor bit of 
trepidation.  Flying in to Heathrow on 15 November 1970 to 
meet a party of other U.S. Air Force people that had preceded 
me to RAF Mildenhall, Suffolk, I made my way north to 
London and Liverpool Street Station.  I had been cautioned to 
ensure that it was Liverpool Street Station I sought as some 
other first-time visitors from the States had inadvertently 
found their way to ‘Beatles Land’ on the coast of Lancashire!   
 
After safely reaching the booking office at London Liverpool 
Street, a kindly ticket clerk assured me that I indeed wanted to 
travel to Shippea Hill, Cambs. and not Biggin Hill, Kent!  
Thus began the first of a continuing series of railway 
adventures I had in the UK.  My locomotive-hauled train got 
me safely to Ely, where I changed to a diesel multiple unit 
(the technical term for which I later learned from Bill Last 
was ‘bug box’) that soon set me down at the unstaffed  
 

 
 
 
 
 
 

The Great Eastern Hotel’s inner façade took Don’s fancy along 
with the two extra long platforms for the Norwich trains. But the 
cars on the platform – were they on show, perhaps? 

Brush ‘Type 4’ Co-Co No. 1525 (later 47.422) waits to depart 
Liverpool Street with train 1N30 for Norwich, which said Don, 
captured for him the atmosphere of this great station on a sunny 
afternoon during November 15, 1971. 

For Americans travelling to RAF Mildenhall, they had to change 
“into a set of bug boxes” travelling all stations to Norwich at Ely 
for Shippea Hill – ‘37’ 6728 is about to leave for Kings Lynn. 

A ‘Gronk’ at Ely – 08.083 – sits in a siding. Don says: ”The 
appellation “Isle of Ely” never failed to conjure up an image in 
my mind of the wonderful cathedral on a hill sailing above all the 
surrounding fens – it was always a delight to see”. 



 
 
 
 
 
 
 
Shippea Hill halt.  Fortunately, the friendly signal box 
operator there was used to at least a generation of befuddled 
Americans being abruptly thrust into the wilderness of the 
fens with only the adjacent Railway Tavern (if one were lucky 
enough to be set down during opening hours!) serving as a 
beacon of civilization until the ‘Shippea Hill Flyer’ (a 
somewhat antiquated bus) arrived to take them onward to the 
airbase.  It was a chilly afternoon, and I was the only one on 
the platform, so he invited me up into the signal box to wait 
until transport arrived from the air base. 
 
I greatly enjoyed this brief trip to RAF Mildenhall as part of 
the staff assistance team that was visiting the 627 Aerial Port 
Squadron there.  My short visit re-enforced a long-standing 
desire to be posted to the UK.  I had wanted to come to the 
UK as early as 1966, when I realized that I had a new posting 
on the horizon after completing my first year of service.  The 
Air Force had other plans though and I instead received an all 
expense paid tour to sunny Viet Nam!  My posting officer 
assured me that I could go anywhere I’d like after Viet Nam, 
so I said: “the UK!”  Not comprehending either American or 
British English, my posting officer sent me to California.  Not 
bad, but still not the UK.   
 

 
 
 
 
 
 
 
 

uncomprehending posting officer sent me to the scenic 
cornfields of Illinois, not far across the great Mississippi River 
from the city of St. Louis, Missouri.  I was slowly moving 
When time came for another posting, I was asked again if I 
had a preference and I again said “the UK.”  This time, my 
East!  The fates tantalized me even more when LNER 4472 
(aka Flying Scotsman) paid a visit to America and happened 
to be on display in St. Louis, Missouri on 4 July 1970.   
By this time, I had become wiser to the ways of the AF.  I 
discovered that one of the civilian ladies that worked for me 
carpooled to work with the Chief of Personnel for the Military 
Airlift Command, to which I was assigned.  I also discovered 
that this dear lady was partial to an alcoholic beverage called 
Southern Comfort.  I gave her a bottle of it as a gift the 
following Christmas as I wanted to ensure she was 
‘comfortable’ in her job!  While she was getting comfortable, 
I found time to get married in Dec. of 1971 and to get; you 
guessed it, a new posting, this time to the UK through the 
miracle of Southern Comfort! 
 
I arrived in the UK for my first posting on 14 Feb 1971. My 
wife was unable to join me until I could find a place to live.  
This presented my first great dilemma.  Did I want to spend 
the next four years having the world’s most splendid grice or 
did I want to find a place for the two of us to live so I could 
send for Donna to join me?  Family responsibility won the day 
and I found us a cosy bungalow in Barton Mills, close to the 
market town of Mildenhall, Suffolk and also the airbase.   
 
 
Exploring East Anglia 
My wife soon joined me but, in the intervening few months, I 
began a modest exploration of the BR system in East Anglia.  
It didn’t take me long to buy a complete set of regional 
timetables and to discover the huge network of lines offering 
passenger service throughout the kingdom.  The flat lands of 
my previous posting in Illinois turned out to be perfect 
training for my enduring the fens of East Anglia.  Not too long 
after my wife joined me, the USAF assigned us to RAF 
housing at RAF Feltwell, Norfolk, a bit farther out from my 
posting at RAF Mildenhall but actually a bit handier for the 
Kings Lynn-Ely-Cambridge-London line, which actually 
made taking the train a bit easier as it was a very direct run 
from Feltwell to Littleport.  If we wanted a full day in 
London, it was a cinch to drive to Littleport and catch the up 
‘Fenman’. 
 
It all began simply enough as I noticed that in many cases 
there were alternative ways of reaching the same destination.  
My wife and I would set out on short journeys on a Saturday 
or a Sunday, though we soon learned to avoid Sundays if at all  
possible because of the dreadful ‘E’ word (does ‘engineering 
works’ ring a bell with anyone?).  We would select a likely 
destination where we could do a bit of sightseeing, enjoy a 
nice lunch or dinner, and be home at a sensible hour.  In this 
way, we covered a reasonable amount of East Anglia.  As the 
journeys became a bit longer, Donna (my first wife of 42 
years and counting) started noticing a slightly glazed look in 
my eyes as I increasingly contemplated the international 
question that eventually besets all gricers: “I wonder where 
that line goes?”   
 
The movie ‘The Railway Children’ had been released in 1970 
and my wife and I had seen it.  She soon began to suspect that 
there might be a sequel to the film, ‘The Railway Widow’, in 
which her adoring husband would disappear on progressively 
longer journeys at weekends whilst she was left at home to 

“An overview of greater metropolitan Shippea Hill.  In this view 
looking northeast, one sees the only signs of human habitation 
at Shippea Hill – the Railway Tavern, the open shelters on the 
railway platform, Shippea Hill signal box, and a single home”. 

Cravens Motor Brake Second E50249 leads E56101, E56312, 
and one other on an Ely-Norwich train on 20 Sep 1972.  “This is 
the type of conveyance that brought untold numbers of USAF  
airmen on the final leg of their journey to RAF Mildenhall.  I’m a 
bit ahead of my tale here because I don’t believe I met my friend 
David Coleman until sometime after this photo was taken”. 



entertain herself.  We worked out a modus operandi that 
allowed for my travel in exchange for various shopping trips 
and, as long as I didn’t over do it, this worked quite well.   
Using the regional timetables, I soon began working out 
marathon day trips with all sorts of improbable routings to 
cover as much new line as possible.  Sometimes Donna would 
accompany me but, often as not, she’d pass on the thrill of 
photographing a Class 25 at Nuneaton for the joys of shopping 
at the fine shops in Bury St. Edmunds or Cambridge. 
The early 70s were an interesting time of transition.  Just as I 
was beginning to understand the change from the BR system 
of numbering for its diesel and electric locomotives, things 
became much easier with the introduction of the 
class/individual locomotive number system.  Knowing that 
6729 was really 37.029 started to make life a lot easier for a 
novice like myself.  Likewise, the change over from old pence 
to New Pence during this period also made life a lot simpler 
for people from ‘away’.  I could see where history and culture 
became somewhat poorer with the disappearance of thrup’ny 
bits, tanners, bobs, and crowns, but I could also sense the 
happiness of accountants with a decimalized system.   
 
Having set the stage, I’ll now recount some of the more 
interesting journeys that I made, starting perhaps first with the 
one that introduced me to the Cambridge Railway Circle.  I 
initially did not keep logs of my trips but, as time went on, I 
began to do this so I’d have a record of where and when I 
travelled and the details of the equipment upon which I rode.  
I would keep track of the time each station was reached, etc., 
though I made no pretence at time keeping as did the late, 
great O. S. Nock.  I was in no way ready for the big leagues!   
 
My wife and I would often take the train to London to 
sightsee, to attend a play, or to visit with my English cousin 
who was attending nursing school there.  It was on one of 
these trips where we were anticipating a pleasant Sunday 
afternoon train ride from London back to Ely that I noticed a 
great commotion on the platform just outside the window of 
our carriage  (I think we were on the Saturday 1636 departure 
from Liverpool Street behind ‘37’ No. 6773; arrival at Ely at 
1803 with onward departure for Lakenheath at 1810 aboard 
E56133, E51116, arriving at 1826).  As I watched events 
unfold, it became clear to me that it was likely an American 
serviceman who was involved in a scuffle with the BR staff 
and had knocked one of the men to the ground.   
 
The BR Staff followed what turned out to definitely be an 
American airman from RAF Lakenheath onto the train.  At 
this point, I made myself known to the trainmen as an U.S. 
Air Force officer and offered to assist them.  Had the airman 
involved shut his mouth and let one of his friends or myself 
pay the fare that it turned out he was indeed trying to avoid, he 
could likely have proceeded onward after making the 
necessary apologies.  As the airman elected to let his mouth 
over-ride his brain, he was instead taken away and arrested by 
the BR police authorities.  I gave my name to the BR 
authorities in the event they might need a witness to what had 
occurred.  In the process of doing so, I came to meet David 
Coleman.  As we chatted, David learned of my interest in 
railways and invited me to attend a meeting of the Cambridge 
Railway Circle.  Thus, out of an initial bit of unpleasantness, I 
came to develop a wide circle (pun intended) of friends and a 
very pleasant 40+ year association with the CRC.  I also value 
the wonderful program of tours, which the CRC consistently 
sponsored.  I tended to prefer the ones related to modern 
traction but with steam so recently disappeared from Britain,  

 
 
 
 
 
 
 
 
 
 
 
 
I fully understood the attraction of preserved railways to our 
membership and quite enjoyed those visits as well. 
 
I soon discovered during my travels that most major railway 
stations in England had paper shops and these shops sold a 
wide variety of railway-oriented publications.  Never having 
met a railway magazine that I didn’t want to read, I quickly 
became a regular reader of Modern Railways, Railway World, 
and Modern Tramways.  Armed with the unending stream of 
information that these publications provided, I was able to set 
forth and conquer ‘King Arthur’s realm’.  What follows are 
some of the highlights of my various journeys and adventures 
on the rails during my two postings to RAF Mildenhall (1971-
74) and (1978-82); plus some of my subsequent trips to the 
UK in later years (All photographs and quotes in captions are 
by Don Woodworth). 

- To be continued 
 

 
 
 
 
 
 
 
 
 

A temporarily Americanized LNER #4472 “Flying Scotsman” on 
display at St. Louis, Missouri, Union Station with headlight, bell, 
whistle, and cow catcher installed for its sojourn in the United 
States.  Union Station was completed in 1894 and at the time its 
train shed was the largest in the world, covering 30 tracks 
beneath a roof area of nearly 10 acres.  With less than a year to 
go before the advent of Amtrak, the huge train shed was nearly 
bereft of trains, and pigeons usually outnumbered passengers 
except on special occasions that would draw people to the 
station, such as the visit of “Flying Scotsman.” 

The up “Fenman” behind English Electric ‘Type 3’ 6825 (later 
37.125) booms into Littleport, Cambs. for an 08.13 departure on 
the sunny Saturday morning of 4 Aug 1973.  This was the 
perfect train for a day out in London as one could at that time 
get a full breakfast aboard the buffet car seen midway back in 
the train. 



Getting Dirty with a 
Scotsman – or early 
days with 4472 
 

Chairman of the Marlow & District 
Railway Society Tim Speechley 
recalls the time when he got 
involved with the team looking after 
4472 ‘Flying Scotsman’ back in the 
late 1960s. 
 
As a youth, many years ago, I was very fortunate indeed to be 
introduced to a group of North London enthusiasts who met 
regularly in Edmonton, not too far from my home in 
Chingford Hatch.  It was all down to luck.  I saw an 
advertisement for ‘Symphony in Steam’, an all-night 
programme of railway films to be shown in the Odeon (maybe 
the Classic by then) Chingford Mount, in aid of the B1 
Locomotive Society, then based in Chingford (and ultimately 
successful in the original purchase of 61306).   
 
I called at the address given to buy a ticket and, having 
established that I was a proper enthusiast, the organiser asked 
if I was interested in meeting other like-minded people and so, 
the following Wednesday evening, I accompanied him to my 
first visit to Bob Todd’s.  Here I found a small terraced house 
with its walls covered with loco nameplates, works plates, cab 
sides, whistles and the like.  Crammed into the tiny front room 
were about 12-15 chaps and Bob’s 8mm cine films and others’ 
slides, all to a very high standard, entertained us.  Bob still 
lived with his (very tolerant) parents and at half time tea and 
cakes were provided for the masses.  At the end of the evening 
I asked if I could come back again and so started 40 years of 
Wednesday nights at Bob’s, a pivotal part of my life.   
 
I got roped in to help with the film show, along with many 
others of the ‘Marshside’ group (as Bob’s was unofficially 
dubbed) and got to meet more helpers.  The show was in 
conjunction with the recently formed North Eastern 
Locomotive Preservation Group, who, if I remember, had 
secured the J27 but were concerned the Q6 would still go for  
 

 
 
 
 

 
 
 
 
 
 
scrap.  Fortunately it didn’t and I would like to think we might 
have contributed in some small way.  The cinema was packed 
solid for the show and it paved the way for several more. 
 
As time moved on I also got friendly with another group in 
Tottenham, dubbed the Midland and North Eastern Railway 
Circle, members of which had also been involved in the film 
show.  This met weekly, at the home of Ken Symonds, who 
had an enormous 00 model railway in a shed at the end of his 
garden.  This group was fewer in number and we would 
operate the layout and then come indoors later to chat and 
show slides.  Although I had not remembered anything about 
it, an entry in one of my old diaries indicates that perhaps the 
MNER Circle had some pretensions of grandeur, because on 
Thursday 27 March 1969 they held a proper AGM at which I 
was adopted as a full member of the group. 
 
Somehow Ken had got in touch with Flying Scotsman 
Enterprises (George Hinchcliffe) and had offered our services 
to clean 4472, then the only steam loco allowed to operate on 
the main line, whenever it came to London to work specials.  
They obviously appreciated the offer and we did this on 
several occasions, initially I think at Hornsey depot and later 
at Finsbury Park.  I have records of going there on Friday 21 
February 1969, having waited at Potters Bar to see the loco 
heading south, where it was two and a half hours late.  It 
worked a special out of St Pancras the next day (I saw it at 
Elstree) but it must have failed because the Sunday special out 
of Kings Cross was diesel hauled and 4472 headed back north 
to Doncaster on the Monday. 
 

 
 
 The loco has only a humble goods brake van as a ‘support 

coach’ at Finsbury Park, March 28, 1969.        Tim Speechley 

4472 Flying Scotsman as most of us remember her in the early 
days of preservation simmers at Finsbury Park on a beautiful 
Friday evening of March 28, 1969.                     Tim Speechley 

The volunteer cleaners get into action to ready 4472 for her next 
rail tour at Finsbury Park on May 16, 1969.          Tim Speechley 



 
 
We were back at Finsbury Park diesel depot on Friday 28 
March (the day after my “adoption” by the group) and had to 
wait for the loco to arrive.  She looked magnificent as she 
backed into the shed area but still needed a lot of hard work to 
get her really clean.  I seem to remember that I used to get the 
wheels to clean whereas the more ‘senior’ members tended to 
do the cab, boiler cladding and tender sides and, of course, the 
prestigious tasks of the nameplates and works plates.  I have a 
feeling we used some form of oil to clean the engine but the 
full details have disappeared with time, though I can recollect 
the application of brick dust to the rods to bring up the shine.  
It’s a horrific thought now.   
 
Things were very relaxed back then but I think we did have 
official letters to get us access to the diesel depot.  There 
wasn’t much thought for health and safety though, no hard 
hats, ‘hi-vis’ vests or safety boots and people would 
physically climb all over the engine to get to the more 
inaccessible parts.  We would generally spend about three to 
four hours on the loco and it would be spotless when we 
finished, though whether the shine lasted until departure from 
Kings Cross I’m not sure.  At least we had done our best. 
 
We would have done this cleaning just for the prestige of 
getting close to the locomotive but Flying Scotsman 
Enterprises came up with free tickets for some of their special 
trains, so on this occasion, the next morning, several of us 
found ourselves on what was called the ‘Mystery Tour No. 3’ 
from St Pancras.  It went straight up the Midland main line to 
Leicester, Loughborough, Trent and on to Pye Bridge 
Junction, where we turned right to Kirkby in Ashfield, 
Mansfield, Shirebrook and Warsop, where we stopped for 
water.   
 
From Warsop we were due to go directly east to Lincoln and 
then north through Market Rasen to New Holland, where we 
would catch one of the remaining Humber paddle steamers to 
Hull.   Unfortunately this was not to happen, for not many 
miles up the line, at Clifton-on-Trent, we came to a halt.  It 
transpired that there was a derailment of a train ahead of us 
and we ended up reversing back to Shirebrook with a couple 
of Brush type 2 diesels on the back and then heading north 
again via Shireoaks before turning east to Worksop, 

Gainsborough, Barnetby, Grimsby and finally Cleethorpes, 
where we arrived at 17.44.   
 
We didn’t depart from Cleethorpes until 20.12 and I’m not 
sure what we found to do there for two hours.  The return was 
via Louth, Boston, Sleaford, Barkston Junction and then onto 
the East Coast main line.  My notes say we got back to Kings 
Cross at 01.20; I have a feeling after they had held up a 
permanent way occupation of the main line until we had got 
through.  I can recollect some very fast running in the dark (no 
75 mph limit in those days).  Despite not going to plan, it had 
been an excellent day for the track bashers, certainly living up 
to its ‘Mystery Tour’ name, though personally I had been very 
disappointed to have missed the paddler. 
 
Within a couple of months it was back to Finsbury Park on 
Friday 16 May 1969 for another cleaning session.  At this time 
I was in a gap period between school and university, working 
as a school laboratory assistant, so getting away in the middle 
of the afternoon was very useful.  I had also passed my 
driving test in February, so coupled with my parents’ extreme 
generosity with the family car meant I was a very mobile 
young man and the trip from Chingford to Finsbury Park 
relatively easy, even during the Friday rush hour. 
 
On these cleaning sessions we would sometimes see Alan 
Pegler and also members of the Flying Scotsman Enterprises 
support crew, though there was no support coach in those 
days.  Pegler always looked very dapper, even in overalls, and 
I now wonder if even they came from Saville Row.  On other 
occasions he would arrive in a crisp suit with an attractive 
young woman on his arm (not always the same one, woman 
that is, not arm) but seldom stayed long, perhaps having other 
activities on his agenda. 
 
More tickets had been made available for us for the Saturday’s 
special.  This time it was a trip to Bressingham, with a 
civilised start from Kings Cross at 09.45.  Our route was 
outward via Hitchin, Cambridge, Ely, Thetford, Wymondham 
and Norwich, where Scotsman ran round the train, and then 
Tivetshall (where my notes say we saw two traction engines 
threshing) and finally Diss (arrive 14.19).  Road coaches took 
us from there to Alan Bloom’s Bressingham Gardens for 

4472 Flying Scotsman is 
approaching the Holgate 
Bridge with a special bound for 
Newcastle on August 31, 1969. 
The engine had acquired a bell 
and a rather loud, sonorous-
sounding brass hooter to 
comply with railroad 
regulations in the USA. If you 
check this view with Don’s 
picture of 4472 at St. Louis, 
two pages back, the engine 
had acquired the compulsory 
‘cowcatcher’ and, I believe 
(Ed) a five-note Southern 
Pacific chime whistle. The 
whistle later appeared (I 
believe) on Ivatt 2, 46521 on 
the Severn Valley Railway for 
a while (Ed).     Tim Speechley 



about a three-hour visit.  Here a lot of traction engines were in 
steam along with the 2ft gauge garden railway using ex-North 
Wales quarry locos.  The greatest attraction was 70013 Oliver 
Cromwell but as it ran up and down such a short length of 
track one was left with that ‘caged lion’ feeling.  All too soon 
the road coaches were ready to take us back to the train, this 
time from Stowmarket, where we departed at 18.29.  The 
return route to Kings Cross was via Bury St Edmunds, 
Newmarket, Cambridge and then the reverse of the morning’s 
one.  Arrival back in the capital was at 21.26. 
 
My final close-up encounter with the Scotsman and some oily 
rags was in August 1969.  The loco ran down light engine 
from Doncaster on the Friday, 29 August, and my diary of the 
time says that three of us, Ken Symonds, Ted Lane and I, 
dropped in to Finsbury Park that evening just to check there 
were cleaning materials on board.  Obviously there were, 
because we cleaned the loco on the Saturday morning.  It must 
have been a busy day for me because, after the cleaning 
session, I dashed home, changed and then attended a wedding.  
Then in the evening I was off to Edmonton, to Bob Todd’s, 
for a get together with well-known Southampton enthusiast 
(of trains and ships) Barry Eagles.  Oh to have that energy of 
youth again now! 
 
Our cleaning was to prepare the loco for a special, run I think 
by the LNER Society, to York and Newcastle.  The loco was 
part prepared for its visit to the USA and had been fitted 
already with a big whistle on the side of the smokebox and a 
bell at the front.  From recollection, I think the whistle was a 
deep hooter type rather than a chime.  Of course the standard 
whistle fitted to the loco in preservation (from its service 
days) was always a poor affair, never really producing a very 
clear sound. 
 
Amazingly there were yet more free tickets and four of us 
were able to participate in the tour.  With a 9 o’clock 
departure from Kings Cross, it was a straightforward blast up 
the East Coast main line, passing Peterborough at 10.29, 
stopping very briefly at Doncaster for just a minute (12.12 - 
13) and arriving at York at 12.50.  My basic timings are 

notable in that there are no lengthy stops for water and, of 
course, this is because at this time the Flying Scotsman was 
running with its two tenders, which obviated the need to stop 
for that purpose too often. 
 
My notes of what we did in York are very sketchy, not to say 
non-existent.  I suspect this tour ran in two sections, London 
to York and York to Newcastle. We certainly went only as far 
as York but had time to get to Holgate Bridge to photograph 
the train heading north to Newcastle, so it had obviously 
stopped in York for quite a while before departing.  
 
After seeing the train we had a visit to York shed, still 
operating then as a diesel depot but within the roundhouse 
were both 532 Blue Peter and 60019 Bittern, owned at the 
time by Geoff Drury.  60019 was sporting a coat of unusual 
yellow undercoat, which did not do much for its appearance – 
more Flying Banana than Bittern!  We didn’t depart from 
York until nearly 20.00 and were back in the Cross by 11.30, 
having enjoyed a lot of running at around 75 mph. 
 
4472 headed back north on the Tuesday and I went to see it at 
Potters Bar.  Soon afterwards the loco departed for the United 
States and we very nearly never saw her again.  Alan Pegler’s 
life was never to be the same again and I always felt very 
sorry for him whenever I saw him in later years, obviously not 
very well off and doing the sorts of jobs you would not have 
associated him with in earlier times.  Nevertheless he was 
always in good humour and seemed to enjoy being involved 
with railways.  We do owe him a great debt in saving the loco 
in the first place, though she must have been the most costly 
mistress he ever encountered. 
 
My life changed almost immediately.  I went to university in 
the September and found new challenges and friends but 
never lost touch with either Bob’s or Ken’s groups, from 
which I still have close lifelong friends.  Though I was not 
aware of it at the time, some years later my association with 
the Flying Scotsman was to be renewed, once it had been 
repatriated from across the Atlantic, thanks to our Society’s 
President (Sir William McAlpine). 

 
 

A 90mph B1, ‘Mad 
Harry’ and a pint! 
 
There needed to be no more 
incentive than a signal check and the 
promise of a pint for ‘Mad Harry’ to 
run a B1 at 90mph to achieve ‘right 
time’ recalls Derek  Barham. 
 
On July 5 1960 I was booked spare and on the supplementary 
list booked with Vince Marshall who was in the process of 
‘passing out’ with the inspector for driving duties at 
Peterborough. The job was to ‘ride on the cushions’ on an up 
passenger to reach Stratford ‘loco’ to prepare an engine for the 
16.30 down ‘Fenman’ as far as Cambridge where it would be 
remanned. The driver was H. Baker. 

 
We prepared B1 4-6-0 61280 (30A Stratford), which was 
apparently the latest loco to be ex-works, as ex-works locos 
were used on this ‘Fenman’ working. Well, during the journey 
the right-hand injector was dropping water on the ballast and 
could not be adjusted. So it meant having to use the left hand 
injector, which would put too much water in the boiler. So I 
had to keep turning the injector on and off while firing, which 
was not a satisfactory way to work. 
 
After being relieved at Cambridge I asked the running 
foreman what was scheduled on the job the next day. The 
reply was: “the same loco”. This was my rostered turn so I 
asked my ‘chum’, Jordan the foreman, to put 61203 (31A 
Cambridge) on the job. Jordan said that 61203 was supposed 
to be ‘off the boil’. I said: “that was nonsense, she’d be better 
on the job than 61280”. Much to my delight she was booked, 
as I thought she was one of the best of any we had at 
Cambridge, mechanically and riding. 61203 also had a 
speedometer, though speedometers tended to fluctuate a bit. 
 
Next day, July 6, the driver was Harry Cracknell and at this 
point I must say Harry could work and run a train as fast as 



 
 
 
 
 
any driver I had worked with. Nor did he hurt the engine or 
the fireman in the process! But you had to be ready to expect 
anything: he wasn’t called ‘Mad Harry’ for nothing! Certain 
passengers who knew him and travelled on his trains regularly 
would say to him at Liverpool Street: “Right time at 
Cambridge, Harry, and we’ll treat you to a pint!” That was the 
right incentive to get Harry motivated! 
 
July in 1960 was during the period of electrification works 
and when leaving Liverpool Street we would say the loco was 
‘on the blood’ when things were going well. This was true of 
our progress until we encountered adverse signals at Roydon: 
stopping us dead at the intermediate block section signal. On 
contacting the signalman we were advised that engineering 
possession hadn’t been given up so some 10-13 minutes were 
‘down the pan’. 
 
When the road was ours I said to Harry jokingly: “Right time 
Cambridge, Harry?” I shouldn’t have bated him, but he 
replied: “We will try!” We were going great at Harlow Mill 
and then when approaching Bishops Stortford where the speed 
restriction had been increased to 45mph we went through at 
over 50mph. We continued to go great through Stansted and 
up the 1 in 101 grade of Elsenham Bank we topped it at 
70mph though to allow for the change in track cant the correct 
speed should have been 55mph. 
 
We went on down through the seven curves and straight 
section to Newport then some curves before Audley End. The 
‘speedo’ at that point was quivering as stationary on the 
maximum speed of 90mph, which suggested on the approach 
to Newport that we were doing more than that! Harry shouted 
across the cab: “Put your hand out, we need to turn right!” 
Approaching Audley End, the maximum speed over the 

Saffron Walden branch junction was 50mph, but the speedo 
still stood at 90mph! 
 
Passing through Audley End and Littlebury tunnels we raced 
down the bank with full open regulator and the cut-off lever at 
15% through Great Chesterford. Same procedure: “Put your 
hand out for turning right!” Now I was just a bit concerned 
about what he would do at Whittlesford. The correct speed 
was 60mph to allow for a road crossing at the end of the down 
platform, which had a bad curve over the crossing. But having 
passed the distant signal Harry shut off steam and braked, 
which brought the train down to 70mph.  
 
Once through the station Harry opened the regulator fully and 
dropped the cut-off to about 25-30% and we were soon 
‘moving’ again! Harry was a master of the vacuum brake so 
we had recovered speed quickly. As we rocketed through 
Shelford the speedo was back at 90mph again and we ran 
under clear signals through Shepreth Junction and down 
through Trumpington past the ‘off’ distant signal under Long 
Road Bridge. At the time the vision of the Cambridge South 
indicator could be seen in good time with ‘T’ showing the 
through road (opposite platforms 1 & 4 that is, Ed) Harry had 
braked to 40mph as we passed the South Box. And on we 
went over the scissor crossing and stopped the engine with her 
tender in the correct spot to put in the water bag!! 
 
Harry looked at his watch and said, cursing, “Two-and-a-half 
minutes late!” If we hadn’t shut off at Whittlesford we would 
probably have been to time (but my thoughts were yes, 
probably off the road on our side with the Whittlesford signal 
box destroyed!). But I never said anything. However, those 
passengers took him for his pint. Thank goodness all went 
without any trouble, there then being no radar! 

The 90mph B1: although here, at the top of Bethnal Green bank, Cambridge’s 61203 is working much more sedately at the head of the 11.24 
Liverpool Street – Hunstanton train some time during July, 1958. 61203 was built in June 1947 and withdrawn in July 1962.        Ben Brooksbank 



Looking for a ‘Scot’ in 1964 
 
In mid-1964, Mike Page’s concern was that Sir 
William Stanier’s ‘front line’ express passenger 
locomotives had almost disappeared off the West 
Coast main lines south of Crewe. So time was 
certainly running out for photographing the 
surviving ‘Duchesses’ and ‘Scots’. Their 
remaining regular work appeared to be 
concentrated north or west of Crewe. My only 
economical way of reaching them – earning 
£5/week as an apprentice - was by buying a 
‘cheap day return’ from Wolverhampton. 
 
I set out on Saturday July 25, 1964, to see how far north I 
could go on the West Coast route by hopping on and off to 
buy ongoing cheap day returns. The plan was to take more 
pictures, hopefully, of the few remaining ‘Duchesses’ if any 
were running. I turned up at Wolverhampton High Level at 
about 7 am. The weather was dull, but at least, it was not 
raining. “No, there are no cheap days to Crewe,” said the 
booking clerk through the narrow booking window in the 
station’s faded dark wooden panelled booking hall. I think he 
said that the ordinary return to Crewe was 21/6d (say £1.08p). 
So I bought a cheap day to Stafford at 5/8d (say 28p).  
 
The first northbound train calling at Stafford available to me 
was the 1D59 Birmingham – Llandudno, which could have 
anything from a Derby Sulzer Type 2 (24) up to, maybe, a 
‘Britannia’ from Birmingham’s Aston (2J) shed. Departure 
time approached and a chime whistle announced the arrival of 
Crewe North’s ‘cleanish’ 70015 Apollo with eleven mostly 
Stanier coaches. 
 
Already fairly full, Wolverhampton’s waiting holidaymakers 
added to Apollo’s load. The guard’s green flag was answered 
by a ‘pop’ on the whistle, and Apollo got away with one short 
slip on the rising sharp curve on the bridge over the 
Wednesfield Road. We accelerated quickly down towards 
Bushbury, riding on the viaduct over the derelict Stafford 
Road shed area and on past Bushbury shed. Glimpsed over the 
line of coal wagons in the shed yard was Bescot’s Stanier 4 
‘Mogul’ 42979. Any other loco in the yard was suddenly 
blotted out by Aston’s ‘Black Five’, 45322, braking for 
Bushbury Junction on an up express. 
 
Apollo seemed willing and steam-tight, galloping along 
through Penkridge at about 70mph, before braking for 
Queensville Junction. Stafford’s yards were full of wagons, 
with two ‘Jinties’ shunting as we drifted along the slow lines 
into the now thoroughly devastated (in my opinion) station. 
The contractors had demolished all the LNWR buildings on 
what was the down island platform and changed it into two 
islands. The station was now wired up and appeared more or 
less as you see it today, except that the platform canopies then 
were shorter. It looked desolate and wind-swept. Llandudno 
Junction’s ‘Jubilee’ 45567 Tasmania stood on platform 3 with 
a Llandudno-Euston train. She left at 8.05 am as I dashed 
across to the ticket office. A long queue removed any chance 
of my rejoining Apollo’s train. 
 
There was no cheap day return to Crewe, I could have one to 
Stoke-on-Trent and maybe get a cheap day to Crewe from 
there, informed the clerk. Instead, I paid the 12/6d (say 63p)  

 
 
 
 
for an ordinary return and made my way back to the platforms 
to see Crewe South’s 45033 arrive with 1P98, perhaps a 
Blackpool-Euston relief. One of Shrewsbury’s ‘Standard 
Fives’, 73025, stood by the shed’s coaling tower, while E3025 
stood on one of the freight lines. Some trains were now 
electrically hauled as far as Nuneaton. 
 
My train turned out to be an English Electric ‘Type 4’ (40) on 
a London-Manchester, which got me to Crewe. The ‘Jinties’ 
47325, 47330, 47338 and 47605 were all busy shunting 
around the yards and in the station, helped out by Crewe 
Works’ Fowler 4F 0-6-0, 44500. 
 
I ran up to the booking office, only to learn there was no 
cheap day going north, except to Hartford. From there, I might 
have a long wait for a train to Warrington, I was told. I bought 
an ordinary return, at another 12/6d, to Warrington, and 
headed back downstairs. My next available train north was a 
Crewe to Aberdeen express, already waiting with D292. Well, 
I could not afford to wait around for a ‘steamer’. There was no 
steam loco waiting to take any immediate departure north.. 
 
Once we had left the wires behind at Acton Grange Junction, 
apart from the ‘whistler’ on our train, the steam scene and its 
semaphore signals returned. Mold Junction’s 48094 passed us 
on an up freight at Acton Grange. As we slowed for 
Warrington, the Bank Quay sidings appeared to be busy where 
Dallam shed’s diesel shunter, 12100, was being helped out by 
two of its shed mates: 4F 0-6-0s 44294 and 44349. 
 
Warrington Bank Quay station was mostly its old LNWR self, 
with renewed roof canopies, LNWR signal boxes and lots of 
semaphores. In the booking office I was at last treated to a 
cheap day return as far as Preston for 7s (say 35p). I was 
equally happy to find my next train was to be a London to 
Blackpool relief headed by Stafford’s 44963. The ‘5’ 
accelerated briskly past Dallam shed, where I noted 
Stockport’s ‘Crab’ 42793 and Patricroft’s 73140 among the 
shed’s own stock.  Further on, a dirty Newton Heath ‘Jubilee’, 
45580 Burma was shunting wagons at Warwick Quay yards. 
 
We were now approaching Wigan (North Western) station, 
which like Warrington’s, had changed little. It still had its 
LMS appearance apart from some colour light signals. 
Factories dominated the scene along with a very tall factory 
chimney on the east side. The lines were busy and the station 
had Spring Branch’s Ivatt Class 2 2-6-0, 46402, as pilot.  
 
 

D5717 heads train 1A46 away from Carnforth  on July 25 1964 



 
 
 
 
 
Among mostly Black Five hauled reliefs and ‘40’ hauled 
expresses appeared a double header. Dallam’s 45238 with 
Spring Branch’s Standard 4 75011 arrived on 1P66 from 
Blackpool. Another double-header was, startlingly, 
Grangemouth’s 45192, piloted by Lostock Hall’s 44673, on a 
northbound block train of bulk cement wagons. One of the 
more unusual Black Fives seen was Bescot’s double-
chimneyed 44766 on 1P99 heading for Blackpool. 70017 
Arrow, arrived with 1G17, presumably from Barrow and 
Workington and heading for Euston. The only other ‘namer’ 
was Burton’s 45622 Nyasaland on a Blackpool relief. 
 
It was time I moved on. The choice fell to Farnley’s 45428 on 
a train for Barrow, which I took as far as Preston. We were 
passed by Willesden’s rebuilt ‘Jubilee’ 45735 Comet on an up 
relief before we slowed for Preston, where Lostock Hall’s 
Standard 2 78041 was busy shunting vans at the south end. 
Happily, there was no-one queuing at Preston’s booking 
office. A cheap day return to Carnforth cost 3/10p (say 19p), 
and I was able to quickly rejoin 45428’s train. 
 
Note that so far, I had not seen a ‘Duchess’ in action. I had 
seen a green one in steam in the distance in Crewe North shed 
yard. Nor had I seen a  ‘Royal Scot’. As we headed north, 
more diesels, including a Metrovick Co-Bos, predominated. 
 
Carnforth station in 1964 still appeared much as can be seen 
in the 1940s film ‘Brief Encounter’. As 45428 drew to a halt 
in the curving Furness platforms, a wailing chime whistle 
preceded Crewe North’s 70044 Earl Haig dashing through on 
the main line with a Glasgow-Manchester relief. To take 
photographs, I headed for a footbridge about halfway down 
the line towards the south end of the yards. At the bridge, 
almost as soon as D5717 had passed with 1A46 from Barrow 
to Euston, a ‘Duchess’, slowed by signals, approached from 
the south. Carlisle Upperby’s green 46250, City of Lichfield 
had 1S97, a Euston-Glasgow relief. I guessed this was the 
same ‘Duchess’ I had seen in Crewe North shed’s yard. 
 
Not long afterwards, prolonged Stanier hooting north of the 
station warned everyone on the platforms that Edge Hill’s 
green 46241 City of Edinburgh had certainly no intention of 
stopping here. She tore through below me with a heavy Perth-
Euston express. Now this was more like it! I had to wait a 
while before any more WCML ‘star turns’ appeared. Apart 
from more ‘40s’ coming through, including a new Brush 4 
(47) in works pinkish-grey undercoat, Crewe North’s 70034 
Thomas Hardy appeared with a southbound relief to  

 
 
 
 
 
Blackpool. Then Aston’s 70029 Shooting Star in company 
with D5710 came off shed. 70029 took over a short parcels 
train waiting in the up loop, while D5710 went off south. 
 
After Carnforth’s 45399 had headed west with 1L21, the real 
surprise of the day turned up. It was no less than Carlisle 
Upperby’s ‘Royal Scot’, 46115 Scots Guardsman on 1S71. 
She positively gleamed in the weak sunlight as, delayed by 
signals, suddenly opened up to gain momentum to climb the 
northern hills. That was very satisfying; I could go home now!  
 
Not long afterwards, Newton Heath’s ‘Jubilee’, 45601 British 
Guiana arrived from the south, light engine, to go on shed, 
then Holyhead’s 70024 Vulcan came south on the main line 
heading another relief for Blackpool. Carlisle Kingmoor’s 
70003 John Bunyan arrived at 4.08 pm from the south with a 
semi-fast and went onto shed. Then at 4.22 pm, another 
‘Duchess’ appeared from the south with a London-Carlisle 
train. Crewe North’s red 46228 Duchess of Rutland looked 
well kept as she slowed for a station stop. 
 
I had not made any attempt to visit Carnforth shed, so it came 
as a great surprise when sparkling red 46256 Sir William A. 
Stanier F.R.S. appeared. He headed on up the yard to await, 
one presumed, for another southbound parcels. 
 
It was time to head home. The train I had selected to get me to 
Preston was the 5.52 pm departure (Fridays and Saturdays 
only) Glasgow-Leeds. I had not expected ‘superior’ power, 
but that is what I was treated to. In rolled Carlisle Upperby’s 
rebuilt ‘Patriot’, 45526 Morecambe and Heysham. In 
presentable ‘workaday’ green, she was steam-tight and had no 
problem with 12 coaches. We accelerated and then raced 
towards Preston, passing sister engine, 45531 Sir Frederick 
Harrison on a down freight south of Lancaster. 
 
I was lucky to get steam again at Preston, this time Saltley’s 
44981 on a Blackpool to Crewe relief. I left 44981 at Crewe, 
and as a ‘40’ diesel took me back to Wolverhampton I had 
thought myself pretty lucky in what I had seen in the time 
available of Sir William Stanier’s ‘front line’ power. Around 
that time of the year, there were only five or so rebuilt 
‘Patriots’ on the books. Of the nine ‘Royal Scots’ remaining 
only three were at West Coast sheds. One other, 46140, was at 
Longsight and the rest were either on the Great Central or at 
Holyhead. One had more chance of seeing a ‘Duchess’ in 
action on the WCML than any of the rebuilt Patriots or Scots. 
The ‘Duchesses’ had finished by the end of September. 

It was lonely work being a ‘Scot’ on the WCML on July 25 1964. 
46115 Scots Guardsman at Carnforth with northbound 1S69. 

46250 City of Lichfield is in charge of London-Glasgow relief 
train 1S97 as she passes by Carnforth yards on July 25 1964 



 
 

 
 

 

 
Above: how about some REALLY smokey 
diesels? Two ageing Alco diesel electric B-
Bs 604 and 600, belonging to the Indiana 
Harbor Board Railroad, lift a coal transfer 
through Whiting, Indiana, near Chicago on 
March 4, 1995.                          Mike Page 
 Left: during the Llangollen Railway’s 
‘Steam, Steel and Stars III’ event last year, 
ex-LNWR ‘Coal Tank’ No. 58926 and G2 
49395(as 49121) re-enacted the 
Stephenson Locomotive Society’s special, 
which ran on the Abergavenny – Methyr 
line on January 5, 1958. The pair are seen 
at Llangollen station.     Richard Tremaine 
Below: on one of the lesser well-known 
Austrian narrow gauge lines, the Ybbstal 
line in the south of the country, quaint StB.1 
0-6-2T Moelln heads a special from 
Kienenberg-Gaming to Lunz am See 
through Holzapfel, near Lunz, on October 
10, 2004. Moelln was built by Kraus in Linz, 
Austria in 1898 and was the forerunner of 
the standard 0-6-2T design used on many 
Austrian narrow gauge lines.    Mike Page 
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