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EVENTS and ‘SPECIAL’ TRAINS 
 
Saturday 10 April: Norwich-Scarborough 2 x 47. 
 
Wednesday 14 April THE GREAT BRITAIN III: 60019 York-Kings Cross. 
 
Saturday 24 April: Norwich – Holt and return: 2 X 37. 
 
Tuesday 27 April THE BURY St EDMUNDS:  
70013 London Liverpool St-Bury St Edmunds and return. 
 
And the THE HOOK CONTINENTAL:  
London Liverpool St-Parkstone Quay  
70013: Liverpool St-Parkstone Quay, Manningtree-Liverpool St. 
 
Thursday 29 April: THE SCARBOROUGH FLYER: 
London Kings Cross-Scarborough. 
60019: Kings Cross-Doncaster-Scarborough-YorkEvening train). 
 
Saturday 08 May: THE CATHEDRALS EXPRESS:  
60163: Kings Cross-York and return. 
 
And THE WHITE ROSE: 46115: York-Leeds-Kings Cross. 
 
Saturday 15-May:  THE CORONATION: London Kings Cross-Edinburgh (one way): 60007: Kings Cross-York. 
 
Saturday 15 May: THE WHITE ROSE 
London Kings Cross-York: 46115: Kings Cross-York. 
 
Monday 17 May: THE CORONATION:  
Edinburgh-London Kings Cross (one way) 
60007: York-Kings Cross. 
 
Saturday 22 May: THE EAST COAST DIVERSION:  
London Kings Cross-York 
60019: York-Selby-Doncaster-Gainsborough-Spalding -Peterborough-Cambridge-Kings Cross. 
 
Friday 28 May: THE GREAT EASTERN EXPLORER: London Liverpool St-Norwich: 60163 Liverpool St-Norwich and return. 
 
Saturday 12 June: THE CAPITAL DELTIC: Preston-Kings Cross. Deltic 55022. 
 
FRONT COVER PICTURE 
A4 in the snow: 60019 ‘Bittern’ is seen on the Cathedrals Express to Norwich passing Milton crossing at full speed on the 
Saturday 19 December 2009 (Richard Hall). 
 
BACK COVER PICTURE 
N2 1744 seen near Highley on the Severn Valley Railway on September 26 .2009  (Ian Worland) 

 



 
Next meetings and outings planned for 2010 
 
Friday 9th April - Brian Sharpe: The Heritage Railway. 
Friday 7th May - Richard Hardy: Just Richard. 
 
Outings 
Saturday 1st May - Didcot Railway Centre, Didcot for the GWR 175 Gala’ - Fare £17.  
Saturday 12 th June - Statfold Barn Railway, Tamworth (including entrance fee) - Fare £25.   
Sunday 25 July -  North Norfolk Railway, Sheringham - Fare £17. 
Optional extra: Lunch on dining train - Cost £32.50. 
   

Editor’s ‘Rant’ 
 
At last, some will say, the winter appears to have finally gone by. I thought this issue’s cover should be a snowy one, and A4 
‘Bittern’ running through the ‘white stuff’ would be a good idea. 
 
East Anglia has seen a new transport development up and running: no, not the Guided Bus way (we should have been riding on it by 
2007 an early brochure tells me!) but the link between Sheringham (Network Rail) and Sheringham (North Norfolk Railway) opened 
officially on March 11. This link had been talked about for some 20 years yet took only three days to put in place! Well it is there 
and let’s hope we’ll see more trains cross it during this summer. I note the Government is keeping quiet on the topic of a ‘Barbeque 
Summer’ promised to us last year. The mild winter did not materialise either and Scotland had some record low temperatures. 
 
For many of us, the year started badly with news of the passing away in Eritrea on January 21 of CRC committee member David 
Theobald. He will be sadly missed by all his friends including Brent Hudson who had known Dave since Technical College days in 
the 1960s. Dave leaves behind him his wife, Barbara, two daughters, Emma and Lucy and two stepchildren Dean and Deborah. The 
Cambridge Crematorium service on February 22 was attended by, literally, hundreds to give him a good send-off into the 
‘roundhouse in the sky’. Retired USAF Colonel Don Woodworth, who had known Dave for many years, has written an obituary. 
 
For me, Dave became a close friend, spending every other weekend visiting the line side, preserved railways, overseas lines and 
enjoying Indian and Chinese food. As Don says, Dave left us doing what he enjoyed, gricing trains in foreign lands. 
 
In this issue we have stories from Derek Barham on the Cambridge-Kettering line, John Smith at Cambridge locomotive depot as it 
was and another ‘train spotter’s experience’ from me, this time in Shrewsbury in 1963. 
 
Mike Page 

 

 
70013 ‘Oliver Cromwell’ approaches Weybourne with the first through train from London Liverpool Street on March 11.                   (Chris Burton) 



Firing on the 
Cambridge to 
Kettering Line 
 
It’s 1959 and there were three trains 
scheduled each way, each weekday and it 
was never always ‘easy steaming’ as ex-
fireman Derek Barham relates. 
 
In 1959 there were three trains scheduled each 
way on each weekday along the former 
Midland Railway’s 47 mile Cambridge to 
Kettering branch, amounting to some 282 
miles of running. It was one of the last 
‘stamping grounds’ in the mid-1940s for the 
Midland Railway’s (MR) ancient 2-4-0s. By 
1959, usual power was the ex Great Eastern 
Railway’s (GER) J15 0-6-0s built in 1886 
onwards, the ex-London Midland and Scottish 
Railway’s (LMS) Ivatt Class 2MT 2-6-0s and 
the British Railways Standard 2MT 2-6-0s. 
But sometimes, a GER E4 2-4-0 stepped in 
too. 
 
Cambridge locomotive depot (the ‘loco’) lay 
between Devonshire Road and the station, with 
extensive yards, turntable and coaling plant. 
The first diagram to Kettering required the 
engine crew to be on duty at 05.35h to prepare 
a locomotive for departure at 06.40 as light 
engine to Ely. This engine would then work 
the 07.17 Ely to London Liverpool Street. 
 
The crew than had to prepare the engine for the 
07.25 Cambridge – Kettering. The duty 
required the enginemen to work the train to 
Thrapston, where they would change 
footplates with the London Midland Region 
(LM) men and work back to Cambridge. 
 
A second Cambridge diagram required the 
crew to report for duty at 11.10h and work the 
11.27 Cambridge – Kettering and return with 
the 14.10h Kettering – Cambridge. The crew 
would then work the 16.55h Cambridge – 
Kettering as far as Kimbolton and change 
footplates there with the LM men to arrive 
back in Cambridge at 19.20h. This was a long 
mileage turn for the Cambridge crew. 
 
Now it is Monday, February 2, 1959, and 
Driver Chris Easy and Fireman Derek Barham 
are working the first diagram, having signed 
on at 05.35. They prepare B1 4-6-0, 61314 for 
working light engine to Ely, and then turn their 
attention J15 65451 for the 07.25h to 
Kettering. We left the shed to stand with the  

 
 
 
 
 
 
 
three-coach train to steam heat it while we eat 
breakfast. The run to Chesterton Junction was 
downhill, where we took the ‘loop line’ for St. 
Ives, which was all uphill work to Histon. The 
locomotive was not steaming as well as normal 
and was not responding to the harder work 
needed. We struggled along to St. Ives and 
onto the Huntingdon line not doing at all well. 
 
We arrived at Huntingdon East with the 
boiler’s water level in the ‘bottom of the nut’ 
of the gauge glass and we only had 45 lb/in2 
(about 3 bar) on the steam gauge. There was 
also only 21in of vacuum. We could not 
proceed on such low boiler pressure and we 
had stand for 20 min to build up the water 
level and boiler pressure (commonly known as 
a ‘blow-up’). 
 
We finally left Huntingdon, running downhill 
alongside the Great Northern (GN) main line, 
to pass under it, to call at Buckden, Grapham 
and Kimbolton. We arrived in the same state 
as we were at Huntingdon. We had a clean, 
red-hot fire on the firebars in the firebox, yet 
she was still not steaming properly after 20 
min for a ‘blow-up’. So, we departed for 
Raunds and Thrapston and arrived at 
Thrapston in the same state as at Huntingdon 
and Kimbolton! 
 
We advised the Midland Region men of 
65451’s situation and we were very pleased to 
see the back of that loco as we took charge of 
78020. But the fun had not ended! The 
Standard 2MT had stood for an hour with the 
dampers closed and we left Thrapston over one 
hour late. As we climbed up to Raunds the fire 
was not responding to the dampers being 
opened and again we were struggling as we 
approached Raunds. 
 
We left for Kimbolton but we only got as far 
as Kimbolton distant signal when the brakes 

J15 65451  leaves Huntingdon East with a 
transfer freight for St.  Ives on March 3, 1955. 
(Eric Sawford – The Last Days of Steam in 
Cambridgeshire) 



applied, owing to the low boiler pressure. Now 
it was an awkward situation, but the guard was 
a rulebook specialist and he knew we had the 
staff ticket. It meant that another train could 
follow with the train staff. So he decided that 
we should protect our train with detonators. 
But we advised him that that we could now 
proceed to the station and so be protected 
within station limits, so this we did. 
 
At Kimbolton we stood for 20 min as we 
attempted to crack open the clinker, which was 
blocking up the firebars, to get the fire to 
respond. We thought if we could fill the boiler 
to three-quarters of the gauge glass and bring 
pressure up to 180 lb/in2 (about 13 bar) we 
could make it on the downhill run. We thought 
we would have been OK, but in the event, we 
only got as far as just 250 yards short of the 
level crossing at St. Ives. So we stood there as 
did long lines of traffic on the road! 
 

 
 
 
 
 
 
 
Chris Easy, my driver, was known as ‘Easy by 
name, easy by nature’. He decided to leave me 
in charge of the train and walk to the signal 
box (no mobile ‘phones in those days!) to 
advise the crossing gatekeeper to open the 
gates to free up the road traffic. He told me 
that when pressure had built up to draw 
forward to the crossing and pick him up and 
then proceed on to St. Ives station. 
At St. Ives, the idea was to detach 78020 and 
replace her with the goods pilot, J15 65457. 
 
This we did and the next stop hopefully would 
be Cambridge. But going ‘tender first’ on a 
cold February morning was no picnic!  We 
arrived about 12.05h and had to get the waiting 
11.27h away to Kettering as soon as possible! 
To do this, we had to use the Mildenhall 
Branch’s afternoon loco, the then last 
remaining E4 2-4-0, 62785. We departed 
almost an hour late at 12.10h. 

The fun continued: 62785 managed to develop 
a hot big end (connecting rod big end bearing) 
before it reached Kettering. So 65451, still in 
the same condition as earlier, was turned out to 
work back with the late-running 14.10h 
departure. We arrived at Cambridge in time to 
let the 16.55h to Kettering depart with 78020. 
78020 had earlier worked the pick-up freight 
to Cambridge from St. Ives. 
 
The day’s problems were not over yet. When 
78020 reached Kimbolton, where engine crews 
were changed, 62785 was on the Cambridge 
train and was still in trouble! Also, as the train 
staff was still at Thrapston we had to wait for 
its arrival. The ‘big end’ bearing on 62785 was 
treated with thick lubricating oil, but it gave 
out altogether between Histon and Girton and 
the loco and train had to be hauled into 
Cambridge. 
 
It was a bad day for the Kettering line and 325 
min of lost time had been run up for the three 
round trips. It was considered to be something 
of a record for lost time, but we could not do 
anything about it, nor was it anything to be 
proud of. 
 
As for the locomotives, the sorry tale follows. 
65451 – she had a bad blow in the smokebox, 
thus disturbing the smokebox vacuum level 
she should have created. Without smokebox 
vacuum the engine could not steam properly. 
Boiler pressure should have been 160 lb/in2 
(say about 11 bar). 
 
62785 – this poor old girl was not used to such 
heavy work, particularly on the Buckden – 
Kimbolton stretch and so on. 
 
78020 – these engines were normally well 
maintained by the Kettering men as that 
depot’s other 2MTs were (boiler pressure 200 
lb/in2 or about 15 bar). 
 
The regular J15 for the Kettering job was J15 
65390, but she was not available on February 
2, with the dire results that followed. The J15s 
were powerful engines, though only having a 
small boiler. But to run 65390 without an 
injector working would have been asking for 
trouble! But, trouble we got anyway! 

 

The afternoon train from Kettering to 
Cambridge has arrived at St. Ives on August 
25, 1954. (Eric Sawford - The Last Days of 
Steam in Cambridgeshire) 

The Cambridge-Kettering route was opened in 
sections, such as Cambridge to St.Ives in 1847 
and Huntingdon to Kettering in 1866.  The line 
closed in sections too, such as Kettering to 
St.Ives in 1959 and St.Ives to Cambridge in 
October 1970. The guided busway revival has 
yet to happen, maybe this year?  - Ed. 



Working through the 
‘Links’ at Cambridge  
 
Continuing his memories of footplate working from 
Cambridge, John Smith describes the practices of working 
through the ‘Links’. 
 
Right from the start, as an engine cleaner, it had become clear 
to me that ‘seniority’ meant an order of rank and status in how 
your working life would become planned, if you had intended 
that the railway and working on the footplate was to be your 
chosen life’s career. 
 
At the beginning of working in the loco, I learnt that there 
were many ‘Links’ to progress through. There were ‘Rosters’ 
and ‘Spare Turns’. There were ‘Pilot Links’, ‘Branch Goods’, 
‘Mainline Goods’, ‘Branch Passenger’ and ‘Express’ links. 
There were other passenger ‘Links’ too involving the 
Bletchley and Kettering routes. 
 
Then there were the ‘Volunteer Links’, such as the ‘G.N. 
Link’ and the ‘Royal Link’, for which drivers volunteered to 
enter. Once in these ‘Links’ they did not come out and 
followed a promotional path. 
 
The ‘prestigious’ Link I guess was the ‘Royal Link’. The four 
drivers in this link were the ‘Royal Train’ drivers when the 
Royal Train was booked to run. The drivers took turns, one 
after the other, as required. The firemen in these links worked 
them as promotion in seniority decreed. 
 
The four ‘Royal Drivers’ were respected and referred to as a 
‘Royal Man’. I recall one driver at Cambridge had had an 
article written about him: ‘Driver Tom Nightingale of 
Cambridge – Royal Engine Driver Driving His Majesty. Tom 
packs his bags with his jam and banana sandwiches in his 
lunch box and is ready to go…’ The article appeared in the 
‘Picture Post’, or perhaps it was in the ‘Everybody’s’, anyway 
it was featured in one of them. Tom often got his leg pulled 
about those jam and banana sandwiches! 
 

Of course, with drivers having their own regular passenger 
engines, the loco foreman had to make sure that he was aware 
of which shift a particular driver was on, so that the driver got 
his ‘own’ engine. 
 
In ‘Link’ working, the links were for a driver and fireman to 
be booked on with each other until such a time that either the 
driver or fireman were promoted to the next Link as 
‘seniority’ advanced them forward. 
 
Briefly, the top link for a fireman to reach was the ‘Express 
Link’. When you were top of this link, then the next forward 
promotion would be to driver. One could have been with the 
same driver for five or six years before promotion came and 
many firemen did have quite a few years with the same driver. 
 
Give a thought here, if you think about it, it wasn’t all ‘nice 
and rosy’ if you didn’t get on well with your ‘mate’. On 
occasions, it was known that some firemen left the service as 
they couldn’t work with someone having a ‘cantankerous’ 
nature and there were a few of these characters at most depots. 
 
Now, going back to the beginning of this story, when I started 
cleaning locos, we found that we were some engines more 
than others. Freight engines rarely got cleaned, while most of 
the express passenger engines got a regular ‘once over’. 
 
Two engines stood out and were cleaned regularly. They were 
the B2s 61671 ‘Royal Sovereign’ and 61617 ‘Ford Castle’. 
These were the ‘Royal Engines’, one scheduled and one the 
‘standby’. These engines were certainly ‘fussed over’, were 
cleaned most weekdays and always looked ‘spick and span’. 
 
Kings Lynn also had its ‘Royal Engines’: D16/3 4-4-0s 62614 
and 62618. These engines covered the Royal Train operation 
from Kings Lynn to Wolferton station on the Hunstanton line. 
Wolferton was the closest station for the Royals going to 
Sandringham. 
 
My own first ‘regular engine’, when I was in the ‘G.N. Link’ 
was B17/4 4-6-0, 61652 ‘Darlington’. I had eleven months in 
this link, which was a happy time for me. 
 

 



A visit to Shrewsbury in 1963 
 
Shrewsbury in the 1950s used to offer an incredible 
variety of locomotives from the Western and London 
Midland regions. These could range from ex-Cambrian 0-
6-0s, ‘Dukedog’ 4-4-0s through to ‘Princess’, ‘Duchess’ 
and Britannia Pacifics. The scene had changed drastically 
by mid-1963, writes Mike Page, but there was still variety. 
 
Before dieselisation began to appear in the Shrewsbury area, 
from 1962 or so onwards, the only hint of any modernisation 
had been some diesel multiple units from the Wolverhampton 
area (such as 116s). Many local trains on the Hereford, 
Chester, Crewe and Bridgnorth lines were still firmly steam-
hauled as were the cross-country trains to Aberystwyth and 
Swansea. 
 
The ‘Manor’ 4-6-0s reigned supreme on the ‘Cambrian Coast 
Express’ to West Wales, while ‘Castle’ 4-6-0s held sway on 
the Manchester-Cardiff/Plymouth and Birkenhead to 
Paddington trains. It was only in 1960 or so that the ‘King’ 4-
6-0s were allowed west of Wolverhampton after some 
strengthening of a viaduct at Shifnal. ‘Kings’ had also been 
cleared for two years or so to work on the Welsh Marches 
joint LMS/GWR route from Newport through Hereford to 
Shrewsbury. 
 
Engine changes at Shrewsbury itself could witness an ex-
Crewe works ‘Duchess’ handing over to a Llandore ‘Castle’ 
on a NE to SW express. A ‘King’ would hand a Paddington-
Birkenhead train over to a ‘Castle’, ‘Hall’ or ‘Standard 5’ 
from Chester. While all this was happening, a Wakefield 
‘WD’ 2-8-0 might be creeping round on a back goods loop 
road while a ‘4100’ tank would be waiting in a south bay on 
the west side with a train for Bridgnorth. The bay platforms on 
the south side also held trains for Stafford (usually a ‘Black 5’ 
or a ‘Fowler’ or ‘Stanier 2-6-4T) and Wolverhampton (a 4100 
or 5100 2-6-2T) and possibly a ‘Dukedog’ on a local to 
Machynllech. 
 
The Crewe-Shrewsbury line was also a ‘running in’ route for 
locos from Crewe works, so trainspotters would eagerly await 
the sight of a new ‘Britannia’ or ‘Clan’, a Polmadie 
‘Duchess’, a Carlisle ‘Jubilee’ or the latest rebuilt ‘Scot’ or 
‘Patriot’. 
 
These delights continued into 1960, though some of the 116 
DMUs from the recently dieselised  (1957) Western Region 
routes around Birmingham (Snow Hill) and one or two ‘Inter-
City’ DMUs on Cardiff workings had made their presence 
felt. There were always the ex-GWR diesel railcars, such as 
Stourbridge Junction’s W8W on off-peak Bridgnorth line 
workings as well as one of the two of the ex-GWR ‘express 
parcels’ railcars like Tyseley’s W17W, often towing a GUV, 
to be seen coming in from Birmingham. 
 
The real changes began in 1960, when English Electric ‘Type 
4’ (40) diesel electrics began to appear on the NE-SW cross 
country trains, and in early 1962 when the Western region 
‘Western’ diesel hydraulics began running on the Birkenhead-
Paddington trains. Though it was some time, in fact, right to 
the end of the Birkenhead-Paddington services in mid-1967, 
before steam locos disappeared completely from the 
Shrewsbury-Chester workings. 
 
 

 
 
 
 
 
 
 
 
One could say that 1963 was right in the middle of the 
transition from steam to diesel workings at Shrewsbury. One 
never really knew what to expect on trains from any of the 
routes, though diesel replacement was not so common on the 
Paddington workings. 
 
A typical day was on Saturday May 25, 1963, when I took a 
40-hauled Manchester train from Wolverhampton (High 
Level) to Stafford to change there for a trip along the Stafford-
Wellington-Shrewsbury line. There was little steam about 
around Wolverhampton’s Midland Region lines, I noted 
48065 (Burton-on-Trent) and 48742 (Edge Hill) in the sidings 
as we approached Stafford station where a ‘Jinty’, 47665,  was 
still in command of shunting in the down yard. 
 
As I detrained, I was fully expecting to see only diesels on 
West Coast mainline expresses. Happily I was proven to be 
wrong as suddenly from the north, Wigan Spring Branch’s 
46168 ‘The Girl Guide’ appeared with a heavy 
Barrow/Workington-Euston train, with its brakes on for the 40 
mph speed restriction around Queensville curve at the junction 
at the south end of Stafford with the Wolverhampton route. 
That was nice! I’m sorry, but I was very anti-diesel then, so 
did not note down the 40s passing through! 
 
On one of the roads at the almost empty Stafford shed, to the 
east of the platforms at the north end was what looked to be 
quite a presentable ‘Jubilee’ next to a ‘WD’ 2-8-0. The ‘WD’ 
came out first and proved to be quite a stranger: Wakefield’s  
90068, which moved on into the down yards. Then 
Shrewsbury’s ‘Black Five’ 45406 backed out, which 
presented itself at the head of the four Stanier corridor coaches 
to form the 1.15 pm calling all stations to Shrewsbury. 
 
The timetable called for no fast running, so we ambled out 
around the sharp eastwards curve past the quiet-looking 
Bagnall locomotive works. The trip was a pleasant one 
through relatively flat farmland. The only large sidings to be 
seen served the large military depot at Castle Donnington, 
which had its own diesel shunters. Then the trip remained 
very rural until we approached the sidings on the south side 
serving a junction with an ex-LNWR branch to Coalport. In 
1963, a GW pannier tank from Wellington would saunter up 
there with a couple of wagons and a few cattle trucks.  
 

Kidderminster’s 41XX 2-6-2T drifts through the centre road at 
Shrewsbury with a light freight from the Severn Valley line. A 
Swindon ‘Cross Country’ DMU waits in the bay tn the left . 
Station roof removal has begun.                          (Mike Page) 



 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
The sidings also received wagons from my then employers, 
GKN Sankey, at its Hadley Castle works. I started there in 
early 1963 as a trainee production engineer in the wheelshop, 
which still shipped out car, truck and tractor wheels by train. 
The transport manager had told me that 40 or more wagons a 
day used to be dealt with in Sankey’s works’ sidings until BR 
had abolished the ‘wagon pool’ in Wellington in late 1962. 
Before then, the Sankey (and other local industries) transport 
manager could ask for more wagons and get them the same 
day. The pannier tank had only to run the four miles or so to 
Wellington to pick any up. But now, the manager had to pre-
order them to be brought from Shrewsbury, which could take 
three or more days, so three-quarters of the rail shipments 
were transferred to road! 
 
Any road up, we amble into Wellington, which had recently 
lost its Much Wenlock and Whitchurch services, so the small 
shed by the station now only housed pannier tanks. Over 90% 
of locals on the Wolverhampton line were DMUs. So on we 
went, with ‘Bengal’ picking up some nice speed now, as the 
intermediate stations to Shrewsbury had recently been closed. 
 
Slowing past the yards on the Wolverhampton line, we see 
Oswestry’s ‘Standard 4’ 2-6-4T 80097 shunting coaching 
stock while Croes Newyyd’s Ivatt ‘Mickey Mouse’ 2-6-2T 
41202 is coming around the curve from the west with a pick-
up freight. Our Black Five slows into one of the bays, the train 
wheels roaring on the bridge, which carries the south end of 
Shrewsbury station over the River Severn. We note that 
removal of the overall roof of the station was under way. It is 
a dull day and one has to hope it won’t rain! Waiting in the 
station is Machynllech’s clean and green 7819 ‘Hinton 
Manor’ with the down ‘Cambrian Coast express’, and she 
departs a few minutes later. 
 
Once 41202 has cleared, one of Shrewsbury’s ‘Big Prairies’, 
4114, drifts by with a short transfer freight followed by a 
‘Hall’, Gloucester Horton Road’s 6995 ‘Benthall Hall’, with a 
very full troop train. The ‘Hall’ comes off, while some of the 
soldiers make a dash for the buffet. Waiting at the north end, 
around the curve to Crewe, is Crewe South’s 45021. The 
engine change is smart, not giving the soldiers the time they 
wanted. 45021 is ready to go, while Aintree’s 45323 creeps 
around the curve with a fitted freight. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Once 45021 has departed, the stock for the southbound ‘Inter-
City’ with six all brown and cream Mark 1 stock arrives from 
the carriage sidings on the Chester line with Oxley’s 4923 
‘Evenley Hall’. The ex-GW locos still carried number and 
nameplates at this time. 4923 would hand the ‘Inter-City’ over 
to a ‘Western’ waiting at Wolverhampton Low Level with 
more coaches and a dining car. 
 
Before 4923 departed, 80078 (Croes Newydd) arrived with a 
local from the Chester direction, while Shrewsbury’s Standard 
Class 3 2-6-2T, 82006, has backed onto four coaches in a 
south bay to form a train to go via Bridgnorth to 
Kidderminster. Then  Shrewsbury’s  Jubilee ‘Bengal’ comes 
into the station on the centre road and waits at the signals. 
 
So, it’s late afternoon and we still have not seen a diesel. 
Well, here’s one now: although Laira’s green D865 ‘Zenith’ 
arrives from the Welsh Marches hiding behind Cardiff 
Canton’s 6939 ‘Calveley Hall’. This Cardiff-Liverpool, 
arriving about 4 pm, looks no heavier than usual, about 11 
coaches, so maybe D865 was not too happy. Once the train 
has halted, 6939 uncouples and moves off to a spur on the 
Chester line. 
 

 
 
 
 
 
 

Rather late, A Cardiff-Liverpool arrives with 6939 ‘Calveley Hall’ piloting D865 ‘Zenith’. Including 6939 there are four steam locos going about 
their business. On the far left is Oxley’s 4923 ‘Evenley Hall’ with the empty stock for the ‘Inter City’ and Carlisle Upperby’s ‘Black Five’  
45323. On the right,  Croes Newydd’s ‘Mickey Mouse’ Ivatt 2-6-2T, 41202, awaits its next job on this dull late afternoon.              (Mike Page) 

Shrewsbury’s ‘Jubilee’ 45577 ‘Bengall’ has taken over the job of 
piloting D865 on to Crewe where, presumably, an ‘E3000er’ will 
take over for the run to Liverpool.                             (Mike Page) 



Surprisingly, perhaps, ‘Bengal’ now moves forward and backs 
down to couple with D865. Both engines acknowledge the 
guard’s ‘right away’ and move off around the curve. Then 
82006 departs for the Severn Valley line, as seen on the right. 
 
 
More freights are appearing now on the up passing loop. First, 
Chester’s 73040 heads a fitted freight to Wolverhampton 
followed by Llanelly’s 48761 with a mixed freight for the 
Central Wales line, while Worcester’s 6836 ‘ Estevarney 
Grange’ approached the station from the SW with a fitted 
freight.  Another ‘Warship’ approaches from Crewe. It is 
Plymouth Laira’s green D812 ‘ Royal Naval reserve 1859-
1959’ arriving with a Manchester-Plymouth at about 5.15 pm. 
D812 departs and then Swindon’s 5955 ‘Garth Hall’ comes in 
with a Paddington-Birkenhead. It is all go! 
 
During the remaining 70 minutes or so 80100 of Shrewsbury 
backs into a south bay with an all stations train toSwansea. 
here is a Liverpool-Cardiff due now, and it appears with 
Crewe North’s clean, red 46256 ‘Sir William A. Stanier FRS’ 
The puzzle is, there is no engine change, and ‘Sir William’ 
moves majestically out over the complex crossings to head 
down the Welsh Marches. One supposed that there would be 
an engine change at Hereford or Pontypool Road. 
Other trains seen include Shrewsbury’s 73036 on a local to 
Wolverhampton, a 2800 class 2-8-0, Banbury’s 3850, 
following with a freight and Machynllech’s 7828 ‘Odney 
Manor’ appears with a local off the Welshpool line. A chime 
whistle is heard in the carriage sidings on the Wolverhampton 
line and it proves to be Shrewsbury’s 73025, which backs in 
four Stanier coaches into one of the south bays to form my 
return train to Stafford. As we await departure, Bletchley’s 
73039 approaches from Crewe on the back line with an up 
freight. 
 
So 73025 gives us a chime whistle melody as we pull out 
around the curve for Wellington. Not many Standard 5s had  
kept their chime whistles by 1963. Locos up to 73089 all had 
had chime whistles to begin with. We pass Crewe South’s 
45494 heading towards Shrewsbury with a fitted freight. 
There is nothing else of note until we reach Stafford. Parked 
alongside the shed are two Jinties: 47478 (Wolverton Works) 
and 47518  (Barrow!), which I guessed were on their way for 
scrap. Wigan’s 90183 stood in steam in the shed yard with 
45035 (Patricroft). 

 
 
The 30-minute wait at Stafford for a train back to 
Wolverhampton produced Aston’s 45322 on an up  special 
followed by Bescot’s 45410 on a ‘Life Boys Special’ as 
indicated by a large decorative circular headboard as big as 
the Black 5’s smokebox door!  I moved over to the main up 
platform 1 to wait for my train. Steam appeared beyond the 
bridge at the north end, followed by a lengthy wail of a chime 
whistle. It was Crewe North’s 70053 ‘Moray Firth’ with a 
through relief for Euston chased a few minutes later by Crewe 
North’s 44762 on a returning football special. Then just as I 
was beginning to wonder where all the Type 4’s were, my 
train also proved to be steam. It was no less than Longsight’s 
46149 ‘The Middlesex Regiment’ on the Manchester-
Birmingham. Well that proved to be a very satisfying end to a 
varied day! 
 
In retrospect, among the 14 different types of loco seen at 
Shrewsbury the Standard 4 tanks had all been recently ousted 
from the Tilbury lines in London, while the GWR/LMS mix 
of engines – as seen in quantity at Shrewsbury – had not really 
changed. The trains with the ‘Warships’ would have been 
‘Castle’, ‘County’ or ‘Britannia’ engines 12 months before. 
As for 46256, one wondered whether he had replaced an 
ailing ‘Type 4’, as normally, a Duchess would come off at 
Shrewsbury. So that was Shrewsbury in May, 1963 before 
things really began to change 

 
 
Derailed D16 – Circle Line 100 
 
 
Dear Editor, 
 
The derailed D16/3 could be Kings Lynn’s 62575 and the driver was also from Kings Lynn. This loco was withdrawn and condemned on 
September 29, 1957, so it could be assumed that the incident occurred in the Spring or Summer of 1957. The location was the old ‘Gas Siding’ 
buffer stops, which had been overrun. Unseen by the loco was the down main line, but the up main line and up Newmarket line can be seen. 
Beyond was Coldham’s Lane North Yard where the diesel depot now stands. 
 
To the left of the loco was the gatehouse bungalow and the Coldham’s Lane road bridge (unseen) while to the right would have been the 
Cambridge Gas Work’s siding where loaded coal was discharged and taken by road to Newmarket Road Gas Works (steam lorries were used 
when I was a youngster). Under the loco would have been the turnout from the Gas Siding to the down main. The Gas Siding is now the loop 
where steam specials are now watered. What were the Co-oP, allotments and the Gas Siding yards are now covered by the Beehive Centre - 
Derek Barham. 
 



Tribute to David Theobald 
(1947-2010) 

 

By his friend, Colonel Don Woodworth, , 
USAF (Retired). 
 
Most people are privileged if they have one or two best friends 
in life.  My late friend Dave Theobald fell into this category.  
While others already have or soon will deal with the purely UK 
aspects of his life, I will take a different slant and deal with how 
I came to know Dave while a member of the American forces in 
the UK and how our friendship endured for nearly 40 years.   
 
I first met Dave at a meeting of the Cambridge Railway Circle 
around 1972 during the time of my first posting to RAF 
Mildenhall, Suffolk.  This happened through the courtesy of my 
friend David Coleman, then a British Rail guard (and CRC 
member) who invited me to a meeting after I had met him quite 
by chance while assisting BR authorities in the matter of an 
American serviceman who had become violent when attempting 
to board an Ely-bound train at Liverpool Street Station without 
paying a fare.  From this somewhat dramatic beginning, there 
began a friendship that lasted until Dave’s untimely death in 
January 2010 while gricing in Eritrea. 
 
Having always been allergic to morning, it was with trepidation 
that I answered a call from Dave’s wife Barbara at 0700 on the 
morning of Thursday, 20 Jan 2010.  From her voice, I 
immediately knew something was badly wrong – and I soon 
learned that my dear friend Dave had departed this life the 
previous day.  None of us leave this world alive, but Dave was 
at least blessed with the privilege of a departure in a style akin to 
that of the late Right Rev. Bishop Eric Treacy.  If there be steam 
trains in heaven, I would like to remember Dave with his 
infectious grin on the footplate of a “Streak” doing the 
proverbial ton out in the far reaches of our universe. 
 
Dave and I had become good friends by the time I left England 
in 1974.  When I was privileged to have a second posting to 
RAF Mildenhall in 1978, Dave and I picked up where we left 
off as if I’d never been away.  We remained the best of friends 
ever since.   
 
I had originally begun this remembrance as a record of the many 
gricing trips that Dave I had done.  While only a mere fraction 
of his overall total, when I reached the point of describing 16 
trips, I decided the narrative had become much too long for a 
chap that had worn out more passports in one life time than most 
people do in four - and thus decided upon another approach.   
 
My first excursion of note with Dave was one that we took to 
the German Democratic Republic in July 1981.  My wife Donna 
worried a bit as we planned our “steamy” expedition as she’d 
heard rumours about some of the things that went on in 
Germany, so she was much relieved with Dave’s assurance that 
all of our steam would have big round wheels and go chug chug.  
I have any number of wonderful photos of 4-6-2s and 2-10-0s 
from this trip but perhaps my favourite is not of a 
Dampflokomotive but of Dave, Peter Greatorex, and John 
Bramley-Brown in front of my  

 
 
house in Isleham upon return to the UK – the lot of us looking 
somewhat like vagabonds in front of John’s car with its 
shattered-windscreen - replaced by an AA emergency kit we’d 
had to apply just before leaving the DDR because of an 
inopportune hit by a piece of gravel.  It would be an 
understatement to say that HM Customs were highly suspicious 
of us upon debarkation from the Channel ferry – and perhaps a 
bit disappointed after totally pulling the car apart to find we 
indeed had “Nothing to Declare.” (-: 
 
Over the years between this first major trip and Dave and 
Barbara’s last visit to the States in December of 2007, we 
enjoyed at least 15 other visits – three by myself or with my 
wife to the UK and 13 by Dave (sometimes with Barbara) to 
visit the States.  A few highlights may suffice to illustrate the 
unfailing generosity of Dave and Barbara during our collective 
journeys.   
 
Anyone who has known me for more than 10 minutes knows 
that I love the UK as much as my own country.  In that vein, I 
used the eight years I was privileged to serve in the UK to visit 
every part of the kingdom that I could manage.  My wife and I 
would concentrate on things historical.  Independently, I would 
concentrate on railways and industrial archaeology.  By the time 
I’d finished my final posting in the UK, I’d covered 99.999% of 
BR’s passenger network – but there were still tons of things I 
still longed to do.  Enter Dave & Barbara –stage left! 
 
On trips back to the UK, Dave and Barbara always put on a 
maximum effort to find interesting places to stay and visit.  
Ordinary digs would never do when we could instead stay 
overnight in a lovely converted mill near the North Yorkshire 
Moors Railway or in Durham Castle near the Tanfield Railway.  
On another visit, Barbara wore out the Internet finding us 
splendid accommodation in the north to facilitate visits to 



Carlisle by her and my wife Donna (by train) and, in an unusual 
twist, a motoring trip to grice the Settle & Carlisle with Dave.. 
 
While seeing places and things was undoubtedly great fun, it 
was the people aspect of things that Dave always seemed to 
effortlessly arrange that most remain in my memory.  Without 
question, the highlight of my “people” memories is a trip my 
wife and I made in 2000 to Dave’s home in St. Ives.  I have 
always esteemed Mr. W. E. J. (“Bill”) Last and his wife Joan.  
The inevitably accommodating Brother Theobald, per previous 
request, arranged for lunch at a lovely inn, and to pick up Bill 
and Joan so they could join us there with Dave & Barbara.  It 
was worth every pound and pence to see Bill’s broad grin light 
up the room where we dined.  Thank you Dave! 
 
It would have been hard to improve upon this day but the ever-
resourceful Dave did so by arranging a special meeting of the 
Cambridge Railway Circle in order for me to do a slide 
presentation on American railroads.  A totally first-class touch 
was the announcement that appeared in the Cambridge Evening 
News.  Bill Last handled my introduction.  It was so eloquent 
without being overstated that it literally brought tears to my 
eyes, making me enormously happy to be back with my friends 
in Cambridge.  I later commented to my wife what an honour it 
would be if Bill were ever able to do the eulogy at my funeral.  
Not wanting to be maudlin, I also quickly commented that no 
matter how prompt one is in life, they always miss the nice 
things people say about them by just two or three days.  Moral:  
if you have someone that you like, let them know while they’re 
living.  That’s why I’m so glad I kept in close touch with Dave 
over the years. 
 
Dave's unfailing curiosity and zest for life came to make me 
almost as good a tour planner as him as I planned the many trips 
Dave (and sometimes Barbara and other friends) made to 
America.  There was almost no part of my huge country that we 
left untouched.  As all gricing and no side trips tend to make for 
dull boys, I would almost always plan a non-railway oriented 
side trip for our outings as well.   
 
Because Dave suffered from chronic “steam-itis,” we covered 
the well known Cumbres & Toltec, Durango & Silverton, and 
East Broad Top narrow gauge steam operations.  We also did 
standard gauge steam whenever possible.  For many years, the 
Norfolk Southern Railway operated a magnificent steam 
program using former Norfolk & Western J-Class 4-8-4 and A-
Class 2-6-6-4 plus other large steam locomotives from other 
former steam operators.  One of our most fun trips was behind 
the J-Class #611 stomping up the 4.7 per cent gradient of Saluda 
Hill in the state of North Carolina.  Our last great steam grice 
was in 2006 in when Dave, Mike Page, and me followed the 
Union Pacific Railroad’s great FEF-3 class 4-8-4 #844 some 
635 miles from Kansas City, Missouri to its home base in 
Cheyenne, Wyoming.  When we couldn’t find steam, or it 
wasn’t operating according to plan, we would end up 
photographing “diseasels” and Dave would whine (usually 
Merlot!) until steam again appeared on the horizon.   
 
On the cultural front, we visited many interesting places.  
Without doubt, the finest was world-famous Yellowstone 
National Park in the northwest corner of the state of Wyoming.  
Yellowstone lies on top of an active volcanic zone and seethes 
with huge geysers, scalding hot mineral pools, bubbling pots of 

hot mud and teems with wildlife ranging from bison to wolves.  
Friend Mike Norris, the “elder” in our group on this trip, was a 
delightful example of someone in his mid-60s acting like an 8 
year old, so excited was he to enter the park.  Tragically, Mike 
was severely stricken upon his return to the UK and lingered 
some four years as a complete invalid before his death.  I have 
no doubt that this sad incident coloured Dave’s approach to life 
in later years as he unceasingly travelled the world in search of 
steam and adventure.   
 
Dave and I always kept in close contact.  E-mail is a wonderful 
thing.  It obliterates time zones and distance.  Whether he was in 
China (so many trips he probably holds honorary citizenship!), 
Zimbabwe, or Burma, I always knew what he was doing or 
planning, always had wonderful photos of his exploits, and not 
infrequently had an article to edit on his behalf for the many 
publications to which he contributed.  It also made me feel like a 
member of his family with pictures regularly received of 
Barbara and darling granddaughter Josie.   
 
The range of Dave’s travels ultimately led me to do a 
calculation.  Recalling how fond the British are of their pets, I 
consulted a table that converts dog years into people years.  In a 
feat of mathematical prestidigitation, I substituted “Dave years” 
for “dog years” and calculated that Dave’s accomplished 
engineering background had actually enabled him to cram 261 
“Dave years” into his all too short 62 people years on earth.   
 
I am not ashamed to say that I cried on and off for the entire day 
on which Barbara had so kindly called me.  I miss Dave as I’d 
miss family and I was deeply honoured that Barbara had treated 
me like family.  Dave was a wonderful companion with whom 
to travel, a great photographer, and a great friend whom I shall 
dearly miss.   
 
Do not rest in peace dear friend.  Find a steam locomotive in 
God’s great celestial roundhouse and may you never run out 
of track.  Godspeed from your friend who misses you – Don. 

 

 
 Dave Theobald and Don Woodworth by the Union Pacific at 

Aiken Switch, Nebraska, USA, May 30, 2006 (Mike Page). 
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Thanks again, to this month’s contributors without whom our journal would not have appeared. 
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