
 
 

Western Locomotive Association e-Newsletter – November 2025 
 

51st Annual General Meeting 2025 Edition 
 

Welcome to your November WLA e-Newsletter and your monthly update on all things WLA.  
 
A busy October is reported in this month’s e-Newsletter, with the month starting off with a bang and The 
Severn Valley Railway Autumn Diesel Bash from Thursday 2nd to Sunday 5th October. Although this was an 
exclusively Class 37 event, the WLA Sales Stand did good business over the 4-day event – located on the 
Station Concourse at Kidderminster. 
 
A long-awaited event took place on Wednesday 8th when D1013’s “B” end bogie was moved over the pit so 
that we can get to work on the underside of the bogie and with a big push, have further NDT testing carried 
out on 31st October and then reassembly and made ready to go back under the locomotive. The bogie is 
booked over the pit until Monday 10th November – so it’s all hands to the pumps to get the work completed. 
Then we can start over again on “A” end!  
 
It was also a month when a number of behind-the-scenes meetings took place with a Board Meeting being 
held on Wednesday 8th October and then a Committee Meeting on Saturday 11th. These meetings are critical 
to the running of the Association, and especially so as we star to count down the days to our 51st Annual 
General Meeting on Saturday 15th November. 
 
As reported in this e-Newsletter, the focus has very much been on D1013’s “B” end so read on and find out 
what has been happening. 
 
This was month I was delighted to receive 12 of Jeremy Kirk’s excellent collection of photographs from 50 
years ago when he was out an about recording the run-down of the class. A taster is shown below, with 6 
pictures shared this month and another 6 next month. They really are excellent – and I encourage you all to 
share your pictures with me so that I can include in future -Newsletters. 
 

 



Back to D1013’s “B” end bogie and its move onto the pit, the two pictures below show the move taking place 
and show off the excellent work that has taken place so far – the bogie looks almost brand new! 
 

 
 

 
 

Read on for more pictures of the move and the subsequent work progressing. 
  



This month has also seen the launch of the Association’s YouTube channel – called WLA Westerns. It is very 
much in its infancy but will be used to share videos of everything that we do – and is very much all about life in 
the WLA and all the hard work that we do and the fun that we have along the way. It will also be used as a 
platform to promote our sales efforts and to help us in our fund-raising efforts. 
 
Please can I encourage you all to subscribe at WLA WESTERNS - YouTube 
 

 
 

As already mentioned, Board and Committee Meetings were held this month and much of what we discussed 
will be shared at the Annual General Meeting on 15th November. 
 
Some snippets of the information that will be shared are as follows: 
 

• This year, D1062 completed the running season with 100% reliability, covering over 2,200 miles on 50 
days of operating over a 5-month period. 

 

• With an average of 10 running days per month, keeping on top of maintenance and required 
scheduled exams was no mean feat but a big thank to all that made this possible. 

 

• The season wasn’t without its issues, but all were overcome, with specific focus on the on-going 
investigations into “A” ends transmission’s auxiliary lubrication pressure. 

 

• Going forward, our winter maintenance program will commence, and work planned includes an oil 
change in “A” end transmission and the locomotive’s air receivers are due their inspection this winter. 

 

• It is recognised that D1062 has put in sterling service since D1013 was taken out of service back in 
2009 and now is that time to being D1013 back into service and take the pressure off D1062 and 
allow her to receive some TLC. 

 

• So, the above reported move of D1013’s “B” end bogie over the pit is an important step, and it is also 
planned to move D1013 back into the TMD late November / early December so that work can resume 
on the locomotive. 

 

• Not forgetting D1048, investigations into the locomotives condition is ongoing and a full report will be 
made at the AGM, first steps however are very promising. 

https://www.youtube.com/@Westernlocomotiveassociation


So that’s it for this month’s introduction – time now to get into the detail. Let’s end with a taster of The Severn 
Valley Railway Autumn Diesel Bash, and some of the hardworking Sales Team see on the WLA Stand at 
Kidderminster. 
 

 
 

The WLA were also actively involved in leading Depot Tours across the four days of the event, Mr Bamber and 
Mr Simmons Jenkins seen below preparing victims for the next tour. 
 

 



In this e-Newsletter 
 
Features in this e-Newsletter include the following: 
 

• News from The Chair. 

• Notice of WLA 51st Annual General Meeting, 2025 

• D1013 – A Progress Update – A full report to be made at the AGM on 15th November 

• D1048 – A Progress Update – A full report to be made at the AGM on 15th November 

• Monthly News Updates – an update on all that has been happening over the last month. 

• Western Courier re-visited  

• Sales Team Update. 

• Whizzo Woods. 

• Membership News. 

• Book of the Month. (When a candidate is available) 

• Media Coverage. (Dependent on coverage) 

• Severn Valley Railway News – Running Dates & Events.  

• Members Forum & Gallery – where we hear directly from you, our WLA membership. 

• Closing Notes & Book Ends. 
 
Of course, the usual reminder - the aim of this e-Newsletter is to keep you up to date on all things “WLA” – 
what we have been doing and what is being planned along with anything else that we think you will find 
interesting. Your feedback and suggestions regarding what you want to see and read are important, so please 
do share, and please do not hold back!  
 
And please send in anything that you think will be of interest to your fellow members – memories, 
photographs, stories and articles - and help to keep this e-Newsletter alive and interesting and informative. 
 
 

  



News from the Chair 
 
Remember, Remember, the 15th of November!  
 
Yes, the WLA’s AGM is fast approaching and whilst we’re not anticipating any fireworks as such, it’s an 
important meeting for our members. 
 
You will probably know by now that we are proposing an amendment to our Articles of Association — 
specifically, to include D1048 Western Lady, and any other Western Class locomotive that may become 
available in the future. We will also be electing a new Charities Officer to join the WLA Committee. 
 
If you plan to attend the AGM in person, you’ll be able to vote on the day. However, if you’re unable to attend 
in person, please do take a few minutes to vote using the “Member Proxy Voting Form” which was issued out 
in our Courier magazine and also emailed out to you – it can even be downloaded from our web site at: 
https://westernlocomotives.com/notice-of-wla-51st-agm-2025-for-15-november-2025/ 
 
A considerable amount of time and effort has been spent on updating our Articles of Association and special 
thanks go to Ian Clayton and Jonathan Sandiford for all of their hard work on this, in addition to the hours of 
work taken by Board and Committee Members reviewing and fine-tuning the proposed changes. The work was 
brought about following the gifting of D10148 Western Lady, and so unless the locomotive was to be classed 
as spares, it was an opportune time to change the “Objects”, which first of all, required approval from the 
Charities Commission, before we could then propose all the changes to reflect the current business activities 
and structure of the WLA, within the requirements of the Companies Act 2006, (rather than 1985)! 
 
Incidentally, just because we’re proposing the changes to include D1048 and any other Western within our 
Objects within Schedule 1 (formerly the Memorandum of Association), doesn’t mean that we’re just about to 
acquire another Western! But it does mean that it reflects our title as being the Western Locomotive 
Association, before anyone gets too excited!  
 
Anyway, I’m conscious of the fact that many of you will have to sit through the Chairman’s speech at the AGM 
and so I’ve done my best to keep these notes as short as possible. If nothing else, on the day you will be 
treated to “A day in the life of the WLA and D1062” by Hellfire TV; now that has to be worthwhile watching 
and listening to!  
 
See you at the AGM!  
  
Roger Smith 
Chairman 
 

 
 

https://westernlocomotives.com/notice-of-wla-51st-agm-2025-for-15-november-2025/


 
  



 
  



 

 
  



 
  



 
  



 

 



 
 



 
 



 
  



 
  



 
  



 
 

 



 



 

 



 

  



D1013 – A Progress Update  
 
The next progress update / report will be shared at the AGM on 15th November 
 

D1048 – A Progress Update  
 
The next progress update / report will be shared at the AGM on 15th November 
 

 
News Update – October 2025  (All pictures supplied by Working Members) 

 

Wednesday 1st October 
 
Wednesdays are starting to be a very popular day for Working Members to attend the TMD and progress work 
– as can be seen in the first picture below with cleaning taking place on D1013’s leaf springs, which have been 
removed from the bogie. 
 

 
 
The crack on the first spring is serious, and a new spring will replace this one – we wonder how long D1013 ran 
with the spring in this condition? 
 
Preparations were also underway for the Autumn Diesel Bash were underway – and tables delivered to 
Kidderminster Station concourse. 
 

 
 

  



Thursday 2nd October to Sunday 5th October – The Autum Diesel Bash. 
 
It was an all Class 37 affair – so here are a couple of pictures to kick things off with D6948 standing at the 
platform at Kidderminster, looking great in green. 
 

 
 

 
 

  



For this are not fans of green, how about either Railfreight Grey as worn by 37 901, or a rather … blue! 

 

 
 

Let’s stick to Railfreight Grey and Green – under skies that warned of things to come        

 

 
  



Day 1 and the Sales Stand was ready for business by 8am, well maybe a little closer to 9am – with a remarkable 
group of young Sales Team members – from left to right – Julian, Mike, Mark, Paul, Dave, Peter and John, with 
Peter Watts of Pathfinder Rail Tours at the rear desperate to join the group. 

 

 
 
We were actively involved in leading Depot Tours across all four days of the gala, and due to the number of 
visiting Class 37 locomotives, space had to be found to store the home fleet, space being found in the carriage 
shed. The following pictures show the locomotives stored here, starting with 46 045. 
 

 



Also tucked away, the Diesel Traction Group’s unique Clayton locomotive. 

 

 
 

And nestled alongside the Clayton, again cared for by the DTG, the mainline certified D1015 Western 
Champion. 

 

 
 



And of course, it’s the Severn Valley Railway and so the line up would not be complete without at least 2 Class 
50 locomotives – 50 049 and 50 007. 

  

 
 

And a great opportunity to compare front end design – your votes please. 
 

 



Outside in the yard, bathed in glorious sunshine (before the arrival of the rain), the DTG’s Warship – 821 
Greyhound. 

 

 
 

Mandatory requirement for all Galas, the WLA Raffle – and the drawer is recorded being made below on 
Sunday 5th October. 

 

 
 

Winners being – 1st Prize Ray Yeulet, 2nd Prize Gareth Jones, 3rd Prize John Clark and yes, 4th Prize Jason Hood. 
Congratulations to all the winners and thank you to all that took part in the raffle, your support is appreciated. 
Our next raffle will be in the spring, but ahead of that at the start of the new year, our next Lottery. 



It wasn’t all fun at the Gala; the more hard-working and conscientious Working Members were busy at 
Bridgnorth on the Saturday preparing the new Thrust Brackets manufactured for D1013 and making then 
ready for transport to Buron on Trent for welding. 
 

 
 
 
Wednesday 8th October 
 
Back to business and planning for the following weeks work is underway, with the moving of D1013’s “B” end 
bogie to the Pit Road and associated shunting planned for Wednesday 8th. 
 
Once over the Pit Road, the initial objective is to give the bogie a thorough clean from underneath and get the 
bogie prepared for further NDT testing on 31st October. Of course, before being moved over the Pit Road, the 
road itself needs to be prepared with covers placed on the floor to make cleaning up afterwards much easier 
and getting the Pit Boards in place so that we have easy access all around the bogie. Also planned during this 
period is the replacement of the torque reaction rubbers. 
 
All of the above work and the re-assembly of the bogie and the refitting of the brake cylinders then needs to 
be completed by Monday 10th November when the bogie is due to be moved again. 
 
So, we start on Wednesday 8th with Alan Berck May at the controls of the first of the required shunting 
locomotives, in this instance 13201. 
 

 



With so much to move, even D1062 Western Courier was called into action, I am sure it didn’t take too much 
persuasion for Darren to fire up the locomotive. 

 

 
 

As can be seen below, the yard was full, and everything needed to be moved to allow the movement of the 
bogie from within the TMD from one lane to the adjacent lane. 

 

 
  



The first shunt was to pick up D1015, 2x Class 50s, 46 045 and the Clayton from CS6 and move them to the 
turntable road. 
 

 
 

 
 

  



D1062 is seen on the turntable with the other locomotives in tow. The Clayton was then removed from the 
consist by 23201 and both were temporarily stabled at the yard exit. The Clayton would later be moved into 
the TMD and positioned in the space vacated by D1013’s bogie. 

 

 
 
Minus the Clayton, D1062 proceeded to shunt the remaining locomotives to the end of CS6 where 46 045 was 
dropped off. D1062 then returned to the TMD Lane 3 to collect D1013. 
 
Meanwhile it was time to collect D1013’s bogie. 
 

 
 
 



Darren is seen connecting the bogie to the shunt locomotive. 

 

 
 
Prior to this, some human “force” was required to push the bogie up towards the shunter so that it could be 
hooked up to the shunter – Sally, Greg & Krystian seen doing the hard work! 
 

 
 
With D4100 now doing the hard work, the bogie is moved past D1048 and to CS6. 
 

 



Poetry in motion in the following three pictures. 
 

 
 

 
 

 



Now heading towards its final destination, the bogie is now seen passing Lady on the other side. 

 

 
 

 
 

The pit prepared and waiting… 
 

 



Nearly there… 

 

 
 

 
 

Finally in place and over the pit. 
 

 



With the bogie finally in place, it was time to start the hard work – although Mr Perry has mentioned that he 
had to then finish the mega shunt! – putting the Hydro Shunter and the Clayton into the TMD in Road 3, two 
Class 20s and D6948 were put into Lane 2 (blocking in our bogie), D1013 was returned to Lane 3 outside the 
TMD, D1015 and the two Class 50s were put nearer to the TMD in CS6 before D1062, work done, was put back 
onto CS6 and shut down. 
 
The final move was to swap around D821 and 13201 and finally park up D4100! 
 
Well done Mark , Alan and Roland for 6 hours of shunting. 

 
Something different to end, as it is not often that all three WLA locomotives are visible in one frame, but Sally 
managed to capture this image as D1062 was hauling D1013 past D1048. 

 

 
 

 
Thursday 9th October 

 
A big day at Bridgnorth and goodbye to the old fire and welcome to the new stove – now there can be no 
excuses for work not being done on time as it is too cold. 
 

 



Looking much better when lit, and wow, just look at that chimney stack, better than anything seen at The 
Vatican and ready for sending out messages from the Bridgenorth Team. 

 

 
 

 
 
  



Saturday 11th October 
 
A great turn our of Woking Members today at both ends of the Severn Valley with both D1062 and D1013’s 
bogie receiving attention at Kidderminster, and the new fire being enjoyed at Bridgnorth. 
 
The pictures below start with the activity at Bridgnorth where work was being carried out on cab switch plates 
amongst other activities. 
 

 
 

 
 

  



And of course, the VERY happy team enjoying the warmth of the new stove! 
 

 
 
With the bogie now awaiting attention, the instruction was clear – clean any areas that you can see and also all 
areas that you can’t see! 
 
Pictures follow give a good indication of the areas to focus on although we start with the rather misleading 
pictures from above. 
 

 
 



The following do show the task to be addressed, starting with the area around the torque reaction arms and 
rubbers. 
 

 
 

 
 
  



A nice view from below of “Old Oak Common” taken before the boys moved in. 
 

 
 

Seen here hard at work and not realising I was there with the camera. 
 

 
 
  



Once the realised I was there, it was all smiles! 

 

 
 
Not forgetting D1062, as some attention is required also on this locomotive  - drains need to be checked and 
cleaned in the Cooler Groups, the Air Intake Box drains and the Exhaust drains. 
 
The axle ends of both bogies also need cleaning of any surface rust and greasing – not forgetting the lesser 
accessible centre axles!  
 
D1062 also needs a clean before tarpaulins can be put on during the next dry day. 
 
Paul & Greg seen below cleaning out the drains. 
 

 
 



 
 

Meanwhile, in the containers, Alison was assisting Coop with the oiling of piston heads and wrapping in cling 
film ready for storage. 

 

 
 



 
 
 
Sunday 12th October 
 
More work under the bogie as it has to be all completed by the end of the month with Paul, Jack and Krystian 
present. 

 

 
 

  



It was a definite case of I can reach it from down here… 
 

 
 

….and I can reach it from up here. 
 

 



A great job done by all. 

 

 
 

 
 

 



Wednesday 15th October 
 
The plan for Wednesday 15th was to remove the centre Torque Reaction Arms and Rubbers, with the other two 
being removed over the next two Saturdays – 18th and 25th October. 
 
At the same time, the trunnions will be assessed and shimmed as required. 
 
One of the small Torque Reaction Arms is seen below being lifted out and then seen on the bench for cleaning 
and assessment. 

 

 
 

 



Also of note, the Thrust Pads have been returned from Burton following welding and are ready for refitting. 

 

 
 
 
Saturday 18th October 
 
Shifting attention to D1013’s engine, and fuel rails were cleaned up ahead of painting – now awaiting a brown 
top coat! 
 

 



 
 
Meanwhile, back to the Torque Reaction Arms with the remaining arms being successfully removed – giving 
access to the areas above and around them for cleaning ahead of NDT testing. 
 
A collection of Torque Reaction Arms – I am sure there is a name for such a collection? 
 

 
 

 



 
 

 
 

  



Work also started on the refitting of the lower brake cylinders. 
 

 
 

 
 
 
 
  



Finally, an assessment was started, comparing the old leaf springs removed from the bogie with new leaf 
springs, and their fitting to the bogie. 
 

 
 

 



Friday 24th October 
 
Further progress made by Sally with paint applied to the two centre wheels and further progress on the fuel 
rails. 
 

 
 

 
 
 

  



Saturday 25th October 
 
The team were busy at Bridgnorth testing the latest overhauled preheater – which fired up first time and ran 
perfectly, passing all checks, although there is some attention needed to the water pump and the magneto, 
and a coat of paint to be applied – then ready to be re-fitted to a locomotive as required. 
 

 
 

 
 

Meanwhile at the TMD, a final push and all areas that require NDT testing are now cleaned and prepared, this 
testing will take place on Friday 31st. 
 

 
 



Attention then swung to parts that need cleaning ahead of refitting, pictured below, and the refitting of the 
torque reaction arms- the centre ones being fitted first. 
 

 
 

 
 

 
 



Friday 31st October 
 
NDT Testing was performed, and the bogie passed all tests which is great news. Following the successful 
testing, an immediate start was made to painting the areas that had been cleaned prior to testing.  
Other items tested included the torque reaction arms and trunnions. The centre arms and trunnions were then 
shimmed and are ready to be refitted. The following pictures show the fantastic work that has been carried 
out by the Working Members involved. 
 

 
 

 
 

 



 

 

 
 

 
 



 
 

 
 

Whilst all of this work was being carried out, engines were barred over on D1062 and cooler groups cleaned. 
Work in the containers also continued as tidy and efficient storage is important to maintain. 
 
And to end this month’s report, the two remaining brake cylinders were refitted to D1013’s bogie, as well as 
bogie bracket and torque reaction arms, with new rubbers. Again, a final set of pictures show the 
professionalism of the work being completed. 
 

 
 



 
 

 



Western Courier 
 

 
 

The Last Daze of the Westerns, Michael Oakley. 
 
Night comes slowly in the “ Western” lands. It creeps unnoticed from the corners of the room to beset the eye 
with phantom contrast, so that thought misdeems the steady suffusion of the light outside. The flitting memory 
slows to ponder and to re-examine impressions and sometimes to change the judgement and perspectives of 
the preceding day. Impressions there are myriad of the recent years of British Rail, and judgements valid enough, 
but perspectives still intrude upon the thought. Are we ready even yet for a final examination of performance 
in the last days of the Westerns, or are the emotional blinkers still too strong for complete objectivity ? 
 
Let us at any rate make the attempt, remembering that had it not been for some measure of objectivity in the 
beginning, the first diesel-hydraulic locomotive on what is now BR - part Of the LMS shunting experiments of 
the 1930s - might never have been built at all.  
 
Certainly, it was in the spirit of objectivity that the first hydraulics emerged from the "'Pilot  Scheme" of 1955, 
long before the concept was poisoned by the jealousies of the 1960s, and it was with a substantial element of 
reaction to the real or imagined attacks upon them that the hydraulics simultaneously acquired their near-cult 
following among enthusiasts. 
 
But it is their last days, when the Westerns alone remained in service in any numbers, that are in my thoughts 
tonight.  These were the days when Western followers, me among them, collected perhaps more performance 
data than ever before about a class of comparable numbers. Some little of this has been published, often in 
dramatized but too  often in generalised form, and few attempts have been made by publication to analyse the 
substance of the drama in scientific detail — perhaps for fear that the drama will be obscured thereby. Or 
perhaps the fear of the night will be driven out by the knowledge of the morning, as in time we shall find out. 
 
What then is the dramatic nature of a locomotive performance ? Steam locomotive performance is by tradition 
largely a relative concept, knowing no final boundaries of output or of efficiency and subject to the infinite 
variety in which lies its beauty. This is the essential difference between steam (and to a lesser extent electric) 
performance and the performance of diesels, for diesels are bounded by absolutes on all sides, whence variety 
is replaced by the very different but not lesser beauty of symmetry as the main criterion. The failure of too many 
observers to adjust with this shift in values is responsible for most or all of the woolly commentary which has 
bedevilled the analysis of diesel performance throughout its history. 
 
Take as an example the first run in Table 1, made by a familiar member of the class towards the end of its career. 
By relative standards this was an impressive performance — a rapid acceleration, a long stretch of high speed 
such as no GWR steam locomotive ever achieved as a matter of course, and a start-to-stop average speed (after 
allowing for out of course delays at the end of the run) of 76.3 mph — and in the past too many commentators 



would have allowed themselves to be over-impressed by it. The fact is that diesel locomotives and modern 
rolling stock have considerably less resistance to motion than was the case in steam days, whereas the designed 
efficiency (horsepower output at the drawbar as a percentage of horsepower output at the engine) of the 
Westerns had a peak of 82% at Iow speed, and should not fall below about 60% as designed maximum service 
speed is approached. 90 mph on the level with ten coaches, however, these days requires only about 1150 hp 
at the drawbar, or about 42% efficiency from a Western, so D 1041 maintaining this speed involves nothing 
supernatural. What  need to be looked at instead is the brief section of the run where fuller power ought to have 
been in use, in the recovery from the stand at Reading. The acceleration from Twyford to Maidenhead on a 
continuous downgrade of 1 in 1320 in fact is worth an equivalent drawbar hp of only 1433 at 85% mph, which 
falls a little short of symmetry with the rated performance of a 2700 bhp locomotive. 
 

 
 
Nothing more was needed to keep time on this occasion, so possibly the locomotive was not being driven hard 
any way. But there are many instances on record where the symmetry of the speed curve with the gradient 
profile does indicate a consistently flat-out run, and sometimes unfortunately to no better effect. The second 
run in the table is an example of this with another locomotive past its prime; in this case the edbhp for the same 
acceleration was only 1290 at 77 mph and falling rapidly as speed increased, so that the modest upgrade of 1 in 
1640 to Hayes sufficed to prevent full speed being reached at all. 
 
By comparison the third run in the table features nothing more distinguished than somebody else's cast-off class 
31 on a lightweight Worcester train, but one which was functioning adequately to beat the Western from 
Sonning to Sough. In this case the edbhp past Shottesbrook was 910 at 79mph for an efficiency of 62%, which in 
any diesel-electric running at a speed above the point where electrical unloading of the motors begins is not to 
be despised. 
 
The down run could similarly expose a locomotive not running well. Most Westerns with an average train would 
still storm over the slight rise to Hayes at 80mph or so and be able to run at near enough full speed the rest of 
the way to Reading for nobody to be much the wiser. But there was  painfully little in reserve much of the time, 
and with the heavier trains runs like the one in table 2 were to become a frequent occurrence. In this case the 
edbhp was 1320 at 641/2 mph and fell away into unsteadiness as soon as the 80s were reached. 
 

 



Another problem was the sheer inconsistency of the things. The nature of the hydraulic transmission efficiency 
curve is such that it is relatively better than comparable electric equipment at the highest and lowest speeds, 
especially the lowest, and this is further complicated in the case of the Westerns by the fact that the middle 
stage of the three-stage torque converter had characteristics which did not precisely correspond with those of 
the engine in any case. In practice the declining Westerns were usually still so powerful off the mark that with 
their regular drivers they could get so far ahead of their rivals before Royal Oak that the difference overall was 
minimal. Nevertheless, some declined by a consistent amount, while others lost more at some speeds than 
others. Hemerdon Bank always seemed to bring out the worst in them in this respect, possibly something to do 
with transmission loss during the transition from the middle to the low-speed stage of the converter, or perhaps 
deterioration of individual converter stages in isolation. DI072 long exhibited the feature of weakness at low 
speed only, against the general trend, as shown by the run-in table 3. The 1 in 42 climb to Hemerdon pulled 
speed down even more rapidly than usual to a minimum of 21% mph and still falling, and the edbhp at 32 mph 
works out to 1500 only. Yet the same train was to pass Maidenhead at 89 mph, beating D1041 in Table 1 with 
two coaches less by an edbhp actually higher at 1535 at 82½ mph. 
 

 
But overall, there tended to be a sudden downhill slide by individual locomotives one after another before they 
dropped out and were scrapped. It was easy enough to nurse them against this on light trains out of Paddington, 
but summer Saturdays on the South Devon banks have done for many a helpless locomotive. At least the ability 
of the Westerns to run theoretically at full power down to a dead stand prevented them from ever inflicting that 
indignity on me altogether, unlike a certain class of diesel-electric I will spare mention, but often it seemed a 
closer thing than it probably was. In this case the problem at speed was adhesion, in which the cardan-coupling 
of the hydraulics' axles did not always compensate for their inherent lightness. Some drivers made the cardans 
suffer, but most would throttle back a notch or two once they got down to about 25 mph on the banks, so that 
everything at least kept relatively steady. An example of this is the run in Table 4, where D1015 with a full load 
dropped a quarter of its speed in the first mile of Dainton bank and nearly half of what remained in the second, 
which is steeper but not by that much. Clearly the driver had eased off towards the summit. The climb to Rattery 
was by comparison more consistent with the gradient profile, the edbhp output being about 1400 at 23 mph on 
both the gentler first mile and the second steepening to 1 in 47. 
 

 
 
  



Eventually things reached the stage where hardly a driver on the objective side of Newton Abbot would open 
out fully at all. This was all very well for lovers of Cornwall, but there were some sad disappointments elsewhere, 
and perhaps the greatest was the WLA railtour from Kings Cross to York. D1023 was provided, and in relative 
terms replied with a day of great variety which was duly enthused over as such, and indeed was the main 
inspiration for this 'article. Unfortunately, if I may be forgiven by the gentle  man who wrote to the Railway 
Magazine declaring that the window-hangers and corridor-marchers would have been better occupied 
contemplating the excellent performance of the locomotive, I have to state that the performance was, as a 
matter of objective symmetry, dismal. I have shown in Table 5 only the ascent of Stoke Bank, on which the first 
three miles of 1 in 200 continuously caused a fall from 79 to 73 mph. This gave an edbhp of 1469 at 76 mph, 
which was consistent with the attained 55-60 mph speeds on similar gradients throughout the trip. 
 

 
Only once the truth came out, when a permanent way slowing intervened and a recovery was staged to 57 mph 
attained on the last three miles of 1 in 178. The edbhp leaps up to 1826 at 491/2 mph — only to drop back as 
presumably three-quarters throttle running was resumed for the rest of the trip and sufficed for the 85 - 90 mph 
maxima on the level stretches and downhills. One expected something better of such an occasion. 
 
For me that was the end, and I left it to others to chronicle the 37 mph stagger up Brewham Bank of D1048 on 
the returning *'Western Lament", or the maudlin double headed drift on the final day. Yet one run proves 
nothing, and it is precisely because people have been trying to tell themselves otherwise that this article has 
been written. 
 
An alternative approach is the statistical analysis, which usually can be relied upon to prove more in proportion  
to its scope, and a brief one appears in Table 6. 
 

 
 
The West of England main line is not an easy one on which to make such a survey, owing to the dearth of long 
climbs on a constant gradient on which accurate assessments can be made. The actual section chosen is the 
Westbound climb to Whiteball, over a distance of 2 miles 14 chains on which it is close to constant. The actual 
inclination is in three sections, steepening from 1 in 90 to 1 in 80 and which I have taken at a nominal value of 1  



in 86. Horsepower outputs of only two minutes' duration can in any case be calculated only to an accuracy of 
perhaps 50 hp each way with certainty, and too much should not be made of individual figures; but averages of 
a large number of runs should reduce the margin of error in proportion, and I have shown each output to four 
significant figures for this purpose. The table also includes the necessary data for anyone who wants to check 
the calculations for himself. The runs in the table are from the last 21 consecutive logs I took of Westerns in 
service over the section, spread through a three-year period, •except that where two locomotives featured 
twice I have included only the better instance.  
 
The principal value of this kind of analysis is that it affords a reasonably direct comparison with rival types of 
locomotives. Whiteball Bank sees most of the main types of diesel and a selection of runs with them appears in 
the same form in Table 7. Here also the runs are consecutive apart from no locomotive featuring twice, but with 
the chronology spread wider to obtain a worthwhile number of examples. 
 

 
 
The three hydraulic runs are the best recorded with the respective classes towards the ends of their careers. 
The locomotives being less powerful, they are likely to have slightly lower efficiencies than the Westerns, but 
figures in the 60-70% range at this speed are not far short of what the same locomotives achieved in their prime 
and must be considered reasonable enough for their date. The North British Warship in fact was the best 
example I ever came across, not that that is saying much, but the Swindon variant had by this time worn away 
from the standards  set by the double-headers in 1969. 
 
The class 50 runs typify the renowned inconsistency of the class — though in fairness this has diminished since 
they first arrived on the WR. Also, I fancy that the last two runs may have been with traction motors isolated, 
for the class 50 motors are electrically connected in a series parallel arrangement; this means they can only be 
isolated in pairs, each pair reducing power output nominally by one third. On the other hand, I have made no 
allowance for the effects of electric train heating (around 26 hp per passenger vehicle), while the run of 50.011, 
which began with a partial failure, developed into an exceptionally good one on which 100 mph was very 
unusually attained against the grade at Twyford. 
 
The class 47 runs are similarly inconsistent, 47.171 being a moment's-notice requisition after a class 50 failure 
en route, while DI591 looks suspiciously  like one of the  examples which reputedly escaped derating in the 1960s. 
On the other hand, class 47 performance has been recovering some of its former sparkle lately, the ETH-fitted 
examples especially (and most inconsistently both ways), and the general standard always was best on the WR.  
 



The Peaks are, as always, the most intriguing of all. No comment is necessary on the class 46s, whose drawbar 
hp figures fall short by little more than they should do from their rated rail hp of 1960. But the class 45s, there 
is no getting away from it, do things which make no sense at all if we believe the official assertions that the class 
definitely has not been uprated to 2750 bhp. The fact remains that the best run in the table produced an hp 
figure of a good 200 higher than it should have been, which is  stretching most precariously the limits of what 
can be explained away by following winds and all the other excuses one hears from the self-appointed pundits. 
As with all the runs in this article, my efficiency percentages are calculated from the brake hps quoted in my 
little Ian Allan book at the time the locomotives were delivered (2500 the Peaks, 2200 the Warships, 2750 the 
47s, and so on) and are open to amendment if anyone prefers a more interesting version. 
 
Maybe we must now start to wonder how close the output settings of the Westerns were to the figures originally 
quoted, and whether they need amending as well. Certainly, it was rumoured around 1972 that D 1023 had been 
derated experimentally to 2300 bhp, though the York run suggests at least 200 more than that at its high spot 
on Stoke Bank. But there can be no amending the unfortunate truth which emerges from the comparison of 
Tables$ and 7: everything else simply left the Westerns in their wake and did so by a margin of something like 
20% on raw horsepower alone. This is the evidence of a broadside of 40 runs, which no amount of following or 
any other sort of wind is going to outface. Only one Western in the table got within 100 of the 2000 hp which 
should be par on this sort of course, while the average was lower than that of the worst class 46. It is not an easy 
task to try to accept this fact, even   as the shades around the days of our adulation are deepened by the shades 
into which their object may now be seen transformed. The temptation to retreat from it is great  even for the 
writer, no less than it will be for some of those who come to read. But it is one in which we must succeed before 
we can lay claim to the objectivity which is essential if diesel locomotive performance is to have the history it 
deserves in the future. 
 
And the reason why we must succeed is not for the sake of objectivity, of judgement, or of perspective, but for 
the sake of the Westerns themselves; for there are still those of us who can remember back before the dazed 
years to the too-brief days When things were as they should have been and Western performance was an 
experience of their glory. Slow it seemed at the time, but sudden now in retrospect, the vibrant morning of the 
new railway, when the Golden Stud ran the Hind for a season, and all the West grew in the sun.   
 
We laughed and were glad with them then and recorded too few of the runs that they gave us - but few enough 
for me to set just a little of this history to rights. Other trains there are on the Western Road — the Sleeper with 
its struggles and secrets, the Limited with its tourists and traditions — but the train for the performance 
connoisseurs was always the Hind. The run in Table 8 was made on it in 1971, towards the fading of the best 
years, and began on a grey dawn with a grey performance, as it seemed. The usual surge out of. the platform 
fell rapidly away to an unsteady drift down past the estuary and an ominous deceleration as the incline was 
struck. Another of the poor runs then  increasingly prevalent? In a sense, for the realisation came that this run 
was not just poor but was actually down to one engine and half the normal adhesion. And still we got up that 
vicious 1 in 42 and into the summit cutting at no less than 18 mph — an astonishing edbhp for the circumstances 
of 1031 at 32 mph. 
 

 
 
The trouble persisted for some while, and it was halfway up the twisting ascent of Dainton that the sudden surge 
returned and took us booming over the top at an uncomfortable no less than unaccustomed 37 mph. Then the 
sun came out again as we went storming through the cliffs and caverns, pressing hard round the curves, and up 
into Exeter like the Morning on wheels. The distance from Newton was covered at 60 mph average - a feat I 
have not equalled since. 



To my regret I had to leave the train at Taunton that morning, but the continuation thus far appears in Table 9. 
With it for comparison once again are some more recent runs by other principal types — a class 47 from the 
batch which once again are performing as they should, a class 45 from the batch which always did perform 
beyond reason, and the best example since transfer to the West of class 50. The gradient here is almost 
continuously adverse for 20 miles, steepening to 1 in 115, and yet was treated with something as nearly akin to 
contempt as I have seen the intermediate speed restrictions allow. The performances differed, as with the 
different characteristics of the locomotives they should, and the edbhp figures vary partly in proportion to the 
different speeds at which they were obtained, but this time the fastest over the top was the Western and in no 
uncertain  style. l' shall perform no Judgement of Paris between these runs, except to say that for all-round 
quality I have recorded little better on rails. 
 

 
 
For the best performances were always the performances made in the West, and thither we return on the last 
run,  in Table 10. The occasion was an incidental one: a summer Saturday evening on which I had missed an 
intended train elsewhere and so happened to travel instead from Newton to Truro to intercept the Eastbound 
night train. Few such journeys pass into record, but the locomotive was another old favourite, and its best days 
had not yet passed. A false start was made over Dainton, but this time Rattery Bank was taken as it should have 
been. The 1 in 47 was cleared at 30 mph. and the edbhp figure comes out comfortably over the 2000 mark where 
it belonged. 
 

 
Then on into Cornwall, where speed is not a criterion in itself but a living relationship with the twists and turns 
of that deceptive line. The shades were gathering by this time, but the falling sun still gleamed on the locomotive 
sides, veering ahead of the train as we pitched and climbed. Cornwall will be the last refuge of the performance 
connoisseur, for it is a hard run to time but worthwhile if you can do it. 50 mph average from Bodmin Road just 
to passing Lostwithiel might not ring from a distance, but without exceeding 64 it was to feel the acceleration of 
a very remarkable locomotive indeed. It was from a distance that I was forced to bid farewell to this run, though 
I left the station and walked on up the hill into the night, hoping to see it charging the bank up to Redruth, it was 
gone long before me, too soon. 
 



I said that the York run was for me the end, as it was in that sense, but in another sense it was also a transition, 
as the locomotive made what seemed a premature entry into an imaginary world where performance had 
ceased to matter. Several such locomotives have now entered a real world where performance is indeed no 
longer a criterion, and rightly so, for preservation has enough shadows to overcome already without being 
subjected to the same demanding black-and-white value judgements as locomotives in service. The study of 
performance is a lesser matter by comparison but feels more the danger that history may become obscured by 
the daze of sentimentality, however well-merited those sentiments might be. To anyone for who whom the 
West itself now seems obscured for a time by the shadows, waiting for the new light which will come, I hope 
that other Western lovers will choose as I have done, not to forget the years Of performance more shadow than 
real, lest-the shadows ensnare us all again, but also to remember their other history the more; for we owe it to 
the locomotives which have given us so much to record them finally at their best. 
 
Copyright Michael Oakley, 1979. No part of this may be reproduced without permission. 
 
Glossary of Terms.  
 
Edbhp - estimated drawbar horsepower  
pws - permanent way slack  
Sigs - signals 
 
The reference to "Load 10/334/355" indicates "Number of coaches/load empty/total with allowance for 
passengers" 
 
The person who came in line for noting the 37 mph stagger up Brewham and the maudlin double-headed drift 
on the final day was me, folks. I have proof that D.1048 did not exceed 90 mph on Western Lament anywhere, 
and the last day totter was 87 max. between Paddington to Swansea. I gave up after the first leg.) 
 
  



Sales Team Update 
 
Well, our AGM is fast approaching, and we will have a small Sales Stand at the event offering our 2026 calendars, 
a new “3 Westerns” print, books and other merchandise. We also hope to have copies of Bernard Mills latest 
book available, details below, but if not we will take orders and deliver them to you without charging P&P. 
 
The Autumn Diesel Bash was a success for the WLA, despite the motive power being limited to Class 37's. We 
however kept the hydraulic flag flying and sales totalled £3,800. The Autumn Raffle raised £3,250. 
 
The Sales Team will be out and about selling calendars for the rest of 2025. First of all, on board the train hauled 
by D7018 at the Great Central on 22nd November and then on-board Pathfinder's last tour on 20th December 
heading for civilisation in Manchester with D1015 Western Champion at the helm. Finally, if there are any left, 
at the Severn Valley Railway Winter Diesel Day on December 29th, travelling on the trains rather than shivering 
on the Kidderminster Concourse. Of course, you can secure your copy from the online store if you can't make 
any of those dates at  
 
Now to that new book called “Paddington to Penzance during the Diesel Era” which follows the course of the 
Great Western Railway’s main line from London Paddington to Penzance through a wonderful selection of colour 
images from the renowned railway photographer Bernard Mills. The images cover a period of more than 50 
years and date back to the mid-1960s, with the primary focus being the diesel-hydraulic era of the 1970s. This 
first book in a three-part series explores the GWR’s original route from Paddington to Taunton via Bristol and 
the later and more direct line via Westbury and Castle Cary. 
 
The book is divided into three chapters, each covering part of the route: From Paddington to Reading; Reading 
to Taunton via Bristol; and Reading to Taunton via Castle Cary. 
 
Each chapter contains a series of colour photographs taken along the route during the post-steam era. A wide 
variety of diesel locomotives and multiple units can be seen working between Paddington and Taunton, 
including the iconic Western Region Hydraulic classes. A4 size. 96 pages. 
 

 

 



We have been kindly donated a collection of paint fragments from 11 Westerns, taken from either Swindon 
Works or in their final year runs in service from Birmingham New Street Station in the 70s, from the following: 
 

• 1009 Western Invader 

• 1011 Western Thunderer 

• 1013 Western Ranger ( sorry ) 

• 1016 Western Gladiator 

• 1021 Western Cavalier 

• 1037 Western Empress 

• 1041 Western Prince 

• 1047 Western Lord 

• 1052 Western Viceroy 

• 1061 Western Envoy 

• 1063 Western Monitor 
 
If anyone is interested in adding these to their collections, then please contact us. 
 

  



Whizzo Woods 
 
At the end of October, we have 506 trees in Whizzo Woods. 
Thank you all for your continued support of this initiative. 
 

Trees can be purchased for just £6 – what an investment, and can be found at 
https://westernlocomotives.com/shop/a-tree-in-whizzo-woods/ 

 

 
 
Whizzo Woods was first established in April 2021 with an objective of planting 62 trees a year – further details 

can be found at – https://treesforlife.org.uk/groves/315992/ 
 

 

Membership News 
 
Thank you to you all for your continued support. 
 
Please all remember to renew whenever you receive a reminder, or at the start of the year as your continued 
support makes it possible to do what we do. 
 
You can join the WLA, or renew your membership in three ways: 
 

• Payment by Credit Card (via Stripe) from our website – www.westernlocomotives.com 

• Joining with a membership form and paying by cheque (including renewal) – post to Paul Tucker, 
forms can be downloaded from our website – www.westernlocomotives.com 

• Downloading a Standing Order Form = as above 
 
One of your objectives is to continue to grow our membership, so please continue to talk to your friends and 
colleagues and tell them all about the WLA and what we do and see if they are interested in joining, they will 
be made very welcome.  
 
Just think, if every member persuaded one other person to join, we would double our membership! So why 
not step up to the challenge and help us to achieve our objective of doubling our membership. 

 
We are also always looking for “Working Members” to come and help us with our work on the locomotives, 
and with all of the other essential associated work carried out at Bridgnorth and Kidderminster – no specific 
skills are required to help, just enthusiasm and a good sense of humour. Of course, any engineers or railway 
professionals are VERY welcome. 
 
If you are interested in helping us, please do not hesitate to contact any Committee Member or Working 
Member directly, or contact the WLA at info@westernlocomotives.com/ or contact me at 
wp.finch@icloud.com  

https://westernlocomotives.com/shop/a-tree-in-whizzo-woods/
https://treesforlife.org.uk/groves/315992/
http://www.westernlocomotives.com/
http://www.westernlocomotives.com/
mailto:info@westernlocomotives.com/
mailto:wp.finch@icloud.com


Book of the Month 
 
This month covered in Sales Update! 
 

Media Coverage 
 
No media coverage noted this month. 
 
 

Severn Valley Railway News – Running Dates & Events 
 

A quiet month at the SVR, trains running at the start of the month (Half term) and for Halloween and then the 
Christmas Specials starting at the end of the month. We are hoping to have D1048 & D1062 on display outside 
of the station for the AGM. 
 

 



Member’s Forum & Gallery 
 
“Memories”  

 
Thanks this month goes to Jeremy Kirk, who emailed with the following… 
 
“As there's a lot of '200 year' celebrations going on, I thought I'd send you something of mine from 50 years 
ago! Attached are 12 photos from 1975, which you may like to put in a newsletter for others to enjoy!” 
 
Well, here are the first 6, with the remainder the follow next month! 
 
 
It’s 1st March 1975 and D1059 Western Empire is seen arriving at London Paddington. 
 

 
 
Again, 1st March 1975 and D1011 Western Thunderer seen at Old Oak Common, along with two Class 47s and 
another unidentified Class 52. 
 

 
 



9th May 1075 and the Prototype HST and D1054 Western Governor seen at London Paddington 
 

 
 

Returning to 1st March 1975 and D1059 Western Empire is seen now at Old Oak Common. 
 

 
 
  



9th May 1975 and D1054 Western Governor at Paddington. 
 

 
  
16th July 1975 and we end this month’s selection of memories with D1022 Western Sentinel passing 
Teignmouth. 
 

 
  



Meanwhile, Andrew Royle this month made a trip up to the East Lancs Railway, well a couple of weeks ago and 
has shared the following of D1041 Western Prince and 832 Warship Onslaught. 
 

 
 

 
 



 
 

 
 
 
 
 

  



Closing Notes and Book Ends 
 
We close this month with a return to The Severn Valley Railway Autumn Diesel Bash and “The Boss” hard at 
work doing “Social Media” – or so he said! 
 

 
 

Also present at the event, one of our resident artists, Mr Phil Hiscocks standing in front of “Western 
Bufferstops” 
 

 
 



One or two people have commented recently that I have lost a little weight after my interesting summer, but I 
think Peter Stokes was “out of order” when comparing the spooky creature to me whilst on a trip to 
Bridgnorth at the Diesel Bash, or though he can be forgiven for thinking that the skeleton was wearing my 
black, red lined hoodie! 

 

 
 

So, as we approach Halloween, as I prepare this e-Newsletter, although you will not receive  until after 
Halloween,  I am allowed to share this image of the WLA’s very own monster collection. 

 

 



If you know of anyone with an interest in the railways of the 1960s and 70s, or has a craving for anything diesel 
hydraulic, or remembers seeing the magnificent Westerns whilst in service, please encourage them to join us. 
 
We are also looking for members to come and help us with our work on the locomotives, and all of the 
essential associated work at Bridgnorth and Kidderminster that makes what we do possible – no special skills 
are required to help, just enthusiasm and a good sense of humour, of course any engineers or railway 
professionals are VERY welcome. 
 
If you are interested in helping, please do not hesitate to contact any Committee Member or Working Member 
directly, or contact the WLA at info@westernlocomotives.com or contact me at wp.finch@icloud.com  
 

Please keep sharing with me your photographs, memories, stories and experiences, so that they can be 
shared in the e-newsletter with members, keeping the e-Newsletter interesting, informative and fun. 

 
Next Member’s e-Newsletter should be available on or around 1st December 

 
https://westernlocomotives.com/ 
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