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Cambridge Scene from Nationalisation to Dieselisation, Part 3: 1958-1965 – Mike Page. 
‘Stratford for ever’ – ‘No never! – Derek Barham. 
Expanding Cambridge Railway Station’s Passenger Capacity – Mike Page. 
Roving around East Anglia on a ‘Ranger’ – Mike Page. 
 
 
 
SPECIAL TRAINS NEAR US: May-September 
 
May 5: THE YORKSHIREMAN. Watford Jnc – Bletchley – Bedford – York and return. 70013 Oliver Cromwell. 
May 22: THE PEAK FORESTER. Kings Cross – Rowsley and return. 70000 Britannia steam.  
June 4: THE CATHEDRALS EXPRESS. Kings Cross – York and return. 60163 Tornado steam. 
July 2: THE NORFOLKMAN Liverpool St – Norwich – Ely – Liverpool St. 70013 Oliver Cromwell steam. 
July 9: THE WHITE ROSE. Kings Cross – York and return. 60019 Bittern steam. 
July 14: THE CATHEDRALS EXPRESS. Lewes – Finsbury Park – Ely and return. 60019 Bittern steam. 
July 21: THE CATHEDRALS EXPRESS. Kings Cross - York and return. 60019 Bittern steam.    
August 4: THE CATHEDRALS EXPRESS. Cambridge – Bristol and return. 60163 Tornado steam. 
August 13: THE CATHEDRALS EXPRESS. Kings Cross – York and return. 60163 Tornado steam. 
August 21: THE CATHEDRALS EXPRESS. Kings Cross – Cambridge – Norwich and return 60163 Tornado steam. 
August 29: THE CATHEDRALS EXPRESS. Aylesbury – Cambridge – Norwich and return. Steam to be announced. 
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CAMBRIDGE RAILWAY CIRCLE OFFICERS AND COMMITTEE 

 
President: Bill Last 
Chairman: David Pepperell, 15 Vine Close, Cambridge, CB2 5BZ. Dr.Pepperell@btinternet.com 
Secretary: Christopher Burton, 2 Stone Terrace, Cambridge, CB1 2PN. cfb79ten@googlemail.com 
Outings Secretary: Anthony Dewey. Tony.Dewey@btinternet.com 
Treasurer: Mrs. Elaine Smallwood. 
Membership Secretary: Ian Worland, 66 Coles Road, Milton, Cambridge, CB4 6BW. ianworland@aol.com 
Circle Line Editor: Mike Page, 84 Blinco Grove, Cambridge, CB1 7TS. mikepage@freeuk.com 
Committee Members: Alan Denney, William Fraser, John Houselander, John Hunting,  Graham Mallows, Peter Heath, Richard 
Tremaine.  
      
Club meetings: normally the first Friday of the month, September-May, at the Arbury Community Centre, Campkin 
Road, Cambridge, CB4 2LD. 
 
CONTRIBUTIONS TO CIRCLE LINE 
 
Editorial contributions are accepted in hand-written, typed or e-mail form (WORD text files preferred) to Mike Page (details are 
above). If you e-mail pictures or illustrations, low-res JPEGs should be e-mailed in itially (please keep file size below 1.5MB), then 
high-res may be requested. Colour o r black/white photos can be accepted by post.  
 
We welcome news, features and short stories  on the ‘modern image’ or historical topics as well as stories about members’ visits 
in the UK, Europe and overseas. 
 
Thanks again, to this issue’s contributors without whom our journal would not have appeared. 
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The contents of Circle Line do not necessarily reflect the views of the editor or The Cambridge 
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Meetings/outings planned for 2011/2 until December 
 
Friday September 2: Mid-Suffolk Light Railway. 
Friday October 7: AGM and Life as a Traction Apprentice – David Ward. 
Friday November 4: Phil Marsh if the Railway Magazine. 
Friday December 2: Mike Page and Alan Denny. 
OUTINGS 
Sunday May 29: Isle of Wight and IoW Railway Gala 
Saturday June 25: Black Country Museum/Severn Valley Railway. 
 

Editor’s ‘Rant’ 
 
The last part of a three-part article on ‘Cambridge from Nationalisation to Dieselisation’ covers the period 
1958-1965. Our area was the first to go ‘all-diesel’ and it was interesting to try and search out what was the 
last steam loco to appear in Cambridge on a service duty, as opposed to arriving with a ‘steam special’. 
 
It seems that a ‘Black Five’ arrived with a special freight off the Bletchley line in July 1965. It was nearly 
two years after Cambridge ‘Loco’ closed, more than a year after March closed to steam and certainly two 
years after a ‘steam ban’ was placed on the Bedford-Cambridge line! President Bill Last more or less agreed 
that a ‘Black Five’ was probably the last type of steam loco to appear in Cambridge: or maybe one of our 
members knows of a later active steam loco hauled train? 
 
You have all probably heard that the Cambridge (mis-) guided busway project is now in the hands of the 
Cambridge County Council, and, according to Cambridge Weekly News, we may see a guided bus service in 
August. I am afraid one has to point out that ‘may’ has been heard before – like two years ago! 
 
I have to apologise for the lack of modern traction tours information in the ‘Special Trains Near Us’ section 
opposite, but the web site I usually gleaned the information from has gone ‘funny’. I say ‘funny’ in that my 
Mac computer suddenly can’t down load the WORD file information! It was alright a few months ago! 
 
I should also apologise for the amount of ‘my’ stuff in this issue. It was not from the lack of asking on my 
part. Other than another article from Derek Barham and some pictures from John Hunting and Chris Burton 
it looked as if there were not enough articles to fill this issue. So I have added on a report about using an 
‘Anglia Day Ranger’ ticket on April 26. An old friend of the late Dave Theobald, Peter Greatorex, has been 
busy sorting out Dave’s large collection of transparencies. As Tuesday April 26 looked dull, we thought it a 
good day to walse around East Anglia with a ‘ranger’ ticket. As it was so dull neither of us took a camera, so 
I’ve included some older pictures of places visited. It was quite an interesting rove around – Mike Page. 
 

 
 

 

Cover: already in service on Liverpool St. – Stansted 
Airport workings, we are told that the new 379 EMUs 
will soon be appearing on Cambridge – Liverpool 
Street workings. A number are already being seen in 
Cambridge on driver training runs, like what is believed 
to be 379.005 scooting along between Trumpington 
and Addenbrookes Hospital.             (David Robinson) 



  
 
 

 
Cambridge scene from Nationalisation to 
Dieselisation, Part 3: 1958-1965 
 
As 1958 was rung in, two Brush-built Type 2 diesel electrics ( Type 31) were being trialled  
on the Liverpool Street-Norwich lines though D5501 had appeared in Cambridge during 
December, 1957. Cambridge Loco (31A) had received its first diesel shunter, 11123 (later 
D2217), a ‘hand-me-down’ from Stratford. New Metropolitan-Cammell diesel multiple 
units (later class 101) had arrived for ‘time trials’ on local branch lines near Cambridge. 
Change was very much in the air, but not without its problems, writes Mike Page. 
 
From now on, the 31s up to D5519 (part of the ‘p ilot’ scheme 
announced in 1955) would continue to be delivered to 
Stratford (30A). April 18 saw a demonstration run of the first 
English Electric ‘Type 4’ (Type 40) 1C-C1 D200 between 
Liverpool St reet and Norwich. 
 
Well, if we went and stood at the railings by Hills Road 
Bridge on January 24 and chatted to the ‘spotters’ we would 
hear about the new diesel maintenance depot under 
construction by Coldham’s Lane Bridge. No-one at the 
railings had yet seen a ‘D5500er’ apart from one lad who the 
night before, when travelling back to Cambridge with his 
parents on the 20.50h Liverpool Street-Ely, found new D5503 
in charge. Another lad had seen the ‘glistening’ new 9F 92183 
with a double chimney and 35A (Peterborough New England) 
shedplate ‘going like a bomb’ through Hitchin. 
 
There was no E4 to be seen on pilot work that morning: a J15 
was doing the work. 11123 was shunting in the Coalfields 
sidings, otherwise, the Cambridge railway scene seemed to be 
pretty much ‘as usual’ as a March ‘WD” clanked through.  
 

We move on into February to find that 31A has received two 
new diesel mechanical 0-6-0s (Type 03), D2009/10 and its 
first D3000 series shunters, the new D3610/11. There are 
rumours too that German diesel railbuses (E79960-4) are to be 
deployed soon on the Saffron Walden branch among others. 
 
Well, it seemed that the E4 2-4-0s were now definitely on the 
way out as only 62785 seemed to be doing any work. She 
became a ‘celebrity’ on BBC Television’s ‘Railway 
Roundabout’ programme while continuing to share Mildenhall 
branch work with J15s or Ivatt Class 2 2-6-0s. By April, 
62785 was the only E4 in service. Also fast disappearing were 
the ex Great Eastern Railway (GER) 2-4-2Ts. 
 
We also see B12s doing more D16 work while B1s are taking 
over cross-country jobs, such as the 07.37h to Bletchley, from 
the B12s. 31A has also found that the new 03s can cope with 
the shorter branch line freight jobs, such as to Huntingdon 
East. It used new D2006 on April 11 and D2008 on April 21. 
Indeed a veritable flood of 03s arrived at 31A during April: 
D2013-17, displacing the remaining J67/9s.

Cambridge Loco Shed (31A) yard, perhaps taken in early summer, 1960, has in view, left to right: A B1 4-6-0; a B1 and a Stanier ‘Black Five’ 
4-6-0s and dumped in the distance in front of Great Eastern House (demolition of w hich began on April 4, 2011) are what appear to be a J39 0-
6-0, a J67 0-6-0T and another B1 4-6-0. The DIY retailer Focus occupies much of this view alongside a recent building development fronting 
Tennyson Road. One or two of the buildings on the left survive.                                                      Cambridge University Railway Club Archives  



 
 
 
 
 
 
 
 
The 31s had reached D5507 by April 12 and had begun to 
appear regularly, reported Trains Illustrated (TI), on former 
Britannia turns to Norwich via Cambridge (for example: 
08.24h, 12.24h and 20.50h from Liverpool Street returning on 
freights from Whitemoor). Well, with all these diesels about 
one would have thought that the time for seeing any unusual 
steam through Cambridge was fast drawing to a close. No, not 
yet, 76049 of 51F (West Auckland!) arrived on the 17.10h 
Kings Lynn-Liverpool Street on May 23. 
 
Stratford (30A) had two Class 40s and ten 31s by May 10 and 
now appeared to concentrate the diesels on the Norwich lines 
via Ipswich. For now, reported the TI, the 14.34h via 
Cambridge was the only regular 31 job.  The D200s then 
began to appear on the 10.45h Norwich to Liverpool Street v ia 
Cambridge. The 31s were beginning to be used more and 
more on freight work. 
 
What about the DMUs? There appeared to be unhappiness on 
the Saffron Walden branch where only one railbus was 
working and the retimetabling had produced bad mainline 
connections. It did not help when a railbus expired and 
D2014, working freight, had to be used with the old steam 
stock! The N7s had gone, by the way. 
 
It was not the 101 DMUs that came to Cambridge at first, but 
2-car Derby ‘Lightweights’: E79035/36+E79251/2 fo r use on  
 

 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
Cambridge-Mildenhall (16.36h to Mildenhall and back) and  
Cambridge-Ipswich (07.05h and 14.00h and back) services, 
pushing out 62785 from the Mildenhall work. Though 62785 
could still find work, such as on July 21/22 when she paired 
with B12 61575 on the 20.20h arrival in Cambridge from 
Colchester. 
 
In Part 2 I mentioned a Shrewsbury (84G)  Standard Class 5 
sighting in Cambridge, so how about one from Holyhead (6J)? 
Caprotti Standard Five 73139 appeared on a Yarmouth 
excursion running in off the Bletchley line on July 13. 
 
With the growing numbers of 31 and 40 diesels, something 
had to give: Stratford released 70042 Lord Roberts to the 
Midland Region during June. Then in August, 70003 John 
Bunyan was loaned to Kings Cross for trial on the Hull trains 
and 70041 Sir John Moore worked the 10.08h Kings Cross-
Glasgow on August 30. No, there was to be no wholesale 
transfer of Britannias yet. It has to be pointed out that 
Doncaster had begun to overhaul ER Britannias instead of 
Crewe, which is why, I guess, they began to appear on the 
East Coast main line. 
 
Eyebrows were raised, I am sure, when ‘Clan’ Pacific 72009 
Clan Stewart arrived at 30A. Many CRC members will  
 

 
 
 
 
 
 

The f irst DMUs to appear in regular service around Cambridge 
were the ‘Derby Lightweights’ two-car units, two of which are 
seen heading for Bletchley past Long Road bridge in 1965. We 
are told that the ‘guided bus’ should be seen here soon!                                                              
Cambridge University Railway Club Archives (CURC). 

The sun glistens on the boiler of ex-works 9F 2-10-0 92031 of 
New  England as she brings coal empties under Hills Road 
Bridge in the late 1950s.                                      (Peter Heath) 

A diesel locomotive and multiple unit maintenance depot was 
opened in Cambridge, just south of Coldham’s Lane Bridge, in 
September 1958. The only diesel locos ‘shedded’ at Cambridge 
in 1960 w ere ten ‘03’ shunters (D2004-10/16/17/28) and two ‘08’ 
shunters (D3610/11). The depot maintained the Cravens DMUs 
used on the Kings Cross lines as well as Derby and Metro-
Cammel DMUs on the branches. D5569 poses w ith young 
William Beard in the cab on 28/5/1960.                   (Don Beard) 

In the BR period before yellow warning panels were painted on 
diesel front ends, D5564 departs from Cambridge w ith an 
express to Liverpool Street, an all-too-common sight towards 
the end of 1959 on steam passenger jobs.           (Peter Heath) 



 
 
 
 
remember Richard Hardy’s views on that idea and how 
quickly 72009 was ‘sent packing’ back to the LMR! Does 
anyone know whether 72009 appeared in Cambridge? The 
idea, reported the November 1958 TI was that five Clans 
would replace five ER Britannias. The Britannias would go to 
Leeds Holbeck (55A) to release five Royal Scot 4-6-0s onto 
the West Coast main lines. But Class 6 locos would not cope 
with GER Class 7 schedules, so: thanks, but no thanks! 
 
In Cambridge, September 1958 saw the opening of the diesel 
maintenance depot at Coldham’s Lane so now, changes with a 
capital ‘C’ would really begin to happen! That month too saw 
the British Transport Commission (BTC) negotiating for a 
standard passenger fare increase to 3d/mile (1.2p - oh, happy 
days!) On a very sad note, 31A lost ‘Royal Engine’ 61671 
Royal Sovereign at the end of September as the withdrawal 
rate of B17s and B2s was accelerating. The name Royal 
Sovereign was transferred to fellow B2 61632 (Belvoir 
Castle), which was withdrawn soon after in February, 1959. 
 
October 13 saw the arrival of the first of 20 Cravens two-car 
units for Kings Cross inner and outer suburban work, and 
which were based and maintained at Cambridge. 
 
 

 
 
 
 
 
 

For the steam enthusiast the steam passenger train scene was 
looking dire. By November 3, 1958, DMUs now accounted 
for: Kings Lynn-Hunstanton; Cambridge to March via Ely and 
St. Ives and Cambridge-March-Peterborough. 
Then additionally, by January 5, 1959 add on: 
Cambridge-Newmarket-Bury St. Edmunds and 
Cambridge-Colchester via Sudbury and the Colne Valley. 
 
Now having reached 1959 maybe it is the time to take stock of 
dieselisation so far. The Brush 31s had taken over a good 
proportion of fitted freight workings between Whitemoor and 
Temple Mills, but had shown that they could only just 
maintain passenger schedules. According to the TI passenger 
train punctuality under 31 haulage had got worse, not helped 
by train heating boiler problems. 
 
It may come as a surprise to learn that B12s, such as 61558 
and 61580 returned to some passenger workings, such as the 
12.44h Ely-Liverpool Street or the 16.36h Liverpool Street-
Bury St. Edmunds, while B17s continued to be withdrawn. 
Otherwise, B17s were being used mostly on freight jobs. 
 
 

 
 
 
 
 
 

“If he comes his ‘Ho, ho, ho, what’s up, battery f lat?’ I’m going to dot him.” Giles, Sunday Express, January 15, 1961, Daily Express Publication 

As dieselisation marched on the variety of diesels to be seen at 
Cambridge increased. I don’t know  if D8216 is departing light 
engine or is on station pilot w ork, 4/8/1965            (Don Beard) 

During 1962, w hile local steam had diminished, Pacif ics could 
be seen on East Coast main line diversions such as Doncaster’s 
A1 60139 Sea Eagle on in Cambridge, 8/9/1962.     (Don Beard)  



 
 
 
 
 
 
January 1959 saw the first withdrawals among the J19 and J20 
0-6-0s while Bury St. Edmunds shed (31E) closed. Diesels 
had also begun to appear on Cambridge-Kings Cross workings 
such as the first batch of Brit ish Railway Carriage & Wagon 
(BRC&W) D5300s (Type 26) and North Brit ish D6100s on 
the 09.25h and 15.15h Cambridge Buffet (Beer) Expresses. 
The North British locos had German MAN diesel engines, 
which were g iving trouble. By March 1959 only D6100/4 
were operational! 
 
The closure of the Midland & Great Northern (M&GN) routes 
in early 1959 resulted in M&GN Ivatt Class 4 2-6-0s replacing 
J19s at Stratford and Colchester and K2s and J39s at Boston. 
Another change was that of Ipswich and Norwich offloading 
their L1 2-6-4Ts into the London area replacing, for example, 
the remaining N7s and taking over other steam passenger jobs 
on the Cambridge line. 
 
It may have caused many enginemen and enthusiasts alike to 
give a wry, cynical smile when Stratford (30A) announced 
that it hoped to have 100 ‘Type 2’ d iesels in action by the end 
of 1959. Cynicis m would have been the reaction to 30A 
acquiring North Brit ish D6110 onwards! 30A loaned two 31s 
to Hornsey (34B) while the 26/27s in the London area were to 
be transferred to Scotland. There was no sign of the promised 
English Electric ‘Baby Delt ics’. 
 
April 13 1959 saw electrification from Liverpool Street to 
Clacton switched on so the Britannias were now concentrated 
at Norwich.  
 
The shocking announcement made in the Summer of 1959 
was that the Cambridge-Oxford line was cited for closure. 
Then in the Autumn of 1959 it was announced that the line 
was now ‘OK’ for two years and that DMUs would be 
introduced by the end of 1959. 
 

 
 
 
 
 

 
 
 
 
 
 
More diesel variety in the form of the D5900 English Electric 
‘Baby Delt ics’ appeared while March received its first 
BR/Sulzer D5000 (Type 24) Type 2s, D5030/1 and Ipswich 
got presented with D6120. 
 
At Cambridge Loco, there were now just three B12s left 
operational: 61530/33/77, and they still found work. For 
example on July 4, 61577 was used on the 11.10h Cambridge-
Liverpool St. and 14.20h return. Ipswich’s 61572 appeared 
too on the 13.15h Cambridge-Liverpool St. Those last three 
B12s at 31A were withdrawn in early November. A lso, former 
M&GN Ivatt Class 4s appeared at 31A to take over services 
formerly handled by DMUs, which were now transferred 
away during the summer season. 
 
Yet more d iesel types appeared in Cambridge during October 
1959, the British Thomson Houston (BTH) Type 1 D8200s, 
North British D8400s and English Electric Type 1 D8000s 
(Type 20). 31A’s stud of B2s and B17s had been reduced to 
just two of each. Yet they would still find work! 
 
To make Ipswich (32B) 100% diesel, existing diesel locos 
were transferred there resulting in a return of B1s and 
B2/B17s to Kings Lynn/Cambridge-Liverpool St. passenger 
diagrams! Then, while D6122/29 were seen on freights, such 
as the 07.10h Ipswich-Cardiff via Bletchley and Hornsey 31s 
and 20s took over Hitchin-Cambridge line freights, one of the 
remain ing D16s, 62618 of March, still found freight jobs! 
 
November saw the withdrawal for preservation of the last E4  
 

 
 
 
 

Cambridge’s 46467 has just crossed the River Cam at 
Stourbridge Common w ith the 17.25 from Kettering on 3/6/1959. 
This service was soon to disappear.                (CURC Archives) 

March’s 01 63725 rests on Cambridge shed with only an Ivatt 
Class 2 for company on 31/7/1960.                        (Don Beard) 

By 1959, Standard Class 4 4-6-0s, like 75037, were sharing the 
Bletchley passenger jobs w ith ‘Stanier Fives’ as seen here 
approaching Long Road Bridge on 2/6/1959.  (CURC Archives) 

Last B12 in service was Norwich’s 61572 seen at Cambridge on 
a Clacton excursion in 1961.                            (CURC Archives) 



 
 
 
 
 
 
2-4-0, 31A’s 62785. Her last reported job was to take an 
enthusiasts’ special to Mildenhall on November 28. 
 
January 1960 saw the GER lines of the Eastern Reg ion having 
over 20 24s, 60+ 31s, five 40s and 15 D8200s for main line 
work. Perhaps the new power’s reliability could be measured 
by the fact that steam traction was selected for the Royal Train 
on January 16! 61066 and 61182 took the train from 
Wolferton to Kings Lynn where 70006 Robert Burns took the 
train as far as Cambridge. 
 
Perhaps the London Midland Region (LMR) were also 
nervous of using modern traction on the Royal Train as Black 
Fives 44839 and 44869 took the train on to Bletchley and 
Oxford where 35028 Clan Line took charge! Enough said! 
 
Like the North British ‘Failquick’ D6100s, the ‘Baby Delt ics’ 
were doing no better. For example, one failed on the 12.05h 
up Buffet Express and was replaced by K1 62066. Thereafter, 
Hornsey 40s replaced the ‘Baby Deltics’ on Kings Cross-
Cambridge diagrams. Note that by March 1960 only one 
Cambridge-Kings Cross passenger diagram (departing 
Cambridge at 07.00h) remained steam and was usually 
handled by K3 2-6-0s such as 31B’s 61822 or 31A’s 61880. 
That month saw 30A put its last B17, ‘Footballer’ 61668 
Bradford City into store. 
 
Still with B17s, March still had 61657/60/4 and the last D16, 
62613, of which the B17s went to the breaker’s yard in June. 
Yet through July, 62613 would appear in Cambridge from  
 

 
 
 
 
 

 
 
 
 
 
 
March. It was a sad time, but as if in by way of some 
compensation, more ‘strangers’, like Willesden (1A) Standard 
Fives, Stanier Black Fives and then Midland 4Fs and ‘Patriot’ 
4-6-0s, began turning up on freights and passenger! For 
example, Sheffield (Millhouses 41C)’s 73002 arrived with a 
parcels train from March while 1A’s 73033/39 turned up on 
the 08.07h Cambridge-Hunstanton. Shrewsbury (84G)’s green 
73090 was among the LMR engines appearing on through 
trains from Birmingham and Leicester to Cambridge. But 
really, I bet no-one would believe any spotter at Mills Road 
Bridge who wrote down 62031 (65J – Fort W illiam!!) as the 
loco departing on the 13.55h to Birmingham on July 25! 
 
Autumn 1960 is with us and 30A has offloaded its 76000ers 
onto 31A, while 31A has lost its last Kings Cross steam 
passenger job. The Eastern Region has been busily offloading 
the D5300s and D6100s on to Scotland as it gained more 31s. 
 
More changes from November 21 resulted from the 
energisation of the Liverpool Street-Bishops Stortford electric  
service. New timetabling saw a regular interval service set up 
for Liverpool Street-Cambridge based on Britannia usage, 
though 31s were mostly used. Journey time of Cambridge-
Liverpool St reet was now 72min (68min with the ‘Fenman’). 
The ‘Fenman’ lost its through carriages to Wisbech, now a 
DMU shuttle service, and DMUs also took over the 
Cambridge-Liverpool Street ‘stoppers’. 
 
More dieselisation of freight (St ratford had commissioned a 
new diesel maintenance shop) saw Whitemoor to Temple  
 

 
 
 
 
 

Still active into late 1959 w as the last E4 2-4-0, 62785. She is 
seen on the Platform Six road at the north end of Cambridge 
station and is now preserved.                                (Colour Rail) 

Even more diesel variety: Ipswich’s D5038 shares Cambridge 
‘Loco’ w ith Crewe South’s 45299 and March’s D5571. The end 
of steam w as nearing, 6/6/1963.                    (Don Beard) 

The crew of March’s K3 2-6-0, 61834, take water on Platform 
Four, Cambridge, before departing w ith a Liverpool Street-Bury 
St. Edmunds train in 1960.              (CURC Archives, R.C.Riley) 

Steam or no steam, it could not possibly have made economic 
sense to withdraw machines built as recently as 1959. 
Immingham’s 9F 2-10-0 92194 occupies an almost empty 
Cambridge shed on July 1 1962.                       (K. Crossley) 



 
 
 
 
 
Mills average freight train speed raised from 20.6 to 25mph. 
BR/Sulzer D5000s (24) were used for the first time on the 
sugar beet campaigns. November also saw the demise of 
62613 and the transfer of three Britannias to Immingham 
(40B). Surprisingly, perhaps, the sole-surviving B12, 61572 of 
Norwich, was still finding work! 
 
As Christmas 1960 approached, the ER was still nervous of 
using modern traction on the Royal Train! 70009 Alfred the 
Great took the Royal Train from Liverpool Street to Kings 
Lynn on December 22. Cambridge by now had only one 
regular steam freight job, using a B1, to Kings Lynn. 
 
British Railways in December 1960 now had 13,244 steam 
locos (650 stored unserviceable) and had withdrawn/scrapped 
1,209 during the year. There were now 842 main line diesels 
on the books (409 added during 1960) of which 16.2% were 
‘unavailable’. The growth of medium distance private 
motoring had reduced passenger numbers by 3%. 
 
So we are in 1961 and there is another new diesel to look at in 
Cambridge: the English Electric ‘Type 3’ (Type 37). D6700 
arrived in Cambridge on January 6 on the ‘Fenman’ and began 
regular work on the 17.56h Liverpool Street-Cambridge and 
21.20h return. As more 37s arrived they began dynamometer 
trials alongside 40s on fitted coal trains aided with ‘brake 
tenders’. Unfortunately by May, 1961, the 37s as well as the 
‘Baby Delt ics’ were having bogie frame cracking problems, 
which were quickly taken care of. 
 

 
 
 
 
 

A change on the Kings Cross-Cambridge passenger diagrams 
was that of extending the 15.05h Buffet Express to Ely to 
eliminate a DMU working. ‘Baby Deltics’ returned and the 
15.05h became one of their regular jobs. 31s rep laced B1s on 
the Newmarket race specials run on May 10 and 11. June was 
significant as Dr. Richard Beeching became BTC chairman. 
 
The ‘Baby Delt ics’ did not last long as in September Type 
24+20 substitutes began to appear. Also causing grief were the 
German railbuses. 
 
Now, one would have thought that steam, apart from East 
Coast main line diversions through Cambridge, had almost 
disappeared. The new trend appeared to be letting LMR 
engines work in towards Stratford from March. For example, 
Preston’s unrebuilt and unnamed ‘Patriot’ 4-6-0, 45542, went 
through Cambridge on a freight from March on September 18. 
Willesden’s 45538 Giggleswick  appeared on a similar 
working on October 23. Saltley (21A – Birmingham) 4F 0-6-
0s were also appearing on Whitemoor-Temple Mills freight, 
which must have made one wonder about the reliab ility of 31s 
and 24s! It was around this time that all remaining GER line 
Britannias were moved to March (31B). 
 
October also produced yet another new diesel in Cambridge, 
this time the Brush prototype Falcon on a Buffet Express. 
This month also saw the last B12 finally withdrawn, but held 
for preservation. 
 
Not content with sending Patriots and 4Fs, the LMR was also 
now sending ‘Jubilee’ 4-6-0s, like Warrington (8B)’s 45671 
Prince Rupert on November 4 and Nuneaton (2B)’s 45669 
Fisher on November 14. Those workings did not last long as 
dieselisation bit deeper and deeper. 
 
During the next six months steam workings much dimin ished 
so that by May 1962 steam sightings were becoming rare in 
Cambridge such that by the beginning of the Summer 1962 
timetable   steam had been eliminated from 31A – for a while 
anyway! I say that because B1s returned in the cold winter of 
1963/4 when 61233, 61300 and 61313 appeared in 
departmental guise (21, 23 and 24 respectively though 61323  

By 1963 or so, from a steam railw ay enthusiast’s viewpoint on Hills Road Bridge, the south side of Cambridge suddenly looked steamless! A 
Wickham two-car DMU leaves for Colchester while an 03 shunter is station pilot. We might yet see a ‘steamer’!                     (CURC Archives) 

The GWR comes to Cambridge: D5566 hauls GW 2-6-2T 4106, 
1400 0-4-2T 1473, another 2-6-2T 4163 and Castle 4-6-0 5099 
Compton Castle to the breakers, 23/8/1963.           (Don Beard) 



 
 
 
 
 
 
was soon withdrawn and replaced by 61375 (still as No.24) to 
heat passenger coaches! 
 
By the start of the Winter 1962 t imetable, the ER had 
eliminated the J15, J19, J20, N7 and J67/9 (except two in 
departmental use) classes as well as 52 B1s and 27 K3s. Then 
in October 1962 the ‘Beeching Plan’ was announced. 
 
To be honest, to carry on with this review becomes 
increasingly sad. We would see the Beeching dictates put into 
operation in 1963: the abolishment of ‘wagon pools’, 
discouragement of single wagon load freight, the closure of 
573 freight depots, withdrawal of local freight workings and 
the ‘Beeching bombshell’ for Cambridgeshire/Essex. The 
‘bombshell’ was the announcement of the closure of 
Cambridge-St. Ives-March and Cambridge-Haverh ill-Marks 
Tey routes. But, there was no mention of the Cambridge-
Oxford line in the Beech ing cuts apart from recommending 
the closure of the least-used stations. 
 
January 1963 saw March putting all the Britannias into store 
and soon they would be transferred to the LMR. We would 
see Southern locos coming to Cambridge again only this time 
in company with ex-GW R ones as well as ex-LMS and LNER 
types in sad lines of the unwanted on their way to King’s of 
Norwich and other scrapyards. November 30 saw all steam 
activity cease at March. 
 
1963 did not see the end of active steam in Cambridge. The 
LMR was still sending steam-worked t rains from Bletchley in  
 

 

 
 
 
 
 
 
spite of a Bedford-Cambridge line steam ‘ban’ imposed that 
October! 
 
Let’s look at 1964/5. April 13 1964 saw Wigan’s Stanier 8F 
48361 arrive off the Bedford line towing SR U1 2-6-0 31894 
and K 2-6-0 32343, which were left in Cambridge Loco yard, 
48361 scampered back to Bedford. Preserved A3 Pacific 4472 
Flying Scotsman travelled with its support coach from 
Peterborough via March and Cambridge towards Hitchin on 
October 1 1964. 
 
Steam in the fo rm of Stockport’s 45027 appeared in 
Cambridge off the Bletchley line on a special freight working 
on March 20, 1965. A B1, departmental 22 (61252), was still 
being used at Cambridge on carriage heating, the others 
having gone to March and Kings Lynn, Demolit ion of 31A 
Loco sheds and coaling tower was underway by July, 1965. 
All steam diagrams from the ER/NER/LMR to March (31B) 
had finished too. Note too that Peterborough New England 
(35A) had closed to steam on January 3, 1965. 
 
What was the very last steam locomotive to be seen on a 
service working through Cambridge? Was it Stockport’s 
45027 on a freight working from Bletchley on March 20 or so 
in 1965 as reported in the Railway Correspondence & Travel 
Society’s  Railway Observer (RO)?  
 
There was yet another ‘forbidden’ working by a Stanier 
‘Black Five’: The RO reported Northampton’s 45398 arrived 
with a special freight at Cambridge off the Bletchley line on 
July 20, 1965 at 17.45h. 45398 departed light engine at 19.15h  
to travel back to Bletchley. Bear in mind that Bletchley shed 
had already closed to steam on July 5! So maybe 45398 was 
the last ‘steamer’ to have been seen on a service train in 
Cambridge. 
 
May 1965 saw the demolition of 31A’s loco shed building, 
repair shops and loco hoists leaving the shed offices and stores 
buildings. Some of the trackage in the fo rmer loco yard was 
kept for stabling diesels. It was also about this time that March 
(31B) coaling stage was taken out of use. 
 
Anyway, from 1965 until the present day we saw the gradual 
shrinking of Cambridge’s goods depots and sidings, the loss 
of the Bedford and Mildenhall lines and other rather negative 
progress ‘developments’. On the other hand we have very 
frequent and fast passenger services to London, Kings Lynn, 
Norwich and the Midlands. One has to be positive, or cry! 
 

No, it is not a Southern shed yard scene! Awaiting forwarding to 
the breakers one day in 1964 are, left to right, an N 2-6-0, a K 2-
6-0 and a U1 2-6-0. Behind them are GWR locos. (K. Crossley) 

Perhaps a ‘Black Five’ like 45393 near Hills Road w as the last 
steam loco type to see service in Cambridge? (CURC Archive) 

Who w ould have thought it: an ex-LBSCR K 2-6-0 seen on 
Cambridge Loco on 23/4/1964. 32343 was once based at 
Brighton (75A), a very hansome engine.            (Don Beard) 



When a loco was not 
prepared properly! 
 
For a long string of seventy-five mineral 
wagons to pull, a depot providing an 
unprepared engine with malfunctioning 
injectors was not what one would have 
expected from a ‘top shed’ in 1950 writes 
retired driver Derek Barham. 
 
No, Derek was not talking about Kings Cross (34A) or 
Cambridge (31A) but Stratford (30A). Derek relates that 
Driver W. Barham and Fireman D. Barham reported for duty 
at ‘Cambridge Loco’ to reman a coal t rain forward to Temple 
Mills at 03.12h on Friday July 23 1950 and return with a train 
of mineral empties from Northumberland Park at 07.12h.  
 
“We remanned the train taking over from the March men on 
the up goods road in Cambridge. The engine was a Gresley 
K3 2-6-0 61831 (30A) and had the normal fu ll load limit of 47 
loaded mineral coal wagons. The loco was in good form and 
we had a clear road to Temple Mills.” That was where the fun 
started! 
 
“On arrival at the yard’s loco ‘turn round’ we were advised 
that ‘your loco’ for the return trip was to come out from 
Stratford shed. We would then run light engine to 
Northumberland Park yard to pick up the 07.10h empties to 
Whitemoor and take them as far as Cambridge where the train 
would be remanned by March men. 
 
As usual, we had to wait for Stratford to get the loco from the 
running shed to Temple Mills goods road (opposite the loco 
turn round). The loco arrived, a Thompson K1 2-6-0 62031 
(this loco was delivered new to March in 1949 and was 
transferred with four other K1s to Scotland to work the West 
Highland Line before 1952 – Ed). The engine had barely 
stopped when the crew immediately left on foot for the lane 
leading to Leyton High Road. They did not want to be 
relieved in the normal manner and we soon found out why! 
 
By the time we got from the ‘turn round’ shanty to the loco, 
the Stratford men were already out of sight. We boarded the 
loco’s footplate and found that the boiler’s gauge glass only 
had about one inch of water and that boiler pressure was just 
25lb/in2! Nor had the fire been spread across the grate from 
under the firehole door, which would have been normal if the 
loco had been sitting around the shed waiting for more work. 
It was obvious that the engine had not been prepared and was 
not unusual for Stratford I might add! 
 
The signal was already ‘off’ for us to proceed to Park Yard. 
My driver told the Temple Mills signalman to return the signal 
to ‘danger’ as we were not prepared to go owing to the 
situation in which we found ourselves. 
 
So we set to raise steam by spreading the fire over the grate 
and filling the boiler to the top of the gauge glass. Once boiler 
steam pressure had reached 100-125lb/in2 steam we then 
advised the signalman that we were ready to proceed light 
engine to Northumberland Park.  

 

 
 
 
 
 
 
 
We went via Lea Bridge, Coppermill Junction and Tottenham 
goods line (in those days there were four tracks from 
Coppermill Junction to Northumberland Park – Ed) and 
passed our train standing prepared on the up goods line at 
Northumberland Park. This was the normal way to start down 
empty trains of 75 wagons. Any up goods traffic would by-
pass the empties by passing through the yard and back onto 
the up goods line at the end of the yard outlet. 
 
To couple up to the empties we had to carry on past the Park 
Lane level crossing and then reverse onto the up goods line. 
The guard had been waiting for us to couple up and advised us 
of the load (always 75 on this job). So, we were ready and 
started to proceed: crossing from the up goods road onto the 
down goods road. As boiler pressure approached 225lb/ in2 
and was about to ‘blow off’ at the safety valves, I went to the 
fireman’s side injector to stop the loco from wasting steam (by 
injecting more cold water into the boiler). The injector would 
not work! I hurried ly went over to the driver’s side injector 
and nor would that one work either!”  
 
(The danger was that there was every chance that the boiler 
would be ‘burnt’ as evaporating water uncovered the firebox 
crown plate resulting in the fusible lead plugs melting to 
quench the fire, but it was still possible that the crown might 
collapse – Ed). 
 
“It was obvious to us what now had to be done: to drop the 
fire! We looked for the hopper ash pan key and the fire grate 
rocker lever in the fire iron ‘trough’ in the tender: there 
weren’t any! By this time, the boiler water level was falling to 
almost half a g lass. 
 
It was possible to get the ash pan open using a monkey 
wrench and a coal hammer, but that was of no use without a 
rocking grate lever to work the rocking grate. The only way 
now was to throw the fire out through the firehole door using 
the ‘slices’ (long-handled iron shovels with ring handles). The 
two we found were barely usable, as the shovel lips had curled 
up owing to excessive use. 
 
With the situation as it was we could have easily found 
ourselves with a burnt boiler. The fusible plugs melt ing would 
not have put out a fire in th is condition. So I tried to get the 
fire out: not easy as we had no cloths and only had cotton 

A view across the Cambridge loco yard from Platform Six some 
time in 1959/60. On the right, a K3 2-6-0 looks ready to go off 
shed while on the left is B1 61056 and a B17 lurks quietly 
behind it.                                                         (CURC Archives) 



waste to protect our hands from burning on the slices! I made 
a hole in the fire and the resulting cold air being drawn 
through stopped her from b lowing off. The water level was 
now just under two inches and the pressure had dropped to 
around 150lb/in2. I then tried the right-hand injector and 
thankfully it went on. At this point my driver said that we 
were not going on with a loco in this condition. 
 
At Angel Road there were up and down main lines and up and 
down ‘permissive block’ goods lines. There was also a loop 
running as far as Picketts Lock, which was usually used to 
store wagons for Ponders End gas works. Fortunately the loop 
was almost empty and would hold 75-100 mineral wagons.  
 
We drew the train down to Picketts Lock and stopped short of 
the signal box. My driver walked to the box and advised the 
signalman of the situation and said that we were p repared to 
dispose of the train in the goods loop (known as No.5). 
 
When the signalman advised ‘Control’ they replied:  why 
could we not work down on reduced pressure? They did not 
know just how weak a K1 would be in such a condition. My 
driver again o ffered to put the train in No.5 loop. Control did 
not want this, so my driver said we would leave the train 
where it was and block the down goods line. Suddenly 
common sense prevailed and we drew the train forward and 
then reversed it into the loop. 
 
We then took the K1 light engine back to Stratford where my 
driver told the running foreman in no uncertain terms that it 
was obvious why this K1 was in St ratford in the first place: it 
had injector problems! He told the foreman that it was about 
time that they did their job properly instead of trying to get 
locos back to their ‘home’ depots. It was a classic case of how 
boilers get burnt and that it was also his responsibility to 
ensure that locos were prepared properly and fit  to carry out 
what was required of them! 
 

 
 
 
 
 
 
My driver’s vocabulary astounded me as I had never ever 
heard him swear at work or at home!  By this time you will 
have probably guessed that my driver was my father. We were 
the only father-and-son team booked regularly with each 
other. We had fallen together in the normal progression 
method (others had tried but no special arrangements were 
allowed). I stayed working with my father until I was called 
up for Nat ional Service. I had already served my three months 
in the Branch Goods Link and was waiting for a vacancy in 
the Main Goods Link when Ralph Symonds died of a kidney 
disease, so father and son ‘fell’ together and went together. 
 
Now, in conclusion, Richard Hardy had said: ‘Stratford 
Forever’. Well, from h is position of overseeing the men he 
worked with was a far cry from the men we footplate men 
encountered! The foregoing was a typical example of the way 
Stratford was run. I say ‘Stratford Never’!

 

Forty years ago – Bressingham Steam Museum & Gardens 
 

 
 
 
 

Once very common in East Anglia and north eastern England, 
some of Thompson’s K1 2-6-0s worked to the end like York’s 
62010 at Doncaster on 9/9/1965.                           (Mike Page) 

In June, 1971 70013 Oliver Cromwell was giving footplate rides watched by B4 30102, ‘Terrier’ 662 Martello and Thundersley. (Mike Page) 



Expanding Cambridge 
Railway Station’s passenger 
train capacity 
 
By the December 2011 timetable change, 
Cambridge commuters and ‘off peak’ users 
should be enjoying longer trains and fewer 
congestion delays following  an investment of 
some £16.7 million in a Network Rail scheme. 
 
The £16.7 million will bring a new 270m (907ft) island 
platform (Platforms 7 & 8) into use served by a footbridge and 
lifts at Cambridge station. I believe it will be the first station 
facility expansion since a temporary island platform and 
subway was built during the First World War to cope with 
extra trains.  
 
Platforms 7 & 8 will be signalled bi-d irectionally allowing 
trains to arrive and depart in either direction. Network Rail 
said that the development will ‘free up’ capacity on existing 
platforms providing for any additional future services. 
 
The covered footbridge, in addition to stairs and lifts, will also 
have stair ‘troughs’ to make it easier for cyclists to take bikes 
to the island platforms. 
 
Network rail director, Andrew Munden, said that: “..as 
passenger numbers grow it is essential that we maintain 
investment in our rail network.” He added: “The new 
platforms will make a real d ifference to passengers, boosting 
capacity on this busy line, improv ing punctuality and reducing 
overcrowding further still. Our improvements at Cambridge 
are part of an investment programme, which will see the 
station and surrounding area.” 
 
Class 379 Electrostars enter service 
 
Managing director of National Express East Anglia Andrew 
Chivers commented that a fleet of 30 new trains (Type 379) 
are being introduced on the Stansted Express and West Anglia 
(Liverpool Street – Cambridge) routes later in 2011. Already 
the 379 units are in use on Stansted Express workings and 
have been seen on driver training (at least by your editor in 
late March) passing through Cambridge on the goods loops. 
 
The 379s are part of Bombardier Transportation's Electrostar 
family of electrical multiple units (EMUs) and are owned by 
Lloyds TSB General leasing Ltd. They are being built at 
Bombardier's plant in Derby where the first unit was unveiled 
on 13 October 2010. After go ing to the Velim railway test 
circuit in the Czech Republic during November 2010, the first 
train returned to the UK in December for further testing along 
with other members of the class as they are built. A phased 
introduction into passenger service began in March 2011. 
They will be maintained by Bombardier at Ilford.  
 
The first two units, 379005 and 379006, entered service on 17 
March 2011; 379005 was named Stansted Express at a 
ceremony at London Liverpool Street. A further 18 units will 
enter service during May 2011 on Stansted Express workings. 
They will work in a mixture of two- and three-unit trains. The 
remain ing ten 379 EMUs will enter service over the summer  

 
 
 
 
 
 
 
of 2011 and will be used on Cambridge trains, with some 
possible 12-car (three unit) workings. The Class 100mph 
(161kph) 379 made its maiden passenger runs on the evening 
of Thursday, 3 March 2011, when it worked the 20:10 from 
London Liverpool Street to Stansted Airport and the 21:15 
return service. 
 
The first British Rail Class 375 Electrostar electric  EMU was 
built by Bombard ier Transportation (previously ADtranz) at 
its Derby Works, from 1999 to 2005. The Electrostar family 
currently includes Classes 375, 376, 377, 378 and 379. Since 
rail privatisation the Electrostars have become the most 
numerous type of electrical multiple unit in use. 
 
More station area developments  
 
Network Rail has secured £4.5 million of private investment 
as part of an agreement with developers Brookgate, whose 26-
acre CB1 redevelopment will include a rad ically improved 
transport interchange in the heart of Cambridge and a major 
refurbishment of the city’s station. 
 
Under the terms of the agreement, Network Rail received £2.2 
million when the deal to build new halls of residence was 
reached earlier this month, with the remainder of the cash to 
be released as and when subsequent CB1 development phases 
are approved. The three student buildings for Anglia Ruskin 
University will total 140,000ft2 and provide 511 en-suite 
bedrooms in 112 studios and 399 apartments. In addition there 
will be 8,859ft2 of retail space for letting. Construction 
around the station area began early in March for completion in 
summer 2012. 
 
Network Rail will use the money to create a much larger and 
better ticket hall at Cambridge station as well as other 
improvements linked to the public realm enhancements being 
delivered by Brookgate outside the station. A key goal of the 
station and station square improvements, said Network Rail, 
will be to make journeys easier for people changing from 
trains to buses, bikes or taxis (but no mention of p ick up and 
set down by private cars – Ed). 
 
Munden commented: “Cambridge’s economy relies on rail, 
with more than seven million journeys to and from the city’s 
station each year. The improvements we plan to make will 
cater for forecast growth in passenger numbers and help make 
rail a seamless part of people’s journeys in and out of 
Cambridge.” – Mike Page. 

Netw ork Rail released this artist’s impression of what the new 
island platform on the east side of the existing station wil look 
like.  There remains a large area of unused property beyond. 



Roving around East 
Anglia on a ‘Ranger’ 
 
Tuesday April 26 was dull, so a rove 
around East Anglia on a ‘day ranger’ 
ticket seemed like a good idea as Peter 
Greatorex and I had not done this for a 
year or more, writes Mike Page. 
 
An old friend of the late Dave Theobald, Peter Greatorex, was 
in St. Ives to sort out the many thousands of colour 
transparencies in Dave’s Collect ion. Tuesday was forecast 
dull so he suggested we buy an ‘Anglia Plus Day Ranger’ 
ticket fo r the princely sum of £15, or if you are an ‘o ld 
codger’ like me in possession of a codger pass, £9.90p. 
 
Other than the map, which Peter had printed out showing 
where we could (or were ‘allowed’) to go, we had no specific 
plan. I seem to remember in the past that these rover tickets 
covered St. Ives-Peterborough and Ipswich-Colchester. 
Maybe I am wrong, but we certain ly could not travel on those 
lines now, but everywhere else in East Anglia was ‘OK’. 
 
We arrived at Cambridge station about 09.30, and armed with 
our ‘rangers’ found the first ‘interesting’ route we could 
traverse was with the 09.43 Cambridge-Ipswich via 
Newmarket. Instead of the single car 153 (o r ‘scud’ as Dave 
Theobald used to call these units!) a two-car 170 awaited us 
on Platform Six. 
 
There was nothing else to look at that morn ing in Cambridge 
Station’s ‘DMU/EMU land’ except that two excavators 
(parked there for a week now) and various huts had been set 
up in the old sidings opposite the station, with a large area 
fenced off. These were in preparat ion for the coming works to 
change the track layout and install the new island platform. 
 
There were 30 or so people in 170.273, which departed on 
time. I had hoped to see a new ‘379’ EMU in  Cambridge 
depot sidings, but only the usual EMUs were p resent. We 
crawled around the curve and on past Coldhams Lane play ing 
fields down a corridor of bushes and trees. So effect ive was 
this corridor that we missed the Cherry Hinton Level Crossing 
and almost missed the crossing at the back of Wilbraham. 
 
Dullingham gave up three passengers and off we headed 
towards Newmarket. I remember in the late John Huntley’s 
series of videos based on out-takes discovered from film 
archives that a B1 claimed to be arriving at the imposing 
Newmarket station was almost unbelievable! What we have 
now is the station building occupied by private offices and 
fenced off single platfo rm, leaving a short accessible bit with 
an apology for bus shelters! 
 
As we departed I could see there was no sign at all of the 
granary that once stood on the west side. The area is now a 
forest of new dwellings. We plunged into the narrow tunnel 
and on the other side; the ‘racing platforms’ area is now 
completely ‘tree’d in’. Bury St. Edmunds produced a ‘scud’ 
heading, one presumed, fo r Cambridge. I tried to see if there 
were any signs of the long demolished branch lines to  

 
 
 
 
 
 
 
Thetford and Sudbury – not a trace! Our 170 now showed a 
bit of speed as we went through Thurston and Elmswell. More 
passengers joined us at Stowmarket and Needham Market to 
fill the train up quite reasonably. We looked out for any signs 
of work on the new chord, which would eliminate the 
reversals of northbound liner trains from Felixstowe, but 
could not detect any. 
 
We arrived at Ipswich where the yards contained only one 
freightliner with 66534 in charge. Peter got his first sighting 
of a General Electric class ‘70’, 70008. The loco was being 
fuelled in the engine yard, watched by a Freightliner 86.4 
electric , two 90s and another 66. 
 
We had hoped to ‘do’ the Felixstowe branch, which neither o f 
us had been along. As our train pulled in, the Felixstowe 
‘scud’ scuttled out in case anyone off the Cambridge line 
wanted to use the service! 
 
Instead, we joined the 170.271 forming the 11.13 departure to 
Lowestoft as 90001 arrived with a Norwich-Liverpool St reet 
train. We left promptly and noted that the tracks down to 
Ipswich Docks had been used recently. A liner train passed us 
before we reached Westerfield to turn left and on into ‘the 
sticks’ and Wickam Market. 
 
The trackage on this backwater route is a curious mixture of 
sections of flat bottom track, bullhead track and, surprisingly, 
some sections of 45ft lengths. The 170 was clearly not very 
happy with jointed track as we bounced along. The BR-
designed 153s, 156s and 158s we experienced on this jaunt 
did not seem to mind jointed track at all. 
 
Looking out for any signs of former branch lines to 
Framlingham (Wickham Market) Aldeburgh (Saxmundham) 
and Tiveetshall and Yarmouth South Town (Beccles) was 
fruit less. Beccles had only one platform in use while the 
substantial island platform was gradually disappearing under 
grass and bushes. 
 
Nor was there any sign of the branch to Lowestoft Goods as 
we passed through Carlton Colv ille to arrive at Lowestoft  
 

The approach to Lowestoft station has not changed much since 
November 3, 2001 when, in place of B1 61264, EWS 67024 
arrived w ith a special from London via Ipswich and Norw ich. 
61264 had failed w ith a hotbox at Norwich.              (Mike Page) 



 
 
 
 
 
 
station, which is still semaphore-signalled and has a fair 
number of sidings.   
 
We marched off towards the ‘seaside’ area, which neither of 
us had seen before. I thought the town in general looked much 
tidied up since I was last there about three years ago. We 
found a basic, but very pleasant café to indulge in homemade 
quiche and chips and a small all-day breakfast for under £4 
each, not a bad deal. 
 
We returned to the station to join the 13.50 Nat ional Express 
two-car 156.416 to Norwich. Only we were only going to go 
as far as Brundall, there to retrace our steps via Acle to Great 
Yarmouth, departing at 14.46. 
 
Brundall was quite a surprise. The station and junction were 
still fully semaphore-signalled and the signalman had to dash 
back and forth opening and closing the level crossing gates by 
hand. There can not be many of these gates left around! Upon 
seeing me taking pictures he did a ballet dance for our benefit! 
Our train from Norwich arrived, which to Peter’s surprise, 
was a London Midland green liveried 153 double set 
consisting of 153.364 + 354. As we found our seats, Peter was 
amused to see an advertisement: ‘London Midland Bargain, 
Birmingham New Street to London for £6!’ 
 
The train shed over the long platforms at Great Yarmouth 
station had been severely cut back (former Vauxhall station; 
the town used to have three stations including South Town 
and Beach). The sidings for excursion stock were still in p lace 
as was the iron bridge over the river, which used to feed 
freight trains into the docks. Part of this provides a footbridge 
into the town. 
 
We walked for a half-mile or so down the quayside looking at 
the ships, and then entered the public library to find out where 
the beach was. It was about 3/4 mile away, so we strode out 
down past the rock stalls, gifts, amusements, fish and chip 
shops and an odd retailer selling ‘shoes and sweets’. 
 
My insistence on having a coffee on the promenade with the 
bracing sea air (Yarmouth too is ‘bracing’, not just Skegness!) 
freezing us solid proved to be our downfall. Our forced march 
over a measured mile back through the town resulted in our 
missing the 16.17 to Norwich by a minute! 
 
OK, breathless and frustrated I headed for the nearest toilet. 
Now I could have sworn it had a ‘Gents’ icon above it. I was 

puzzled at the lack of u rinals, but I’d seen toilets like this 
before. I was assailed by a ‘you build bridge’ stern station 
mistress who informed me in no uncertain terms that I was 
using the ladies!  
 
Rather shame-facedly I headed back to Peter. I supposed that 
50 years ago she would have boxed my ears! With an hour to 
kill, there was only a nearby Asda to amuse ourselves with. 
Peter had great fun in buying just one apple, which seemed to 
have defeated the computerised retailing system there! The 
Asda store stands on what must have been extensive sidings 
and maybe the loco shed, I don’t know. 
 
Any road up, the 17.17 was to be ours and it was the same 153 
duo we had arrived on earlier. We rattled off back to Norwich 
as we did not want to stay on to sample the 17.47, which 
traversed the loop through Berney Arms. We noted that a 
Sunday would be a good day to do this bit of line as there 
were at least five trains going that way. 
 
We passed Crown Point noting 08.874 busy shunting coaches, 
90008 and 90005 wait ing their next jobs and three Virg in 
liveried Mark 3 coaches in the sidings. We made the four-
minute connection onto the 17.54 Norwich-Nottingham 
consisting of 158.785. The ride was ‘limited stop’ and we fair 
shot down to Ely North noting semaphores still in p lace on the 
way, but line side resignalling engineering activ ity was in 
progress around Thetford. 
 
Drinking coffee on Platform 1 of Ely Station revealed 66719 
Metro Land coming to a stop with a northbound liner train 
while EMUs and DMUs scurried about. As the evening closed 
in, we rode a Birmingham-Cambridge, departing Ely at 19.33 
and consisting of 170.117. We arrived, as scheduled, back on 
Platform 6 at Cambridge station, where there was nothing 
interesting to see! 
 
We concluded with an Indian nosh-up at the Taj Tandoori on 
Cherry Hinton Road (excellent food but now no alcohol) to 
fin ish off what Wallace & Gromit would have called a ‘Grand 
Day Out’! 
 

 

 

B1 4-6-0 61264  gets some refreshment at Bury St. Edmunds 
on a special to Norw ich on November 3, 2001. A class 60 diesel 
waits for the road with returning mineral empties.     (Mike Page) 

Little has changed at Lowestoft since this view of a departing 
153 DMU w as taken on November 3, 2001; except you can no 
longer use the footbridge, which has been closed. (Mike Page) 



 
 

 
 
 
 
 
 
 
 
 
 
 
 
 

 
 

 

Top: 60019 Bittern running as 4492 Dominion of New 
Zealand (60013) in 1939 colours heads through 
Huntingdon  with the first leg of the Great Britain IV  
railtour on its way to York on April 16, 2011.  
 
Above, centre right and right: seen during the North 
Norfolk Railway Gala were Tony Dewey on City of Truro,  
J72 0-6-0T 69023 Joem  (an NER design the loco is 
British Railways built) and LMS ‘Jinty’ 0-6-0T 47406, 
which had recently been restored on the Great Central 
Railway,                             (All photos by John Hunting) 
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