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SPECIAL TRAINS NEAR US: October – December 
 
October 15:     CUMBRIAN MOUNTAIN CIRCULAR. Huntingdon-Carlisle & return. 2 x 47 diesels. 
                         THE FOUR SUMMITS. Kings Cross – Carlisle & return.  67 diesel. 
November 24: THE CATHEDRALS EXPRESS. Kings Cross – York & return. 60163 Tornado. 
November 26: TYNESIDER. Newcastle – Kings Cross. 60007 Sir Nigel Gresley. 
                                                 Kings Cross – York. 60019 Bittern. 
December 3:   THE CANTERBURY CHRISTMAS SPECIAL. Doncaster – Canterbury West & return. 2 x 47 diesels. 
December 4:   THE LINDUM CHRISTMAS FAYRE. Kings Cross – Lincoln & return. 2 x 47 diesels. 
December 8:   THE CATHEDRALS EXPRESS. Cambridge – Harlow – West Hampstead – Oxford. 60007 Sir Nigel Gresley. 
December 9:   CAROLS IN WINCHESTER CATHEDRAL. Hitchin – Winchester & return. 67 diesel. 
December 10: THE CHRISTMAS WHITE ROSE. Cambridge – York & return. 60007 Sir Nigel Gresley. 
December 11: THE CHRISTMAS FENMAN. Kings Lynn – Cambridge – Kings Cross & return. 70013 Oliver Cromwell. 
December 12: THE CATHEDRALS EXPRESS. Guildford – Ely & return. 60103 Flying Scotsman (doubtful) or TBA steam. 
December 15: THE YORK YULETIDE EXPRESS. Norwich – Ely – Peterborough – York – Ely. 70013 Oliver Cromwell. 
December 17: THE CHRISTMAS TYNESIDER. Kings Cross – Newcastle. 60007 Sir Nigel Gresley. 
                                                                                 York – Kings Cross. 60019 Bittern. 
                         CAROLS IN BEVERLEY MINSTER. Kings Cross – Beverley & return. 67 diesel. 
 

CAMBRIDGE RAILWAY CIRCLE OFFICERS & COMMITTEE 
 
President: Richard Hardy. 
Chairman: David Pepperell, 15 Vine Close, Cambridge, CB22 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. Eileen 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, 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 initially (please keep file size below 
1.5MB), then high-res may be requested. Colour or black/white photos can be accepted by post.  
 
We welcome news, features and short stories on the ‘modern image’ or historical topics as well as stories about members’ 
visits in the UK, Europe and overseas. 
 
Thanks again, to this issue’s contributors without whom our journal would not have appeared. 
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Meetings and outings planned for 2011/12 until May 
 
Friday November 4: Speaking of many (railway) things – Phil Marsh of the Railway Magazine. 
Friday December 2: Mike Page and Alan Denny. 
Friday January 6:    East Anglia old and new – Richard Adderson. 
Friday February 3:  1000 Eggs on a Bicycle (with railways absolutely ‘in the frame’) – Colin Boocock. 
Friday March 2:       UK Rail Freight – A Bright Future? – (Lord) Tony Berkeley. 
Friday April 13:        An evening with Paul Chancellor of Colour Rail. 
Friday May 4:           Richard Hardy recalls. 
 

From the Editor 
Well, August was a very sad month with the passing away of our long-standing President, Bill Last. His 
funeral took place at St. Andrew’s Church in Chesterton on August 23, 2011. It was attended by over 150 
mourners including many members of the Cambridge Railway Circle. The Committal took place at the 
City Cemetery in Newmarket Road, Cambridge. Indeed I am told that the ‘wake’ at the ‘Crown and 
Punchbowl’ in Horningsea was well attended by CRC members. Bill will be sadly missed by all of us. 
 
One of Bill’s old ‘stamping grounds’ when he was on the footplate was the Cambridge – St. Ives – March 
line. Now we have the ‘Guided Busway’ in operation on the trackbed from St. Ives and we have yet to see 
whether it has any impact on reducing the traffic jams on the A14. I was rather bemused by the digging up 
and reorganisation of the busways in the old Coalfields sidings, particularly that workmen have 
reorganised the layout since Bam Nuttall had left. I note the appearance of new bus shelters in the yard a 
good 200m (or 200 yards) away from the railway station entrance. I have not seen any double decker 
‘guided buses’ at the station from St. Ives or do they only go as far as the Science Park? I have only seen 
single-deckers around the station. Well, let’s see how the system functions during the winter! I do fear that 
when all the redevelopment is finished around the station area, arriving passengers will have the same 
impressions as at Croydon or Milton Keynes. So many town redevelopments have a ‘sameness’ these days. 
 
A number of CRC members joined The Cathedrals Express headed by 60163 Tornado organised by Steam 
Dreams’ on August 4 to Bath and Bristol. 60163 got us efficiently through the maze of construction works 
on the Olympic Games site in Stratford. We had 14 coaches on, but the A1 only slipped a couple of times 
such as when crossing onto the ex-GW main line at Acton Wells. Acceleration was impressive. It reminded 
me of my only A1 trip in ‘steam days’ from York to Leeds in 1958 when 60155 Borderer accelerated like 
a ‘bat out of hell’ from York. I must confess that I had expected slipping on the start-ups from signals 
(memories of that sharp curve at the north end of Grantham station), but 60163 was very sure-footed! She 
got us back to Whittlesford Parkway some 10 min early. If you look at ‘Special Trains near us’ opposite 
you will see that the second week in December will keep the steam fans busy! 
 
Well, we have a good line-up of speakers to get us through the winter months. The CRC meetings won’t be 
quite the same without Bill in his usual position on the front row near the aisle. Let’s hope he is looking 
benevolently down on us from the ‘great roundhouse in the sky’ – Mike Page. 
 

 

During one of the last meetings before the Cambridge Railway 
Circle meetings ended for the summer holidays, Bill Last (centre) 
chats and reminisces with CRC members Alan Masterson (left) and 
Rex Webb during the ’tea break’ at the Arbury Community Centre.  



Circle Outings in 2011 
 
During the summer of 2011, Circle 
members visited the Isle of Wight Steam 
Railway, the Severn Valley Railway and 
the Black Country Museum and the Mid 
Hants Railway’s Autumn Gala as 
reported here by Tony Dewey.  
 
Isle of Wight Steam Railway, ‘40th Anniversary’ – this 
event was the first of two big celebratory galas this year. As it 
was Bank Holiday weekend it seemed Sunday 29 May would 
be the best day to travel on the roads, especially coming home 
and it proved so. The logistics were different from normal due 
to ferry and Island train service connections. An innovation 
was, therefore, to depart from Kenzies Coaches depot in 
Shepreth to save on journey time and driver’s hours. Although 
meaning longer car journeys for some to get there, it had the 
other benefit of free parking compared to Cambridge. 
 
The destination was obviously popular as we set off at 7.30am 
with 44 passengers on board. Our route was via 
A10/A505/A1/A414/A405 to Watford to join the M25 round 
London followed by M3 and then M27/M275 directly into 
Portsmouth and straight down to Harbour Station. With only a 
brief comfort stop at Fleet Services, we made good time and 
arrived at 10.10am, enabling the nimble few to catch the 
10.15am catamaran and the remainder relaxed with 
refreshment awaiting the next at 10.40am. Even then, we were 
ahead of schedule at this point. I had pre-booked all-inclusive 
ferry/Island Line and Gala tickets from IOWSR and this aided 
transfers considerably.  
 
The weather had been cloudy but there was a little brightness 
at Portsmouth and over The Solent but the cloud did win for 
the rest of the day until we left Portsmouth going home. On 
the catamaran crossing we had a view of the massive U.S. 
aircraft carrier ‘George Bush’ moored some distance away on 
our starboard side.  The sea crossing takes about 20 minutes to 
Ryde Pier Head where we joined the Island Line ex-London 
Transport electric trains. These have a journey time of eight 
minutes via Ryde Esplanade and Ryde St. Johns to  
 

 
 
 
 
 
 

 
 
 
 
 
 
Smallbrook Junction, the interchange with the steam railway 
and where there is no other public access. I had anticipated  
large crowds of travellers on the railway and so reserved seats 
on the 11.58am train but we arrived much earlier than that and 
there was space on all trains. 
 
The line runs for five miles via Ashey and Haven Street to 
Wootton on the outskirts of Newport, the former hub of the 
extensive Isle of Wight railway system. Haven Street is now 
the centre of operations of the preserved railway with its 
island platform for crossing trains, signal box, offices, 
catering, shop, museum, works and running shed. There is 
public access to all of these except the running shed although 
this can be viewed from the island platform. Today, a two-
train service was running all day plus a freight train Haven 
Street to Wootton and return with a couple of trips to 
Smallbrook Junction. Locos were inter-changed during the 
day with a lunchtime layover.   
 
There were four operational locos, being ex Isle of Wight 
Railway ‘O2’ 0-4-4T No. 24 Calbourne and ‘A1X’ (‘Terrier’) 
0-6-0T No. 8 Freshwater joined by visiting ‘E4’ 0-6-2T No. 
B473 Birch Grove and ‘0298’ 2-4-0WT No. 30585, the latter  
 

 
 
 
 
 
 

Visiting ex London Brighton and South Coast Railway E4 0-6-2T built 
in 1897 or so and normally running on the Bluebelle Railway is seen 
after arrival at Wootton. Her last shed allocation was as 32473 at Nine 
Elms in London in 1962.                                                   (Tony Dewey) 

Running around the train at Wootton is ex LB&SCR A1X ‘Terrier’ 0-
6-0T No. 8 Freshwater, which was certainly in Southern Railway 
stock on the Isle of Wight in 1943.                                  (Tony Dewey) 

Pilot engine at Haven Street was this Cornish visitor: ex London and 
South Western Railway Class 0298 2-4-0T, 30585, originally built for 
London suburban services in the 1870s. She was based at Wadebridge 
to work a tin mine branch.                                                (Tony Dewey) 



 
 
 
 
 
 
 
employed as pilot at Haven Street and on freight to Wootton 
with one outing to Smallbrook Junction. On view in the shed 
yard were ‘Austerity’ 0-6-0ST Waggoner and 0-6-0T No. 
W38 Ajax. All locos were immaculate externally and in the 
cabs as were the vintage carriages inside and out.  
  
It was always busy at Haven Street whether with trains and 
people or just people and the pilot when the passenger trains 
were away. As mentioned there was a lunchtime ‘siesta’, a bit 
of a misnomer due to the cloudy sky and cool wind which 
took a bit of an edge off an otherwise enjoyable visit to this 
short length but very scenic railway with some surprising 
gradients and energetic and exciting running from its small 
locomotives. 
 
Members of our party made their way back to the mainland at 
different times and our coach departed Harbour Station at 
6.30pm for an excellent journey to Shepreth, arriving at 9pm.  
  
Severn Valley Railway and Black Country Museum - we 
have been to both locations several times before and they 
always seem to be popular. This was proved by the split of our 
group of 44 with 23 for SVR and 21 for BCM. The occasion 
at the SVR on Saturday 25 June was the ‘1940s Weekend’ 
(first of two on successive weekends) while at BCM it was a 
normal open day with added attractions. We reverted to 
Cambridge Railway Station for departure where we left 
promptly at 7.30am and after picking up at Bar Hill made our 
way via A14/M6/M42/M5 and A456 into Kidderminster at the 
SVR’s southern terminus. Arrival was around 10am and after 
dropping off the group of 23 here, the coach went forward to 
Dudley and the Black Country Museum, a short journey away. 
 
Kidderminster was already almost heaving with much activity 
centered on the station concourse and the ‘military’ guarding 
the station yard and access to the concourse. The 10.20am 
train for Bridgnorth was already full, although I think a few of 
our party caught it. But the buffet, while busy, was not full 
and so the remainder could avail themselves of refreshments 
whilst waiting for the next train at 11am, although this was 
also full sometime before departure time. I had taken the 
precaution of pre-booking our tickets and so avoiding the need 
to join long queues. 
 

The day would be marked by re-enactments of wartime living 
conditions and activities with displays at Bewdley, Arley, 
Highley and Bridgnorth stations. The ‘actors’ would also join 
the modern era travellers on the trains, thus adding to 
crowding which was I suppose how the trains were in 
wartime, thus adding to the ‘experience’. The line was 
effectively closed between Arley and Hampton Loade for a 
period at lunchtime when a ‘mock’ battle took place on and 
around the track. Visitors on the balcony of the ‘Engine 
House’ exhibition hall at Highley were very well placed to 
view this. There was also wartime musical entertainment 
provided within the Hall. 
 
There were five locos rostered for the day comprising GWR 
‘4500’ 2-6-2T No. 4566, ‘5100’ 2-6-2T No. 5164 and ‘Manor’ 
4-6-0 No. 7812 Erlestoke Manor with LMS ‘Crab’ 2-6-0 No. 
42968 and ‘Ivatt’ 2-6-0 No. 46443. These were all very well 
turned out. For five locos there were five sets of carriage 
stock, four of which comprised complete sets of GWR, LMS, 
LNER Teak and BR Mk 1 ‘Blood and Custard’ with the fifth 
set a mix of GWR and BR Mk 1, the latter forming the dining 
section. As with the locos, all rakes were well presented. 
   
The day went quickly and after a cloudy start warm sunshine 
broke out in the afternoon. It was time to return to 
Kidderminster and meet up with our other group who had 
returned with the coach from the Black Country Museum. By 
all accounts they had a most enjoyable time at the extensive 
museum site where there is much to view and also to partake 
in a trip into Dudley Canal and underground caverns. They 
apparently didn’t enjoy the sunshine that bathed the Severn 
Valley, it being mainly cloudy with a shower of rain. That was 
a pity but they still returned enthusiastic about their day. 
 
When it was time for us to head back to Cambridge, the trains 
were still busy and the entertainment was going on until late 
in the evening with a band concert, the stage set up by the 
museum and seating on the platforms. We had a very good 
ride home, arriving back at 8.30pm. 
 
So ended two very successful outings. I would like to thank 
those who joined in very much for their outstanding support 
which makes all the planning and organising so worthwhile. 
 

 
     
 

Three weeks before the SVR’s ‘1940s Weekend’ fitters were 
examining the motion of 9F 92212 during trials (with ex GWR 2-8-0 
2857 coupled at the back of a short train) on June 2, 2011.(Mike Page) 

 
Saturday 29 October Mid Hants. 
Railway ‘Autumn Spectacular Gala’. 
Boyed by the support for the two 
summer outings, the Committee decided 
to run a third to this end of season event 
which promises some high profile 
visiting locos. Our faith in your support 
was justified as, at the time of writing, 
the coach is fully booked.  
 
If you haven’t booked but want to go, 
let me know   - Tony Dewey. 



 
 

 
Commuting from 
Cambridge to 
London 1972-98 
 
Commuting to London from Cambridge in the 
1970s was a fairly leisurely affair: relaxing in 
comfortable Mark 1 coaches sometimes with 
buffet and restaurant facilities, writes Mike 
Page. Electrification brought a more frequent 
service but killed such luxuries for ever in 1987. 
 
I will never forget the puzzled, hurt and indignant faces of the 
mostly well-heeled commuters at Audley End when our 
double set of ‘hand-me-down’ Class 305 electrical multiple 
units (EMU) drew to a halt on the early Monday morning of 
the first week of the Summer timetable in 1987. You could see 
them thinking: “There has been some kind of mistake, surely! 
We don’t ride in such trains!” 
 
You could not blame them. Gone were the Mark 1 corridor 
coaches with their cosy compartments or those convenient 
tables in the open saloons. Gone were the well-sprung seats 
you could very easily fall asleep in. Civilisation as they knew 
it had crumbled! 
 
After all, if the promises made during the Network South-East 
Gala Day held on May 3, 1987 were to have been believed, 
we should have had the sprightly 312 EMUs and class 86 
electric loco hauled Mark 2s along with buffet cars and 
restaurant cars! And certainly not the well-worn 305/7s, which 
had probably been off-loaded from the London, Tilbury & 
Southend or Shenfield lines. We had been misled! 
 
Indeed, I remember joining one of these ‘hand-me-downs’ on 
the 06.50h to Liverpool Street on a frosty morning at 
Cambridge in early 1988 and wondered why everyone seemed 

to be sitting on the aisle seats (3+2 seating). I took a seat by 
the window and soon found out why. As the train accelerated I 
was assailed by a freezing draught from the door! I could not 
understand this as the similar Southern Region 415 units from 
Cannon Street to Woolwich Arsenal were draught-proof! I 
later noticed that the dear old 415s of 1951 had a felt lining to 
the doors while the anti-social 305/307s’ doors had a kind of 
plastics sealing, which did not do the job! 
 
Let’s go back to the Winter timetable of 1972 and ‘Mark 1 
Land’. After a difference of opinion between the now late 
director-general of The Welding Institute and myself, I had 
applied for a job as assistant editor on the then well-
established and highly regarded monthly industry magazine 
‘Metalworking Production’. It did not involve a daily 
commute, more a week on/week off as the job entailed going 
around the UK and Europe reporting on industry fairs and 
visiting factories. So I tended to ‘juggle’ weekly and monthly 
seasons, depending on reporting requirements. 
 
Working at Morgan Grampian publishers in Essex Street off 
The Strand suggested Liverpool Street with its Brush Type 2s  
(31s) and English Electric Type 3s (37s) as the way to go. We 
operated on a sort of ‘flexi-time’, depending on what we were  
 

 
 
 
 
 

The London end of Cambridge station as it was in November 1973. Brush Type 2 (31) 5531 leaves Platform One and passes Cambridge South 
signal box with an afternoon train to Liverpool Street. The Coldfields Sidings still handled freight. 5531 became 31.113 under TOPS.  (Mike Page)     

37.109 accelerates from under Long Road Bridge with the 
14.26h to Liverpool Street on 22/5/1977.               (Mike Page) 



 
 
 
 
 
 
doing. It might be the 06.50h one morning or the ‘Fenman’ on 
the next. The 08.15h  always had a buffet car, but you could 
enjoy full waiter-served breakfast on the ‘Fenman’! Later 
trains would bring morning coffee and biscuits. All very 
enjoyable while listening to, say, 5531’s or 6702’s efforts up 
front! 
 
The 37s were much faster off the mark than 31s as some 
commuters discovered to their dismay when running to jump 
aboard at the last second! And didn’t the regular daily 
commuters have their habits! On the first morning I 
commuted to Liverpool Street in October 1972, I had noticed 
that the 08.15h sported one of those Mark 1 2+1 seated dining 
cars, presumably to be used as such later in the day. 
 
I settled myself down very comfortably between the armrests 
to begin reading Tolkien’s ‘The Hobbit’. At Audley End, the 
‘great and the good’ entrained, there were still some bowler 
hats and furled umbrellas about then. I suddenly felt I was 
being watched. A well-dressed, middle-aged woman, in a fur 
wrap stood stock still staring daggers at me! I was obviously 
in her place. An impatient “Excuse me!” from a gent behind 
her jerked her into action and she dropped herself angrily in 
the seat opposite. No words were exchanged as our 37 roared 
into action. 
 
If one finished early, the 16.30h return ‘Fenman’ was a good 
train to travel on. It was best to join the train on Platform eight  
 

 
 
 
 

 
 
 
 
 
 
at Liverpool Street a little early if you wanted to indulge 
yourself with ‘posh’ sandwiches (crusts cut off), hot teacakes 
and jam and a pot of tea and a pot of hot water to keep you 
going until you reached Cambridge! 1973 saw the arrival of 
TOPS numbering, some of the remaining green 37s and one or 
two of 31A’s green 08s acquired new TOPS numbers. 
 
Another delight was discovered after I had returned to Euston 
one day and headed for the 19.15h from Kings Cross. Not 
only did the train have a Gresley buffet car, it did a wonderful 
steak grill for £2.15p! I discovered too, that if one arrived late 
at Kings Cross, rather than stomach the 2h all-stations journey 
in a Mark 1 suburban coach behind, say 31.405 departing at 
23.15, you could catch the 23.50h ‘Aberdonian’ with a 
‘Deltic’ and catch up with the 23.15h at Stevenage: reducing 
the ‘pain’ somewhat! 
 
Looking back at those late homecomings via Kings Cross or 
Liverpool Street, you could not believe today just how busy 
those terminals were with parcels, mails and newspapers! It 
was something of an obstacle course avoiding the tugs with 
their long lines of loaded trollies. I almost missed the  
 

 
 
 
 
 

If the snow held a train at Bishops Stortford there was a good 
pub near the station! 37.294 approaches with the 10.36h 
Liverpool Street – King’s Lynn on 16/2/1979.       (Mike Page) 

Too cold for the electrics: a 101 forming the 09.10h Cambridge 
– Royston plods on to Kings Cross on 14/1/1987.   (Mike Page) 

The ‘old order’ at London Bridge on 18/2/1991. The 465 and 
466s had not arrived yet so 415s and other compartment ‘slam 
door’ EMUs ‘ruled the roost’ on the former SR.       (Mike Page) 

Woolwich Arsenal was not the most inspiring of towns, having 
lost much of its industry by 1990. A Dartford – Charing Cross 
local arrives on not the best of days, 8/2/1991.     (Mike Page) 



 
 
 
 
 
 
 
 
‘Aberdonian’ one evening as a line of trollies blocked the 
platform entrances while two porters moved a drunk! 
 
The weather could play havoc too. A snowy evening in 1978 
had halted the 19.15h to Kings Lynn at Bishops Stortford. A 
porter came down the platform suggesting we might be 
waiting an hour or two and that there was a good pub up by 
the bridge at the top of the station approach. He would come 
up and tell us when the train was about to depart. Some 30 of 
us trekked up through the snow for a ‘snifter’ and true to his 
word, an hour later, he came and called us back! Now that is 
what I call service! Of course, most of us gave him a tip. 
 
Later on, on 14/1/1987 going into Kings Cross, I caught the 
09.10h connecting departure to Royston. We arrived at 
Royston to see the usual 317 waiting in the ‘down’ platform. 
We had traipsed through the snow over the bridge only to be 
told that the 317’s doors were frozen solid and would not 
open! It was decided to run the 101, which filled considerably, 
to Stevenage, where we waited some minutes before the 
decision was taken to run the 101 on to Kings Cross. Well, it 
made a change! All was back to normal by the evening. 
 
The 18.15h from Liverpool Street had a regular ‘club’ of city 
people crowding the bar to swap stories. If you dabbled on the 
Stock Exchange you could pick up some tips while enjoying a  
 

 
 
 
 

 
 
 
 
 
 
beer or glass of wine. There were card schools too, either in 
the saloon coaches or whichever compartment could grab one 
of those tables stored in the vestibule. I’m sure there were 
some ‘goings-on’ on those trains too! 
 
Now look, this had all been going on since the Cambridge 
‘Beer Trains’ began on the Kings Cross route in the 1930s. 
I’m sure restaurant cars had been on some Liverpool Street-
Kings Lynn trains since the 1920s or earlier. So why stop it 
all? It’s all in the name of ‘progress’, old son!  
 
The ‘rot’ set in on the Kings Cross line when electrification 
reached Royston in 1977. The Mark 1s and Gresley buffets 
were replaced by 317 EMUs to Royston and ageing Metro-
Cammell ‘101’ (or sometimes something worse, like a 
Cravens unit!) for the trot along to Cambridge. That could be 
miserable if you were tired. You had to struggle out of the 317 
on a wet cold night to walk along the platform to sit in a 
dimly-lit DMU, which seemed to take ages to crawl along, 
stopping all stations to Cambridge. 
 
I always looked out for freight activity and changes on both 
lines were gradual. On the Liverpool Street line they were still 
loading/unloading wagons at Bishops Stortford, Newport, 
Stansted and Duxford. The sidings and freight depot at 
Harlow Mill were busy and a few factories were still rail-
connected between Angel Road and Tottenham Hale.  
 
Sidings busy on the Kings Cross branch to Hitchin included 
coal and ferry vans (even from Yugoslavia!) at Letchworth,  
 

 
 
 
 
 

Occasionally while waiting for the Woolwich train at London 
Bridge one got a surprise, such as the ‘museum’ BR green 4-
SUB EMU No. 5001 seen on a Charing Cross – Hither Green 
service at 08.46h on London Bridge on 2/9/1992.    (Mike Page) 

Highland Rail 47.586 arrives at Audley End with the 13.35h 
Liverpool St. – Cambridge on 4/6/1986.                (Mike Page) 

305.513 forms a service from Liverpool Street coming down 
towards the foot crossing between Trumpington and 
Addenbrookes on a February day in 1987.           (Mike Page) 

86.250 The Glasgow Herald seems to be well out of its home 
area leaving Cambridge with the 10.05h to Liverpool Street 
watched by two gangers on June 23, 1987.           (Mike Page) 



 
 
 
 
 
 
coal at Shepreth & Meldreth  and grain wagons on both sides 
of the line at Royston, to name a few places.  This local 
freight activity on both routes began to fade from 1975 
onwards. 
 
The first change in commuting patterns for me was when 
Morgan Grampian moved to Woolwich in 1973, extending my 
commute to Woolwich Arsenal. The obvious route was to 
walk from Liverpool Street to Cannon Street and sit in 
virtually empty trains to watch the ‘sardine specials’ coming 
in. I had heard about North Woolwich, so one summer 
evening in 1973 I took the Woolwich Ferry across the 
Thames. There was a lot of shipping about then as the Royal 
Victoria Dock was busy as were the Royal Albert and King 
George V docks. 
 
A two-car Craven unit ambled along to Silvertown where the 
London Harbour Board branch was still in use A 31 with vans 
waited to access tracks to the Royal Albert Dock at Custom 
House. Extensive sidings, still partly used, and still sporting 
ex-GER lower quadrant bracket signals lay behind a long wall 
paralleling the Royal Victoria Dock. 
 
A couple of 08s were about, one pulling a string of bogie 
bolsters loaded with steel bar onto the London Harbour Board 
lines There were more yards in use as we ambled on to 
Stratford (Low Level).  From there we turned left to go around 
the continental freight terminal full of ferry vans from around  
 

 
 
 
 
 

Europe, including those little Italian vans with matchboard 
sides and a ‘shed’ roof. 
 
Temple Mills was only a quarter full and the ‘master and 
slave’ 08 shunter duo did not have much to do. Having arrived 
at Tottenham Hale, that change in routes had shortened the 
Woolwich-Cambridge journey time from two hours to under 
one-and-a-half! 
 
I then discovered that I could make a connection with a 
Hertford East-Stratford (High Level) train on the up journey 
off the 08.15h. It connected easily with a Stratford (Low 
Level)-North Woolwich working. Note that the Richmond line 
trains were still running into Broad Street terminus then. 
 

 
 
 
 
 
 
 
 
Well, that continued for a while until a timetable change 
removed my Tottenham Hale-Stratford connections. Not 
wishing to be outdone I tried the Victoria Line from 
Tottenham Hale to Highbury & Islington when the North 
Woolwich-Richmond service was introduced after the closure 
of Broad Street in 1989. A more convenient connection was to 
go via Finsbury Park and change at Highbury & Islington. 
 
Well, that worked for a while until the new electric service: 
after the ‘switch-on’ from Royston to Cambridge in 1990. To 
my chagrin, the elimination of the Finsbury Park stops on all 
but the locals forced me back to Cannon Street. 

The substantial rebuilding of Tottenham Hale station is nearing 
completion as EMU 317.303 on a semi-fast to Cambridge stops 
to pick up custom on 25/2/1991.                               (Mike Page) 

313.016 arrives at Stratford Low Level to form the 08.35h to 
North Woolwich on 25/2/1991. Two-car slam door stock was 
operating these services in 1973.                          (Mike Page) 

Passengers pick their way around the extensive construction 
works during the rebuilding of Liverpool Street Station on 
30/4/1990. The plan to plinth a preserved GER 0-6-0T  on a 
new mezzanine floor never materialised.                (Mike Page) 



 
 
 
 
 
 
The IRA bombing in London included one detonated in the 
gents’ toilet on platforms 1 & 2 on London bridge station. On 
dry days I sometimes walked from Liverpool Street to London 
Bridge and often waited near those toilets as it gave a good 
vantage point to watch trains. 
 
The morning the bomb went off, I was half-an-hour later than 
usual, so you can imagine my concern to find London Bridge 
station closed and people being evacuated. Now the puzzle 
was how to get to Woolwich. I found a bus going to 
Blackheath and then another on to Woolwich. It took 90 min 
compared with 20-25 min on the train! 
 
The occasional evening trips along the North Woolwich line 
in the late 1980s found the Royal Victoria Docks going out of 
use and the extensive sidings being removed. The London 
Harbour Board lines were also now little used and were 
rusting over. 
 
Then in the 1990s a small museum was opened at North 
Woolwich station, which provided some interest in the lunch 
hours. Also at this time, Woolwich itself was becoming very 
‘down at heel’ following the closure of the Woolwich Arsenal,  
 

 
 
 
 
 
 
 
 

closure of the large military hospital and the demolition of a 
large cable factory. 
 
By the time I left Morgan Grampian (now Miller Freeman) in 
1998, the scene had really changed. The ‘slam door’ 
commuter stock had gone from the old Southern region. One 
driver told me that he thought the 415s could have carried on 
for another 40 years! The new 465 and 466 EMUs were a big 
improvement from the commuters’ point of view! 
 
The 365s had arrived on the Kings Cross line while the 317s 
soldiered on on the Liverpool St route, apart from a brief 
flirtation with 321s. I remember asking the staff on a new 365 
on show in Platform Six at Cambridge why there was no 
corridor connection between individual four-car units. I got no 
satisfactory reply and soon, the drinks and food trolley service 
on the Kings Cross line disappeared. 
 
Only for a short while did I feel we had an up-to-date, 
comfortable service to London. That was a few trips made  
 

 
 
 
 
 
with 86s and Mark 2s, on which once the last coach had 
cleared the points under Hills Road Bridge we literally  
rocketed towards Long Road Bridge. The brakes then were  
‘touched’ for the curves through Great Shelford. No, I am 
sorry, the 47s just could not compare! I was certainly 
disappointed when the 86s were replaced by 47s! 
 
One aspect of today’s commuter travel, which I am heartily 
glad I do not have to endure, is to be surrounded by mobile 
‘phones and laptops! It is surprising how three or four people 
constantly ranting down their mobile ‘phones can be so 
distracting: particularly in the evenings if one wanted to doze! 
 
I think it was in the mid-eighties when mobile  ‘phones were 
as big as bricks and cost around £1000 that one of the ‘city 
gents’ produced one on an evening train back to Cambridge, 
while everyone else tried not to gawp! He got through to his 
wife to say: “I’m on the train and I’ve got the dog food…” 
Also having someone sitting next to you constantly bashing 
the keys on their laptop can be, at best, irritating! 
 
Well now, let us see what the 379 units will do for today’s 
commuters. Perhaps with their through gangways between the 
units we might see the return of a food and drinks trolley 
service? No, I’m going mad, it’s 2011! 

Last days of the 47s on Cambridge services: 47.596 has arrived 
with the empty coaching stock for the 16.32h to Cambridge. You 
could still enjoy a buffet car on this train! 2/5/1990.   (Mike Page) 

Commuters to Liverpool Street experienced occasional 
‘interesting’ diversions during engineering works. Railfreight 
liveried 47.599 brings the 17.05h Liverpool St. – King’s Lynn off 
the Kings Cross line on 30/4/1988, probably having had an 
interesting run via Stratford, Hackney Wick, Dalston (North 
London Line), Canonbury and Finsbury Park!         (Mike Page) 

365.515 heads an up Kings Cross train at Shepreth Jnc past a 
new gricer-proof fence and cycleway on 7/12/2008. (Mike Page) 



Scottish railway holidays 
 

Once a year, Bill Fraser makes a pilgrimage 
to travel the railways of Scotland to see the 
changes: not only in locomotives and rolling 
stock but buildings and infrastructure and 
visit the remaining relics of the steam age. 
 
Every year since my move from Edinburgh (hills and sea) to 
Cambridge (flat and sea-less) in 1963 I have managed at least 
one holiday north of the border every year. If I were based in 
Edinburgh, I would only be some 200 yards from the 
Craigentinny depot. There was a very handy wall alongside 
Fishwives Causeway whereon one could sit and watch the 
trains go by. Steam had all but gone by that time, so one lived 
on a diet of classes 20, 26, 27, 37, 47 and 55 spiced 
occasionally by a 25 or a 45/46. A rare visitor was A4 Pacific 
60009 Union of South Africa. 
 
My most memorable trip took place in 1984, which followed a 
visit in 1983 by Chris Green, General Manager, Scotrail to the 
Cambridge University Railway Club (CURC). With the help 
of his staff at Buchanon House in Glasgow it was arranged 
that a party of four club members should visit Scotrail. The 
help of a Rail Pass enabled us to cover the various places on 
the itinerary. This trip was a great success and plans were put 
in hand for a repeat visit in 1984 and I considered myself 
lucky! 
 
We were left to make our own way to Glasgow. We had to 
appear at Buchanon House on Monday September 10 to 
receive details of the visits and the vital Rail Pass. Lodgings 
were no problem for me has I had family in Milngavie, near 
Glasgow, and in Edinburgh. The rest of the group stayed in 
hostels. 
 
With time to spare on the Monday, I decided to visit the 
Glasgow Transport Museum, which was located in those days 
in an old tram depot in Albert Drive. The museum was due to 
be vacated as the roof was in a dangerous condition. The 
collection was moved to Kelvinhall. Then in June 2011 the 
museum was opened on a new site on the north side of the 
River Clyde. The Albert Drive building was very cramped in 
which to display locomotives, trams, buses, cars and so on. On  
 

 
 
 
 
 

 
 
 
 
 
the other hand, the excellent café was carpeted in tartan: very 
tasteful as were its pies! 
 
On the Tuesday we were to present ourselves at Newton-on-
Ayr, which meant taking a class 107 diesel multiple unit 
(DMU) from central Station. Central was being modernised at 
the time, with a new tiled floor, new train indicator and so on. 
On a previous visit (March 30, 1984) I had see, an Advanced 
Passenger Train (APT) 370.007 leave Central with the 09.00h 
to Euston. It was a most impressive sight, but an unfulfilled 
sign of the future until the Italian-built Pendelinos arrived in 
service 20 years later. 
 
On arrival at Newton-on-Ayr we were met by our guide and 
issued with visibility vests. We then went to Falkland Yard 
signal box, were shown around and took photographs. The 
yard was not as busy with freight as it was in its heyday. Now 
there were only trains running on to the Ayr Harbour Branch 
taking coal for shipment to Northern Ireland’s Kilroot power 
station. There were also trains bringing scrap metal for export. 
 
We then went back to Newton for a visit it its signal box, 
which was located at the north end of the motive power depot 
(MPD). The box was extra tall so that the signalmen could see 
over an adjacent road bridge. The box controlled the MPD and 
traffic on the main line as well as the line across to a junction 
at Mauchline, used by trains to and from Killoch colliery. 
 
We then had a look around the MPD, which was set in a 
triangle of lines: Newton to the north, Annbank to the east and 
Ayr to the south. On shed were mainly 20s, 26s and 27s. 
 
Next on that day’s itinerary was a brakevan trip, hauled by a 
27 to Killoch colliery. The route lay along a single track 
(formerly double track) from Annbank Junction. We passed 
quite a number of berry-pickers along the trackside! Then, 
National Union of Mineworkers (NUM) pickets stopped us at 
the colliery entrance (alas, there was a strike in progress). 
They would not let us pass, which rather spoilt the day for us. 
 
We returned to the MPD where we thanked our guide and 
were left to our own devices. The rest of the group were 
headed for a hostel at Crianlarich for the night as we were to 
catch the 06.00h from Glasgow Queen Street to Fort William 
next morning (around 08.00h from Crianlarich) arriving at 
around 10.00h. 

Former ‘Blue Train’ 303 unit, 303.016, awaits departure from the 
terminus at Partick, west Glasgow.                              10/9/1984     

Last gasp of British-designed high speed trains: APT 370.007 
departs Glasgow Central with the 09.00h to Euston. 30/3/1984 



 
 
 
 
 
 
I spent the rest of the day in Ayr taking mostly railway 
photographs before returning to central. Downstairs at 
Central’s low level station I caught a class 303 electrical 
multiple unit (EMU) to Partick, where I changed into another 
303 to reach Milngavie (terminus). I only had to take a short 
walk (past the local chippie) to return to base. 
 
It was with some trepidation that I mentioned to my dear sister 
that I was to take the 06.00h from Queen Street next morning! 
There was a moment of horrified silence, and then she offered 
(as I knew she would) to drive me to the station. After all, that 
is what little sisters do! (Really? – Ed). 
 
So, we were ‘up with the lark’ on Wednesday morning for our 
trip to Fort William and Mallaig: the so-called ‘line for all 
seasons’. The train was 37-hauled and comprised two sleeping 
cars and four passenger coaches. As the 37s had steam heating 
only, Scottish Region locomotive engineers produced the 
‘ETHEL’ (Electric Train Heating Ex-Locomotive, the ‘ex-
locomotive’ being a Class 25). The conversion cost was about 
£3,000 each and Aberdeen’s Ferryhill depot carried out the 
work. These ETHEL generator vehicles (I think there were 
three locos converted) provided electrical power for the train 
and carried the same livery as the coaches. Later, class 37/4s 
with electrical train heating were introduced. 
 
There was no easy way for trains to leave Queen Street 
station: they faced a 1in45 gradient for 1.5 miles. The gradient 
was always a problem in steam days, solved by cable haulage 
and then banking engines. At the top of the bank at Cowlairs 
we see Eastfield MPD on the right with 08, 26, 27 and 37 in 
evidence. Our train turned left and almost immediately came 
to a halt. The guard hurried through the coaches and then  

 
 
 
 
 
 
 
reported to us that an emergency chain had been pulled. The 
reason was a small fire in one of the toilets, soon dealt with, 
though the culprit was not traced. 
 
It was only a few minutes later that we continued our way 
through Maryhill to Westerton where we joined the Glasgow 
North electrified line to Helensburgh. The line followed the 
north bank of the Clyde until Craigendoran where we left the 
electric line, veering right onto the West Highland line proper. 
On the left could be seen the twin jetties of the old pier used 
by the North British Railway’s (NBR) paddle steamers, 
Jeannie Deans, Talisman and Ivanhoe to name but a few. 
Alas, the Waverley is the only one left. 
 
Now we moved on to the lochs, beginning with Gareloch on 
the left. During World War 2 (1943) a branch ran down to 
Military Port No.1 at Faslane. Now it is no longer rail 
connected and is known as HM Naval base Clyde. After 
passing beyond the head of Gareloch we see Loch Long on 
the left. At the jetty at Finnart, a tanker was discharging oil, 
which was passed by pipeline to the refinery at Grangemouth 
on the River Forth, some 60 miles away. 
 
We reached a passing loop at Glen Douglas station, of which 
only the signal box remains and we see a 37 in a siding 
serving Ministry of Defence (MoD) property on the right.  
Occasionally, crews of up and down trains change over here.  
 

 
 
 
 
 
 

To give the signalman a good view over the bridge into the north 
end of Ayr MPD and the main line, the Newton-on-Ayr signal 
box was an extra tall structure.                                     11/9/1984 

Locomotive-hauled trains were the ‘norm’ at Glasgow Queen 
Street station in the 1980s. On the left, 47.712 Lady Diana 
Spencer waits to depart for Edinburgh while  37.081 waits with a 
train for Fort William.                                                     10/9/1984 

A pause at Ardlui provides a view of ‘ETHEL’ No.2, which 
provides electrical power for the 06.00h Glasgow Queen Street 
to Fort William pulled by 37.108.                                  12/9/1984 



 
 
 
 
 
 
Eventually Loch Long came into view again and we were 
looking down on the village of Arrochar at the head of the 
loch against a background of the ‘Arrochar Alps’. 
 
After a mile or so we reached Arrochar & Tarbet, which sent 
trainloads of timber south to the paper mills. As the train 
pulled away from the station we got a view of Loch Lomond 
on the right with Ben Lomond. Even then, lineside vegetation 
presented a barrier to good photography from the train. One 
could only ‘point and shoot’ and hope a bush did not get in the 
way! 
 
A few minutes later the train suddenly halted in a cutting. The 
guard came along the trackside heading for the sleeping cars 
at the rear. Someone in one of the berths had pulled the 
communication chain, the reason being they could not drink 
their morning tea owing to the swaying of the coach! The 
guard’s language as he returned was quite something! 
 
We went on at a more sedate pace to Ardlui at the north end of 
Loch Lomond. From there we entered Glen Falloch with the 
road running below us. In steam days this section was a hard 
slog for about eight miles with the steepest pat at 1in60 before 
Crianlarich was reached. Here, the other three club members 
joined the train, having spent the night at the local SYHA 
hostel. 
 
Crianlarich is where the Oban line diverged from the Fort 
William one. Both lines then ran along the wide Strath Fillan 
for about five miles on either side of the valley until Tyndrum 
is reached where they parted company. The Oban line turned  
west while we continued north to County March Summit 
(1024ft above sea level). Two miles further on we traversed 
the well-known horseshoe curve with its two viaducts. Below 
us, pack-laden walkers on the West Highland Way watched 
our passing (enviously?) before they headed west to Glencoe. 
 
Onwards and ever upwards we reached another ‘mini summit’ 
at the site of Gorton crossing loop. In the early 1930s the only 
‘commuter’ was a schoolteacher who taught a small class (11 
pupils maximum) in an old railway coach body mounted on 
the platform. She travelled daily to and from the Bridge of 
Orchy some nine miles away. 
 
The train was now crossing the Rannoch Moor: a wilderness 
of peat bogs, streams and tiny lochs. Only the railway crosses 
it on a mattress of tree roots, brushwood and thousands of tons 
of earth and ashes to reach Rannoch station. A notable feature 
of the station is a boulder at the north end. It bears a carving 

of the head of J R Renton, who was a director of the West 
Highland Railway. He had given a large part of his personal 
wealth to enable the line to be completed at a time of financial 
crisis. 
 
Leaving Rannoch the train crossed a curving viaduct of nine 
girders on granite piers. After a mile or so we entered Cruach 
cutting where a snow shed 200yds long was built to protect 
the line from snowdrifts in wintertime. Shortly we arrived at 
Corrour, the summit of the line at 1,350ft above sea level. 
Currour has a passing loop and a siding for permanent way 
(PW) trains. The signal box subsequently became a bunk 
house. It was here that the third pulling of ‘the chain’ 
occurred, when some young hostellers had decided that 
Corrour was their destination after the train had left the 
station! 
 
Now the line dropped sharply at 1 in 59 on its way to Tulloch 
and Glen Spean. On our left appeared Loch Treig, dammed to 
provide water for the aluminium works at Fort William. At the 
south end of the loch one could see RAF jets on exercise 
flying below the level of the train! On the far side of the loch 
at its north end was the terminus of the Lochaber Narrow 
Gauge Railway, which was retained until the 1970s for 
maintenance purposes. At Tulloch (due north of 
Craigendoran) our train curved sharp left over another viaduct 
before heading westwards to Fort William. 
 
The train now travelled alongside the River Spean through the 
Monessie Gorge with its occasional cataracts: depending on 
the flow of surplus water from the Loch Laggan dam some 
seven miles north-east of Tulloch. 
 
So, we reached Spean Bridge station. At one time it was the 
terminus of the line to Fort Augustus on Loch Ness. The line 
was a financial disaster from its beginning. It had been built 
on the whim of a brewery lord from Burton-on-Trent. 
Passenger services ceased in 1933 and freight in 1946. The 
only people to make a profit from it were the lawyers! 
 
The valley opened out on our right, while the Ben Nevis 
massif dominated on our left. On the hillside could be made 
out the line of the Lochaber Narrow Gauge Railway. It had 
been built in the 1920s to aid the construction of a water 
pipeline from Loch Treig to the aluminium works at Fort 
William. 
 
We had now reached Mallaig Junction with the line to Fort 
William MPD and Mallaig joining from the right. When  
 

 
 
 
 
 

37.264 has arrived at Mallaig with the 10.05h from Fort William. 
This view has changed somewhat today as a road has been 
built where the sheds stand behind the train.              12/9/1984 

The MPD at Fort William with 37.112 and 37.175 nearest to us. 
The MPD also had a class 20 to do shunting and local trip 
working. The Mallaig line runs by on the far side.          4/9/1985 



 
 
 
 
RETB was introduced two years later, the junction was 
renamed Fort William Junction. A few hundred yards further 
on and we reached Fort William station, built in 1975 to 
replace the original, which occupied a cramped site next to the 
town’s pier. 
 
On our arrival we were welcomed by Clive Evans, the Area 
Manager, who ushered us onto the 10.05h departure to 
Mallaig. Marshalled next to 37.264 was the area manager’s 
inspection saloon (of LMS design). Two of our group and Mr. 
Evans occupied the saloon, while the other two enjoyed a cab 
ride as far as Glenfinnan where we swapped places. 
 
Soon after leaving the station, we passed a small oil terminal 
on the left before curving left away from the Glasgow line 
past the MPD and over the Lochy viaduct. The line followed 
Loch Eil for the next 12 miles of almost level track. At 
Banavie we passed the station and a new signal box on the 
right to cross the swing bridge over the Caledonian Canal. The 
signal box would become the RETB centre for the area. 
 
Crossing the swing bridge at a speed limit of 5mph we could 
see a series of locks on the right, known as ‘Neptune’s 
Staircase’, which carried the canal to a higher level to enter 
Loch Ness and head for Inverness some 60 miles away. Then 
a mile or so further on we reached Corpach, where the canal 
reaches the sea through two more locks. Looking back along 
the left hand side of the train one saw the mass of Ben Nevis 
to its best advantage. A mile further on took us past a pulp 
mill and its sidings on the left. The mill, along with the 
aluminium works business, provided a large part of the freight 
business on the West Highland line. 
 

 
 
 
 

 
 
 
 
 
The line continued almost at the waters’ edge, with the ‘road 
to the isles’ (A830) on the right. At Loch Eil Outard Bound 
camp a cluster of kayaks and small dinghies were in use by 
the adventure centre here. Then, from the west end of the loch 
our train began the climb to Glenfinnan. 
 
After passing through a short tunnel, one saw ahead the 
graceful viaduct from which we looked down on the Jacobite 
Monument at the head of Loch Shiel. A short steep climb at 1 
in 50 brought us to Glenfinnan station roughly half way to 
Mallaig. Here we changed places with the two students in the 
cab for what is the most scenic part of the whole route from 
Glasgow. 
 
The line touched various lochs and traversed tunnels and 
viaducts on its way to Arsaig where we turned north for 
Mallaig and the end of the line. We had enough time to have a 
quick look round and pay a visit to the local ‘chippie’ before 
catching the return 12.20h back to Fort William. Mallaig is the 
ferry port for Armadale on the Isle of Skye and is busy with 
tourists during the summer months. The fishing activities are 
much reduced since the disappearance of the herring shoals 
some 50 years ago. 
 
We now retraced our route; the observation end of the saloon 
provided a marvellous view back down the line from the rear 
of the train. 
 
On arrival at Fort William, it was only a short journey by 
British Rail van to the MPD where we were left to our own 
devices. On shed were three 37s, a 20 and the unique Stanier  
 

 
 
 
 

The new signalling centre atWaverley, Edinburgh.              1976 

Among action seen at Millerhill was a 37 with a train of vans 
while 08.710 and 08.714 were shunting.                     13/9/1984 

Approaching Aberdeen station from the north is 47.210 with the 
10.35h from Inverness.                                                14/9/1984 

Preparations are underway at Dyce station for the opening next 
day to serve Dyce airport near Aberdeen.                   14/9/1984 



‘Black Five’ 44767 equipped with outside Stephenson’s valve 
gear. I the shed stood ex NBR Holmes designed J36 0-6-0 
Maude (BR 65243). Maude was on loan from the Scottish 
Railway Preservation Society (SPRS) at Bo’ness. While the 
J36s like Maude were regularly used on freight on the Mallaig 
line in steam days, with the passing years, Maude had found it 
a struggle to take four coaches beyond Glenfinnan; hence the 
presence of 44767. 
 
Having thanked our various guides, we boarded the 17.40h 
back to Glasgow to catch the ‘shuttle’ across to Edinburgh in 
preparation for Thursday’s trip. 
 
Thankfully we did not have such an early start at Waverley, 
the second largest station in the UK. We presented ourselves 
at the station manager’s office opposite Platform 10. Our 
guide for the day took us to the new signalling centre on a site 
south of Platform 21 (as was). The site was once for sidings 
for trains supplying the fruit and vegetable markets in the 
Edinburgh area. The new building had the latest in electronic 
signalling: so much so that in the time it took to build the box 
only half the building was used owing to ongoing equipment 
miniaturisation. At the time of our visit half the building was 
empty. 
 
From the signalling centre a BR van took us to Millerhill Yard 
where we hoped to have a brake van trip. Alas, this did not 
happen, but we visited the signal box for the down yard, 
which was redundant with most of the track lifted. The signal 
box diagram was given to the club and was brought back to 
Cambridge, but has since disappeared! 
 

After taking a few photographs of 20s, 26s, 27s and a lone 45 
we returned to Waverley. The others headed for Aberdeen, 
our venue on the last day, while I stayed in Edinburgh 
overnight and caught a train to Aberdeen next morning. 
 
We met up at the Aberdeen station manager’s office. Our 
guide for the day was the Deputy Station manager. The first 
item on the list was a visit to Aberdeen Clayhills signal box to 
the south of the station. The box controlled the track to the 
south from the station and from Guild Street goods yard. 
There was also a carriage shed and a washing plant. 
 
Later, we were driven to Dyce station, the former junction for 
the Fraserburgh and Peterhead lines. It was due to be opened 
next day to serve Dyce airport beside the line. The airport was 
the busiest helicopter terminal in Europe owing to oilrig 
traffic. The main operator was Bristow Helicopters (also 
based at Great Yarmouth). As a number of VIPs were 
attending the opening a large number of conifers, about 20ft 
tall, were lifted in to position to hide a collection of untidy 
buildings from view! The trees would be removed after the 
event. 
 
We returned to Aberdeen in time to see a Freightliner leave at 
16.00h for Bescot behind 47.236 and 47.100. It marked the 
end of our official visits, but I took advantage of the rail pass 
to return to Edinburgh via Inverness! So ended a week that 
was different. It gave me a chance to see ‘behind the scenes’ 
in Scotland, thanks to the man from the ‘other place’: Chris 
Green. 
 
 
 

 
 

ORBITUARIES 
 

John Hullock  1932 - 2011 
 
A Cambridge man, John was educated at Newnham Croft 
Primary School and Cambridge and County High School for 
boys.  He joined the Royal Air Force to do his National 
Service in 1949. He later studied at the Anglican College of 
Education in Chelsea, West London, where he trained to 
become a Christian schoolmaster.   
 
John held teaching posts at St Paul's Church of England 
School in Coronation Street, Cambridge and St Philip's 
Church of England School before retiring from Colville 
Primary School, Cherry Hinton in 1993.  He was a respected 
teacher and Anglican Lay Minister. 
 
John was passionate about railways and was a familiar face at 
Cambridge Railway Circle meetings; he was a keen 
photographer and had a particular interest in semaphore 
railway signals, which he recorded, in great detail.  I first met 
John in 1972 when he was saving two signals arms from 
Cambridge South, which he re-erected in his garden.  
 
John never married but will be sadly missed by his many 
former colleges and friends who remember him for his 
enthusiasm and friendly nature. 
 
- Alan Denney 

Gerald Boden 
 

 
 
Gerald Boden, owner of B1 4-6-0 1306 (above), Type 40 40.106 
Atlantic Conveyor and a number of Class 14 (D95xx) diesel 
hydraulics passed away in February, 2011.  
 
He gave a talk to the Circle several years ago about his virtually one-
man restoration of the B1. Some of us also met him at Nene Valley 
Railway when the B1 was used on our dining train there and as 
recently as last year a group of us had a private viewing conducted 
by Gerald in the shed at Shackerstone on The Battlefileld Line after 
our visit to Statfold Barn Railway. I believe then he was inflicted 
with throat cancer but still displayed his renowned passion and 
dedication to his locomotive.                                      – Tony Dewey 

All photographs are from Bill Fraser’s slide collection. 



Bill Last 1918 – 2011  
 
We remember, with much love and 
affection, the long life of Bill Last, 
founder member, past Chairman 
and Honorary Joint Vice President 
of The Cambridge Railway Circle, 
who quietly passed away on 14th 
August 2011 at the age of  93. 
 
 
 
All of us here tonight owe it to the vision of career 
railwaymen such as Bill way back in 1969, who along with 
Cyril Gotobed, Deryck Harris and Ken Ewles decided to 
call a meeting of all railwaymen and others who were 
interested in the fascination of railways.  Notices were 
posted in various departments that the Railway Social 
Club in the proximity of Cambridge Station would be the 
inaugural venue. 
 
Accordingly September 1969 was to be the start of our 
Circle, and who would believe that we are now entering 
our 43rd year, ever thankful for the solid foundations 
established by our forebears. 
 
I well remember coming along to the second meeting of the 
Circle and receiving the personal welcome extended by 
Joan and Bill on that occasion.  All the wives played an 
important part with the social fabric of the Circle, and our 
now customary interval ‘tea and biscuits’ was a feature 
right from the first meeting. 
 
My deep interest in the railways may well have waned 
after steam traction on the British Rail main line ceased in 
August 1968 had it not been for the Cambridge Railway 
Circle and the likes of Bill, emerging like a phoenix from 
the ashes shortly afterwards. 
 
We owe it to Bill and his contemporaries for the 
‘something special’ feel there is with the Cambridge 
Railway Circle, and the mutual friendship and fraternity 
between all our present members, and newcomers too. 
 
Over the 40 years, increasing membership has seen us use 
Homerton College, the Chesterton Methodist Church Hall 
and now to the Arbury Community Centre where we 
gather today.  Bill played an integral part in securing these 
venues, for he liked  to lead from the front, and did 
whatever was best for the Circle. 
 
For many years Bill and Joan hosted the Circle Committee 
meetings in their own home.  These were always held in a 
lovely atmosphere and their kind hospitality, including 
home made fruitcake, will long be remembered. 
 
One would always rely on Bill and Joan supporting all of 
our outings, whether they be by coach or the rail charters 
arranged in the 80’s and 90’s. 

 
 
 
 
 
 
 
 
A typical example of their kindness occurred in October 
2007 when over 100 family and friends joined them at 
Girton College to celebrate their 90th birthdays together.  
This happy occasion was superbly arranged by his son 
Richard and Tony Dewey.  Who can forget the delight on 
Bill’s face when asked to conduct the City of Cambridge 
Brass Band!  The guests were told that he had been on his 
way to work as a railway fitter’s apprentice when he 
spotted Joan, a nanny in her blue uniform with her 
charges, and it was love at first sight.  He lived in 
Cambridge all his life and in April 2007 they celebrated 67 
years of married life.  Joan was to pass away in May 2007 
in her 92nd year, and it was a great loss to Bill. 
 
Sadly I was unable to be present at Bill’s funeral held at 
the St Andrew’s Church, Chesterton on 23rd August, but 
fitting tributes to Bill were delivered by Richard, his son, 
Tony Dewey, Lew Adams and the grandchildren.  Over 
150 mourners were packed into the Church. 
 
I can only add my own personal feelings to that of Col. 
Don Woodworth, contained in a recent letter to me, that 
Bill was a fine gentleman, a friend to everyone, and will be 
greatly missed by all. 
 
From the great railway roundhouse in the sky, I am sure 
he will continue to keep a watching brief over our 
proceedings.  May he rest in peace, having finally run out 
of puff - David Pepperell, September 2, 2011. 

When Britannia Pacific 70013 Oliver Cromwell headed The East 
Anglian on its return to London on May 23 2009, Bill Last in his 
former railway overalls and driver’s cap was waiting on the platform 
at Ely. The occasion was for Bill to once again mount a Britannia’s 
footplate and relive briefly an environment he had lived with for many 
years as a footplateman.                                                        (Ray Clark) 


