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When a 35 mile stretch of the former Waverley route from Edinburgh to Carlisle reopened on 6
September 2015, it became the most significant reopening of any UK railway since the infamous
Beeching Report ,'The reshaping of British Railways', was published in March 1963.In his report,
Dr Riochard Beeching recommended sweeping closures of lines across the UK to improve the
financial performance of British railways, which led to wholesale closures over the following
decade and a reduction in the UK rail network from 18,000 miles in 1963, to some 11,000 miles
a decade later.But since that low point was reached in the early 1970s a revolution has been
taking place. Passenger traffic on the railways is now at its highest level since the 1940s and
from Alloa to Aberdare, as well as from Mansfield to Maesteg, closed lines have reopened and
the tide of Beeching closures has been gradually rolled back. Scores of stations have been
reopened and on many of the newly revived lines, passenger traffic is far exceeding the
forecasts used to support their reopening.In this comprehensive survey of new and reopened
railways and stations across England, Scotland and Wales, Gareth David asks what it tells us
about Dr Beeching's report, looking at how lines that were earmarked for closure in that report,
but escaped the axe, have fared and reviews the host of further routes, which are either set to be
reopened or are the focus of reopening campaigns.
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interest in railways while growing up in Cheltenham Spa during the 1960s and early 1970s, then
moved to London, where he read Modern History at University College (UCL). On graduating in
1979 he trained as a journalist, before joining The Times as Stock Market Reporter in early
1982. He went on to work on the business section of The Observer and later The Sunday Times,
where he was Deputy City Editor from 1988–90. A highlight of his subsequent career in public
relations consultancy was to support Ian Yeowart for 12 years in battling to launch ‘Open Access’
operator Grand Central Railway Company.Gareth now lives at Haslemere in Surrey and has
been a commuter to Waterloo for nearly 25 years. He is married, with four grown-up children,
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steward on the Mid-Hants Railway (Watercress Line). To learn more, please
visitINTRODUCTIONHalf a century ago, on the morning of Sunday 2 July 1967, a small boy
stands beside the railway line on the south side of Basingstoke station, opposite the shed where
a few steam locomotives stand in idle silence, awaiting their final days in service and then the
cutter’s torch. It is the last week of steam in southern England and the boy and his father are



there to witness a commemoration of this sad day. There had been plans to run no less than five
steam specials from London to Bournemouth to mark the end of Southern Region steam, but the
fare of £4 return to Bournemouth from Waterloo (equivalent to £67.25 today) had put many
enthusiasts off, with the result that only two of the five were run, hauled respectively by Merchant
Navy Class locos 35008 Orient Line and 35028 Clan Line. The Bournemouth Belle, another
victim of electrification, was hauled that day by a Brush Type 4 (later Class 47) diesel, but there
was one other steam special, hauled on its outward journey by West Country Class 34025
Whimple.Move ahead just over a year and that same small boy and his father are standing
outside Moses Gate station near Bolton on the afternoon of Sunday 11 August 1968. The father
has a tear in his eyes as Class 5 locos 44781 and 44871 come into view, heading the Carlisle to
Manchester leg of the famous 15 Guinea Special – this time it really is the end of steam on the
whole of British Railways. Witnessing this sad day for father and son had followed a couple of
trips from Cheltenham to Preston in early summer 1968 to experience the last outpost of British
steam working – including a last ever steam-hauled trip on BR – from Preston to Kirkham on a
service for Blackpool – and visits to the last remaining steam sheds in the area, nearby Lostock
Hall (shed-code 10D), as well as Springs Branch, Wigan (8F) and Speke Junction in Warrington
(8C)For many August 1968 was a black time in the history of our railways. Steam was at an end
and the spate of closures initiated by the 1963 Beeching Report was at its peak – 300 miles of
line were closed in 1967 and a further 400 miles in 1968. Widespread motorway construction
threatened to marginalise what would remain of the national network, which had long been
starved of investment. As that small boy who had been at Basingstoke and Moses Gate, it was
an inauspicious time to be developing a lifelong passion for railways, but trainspotting ran in the
family, and if I were to be deprived of seeing any more Merchant Navys, Jubilees or Britannias in
action then the first generation of diesel – the Peaks, Warships, the Westerns and Deltics –
would have to do.The 1968 Ian Allan ‘ABC’ was my first spotting ‘bible’ and last in this famous
series to have steam locomotives at the front. Besides the three Vale of Rheidol narrow gauge
locomotives, it lists a total of 430 steam locomotives that were still in service (all confined to
northwest England), based on numbers checked to 2 December 1967. The cover photo is of
now-preserved Class 52 D1062 Western Courier approaching Acock’s Green near Birmingham
on 11 June 1963.Two memorable souvenirs from the trainspotting years: a Midland Railtourer
ticket and a footplate pass, arranged for me by Tom Greaves, a legendary figure in BR
management at the time and friend of my late father. Note Tom’s endorsement – which secured
me a trip from York to Kings Cross in the cab of D9021 Argyll and Sutherland Highlander.So
began a life-long interest in all things railway – a journey that has taken me to every corner of
Great Britain and places abroad stretching from Albania to Zimbabwe. Besides unforgettable
footplate experiences on steam locomotives in Poland and Zimbabwe, notable milestones along
the way were a cab ride in one of the last Deltics from York to London (1981), being arrested in
Poland for photographing an Ol49-class steam locomotive on a passenger train at Sierpc
(1990), leading a successful campaign to save buffet cars on the Waterloo–Portsmouth Line



(1996) and being a founder director of Grand Central Railway Company at the time it launched
services from Sunderland to London in 2007.But for all the many facets of my railway interest,
one that really captures my imagination is that of railway re-openings. Lines and stations that fell
under the Beeching axe, and others that had closed even before the Doctor did his worst, but
have been resurrected decades later and have successfully brought rail services back to places
as far afield as Alloa and Galashiels in Scotland, Aberdare and Ebbw Vale in Wales, Mansfield
and Melksham in England.If there was a single moment when I felt inspired to write this book, it
was on a visit to the small Scottish borders village of Stow in February 2015. Stow is mid-way
along the the reopened Borders Railway route from Edinburgh to Galashiels and Tweedbank
and had not originally been earmarked as a station re-opening in the £350 million project. But
local pressure had won the day, and I was looking down from a road bridge at the newly rebuilt
line – it is double track at this point – and recalled seeing pictures of the station before its closure
in 1969 and of a house built across the line in the decades since then.Forty-six years on and the
station was almost ready for its first new trains, with contractors even working to refurbish the old
station building, which had been acquired as part of the revival process. Today the citizens of
Stow enjoy hourly trains to Galashiels and Edinburgh – the best service the station has ever
seen since it first opened in 1848 – and after less than six months, passengers numbers at Stow
were running at double what had been forecast prior to re-opening. The 35-mile long Borders
Railway has become the longest of the routes proposed for closure in Dr Beeching’s 1963 report
The Re-shaping of British Railways to be re-opened to passenger service, albeit representing
little more than one third of the full Waverley Route from Edinburgh to Carlisle, which had
succumbed to closure in 1969, amid howls of protest.Paying a return visit to Stow in late
September 2015, only three weeks after the line had re-opened (on 6 September 2015) and the
locals were already complaining that they only had an hourly day-time service, with the other
train each hour passing the station non-stop. First impressions of the Borders Railway itself were
of a system that could quickly reach the capacity of the new infrastructure. Some of the two-
coach services were already running full to capacity, while on a Sunday morning Borders
Railway journey from Newtongrange to Edinburgh my fourcoach train was already full and
standing by the time it reached the station, with around 25 of us boarding at Newtongrange and
some 50 more people trying to squeeze on at Eskbank.Passenger numbers for the first six
months of the new line confirmed that there was more than just novelty factor behind its success.
In the period between September 2015 and March 2016 almost 700,000 passengers were
recorded, which was 22% ahead of forecast. Stow was among a number of stations on the route
to have massively exceeded forecast numbers, recording total journeys of 24,365, or almost five
times the anticipated number of 5,129. Galashiels, too, saw five times more passengers
(104,593) than the forecast 18,979, while at the route’s terminus, Tweedbank, the clearest
evidence of how inadequate forecasts can be was a journey count of 183,918, which was almost
ten times larger than the first six month forecast of 18,978 journeys.The heart of the matterAt its
peak in 1950, the British Railway network had extended to some 21,000 miles, but by the time of



Beeching (1963), the network had already been reduced to 17,830 route miles, on which were
some 7,000 stations. Beeching identified 5,000 further miles of railway line and 2,363 stations
for closure. In the decade following publication of the his 1963 report, some 4,100 miles of line
were closed, and, by its low point in 1975, the British Railway network had shrunk to 12,000
miles of track and around 2,000 stations.The Borders Railway re-opening has brought the total
length of lines where passenger services have been opened or restored to almost 550 miles, as
listed in Appendix (i). The extent of these openings and re-openings ranges from High Speed
One, the 68-mile long link from London to the Channel Tunnel, to important strategic curves,
such as those at Bicester, Todmorden and Manchester (the long-awaited Ordsall Chord), each
less than a mile in length, but each opening up major new journey opportunities as new direct
services are introduced. Along with these have come new airport links, cross-city connections
and a host of freight or diversionary routes returned to regular passenger use.Across the rail
network, the post-Beeching era has also seen almost 370 stations openings or re-openings (see
Appendix ii), around 7.5% of the number that succumbed to closure following Beeching. Like the
revived lines, these cover a huge range of places and populations, from major and now well-
established main line stations such as Bristol Parkway, Milton Keynes Central and Birmingham
International, through large numbers of new suburban stations in major conurbations such as
Strathclyde, Merseyside, the West Midlands and West Yorkshire, to stations serving new
communities, airports, and those in rural areas, which were often the fruits of successful local
campaigning.A British Rail poster from 1967 announces launch of the Waterloo to Bournemouth
electrification, which spelled the end of steam in the South of England.But we are still only
scratching the surface of potential future openings and re-openings. Committed future
developments, notably High Speed Two, East–West Rail, Crossrail (Elizabeth Line) and Bristol–
Portishead represent another 375 miles to be added to the existing network, and are due to be
delivered from 2018 onwards. Equally exciting are the large number of other projects featured in
Chapters 8 & 9 which add up to almost 400 miles of route that have viable and often compelling
cases for reopening and, in some cases, are close to being formally adopted, so bringing the
prospect of improved transport links to many more communities across Great Britain.While most
revived routes have been re-opened to passengers after surviving many years of freight use, the
Borders Railway was unusual in being a complete rebuild of the long closed line, although
fortunately able to re-use many surviving bridges, viaducts and tunnels. What its re-opening
clearly demonstrates is the belief of Scottish politicians in the power of a railway line to act as the
catalyst for the revitalisation of what is an economically deprived area, and one which was
further from a railway link than almost anywhere else in Scotland, England or Wales. Passenger
traffic has built up rapidly and is far exceeding the forecasts made at the time re-opening was
being planned.Devolved governments in both Scotland and Wales have been at the forefront of
railway re-openings, as the later chapters of this book will outline in more detail. In the case of
Scotland, the Borders Railway followed a number of earlier re-openings, which began as early
as 1975, when the route from Perth to Ladybank was re-opened to passenger traffic, continued



with the 1979 creation of the cross-city Argyle Line in Glasgow and has more recently included
the highly successful revival of services between Edinburgh, Bathgate and Airdrie to create a
fourth rail link between Edinburgh and Glasgow, as well as the equally successful reconnection
of Alloa to the Scottish network at Stirling.Redoubling of the 13 miles from Swindon to Kemble in
2014, at a cost of £45m, brought an end to a bottleneck caused by a Beeching-inspired
rationalisation that could have seen the whole Golden Valley Line from Swindon to Standish
Junction, near Gloucester, reduced to single track. On 25 January 2016 an HST service for
London Paddington heads onto the restored up line, with power car 43148 in ‘Bristol 2015’ livery
at the rear.Not to be left behind, Wales has also shown how the focus of a devolved
administration on improving transport links can lead to new stations and re-opened lines. That
has been particularly true in South Wales, where the post-Beeching era has seen re-opening of
Valleys Line services to Aberdare and Ebbw Vale, the City Line in Cardiff, the Vale of Glamorgan
line from Barry to Bridgend and the route from Bridgend to Maesteg. Add to that a swathe of new
stations between Cardiff and Swansea and a revived local service from Carmarthen to
Fishguard Harbour and it is clear that the Welsh Assembly Government too has a lot to be proud
of when it comes to reversing the Beeching cuts.England has seen revivals on a more modest
scale – significant examples being the Robin Hood Line from Nottingham to Mansfield and
Worksop, Kettering to Corby and Oakham, Walsall to Rugeley and Chippenham to Trowbridge –
but the most significant developments have been in cross-city links within a number of major
cities, the successful development of the London Overground network, and building of High
Speed One, the 68-mile link between St Pancras station in London and the Channel Tunnel at
Folkestone.Cross-city links have transformed links across a number of provincial cities in both
England and Scotland, as their respective chapters will explain. In Scotland, the Argyle Line
project was one of the earliest instances of route opening and re-opening following the Beeching
cuts, while in England major cross-city developments have transformed the fortunes of rail in
Birmingham and Liverpool. Meantime, tram or metro schemes have transformed Manchester,
Newcastle, Sheffield and Nottingham. Trumping all of these are the huge and nearly-completed
Thameslink and Crossrail projects in London, which promise to bring a step change in north–
south and east–west links across the capital. Then, on another scale altogether is the £55+
billion HS2 project to bring high speed rail from London to Birmingham and the north.A far cry
from the ‘60s and ‘70sGrowing up as a teenager and a trainspotter in the 1970s, the picture on
Britain’s railways looked bleak. While on the one hand there were bright spots, like completion of
the West Coast Main Line electrification to Glasgow in 1974, elsewhere the scene was pretty
dismal. The aftermath of Beeching cuts – largely completed by the early 1970s – had left a
truncated rail network where there seemed no end to the cycle of declining traffic and increasing
fares. My overriding memories of that time are of a sense that things were only heading in one
direction: a process of managed decline; and the notion that things might one day look very
different was hard to imagine.A few teenage memories will hopefully give a flavour of how things
felt in those far off times to a generation which has grown up in an age when capacity constraints



and over-crowding have become more familiar descriptors of our rail network. I grew up in
Cheltenham, so like scores of my school friends, would spend a week at a time travelling far and
wide across the West Midlands using the marvellous Midland Railtourer ticket, which in the early
1970s cost £1.25 (child fare) for a week’s unlimited travel across a region bounded by
Gloucester, Hereford, Shrewsbury, Stafford, Matlock, Oakham and Northampton.While much of
our time would be spent watching the shiny new electrics from platform ends at Rugby and
Stafford, we would also venture to lesser known lines, two of which particularly spring to mind for
what has become of them since. One was the remaining section of the former Great Western
mainline from Paddington to Birkenhead that connected Wolverhampton (Low Level) with
Birmingham (Snow Hill). It had somehow survived, but was operated as an isolated stretch of
line by single ‘Bubble Car’ Class 121 units, with the sparse service operating from the south end
of Wolverhampton’s Low Level station, at a time when the rest of it had been given over to a
parcels depot, into a deserted Snow Hill, which had earned a dubious accolade as the ‘world’s
largest unstaffed halt’!That service lasted until 1972 and freight continued to use part of the
route until 1994, but 27 years after its closure to passengers the line was reborn as Line One of
the Midland Metro scheme, which now connects Wolverhampton town centre with Birmingham
city centre, creating a new link between Snow Hill and New Street stations. While
Wolverhampton (Low Level) sees trains no more, Birmingham Snow Hill has undergone a
Lazarus-like revival, now being served by both the trams of Midland Metro, but also the frequent
cross-city services and longer distance Chiltern Railways trains to London Marylebone that
began serving the station following its re-opening in 1987. Visiting the hectic city centre station
at a peak time today it is hard to believe that it was ever a little-used unstaffed halt, and even
harder to believe that could have been closed for 15 years.Another destination in the Midland
Railtourer area that has seen a total transformation is Redditch. Back in the early 1970s the
surviving five-mile stub of the former Midland Railway route from Barnt Green to Evesham and
on to Ashchurch was served by no more than a handful of weekday peak-time trains, of little use
to us Midland Railtourers from further afield, but there was a single return trip around lunch-time
on Saturdays. Even then there were a good number of shoppers making use of the service to get
to Birmingham city centre, but at one train a week, it was hardly the frequency to have mass
appeal!Since 1978, however, the cross-city line has been developed beyond recognition, initially
by linking up what were diesel multiple unit-operated routes to Lichfield City and Redditch, with
new stations opened at Five Ways, University and Longbridge, followed by electrification and
extension to Lichfield Trent Valley and, most recently, by capacity improvements on the Redditch
branch to enable services to operate at a 20-minute frequency and planned extension of
services to a new £24m station at Bromsgrove. The route now has the distinction of being the
busiest commuter route in the UK outside London.Of course, many places have not been so
lucky as the citizens of Redditch New Town. During a visit to grandparents in Bridgwater, I recall
travelling aboard a three-coach multiple unit on the line from Barnstaple Junction to Ilfracombe,
shortly before its closure in October 1970. What I remember was the general air of decay –



signalling removed, the route singled and stations unstaffed, with all track at the once busy
seaside terminus removed, apart from a basic run-round loop. Had it survived just a few more
years then, like the remaining line from Barnstaple to Exeter, there is little doubt that it would
never have closed, and would doubtless have prospered in the way that the development of
‘community railway’ projects involving local people has stimulated huge growth in traffic on all
the surviving branch lines in Devon and Cornwall.Speaking to the BBC back in 2008, Richard
Burningham, Manager of the Devon and Cornwall Rail Partnership, a promotional body jointly
funded by the local authorities in the two counties and the rail industry, pointed out that a quarter
of all the holidaymakers visiting Ilfracombe in 1962 had arrived by train. Beeching assumed that
these people would simply arrive by bus if there was no longer a rail service. ‘This was one of the
big mistakes’, Burningham told the BBC, ‘and it cost places like Ilfracombe and other seaside
towns dear because people simply stopped coming.’While Ilfracombe looks unlikely to ever be
revived – the loss of the curving railway bridge across the River Taw at Barnstaple in 1977 dealt
a final blow to the lingering hopes of preservationists – another line which once ran from
Barnstaple does look like a viable candidate for re-opening. This is the nine-mile stretch of line
which linked Barnstaple Junction with Bideford, where the trackbed is largely intact, albeit
converted to a cycleway, and with a preserved station at Bideford that is well located for the town
and surrounding area (see Chapter 9).Casting my mind back even further than that visit to North
Devon, I recall a summer holiday to West Wales in August 1967 when, armed with a ten shilling
note to pay my fare to the ‘paytrain’ guard, my father put me on a train at a deserted Narberth
station and drove to the branch line’s terminus at Pembroke Dock to meet me. It was at the
height of the Beeching closures and, although not one of the lines to have featured in the original
report, it had also failed to feature in British Railways’ Network for Development document,
published in March 1967, meaning its days were numbered at the time of my trip. The passing
loop at Narberth had just been lifted, while the next station down the line, Templeton, had closed
three years previously, although the redundant station, loop and signal box all remained.The
Exeter to Barnstaple ‘Tarka Line’ has hugely benefited from its designation as a community
railway and seen substantial growth in passenger numbers. On Sunday 26 June 2016 the driver
of 143603/143612, the 13.23 from Barnstaple, hands over the single line token for the section
from Eggesford to the Crediton signaller, who stands in front of the 1875-vintage London &
South Western Railway signal box.But, by contrast to the fortunes of branch lines serving such
places as Caernarfon, Bewdley, Keswick and St Ives (Cambridgeshire) – all of which did feature
in that planned Network for Development, but which subsequently lost their services, closure of
the Pembroke Dock line was thankfully averted. Today the branch remains a key part of the local
transport infrastructure, with the Pembroke Coast Express continuing to provide a seasonal
direct link between London Paddington the popular resort of Tenby – the line’s principal
intermediate station – as well as Pembroke and Pembroke Dock.Making a return to the line, 49
years after my childhood visit, it was reassuring to see that Narberth station building is still
standing and now used as a sawmill and joinery – making for a rather noisy wait on the platform



for a train! Templeton station has been razed to the ground, although this growing village could
surely justify re-opening as another of the many request stops. Further along the line there are
numerous halts for the train to inch across ungated level crossings, while at each station the
HST stop boards some considerable distance from platform ends are a reminder that, like the
Par–Newquay line in Cornwall, this is a branch where even eight coach HSTs must stop and give
way to road traffic!Having survived threatened closure in 1967/8, the Whitland– Pembroke Dock
branch enjoys a basic twohourly service, with additional HST services in the summer. On 19
April 2016, Class 150 unit 150285 departs from Whitland with the ‘feather’ lighting on the signal
indicating that the points are set for the branch line.The place where my West Wales travels
began in summer 1967. Narberth is one of five request stops on the Pembroke Dock branch,
and its station building survives for use as a sawmill. No. 150285 is about to depart for Pembroke
Dock on 19 April 2016.Tenby station remains the heart of the line and sole crossing place for the
regular two-hourly Class 150-worked services, with drivers accessing the single line tokens not
from a signaller, but from the large Arriva-liveried cupboards on each platform, that are also a
feature of crossing places on the Heart of Wales Line. There is no sign now of the passing loop
and signal box at Pembroke station, another busy intermediate station with fine views of the
nearby castle, while at journey’s end, Pembroke Dock station building has found a welcome new
use as the Station Inn, but the former line onwards to the Dock has been built on and the second
platform has recently had its track removed.One final childhood reminiscence that deserves a
place in these pages, is of days spent with my father at Yeovil Junction, watching the West
Country and Merchant Navy class locomotives speeding past with expresses from Waterloo to
Exeter and onward to far-off seaside towns in the South West – places like Sidmouth,
Ilfracombe, Bude and Padstow. The South Western route was one of those duplicate routes
identified by Beeching in his report and I distinctly remember reading in youthful disbelief a
poster outside Yeovil Junction station outlining drastic rationalisation plans, which saw the
removal of all express services and route itself downgraded to a largely single track secondary
line.An account of the rationalisation plans in the May 1967 issue of Railway World magazine
offers a stark reminder of how drastic the plans were and how they were a prelude to plans for
wholesale singling of routes across the Western Region (WR). ‘Yeovil Junction is likely to consist
of nothing more than one platform facing a single track line’ read the report. However,
operational difficulties led to a 45-year reprieve for the signal box (which finally closed in 2012)
and last minute retention of the double track between Yeovil Junction and Sherborne, so
maintaining a double line section all the way from Yeovil Junction to the recently-closed
Templecombe station. But Railway World went on to say that WR management would be closely
watching the new method of operation, with plans already for singling the Swindon–Gloucester
and Princes Risborough–Aynho Junction lines (both now redoubled) and named the Berks &
Hants Main Line (Newbury–Taunton) and Plymouth–Penzance among other potential routes to
be singled.Community pressure led to the re-opening of Templecombe station in 1983, 17 years
after it had closed, along with the Somerset & Dorset Line. At re-opening the signal box doubled



up as a ticket office, but services now use a new platform on the south side of the line, where a
new station building and ticket office have been provided.Yeovil Pen Mill’s semaphore signals
are due to be replaced imminently. On Bank Holiday Monday, 30 May 2016, Class 159 set
159008 departs with the 12.58 to Yeovil Junction, one of the summer services introduced that
month, with support from Dorset County Council, to provide a direct link from stations between
Salisbury and Yeovil Junction to Weymouth.Yeovil Junction station is two miles south of the town
it serves (it is even in a different county – Dorset) but in the mid-1960s there was a convenient
auto-train which shuttled between the now-closed Yeovil Town station and Yeovil Junction on
which I secured my first ever cab ride! That service ceased in 1966 with closure of Town station,
but a shuttle service ran for another couple of years to the town’s other station, Yeovil Pen Mill,
which is also some distance from the town centre – though not as far out as the Junction station
– on the former Great Western route from Weymouth to Bristol.For almost half a century Yeovil’s
two remaining stations had no connecting train service, despite the connection remaining in situ
and seeing regular week-end use as a diversionary route for Great Western and South West
Trains services between Exeter and London, when engineering work was affecting either the
former Great Western route via Taunton or the section of the former Southern route between
Yeovil Junction and Salisbury. Past plans have envisaged restoring a west-to-south curve at
Yeovil Junction, enabling trains from Weymouth to reach the station then reverse and continue
on to Yeovil Pen Mill, but these have never come to fruition and, since 1968, travellers wishing to
get between the two stations have had to rely on a bus or taxi.Fast forward some 50 years and
the picture is very different. After years as a ‘Cinderella’ route, the former London and South
Western Railway mainline from Salisbury to Exeter has seen substantial new investment, with a
second section of double track restored near Axminster, to permit the operation of an hourly
frequency of service from Waterloo to Exeter, while no less than four stations along the route
have been opened or re-opened – Templecombe, Feniton (formerly Sidmouth Junction),
Cranbrook (very close to the site of the former Broad Clyst station) and Pinhoe. Perhaps even
more remarkably, in December 2015 the franchised operator of the line, Stagecoach-owned
South West Trains, began running trains between Yeovil Junction and Pen Mill stations, the first
service between the two stations since 1968.Going one step further, the May 2016 timetable
saw a summer Saturday service launched from Waterloo to Weymouth via Yeovil Junction and
Yeovil Pen Mill. It was sponsored by Dorset County Council but despite its popularity, and
attractive £5.00 return fare, was not repeated in 2017.Clear evidence of how quickly good rail
services can attract custom. On 19 December 2015, less than a week after it had opened, a
crowd of around 20 people waits at Cranbrook station in East Devon for the 12.29 service to
Exeter St David’s.The summer 2016 service from Waterloo to Weymouth via Yeovil Junction –
operating on Saturdays and Bank Holidays – created new interchange opportunities at Yeovil
Pen Mill. On 30 May 2016 South West Trains 159008 arrives from Yeovil Junction to connect with
a Great Western Railway service to Weymouth, formed of Great Western Railway unit
150263.Reversing the Beeching cuts and moreMuch has been written about the rights and



wrongs of Beeching and his legacy of communities isolated from the railway network that have
unquestionably suffered economically from having lost their rail services. This book will outline
the dramatic changes to the railway network brought about by implementation of closures
planned in that 1963 report, and consider how lines which had been slated for closure have
fared since they managed to escape the axe. Notable examples of this being the Far North and
Kyle of Lochalsh lines radiating from Inverness in Scotland, in Wales the branch line from
Llandudno Junction to Blaenau Ffestiniog and the Heart of Wales Line from Llanelli to
Shrewsbury and, in Northern England, the famous Settle to Carlisle line.What I hope to be able
to convey is the scale and future potential of the railway revival that has taken place since that
dark decade between the publication of Beeching’s original report and a low point for British
Railway in the early 1970s and the 50 years that have passed since the end of steam in 1968.
Across England, Scotland and Wales that half century has seen a remarkable turning of the tide,
both in terms of lines re-opened and of new stations replacing ones that had been long-closed
or brand new ones that were developed to serve new or expanding communities. In almost every
case, initial traffic forecasts have been substantially exceeded, with service frequencies
subsequently increased and lines in some cases electrified post re-opening.Britain’s newest
steam locomotive is A1 60163 Tornado, built at Darlington and completed in 2008. On 20 March
2016, it heads a 13-coach special train to Exeter through Andover. M8Y on the smoke-box door
was a tribute to former National Railway Museum Operations Director, Ray Towell (nicknamed
‘Matey’), who had recently died.Increasing or restoring capacity on many routes has been
another feature of the railway network’s steady recovery since its low point in the late 1960s/
early 1970s. Singling of double track main lines, for example, was one way in which British Rail
sought to cut costs, presumably in the curious belief that a single line would not require twice as
much maintenance as a double tracked route. As pressure on the network has grown, the folly of
singling has become all too apparent, with the result that there have been costly and expensive
redoubling of many routes, notably the Chiltern Line between Princes Risborough and Banbury,
the North Cotswold line between Hanborough and Evesham and the Golden Valley or South
Cotswold Line between Swindon and Kemble.HS2: a vital scheme or a vanity project?Major new
capacity in London is about to be delivered, with completion of both the Crossrail and
Thameslink projects promising to transform cross-London connectivity. Meanwhile the biggest
and most divisive project of all, High Speed Two, continues to dominate the infrastructure
debate, with opinion divided between its many supporters in the political and railway worlds and
the many who question whether the £55+ billion commitment it represents is the right way to
enhance our railway network.Here I have to declare an interest, having made my modest
contribution to the debate in a comment piece I wrote for The Guardian on 10 July 2013 entitled
‘HS2 will not deliver a better rail service. Here is a radical alternative’. In this I questioned
whether this hugely costly new line really was the only way to solve the perceived lack of future
capacity on the West Coast Main Line, Britain’s busiest railway route, which was the reason for
its promotion.My argument was in part prompted by my involvement in the launch of the Grand



Central’s ‘Open Access’ passenger services from Sunderland to London Kings Cross (see
Chapter two), where the company was constantly told by Network Rail that space could not be
found on the busy East Coast Main Line for more services. Yet when experts employed by Grand
Central persistently challenged Network Rail’s methodology, it eventually proved that there was
capacity after all, not only for the services which Grand Central wanted to run, but also for
improved frequencies between Leeds and London being sought by the then franchised operator
on that route, GNER.Given my first-hand experience of seeing how flawed rail capacity studies
really are, I put forward a radical alternative vision for creating capacity on the WCML. My
solution was to make Paddington the new London terminus for fast services to the West
Midlands – making use of the terminal’s extra capacity, which is being freed up by the opening of
Crossrail in 2018, and by further upgrading the route from Old Oak Common (just west of
Paddington) to Birmingham via Banbury and Leamington Spa. One section of this route – from
Old Oak Common to its junction with the line from Marylebone at South Ruislip – had a service
of just one train a day, so no capacity issues there!In my Guardian comment, I pointed out that
this was one of the main routes to Birmingham until electrification of the line to Euston was
completed in 1967, when it was relegated to the role of a secondary and partly single-track
route. But it has been significantly upgraded by its current franchised operator, Chiltern Railways.
Potential capacity issues could be solved by reinstating fast through lines at stations that once
had them – Gerrards Cross, Beaconsfield, High Wycombe, Bicester North – and diverting north–
south freight trains – currently using this route north of Banbury – on to the soon-to-be-reopened
East–West Route from Oxford to Bletchley, where they could join the West Coast Main Line, or
on to Bedford, for the Midland Main Line.Further investment would be required on the sections
of route from Leamington Spa to Birmingham as well as between Leamington Spa and Coventry,
but the cost of these improvements would be small change when set against the colossal bill for
HS2. Making Paddington the focus for services from the West Midlands would avert the
devastating impact of HS2 on the Euston/Camden area in London, where 600 homes are likely
to be demolished – as well as on communities and countryside along the proposed line of route.
One real bonus would be to give users of these services a direct connection at Paddington or
Old Oak Common to Heathrow Airport and across London via Crossrail.In conclusion, I argued
that instead of giving a blank cheque to HS2, government could instead commit perhaps £10
billion to these enhancements of the existing infrastructure and then set aside another £10
billion to finance a programme of route reopenings around the country, which could deliver a
wide range of long sought after schemes such as Uckfield–Lewes, Bristol– Portishead, Skipton–
Colne, Stratford-upon-Avon–Honeybourne, Southampton–Hythe, and Bere Alston–
Okehampton, all of which are featured elsewhere in this book. Two years later, on 11 October
2015, it was pleasing to see a report published by the right wing think tank, the Bow Group,
entitled Reviving Britain’s Railways, which came to exactly the same conclusion!Chapter
1BEECHING AND THE AFTERMATHWhen a 49-year-old physicist and former director of
chemicals giant ICI stood up inside the British Railways Board headquarters at 222 Marylebone



Road on the morning of Wednesday, 27 March 1963, he was, according to the following day’s
Times lead story ‘looking pale but completely at ease’. The bombshell delivered by Dr Richard
Beeching to the assembled press that day was his draconian solution to spiralling losses on
Britain’s outdated railway network, a plan which was to usher in a new age of diesel and electric
traction, but which was to spell isolation and economic stagnation for scores of communities
across England, Scotland and Wales.Beeching had been brought in as first Chairman of the
newly created British Railways Board in 1961 with a remit to fix the railways in a way which a
Modernisation Plan of 1955 had failed to do. He had no background in the railway industry, so
could be dispassionate in the grim assessment and the solutions proposed in his 148 page
report, The Reshaping of Britain’s Railways. Faced with a system losing £200 million a year
(equivalent to around £3.8 billion today) Beeching’s answer was to close 5,000 miles of track,
almost a third of the network, as well as more than 2,000 stations, to eliminate some 70,000
jobs, all with the aim of returning the network to profitability by 1970.Launching his nervously
awaited report, Beeching declared that the British Railways Board hoped to carry out the plan as
rapidly as possible. A substantial backlog of projected closures was ready for submission to the
Transport Users’ Consultative Committees immediately after the report had been debated in the
Commons towards the end of April and in the Lords on 1 May, he added. Closures could start
later in the year and increase rapidly in 1964. Increases in London suburban fares were
expected. At the same time there was a familiar warning that fares would rise: ‘we would like to
make a fairly substantial increase fairly soon’, he announced.In the foreword to his report,
Beeching noted that in 1961 (all the report’s traffic surveys were undertaken in the week ending
23 April 1961, so conveniently missing the seasonal traffic that was a feature of so many lines in
holiday areas) the network’s total route mileage was 17,830, on which there were about 7,000
stations, or one for every two and a half miles of route. It noted the huge discrepancy between
the most heavily loaded parts of the system and the least loaded, with one third of the route
mileage carrying only 1% of the total passenger miles and half of the total route mileage carrying
just 4% of total passenger miles.Beeching not surprisingly made headline news in The Times on
28 March 1963, which highlights the prospect of fare rises along with the wholesale closures,
and quotes Beeching as saying ‘we are not anxious to have subsidies’ when stating his hope
that there would not be a widespread retention of rural lines.That discrepancy was also reflected
in passenger receipts, where one third of the stations produced less than 1% of total revenue
and half of all stations accounted for only 2% of British Railways’ revenue. At the opposite end of
the spectrum, Beeching noted that the busiest 34 stations – less than 1% of the total – produced
26% of passenger receipts.Beeching acknowledged that the wholesale closures he was
proposing would cause some hardship, but pointed out that the Transport Act 1962 had made its
consideration the responsibility of Transport Users’ Consultative Committees. ‘For the purpose
of judging the closure proposals as a whole, however, it is necessary to have some idea of the
scale and degree of hardship which they are likely to cause’ he wrote. The report asserted that:
‘with the exception of northern Scotland and parts of central Wales, most areas of the country



are already served by a network of bus services more dense than the network of rail services
which will be withdrawn, and in the majority of cases these buses already carry the major
proportion of local traffic.’Buses were the answer to loss making rural rail services, argued,
Beeching, whose major failing, with the benefit of hindsight, was in not realising how few rail
passengers would actually be willing to switch to bus. Instead he saw an opportunity to revive
the fortunes of an industry that had seen steadily declining revenues: ‘With minor exceptions,
these bus services cater for the same traffic flows as the railways on routes which are roughly
parallel… they have enough spare capacity to absorb the traffic which will be displaced from the
railways, which will do no more than replace the bus traffic which has been lost over the last
decade, and which will provide a very welcome addition to the revenue of bus operators.’Like
other post-war steam locomotives, the Standard Class 9Fs had very short working lives.
Swindon-built 92212 was one of the final ten, entering service in September1959 and being
withdrawn from Carnforth shed just eight years later (January 1968). On Boxing Day 2015 the
2-10-0 arrives up the gradient at Medstead & Four Marks station on the Mid-Hants Railway, with
a service for Alton.Reaction to BeechingIn a leader comment the following day (28 March 1963)
simply headed ‘Beeching’, The Times thundered that Dr Beeching’s plan was of ‘heroic
proportions’ and welcomed its boldness:‘The arguments in support of it are so unanswerable
that implementation to some extent there must be. It is a plan which envisages the
transformation of Britain’s railways from a relatively backward system to one of the most
advanced in the world in the space of a bare ten years. If it amounts to shock treatment, this is
not because of the nature of the prescription but because of the size of the dose.‘Dr Beeching
has shown brilliantly how the railways may be made to pay. But there are social and economic
implications to his proposals which are not his concern. The most painful part of the process and
that which will be most fiercely opposed is the closure, as a first instalment, of 5,000 miles of
track and over 2,000 stations to passenger traffic. Even allowing for the fact that the first batch
contains many unanswerable cases there must be some also which will cause real hardship,
some which could conceivably be operated more efficiently and more economically than they
are at the moment, and some which would have important repercussions on comprehensive
regional transport plans for rail and road if such existed. The trouble is that they do
not.’XXXXXXHaving lamented the lack of any joined up transport planning at the time, The
Times’ leader comment concluded with what appears to have been a side-swipe at Transport
Minister Ernest Marples, whose personal business was to be a major beneficiary of the
forthcoming motorway construction programme: ‘…we cannot claim to have got transport into
perspective until the social and economic consequences of what is now proposed have been
fully assessed and until a Beeching type of approach for the whole of the transport system has
been completed. If road users were to be inspected with the same severity as Dr. Beeching has
applied to rail travellers, there is no knowing what the results would be.’Contemporary reaction to
Beeching’s proposals was distinctly mixed. In the House of Commons, however, Transport
Minister Ernest Marples described it as ‘a major contribution to the Government’s policy of



providing an efficient, economic, and well-balanced transport system for Great Britain as a
whole.’ The Government agreed that extensive reshaping on the lines now proposed was
essential, he added, saying it was not possible to have effective and efficient coordination of
transport without, as a basis, a twentieth century railway system. For the Labour opposition, Ray
Gunter MP, the shadow Minister of Labour and president of the Transport Salaried Staffs
Association, said the nation should be grateful to Beeching, whose plan was ‘one of the bravest
efforts I have known in industry to face the economic facts of life’.A busy scene at Gloucester
Eastgate on 6 May 1961, as BR Standard Class 4MT 75002 on a Bristolbound service is about
to be overtaken by Class 5 44944 on The Devonian, a service from Bradford Forster Square to
Paignton. The former Midland Railway Eastgate station closed in December 1975, when all
services were routed into what was then known as Gloucester Central. Photo: Trefor DavidBut
Beeching was predictably denounced by the National Union of Railwaymen (NUR), which
published a clever take-off of the Report, a four page document designed in the style of the
original and entitled The Mis-shaping of British Railways – Part 1: Retort. It opened by describing
Beeching’s work as ‘Bristling with statements and figures that cannot be checked; cemented
with academic argument and polished by much skilled handling’ and went on to point out that,
by basing its conclusions on a single week’s traffic studies, ‘this gives only a one in fifty-two
chance of the figures being truly representative.’ The NUR estimated that implementation of the
plan would leave vast areas of the British Isles without any railways at all – 5,000 sq. miles in N
and NW Scotland, 3,600 sq. miles in NE Scotland and 3,500 sq. miles in South Wales being its
principal examples.A key element in Beeching’s justification for wholesale branch line closures
was an analysis of movement costs, which claimed to show that, even with the lower cost
operation of diesel multiple units in place of steam, a passenger density of 10,000 per week was
necessary for a stopping passenger service to cover its costs, even when there was freight
traffic capable of absorbing a share of the route cost. ‘Where there is no other traffic, routes
carrying up to 17,000 passengers per week may barely pay their way’ added Beeching. But this
reasoning was challenged in an article for The Guardian by Oxford University’s Reader in
Economics and Organisation of Transport, D.L. Munby, who questioned Beeching’s numbers
and suggested that ‘It is almost as if a target of 10,000 passengers per week has been chosen
arbitrarily as the target for closures and the figures produced to prove the case.’Munby’s
argument was that it was possible to have paying passenger services at lower densities of traffic
than those predicated in the Beeching Report, and maintained that it should have been more
focused on the loading of individual trains than the total flow of passengers on a particular
service. Beeching had suggested that a diesel multiple unit stopping service carrying 17,000
passengers a week might not be profitable if no other services are sharing the overheads –
based on an hourly service for 15 hours a day along a single line with stations 2.5 miles apart
and an average of 74 passengers per train. Munby, however, demonstrated in his article that, on
the basis of the same data used by Beeching, a two-hourly service could break even with just
13,200 passengers a week. If railbuses were used, he concluded – something dismissed by



Beeching on grounds of their high initial cost – the breakeven point for these rural services would
be even lower.A leader comment entitled ‘The Beeching arithmetic’ published in The Guardian
on the same day as Munby’s evaluation (9 May 1963) pulled no punches:‘The Transport Users’
Consultative Committees which will consider objections to railway closures will decline to hear
arguments about the costs of railway operation, and there will be no opportunity to cross-
examine representatives of the Railways Board on their case for closure. The underlying
assumption seems to have been that Dr Beeching’s cost accountants do not make mistakes.
And it is true that so far the arithmetic of the Beeching Report has not been seriously
challenged.‘…Mr Munby’s conclusions are important because they suggest that the Beeching
calculation of operating costs of passenger stopping services is unnecessarily pessimistic…. He
questions all the main assumptions in the Beeching equation, and arrives at a totally different
conclusion – that, given economies on station, track, and signalling operations, a service of four
trains a day (two each way) loaded with sixty passengers at two pence a mile could breakeven.
But how is this argument to be communicated to the Railways Board and the Minister? And what
assurance is there that it will be seriously considered? The TUCCs are disbarred and both
Houses of Parliament have had their debate. Once again the inadequacy of the procedure for
considering the case for closures and their consequences is exposed.’Another aspect of
Beeching’s report attracting contemporary criticism was its lack of focus on improving the speed
and comfort of inter-city passenger services. A leader comment in the July 1963 edition of the
respected Modern Railways magazine entitled ‘Now a passenger plan is needed’ chastised
Beeching for paying so little attention to the future development of express passenger traffic.
The magazine noted that the only reference in the report were the words ‘Improvements have
and are being made and will continue’, and there is brief commendation of the recently launched
Blue Pullman services from London to Birmingham, Manchester and Swansea as well as the
hourly diesel-hauled services from the capital to Newcastle, some of which were timed to cover
the 268.5 mile journey in four hours.‘Is the BR Board as devoid of any co-ordinated plan for the
development of express passenger services as this cursory dismissal of the subject suggests,’
asked Modern Railways…’True we have recently seen evidence in mock-up of a new era in
British passenger coach design [the prototype XP64 vehicles which were the forerunners of
Mark II coaches]…But much more than new rolling stock, however elegantly furnished and
smoothly riding, will be required to retain and improve express passenger train carryings in the
late 1960s and 1970s…. We have the greatest respect for the East Coast achievement, which
has produced a combination of speed and frequency of main-line service unequalled in the
Western world. But the averages of its fastest trains make more impact on British minds because
the standards prevailing on some other trunk routes in this country are still deplorably low.’A
botched Modernisation PlanBeeching’s report had been commissioned after the failure of an
earlier attempt at sorting out the many problems of the postwar railway network. This was a
document published in 1955 by the British Transport Commission (forerunner of the British
Railways Board) entitled ‘Modernisation and re-equipment of British Railways, but better known



as the 1955 Modernisation Plan, a modest 36-page document which had heralded the end of
steam by recommending a huge expenditure of £1.2 billion (equivalent to around £22 billion
today) on new equipment. This included £210 million on new signalling, £345 million on
replacing steam with diesel and electric locomotives, £285 million on new passenger rolling
stock, including both diesel and electric multiple units as well as new passenger coaches, and
£365 million on new marshalling yards for freight traffic.The 1955 Plan failed to restore the
financial fortunes of the railways for a number of reasons. It marked a fundamental switch away
from steam towards diesel and electric traction, but diesel technology remained unproven and in
the haste to order new locomotives, many designs proved hopelessly unreliable, so potential
savings were lost. The types ordered did not allow for the significant losses of freight traffic that
were occurring, while on the Western Region a fleet of new diesel-hydraulic locomotives –
notably the Western, Warship and Hymek classes – were ultimately deemed non-standard when
the rest of the network had opted for diesel-electric power, so were all withdrawn after relatively
short working lives. The same fate befell huge numbers of post-war steam locomotives, many of
which had working lives of ten years or less. Equally wasteful was the development of huge new
freight marshalling yards to cater for wagon-load traffic that was quickly being lost to road or to
train-load services of container carrying wagons.The Cambrian Radio Cruise was a popular way
for post-war holidaymakers to take a trip around North Wales, and the special trains operated
from 1951 until 1961, when planned closure of the Rhyl to Corwen line meant the circular route
was no longer available. In its final year, 1961, the adult fare was 22/6 (£23.50 today), with the
train departing Llandudno at 09.45, making a clockwise circuit, with a lunch stop at Barmouth,
before arriving back in Llandudno at 17.59.Re-appraising the PlanA reappraisal of the 1955
plan, published four years later in July 1959, re-assessed the cost of the whole programme at
£1.66 billion (equivalent to around £37 billion today) given additional spending on depots and
stations over what the 1955 plan had envisaged. It specifically referred to the need for what it
termed ‘an economic but judicious pruning of uneconomic services’ and also talked about the
railways being free to ‘compete on less unfavourable terms with other forms of transport’ – a
reference to unfair competition from road hauliers – as well as being relieved of statutory duties
to maintain public level crossings and road over-bridges. In terms of achievements, the re-
appraisal document highlighted the £40 million (£880 million today) already spent on electrifying
the routes from Colchester to Clacton and Walton and part of the Kent Coast Scheme. It also
singled out the successful introduction of diesel multiple units, which had delivered a 55%
increase in revenues since 1957 and a 112% leap on Tees-side.But for all these initial
successes, the financial position of the British Transport Commission (BTC) had worsened on a
far greater scale than had been anticipated during this period of reconstruction and
development: ‘The Commission attributed the worsening of their financial position to the sudden
decline in their traffic receipts, particularly the bulk traffics, which was occasioned by the fall in
the level of activity in the industries vital to the railways; a fall which was as unexpected by the
industries concerned as by the Commission.’ The dramatic fall in freight traffic meant that a



forecast loss in 1958 of £55 million (£1.21 billion today) proved to be a loss of £90 million
(equivalent to almost £2 billion), of which £42 million (£924 million) represented Central Charges
(almost entirely interest costs).In a prelude to Beeching’s subsequent report, the 1959 re-
appraisal introduced rationalisation of the network by asserting: ‘The essential requirement of
the next five years is that a more compact railway system and a more economic scale of
operations shall be achieved more quickly… . Competing interests of the former companies left
a complex legacy of duplications both of track and installations, while the growth of other forms
of transport has greatly changed the picture since the network was constructed.’ It drew a
contrast between the railways and the new motorways being built: ‘The railways are in a very
different position…for they have to hold and if possible augment their traffics while at the same
time being engaged in major engineering tasks. The motorways often carry no traffic until they
are complete.’ In terms of closures, the re-appraisal noted that total route mileage had been cut
by 300 miles between the end of 1954 and the end of 1958 to a total of about 18,850 route
miles, but anticipated a cut in the order of 10% in the period 1959–63, a much greater scale of
closures than in the previous four years.Summing up the 1959 reappraisal, BTC Chairman Brian
Robertson described the 1955 Modernisation Plan as ‘soundly based’ but spoke of the need to
accelerate its execution: ‘The Government, the bodies representing trade and industry, and
public opinion, have only recently re-affirmed that a modern railway system is essential to the
prosperity of the country…. Modernisation should therefore be pressed forward at a rate faster, if
practicable, than planned hitherto. Any slackening in the pace of modernisation would delay the
improvements on which future revenues depend: heavy deficits, loss of morale among the staff,
and a loss of confident amongst the general public, would be inevitable.’Regular interval
services were a feature of British Rail’s Southern Region timetable long before they became the
norm across the network. This 1962 poster trumpeting dieselisation across Hampshire features
two Beeching victims – the routes from Andover Junction (now Andover) to Romsey and Alton to
Winchester.A group of young enthusiasts gathers on the northbound platform at Ashchurch for
Tewkesbury on 27 July 1963 as Jubilee Class 45626 Seychelles speeds through the station with
an express for the South West. The lines to the right were the branch to Evesham, which had
closed the previous month, although a short stub remains open to serve a nearby army base.
Ashchurch station closed in November 1971, but was reopened in June 1997. Photo: Trefor
DavidBut Robertson was fighting a losing battle. At the end of 1959 the first section of the M1
motorway opened and, almost simultaneously, the increasingly powerful road lobby acquired a
new Parliamentary champion when Ernest Marples became Minister of Transport in October
1959. His private road building interests, through the family owned Marples Ridgway,
represented what today would be seen as a blatant and unacceptable conflict of interest. For all
the ambitious modernisation plans these were different times, the railways were seen as
outdated and expensive, so under Marples’ five year reign as Minister of Transport, Beeching
was appointed Chairman of the new British Railways Board – created when the Transport Act
1962 wound up the BTC. The new Chairman’s remit, using new powers to implement closures



enshrined in the 1962 Act, was to bring forward and implement whatever changes were required
to put an end to the railways’ mounting losses.Implementing BeechingOnce Parliament had
considered the Beeching report, no time was wasted in implementing the wholesale closure
programme it had recommended. A total of 324 miles of line were closed in 1963, but the
following year saw that total trebled, as 1,058 route miles were closed in what became the
biggest year of line closures in the entire Beeching era. Among more than 70 lines to close in
that 1964 purge were the Scottish branch line from Comrie to Gleneagles that was one of the
three Beeching case studies, along with the report’s second case study, Thetford to Swaffham in
Norfolk, and a number of routes featuring elsewhere in this book as successful revivals or re-
opening candidates, including Burton-on-Trent to Leicester, Aberystwyth to Carmarthen,
Abercynon to Aberdare, Amlwch to Bangor and Barry to Bridgend.Standard Class 9F 92212
departs Medstead and Four Marks on Boxing Day 2015. After passing the nearby summit (652
ft) it will begin its four-mile 1-in-60 descent to Alton.The rate of closures continued at a
significant level during 1965, when some 600 miles were lost and 1966, the second largest year
for cuts, when around 750 route miles were cut from the passenger network. Notable victims in
1965 were a trio of lengthy routes in Scotland – Aberdeen to Fraserburgh in the north east,
Dunblane to Crianlarich on the Callander and Oban line from Glasgow to Oban and Dumfries to
Stranraer. In England, significant losses included Hull to York (the third of Beeching’s three case
studies), Malton to Whitby (since partly re-opened as the North Yorkshire Moors Railway), and
two routes in the Midlands which have since re-opened and feature later in this story – Rugeley
Trent Valley to Walsall and Leamington Spa to Coventry and Nuneaton. Elsewhere the Guildford–
Horsham route and the ‘Cuckoo Line’ from Eridge to Hailsham were lost, while in the South
West the branch lines from Axminster to Lyme Regis, Chippenham to Calne and Lostwithiel to
Fowey all fell victim to Beeching.Two of the most notorious closures of the entire Beeching era
took place in 1966, with the slightly delayed demise of the much-loved Somerset & Dorset route
from Bath Green Park to Bournemouth West in March, followed in September by most of the
Great Central route from London Marylebone to Nottingham and Sheffield – England’s last-built
and best engineered main line railway. Both routes had been deliberately run down in an attempt
to justify closure, with their most famous named trains – the Pines Express (Manchester–
Bournemouth) on the S&D and the Master Cutler (Sheffield–London) on the Great Central,
rerouted along with all other express traffic in order to justify the controversial closure decisions.
In truth, though, the demise of both routes significantly predated their proscription by Dr
Beeching.In the case of the Somerset & Dorset, the run-down had begun five years before
Beeching, in 1958, when control of most of the line was taken over by the Western Region of
what was then known as the BTC’s Railway Executive. First it was through freight traffic that was
diverted away from the line to take a far longer route via Westbury and Southampton, then
Sunday services disappeared, to be followed by overnight passenger services in 1962 and
finally the Pines Express and all other through holiday traffic in September 1962. Two years later,
in September 1964, night time freight services were withdrawn and the line closed at night for



the first time in almost a century.Along with his prodigious correspondence on the Cheltenham–
Kingham line (see below) my father, Trefor David, gave vent to his feelings when rerouting of the
Pines Express was announced in June 1962. In a letter to the Gloucestershire Echo dated 8
June 1962, following its report on the train’s new route and published under the heading ‘Pines’
Public Outcry, he wrote:Sir,I have rarely seen a more dishonest statement than that from British
Railways which was the subject of your leading headline in Thursday’s Echo. How much longer
will faceless British Railways spokesmen be allowed to talk such rubbish?Re-routing the Pines
Express will in itself save nothing. The ‘additional points’ of Banbury, Reading and Basingstoke
could never compensate for the loss of passengers from Cheltenham and Gloucester, especially
as all these places already have several through trains to Bournemouth. And what about Bristol?
Why don’t the British Railways admit that the sole purpose of this re-routing is to enable them to
close the line from Mangotsfield to Bath and the main line from Bath southwards? Mention is
made of just one train, but what about the much greater number of trains which use the route in
summer?In a carefully worded statement, we are assured that it will be possible to get
connections from Bristol to the South Coast. But what part of the South Coast? Mangotsfield to
Bournemouth is at present 81½ miles by rail; the new ‘route’ via Bristol, Westbury, Yeovil and
Dorchester will be exactly 112¾ miles and passengers (if any) will have to walk between
stations at Dorchester.Why cannot British Railways tell us the facts? Why cannot they tell us that
when the latest closures in the county are effected, Cheltenham St. James’s Station will close?
Perhaps they will also tell us how many trains in future will omit to stop at Cheltenham
Lansdown.It could be that they are not allowed to tell us. In that case it is up to our own elected
representatives to demand an answer from the Minister of Transport.We are told that a public
outcry by Gloucestershire people is unlikely to make British Railways have second thoughts on
the rerouting of the Pines Express.If the Minister of Transport and those under him published all
the facts, the public reaction would, I am sure, be sufficient to reverse the whole disastrous
policy being followed by British Railways.T. David53 Shaw Green Lane, PrestburyFormal
announcement of the proposed closure of 104 route miles, comprising the main S&D route from
Bath to Bournemouth, the connection from Mangotsfield (near Bristol) to Bath Green Park and a
branch line from Evercreech Junction to Highbridge was made in June 1964. It was to take effect
in October, but was delayed by objections that were heard at TUCC hearings during that month.
Hopes were raised by the election of Harold Wilson’s Labour Government in October with a
pledge to avoid any more major line closures until national and regional transport plans had
been prepared. Nevertheless consent for the closure was finally announced on 10 September
1965. Despite fierce local protests and an appeal by a local Labour party branch to Wilson
himself, there was to be no backing down and, after a two month delay in securing rail
replacement bus services, the line closed on 7 March 1966.The Great Central had only been
completed in 1899 and was the product of a fiercely competitive era, significantly duplicating the
Midland Main Line from St Pancras and the West Coast Main Line from Euston. Its demise had
been foretold in Appendix B of the British Transport Commission’s 1959 re-appraisal document,



discussed above: ‘Since nationalisation [1948] the extension to London has become less
important because its services are mostly duplicated by other routes, and there has already
been a planned reduction in the freight traffic movement to and from London.’BTC’s 1959
document went on to signal the end of express services on the line: ‘Because of gradients and
distances, the long-distance passenger trains between Marylebone, Sheffield, Manchester and
the West Riding cannot provide as good a service as is available on the other routes. It is
therefore now proposed to substitute, so far as the London trains are concerned, a service
between Marylebone and Nottingham catering for the intermediate traffic of the few stations it is
proposed should remain open between Aylesbury and Nottingham.’Hopes that the Great Central
might be revived emerged in the early 1990s when a company called Central Railway
unsuccessfully promoted a plan to develop a privately funded freight railway from the Midlands
to the Channel Tunnel, using a large part of the former GC route. It was a highly ambitious
scheme, championed by a former neighbour and friend, Andrew Gritten, but it aroused
significant public hostility, not dissimilar to the howls of protest in the Home Counties over High
Speed 2 (HS2), and failed to find favour in Parliament before Andrew’s untimely death in
November 2004.While it is too much to hope that the Great Central will ever be revived in its
entirety, a number of sections do have a new future. At the southern end of the route, the East–
West Railway scheme will return passengers to the section of line from Aylesbury to Calvert
Junction; two preservation groups are working to restore a link from the northern outskirts of
Leicester to Nottingham once a new bridge over the Midland Main Line at Loughborough has
been built, while High Speed Two will follow the former GC alignment for some 14 miles north of
Aylesbury.Fighting the closuresBefore every Beeching closure, opponents lobbied the TUCC
hearings being held to consider the basis of the closure, almost invariably to no avail. In his
seminal work on the Beeching era, The Great Railway Conspiracy, David Henshaw catalogues
in detail the stunts that were pulled to ensure that closures went ahead as planned, a practice
dating back well before Beeching. In one notable case, he describes a bitter battle which broke
out on the Isle of Wight in 1953 when proposals were published to close almost half of the
island’s remaining 50 mile railway network (a little-used branch to Ventnor West having closed in
1952).A delightful early British Railways map of the Isle of Wight shows the full extent of the 55½
-mile network, before the rationalisation which started in 1952, with closure of the line from
Newport to Ventnor West. This was quickly followed by Newport– Freshwater and Brading–
Bembridge (both 1953) and Newport–Sandown (1956). With Ryde–Cowes and Shanklin–
Ventnor falling victim to Beeching in 1966, all that remains today is the 8½ miles from Ryde Pier
Head to Shanklin, and even this is now threatened by major infrastructure and rolling stock
issues.When the alleged losses suggested by the British Transport Commission’s Railway
Executive were examined by an expert witness hired by the County Council it emerged that the
figures had indeed been falsified by ignoring the effects of contributory revenue being generated
by the lines up for closure. Besides ignoring this share of income from passengers making
longer journeys to mainland destinations (which was enough to show that the lines were



covering their direct operating costs) there was a dispute over the inflated cost of maintenance
of the track and rolling stock and a disagreement over the level of income from ticket sales. But
for all that the closure inquiry did to expose false accounting, it failed to save the island’s lines,
with two of the three routes (Newport–Freshwater and Brading–Bembridge closing in 1953 and
the third (Newport–Sandown) following in 1956.One man’s crusadeIn the year before Beeching
unveiled his report (1962) my father, Trefor David, became a prolific campaigner against one
particular closure – the 24-mile route from our home town of Cheltenham to Kingham. He had
numerous letters published on the subject, principally in the Gloucestershire Echo, but also
raised the matter of closures in a letter to The Guardian, and unsuccessfully sought to make
personal representation to the TUCC hearing that considered the closure. By some strange
quirk of fate his invitation to speak at the hearing was lost in the post.Looking back at his
sentiments – and those of a few others at the time – this correspondence gives a real and
fascinating sense of just how this one particular example was pushed through, when no attempt
had ever been made to reduce operating costs or make the service more attractive. The
Cheltenham–Kingham line closed with effect from 16 October 1962, while Cheltenham’s two
former Great Western stations, St. James’s and Malvern Road, succumbed on 3 January 1966.
His correspondence begins with a formal written objection to the Kingham line closure:53 Shaw
Green LanePrestburyCheltenhamGlos17th January 1962The Secretary,Transport Users
Consultative Committee,South West Area10 Fairlawn Road,Montpelier,
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John Feenan, “Good Book and read. Very good book and read. It repeats some of stuff
published in earlier books about Beeching and Network South East, Regional Railways and
InterCity.”

Steve Price, “Celebrating the rebirth of our railways.. This is a book of sheer joy seeing the work
of Marples and his hatchet man Beeching slowly begin to unravel as the railways time has come
again and lines and stations are reopened, albeit slowly at present, but the rate will increase and
the railway map will grow once more as more towns are reconnected to the network. The
politicians, civil servants and unions of the 60's and 70's are equally as guilty in destroying mile
upon mile of our country's infrastructure that we so desperately need today. I would say
treasonable is the word that comes to my mind. However this book is a celebration of what is
happening now and what is to come. Highly recommended.”

The book has a rating of  5 out of 5.0. 3 people have provided feedback.
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