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Chairôs thoughts ï p.3 
Significant timetable improvements from May, plus news of Railfutureôs wider public 
and political engagement 
 

AI and óMonty Pythonô look at Greater Angliaôs record ï p.5 
You decide whether AI has fulfilled the challenge it was set 
 

Contactless ticketing ï p.6 
Winners and losers in a very complicated scenario 
 

Digital ticketing ï the future? ï p.8 
A look at the East Midland Railway pilot scheme 
 

Accessibility plans at Foxton ï p.9 
Further thoughts on the ingredients needed for a genuine ñtravel hubò 
 

The new bridge arrives in Stowmarket ï p.10 
Work continues to complete fitting out the state of the art bridge and lifts 
 

The latest ORR annual footfall data ï p.11 
Some interesting trends within a continuing pattern of increasing passenger 
numbers 
 

Another take on AI and its potential pitfalls ï p.14 
The ongoing mystery of where AI goes to retrieve some of its more dubious 
statistics 
 

Responding to the Breckland Local Plan ï p.15 
How restoring regular passenger services to the Mid-Norfolk Railway could support 
house building plans in the district 
 

East West Rail ï latest proposals -  p.16 
A look across the scheme as informed by feedback from recent consultations 
 

East West Rail ï where does freight traffic fit in? ï p.18 
Looking at options for freight in the context of the latest plans for the route 
 

Timetables, forty years on ï p.19 
The second part of our review of East Anglian services four decades ago 
 

Rail and the plans for a new Cambridge reservoir ï p.21  
The pros and cons of two possible railhead sites to support this big infrastructure 
scheme 
 

Back to the future at Lowestoft ï p.22 
An ambitious project is launched to restore the roof at this historic station 
 

Calling all readers ï have you anything to say? 
We are always on the lookout for new contributors to RAIL EAST. The readership is 
extensive, including Railfuture members but also extending to a diverse group of 
people who influence the direction of the railway in East Anglia ð rail professionals, 
councillors, regional MPs. Could you write an article for RAIL EAST?  For example, 
how the railway could service your area better? For more information ð and 
support to help turn an idea into an article if helpful ð please contact Peter Feeney 
by email on raileast@railfuture.org.uk. We are also looking for someone to take 
over the formatting of RAIL EAST from the November 2026 issue onwards, as Jerry 
Alderson, who has done so since 2017, will be stepping down. 
 

We are pleased to announce that there will be two guest speakers at our public 
meeting in Ipswich on 13 June. They are Thalia Woodgate of the East Suffolk Lines 
CRP and Lesley Rayner of the Ipswich-Cambridge CRP, which is currently asking 
the public to choose a  name. See: https://www.smartsurvey.co.uk/s/WJK1QS/. 
 

Front cover photos: Inspiration train visit by Sarah Grove and Ben Walsh. 
Parliamentary reception by Cogitamus, which organised the event for Railfuture. 

mailto:raileast@railfuture.org.uk
https://www.smartsurvey.co.uk/s/WJK1QS/
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Greater Anglia Service Improvements from May 2026 
It is only to be expected that with excellent trains and punctual 
services, passenger numbers are steadily increasing across the 
Greater Anglia network.  (See the latest station by station footfall 
statistics and accompanying analysis on pages 11-13).  Success 
does bring its own problems of course, notably overcrowding on 
some trains ï but it also brings new opportunities to be exploited.  
It is therefore good news to see a raft of new services and other improvements to 
be introduced from May.  Here are some of the main changes. 
 
There will be an additional service in peak hours between Norwich and Cambridge, 
and between Ipswich and Cambridge, together with additional early morning 
services between Cambridge and Stansted Airport.  This is a really helpful 
improvement to alleviate peak hour overcrowding into Cambridge ï even if it will 
create some logistical headaches at Cambridge, where peak hour traveller numbers 
continue to grow. 
 
More Norwich to London trains will stop at Stowmarket, giving a half-hourly service 
for most of the day.  This is a logical and very welcome move since Stowmarket is 
a growing town with a significant hinterland and previous timetable changes did 
see improved journey times to London.  As Stowmarket is a junction station there 
will also be greater resilience for passengers transferring between Norwich services 
and the Mid Anglia line to Bury St Edmunds, Newmarket and Cambridge. 
 
Great Yarmouth sees an additional morning and evening peak hour service; 
importantly, departures are timed to connect better with East Midlands trains at 
Norwich.  Lowestoft will see two early morning services running through to 
Cambridge, with one extending on to Stansted Airport.  As weôve been calling for 
direct services from both towns beyond Norwich, this is a positive step forward. 
 
In other changes, the early morning service from Ipswich to Saxmundham is now 
extended to Lowestoft, while Sheringham receives an additional late evening 
service.  Salhouse and Worstead will both receive an hourly service which in future 
will be particularly important to Salhouse as the North Rackheath development 
begins to take shape. 
 
The feedback Greater Anglia receives from rail user groups, Community Rail 
Partnerships and of course ourselves in Railfuture all helps to identify issues and 
bring about improvements, but the train companyôs willingness to take the 
necessary steps to implement change on a timely basis is really welcome. 
 
More social media 
I believe we can safely say Railfuture East Anglia is well known and 
respected within the rail industry and amongst local policy makers.  
Our excellently produced RAIL EAST is sent to all stakeholders as well 
as our own members.  However, there is too little awareness of what 
we do amongst the wider public and it would be good to address this 
to some extent, by more use of social media.   
 

While we have used an X/Twitter account for many years and a Facebook page 
specifically for the Wisbech restoration campaign, we have now set up a general 
Railfuture East Anglia Facebook page at www.facebook.com/railfutureeastanglia, 
which we will use to post regular reports of our activities and other rail news across 
our branch area.  If you are already a Facebook user please would you ófollowô our 
page, and if not on Facebook do consider signing up!  As it is a public page you will 
be able to see the page and its content on the web in any event. 

http://www.facebook.com/railfutureeastanglia
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Meeting the public and parliamentarians 
Railfuture East Anglia was present at Cambridge station on 
Saturday 31 January and Sunday 1 February when the 
Rail200 óInspirationô train visited. It attracted over 1,500 
people across two days, with families, enthusiasts and 
visitors attending from around the region. Railfuture 
shared a stall with the local Cam Valley Community Rail 
Partnership (CRP) and had so many visitors that we 
exhausted our supply of RAIL EAST, Railwatch and 
Railfuture membership leaflets. Letôs hope that we get 
some new members! Tom Watts and Eileen Wakefield 
managed the stall on Saturday, whilst Chris Burton and 
Paul Hollinghurst did so on Sunday. Thanks to them all. 
 
The CRP gave away around 300 copies of its line guide, 
about the same in postcards, and around 200 each of the 
walk leaflets.  Not to mention around 400 pens! 
 
On Tuesday 3 February Railfuture held a Parliamentary 
Reception at Westminster. Whilst our branch was not 
directly involved, we reviewed the six-page leaflet produced 
for the event (see www.railfuture.org.uk/display4276) and 
had some copies on our stall to hand out. Photos from this 
and the Inspiration train stall are on the front cover. 
 
Finally, I hope as many people as possible (all RAIL EAST 
readers are welcome, not just Railfuture members) take 
the opportunity to attend our upcoming AGM in Bury St Edmunds (see below) to 
find out more about Greater Angliaôs future plans for services and ask pertinent 
questions. 

 
We are delighted that Martin Beable as Managing Director of 
Greater Anglia (GA) has accepted an invitation to talk, saying 
ñItôs an exciting time for our railway, and by February weôll 
have made inroads into our integration with c2c and Network 
Rail ï as well as have a clearer understanding of progress of 
the Rail Reform bill.ò He will speak at the start of the meeting 
as he needs to leave afterwards for another engagement. 
 
Having recently steered the business through its transfer to 
public ownership (it transitioned in October 2025), Martinôs 
tenure at Greater Anglia started as Engineering Director, where 
he led its full fleet replacement ï introducing Ã1.5bn of new 
trains. This investment, and the subsequent performance focus, 

has helped to establish GA as a standard bearer across the industry. A Chartered 
Engineer by background, Martin has held several high-profile roles across a 20-
year railway career, spanning three operators and two major UK owning groups.  
 

w!L[C¦¢¦w9 9!{¢ !bD[L! a99¢LbD τ {!¢ ну C9.w¦!w¸ 
FRIENDSô MEETING HOUSE, ST JOHNS STREET, BURY ST EDMUNDS IP33 1SJ 
 

Like all of our meetings this is free to attend. We start at 14:00 with our guest 
speaker after which there will be refreshments (donations appreciated). Our AGM 
will then be held, with reports from the branch chair and others ð only members 
can vote but everyone can attend. 
 
This is our usual venue in Bury St Edmunds, and holds more than 50 people. It is 
a 15-minute walk from the railway station. 

https://www.railfuture.org.uk/display4276
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This issue of RAIL EAST focuses on stations, coinciding with the publication of the 
patronage figures and is also the first real look at artificial intelligence (AI). Jerry 
Aldersonôs article on page 14 covers both, with somewhat alarming results. 
 

As we are privileged to have the Managing 
Director of Greater Anglia speaking to us on 
28 February, I wondered when his 
predecessor, Jamie Burles, last spoke to us 
and asked Google AI. It found the (correct) 
answer with no trouble ð it was just over nine 
years ago. 
 

Having experience with using AI in my role at the Cam Valley Community Rail 
Partnership, I was tasked by Jerry to create an article entirely written by AI with no 
human intervention. I asked it ñPlease write an article for RAIL EAST magazine with 
reference to the Monty Python ówhat have the Romans ever done for usô sketch, 
entitled óWhat have Greater Anglia ever done for us?ô concentrating on their 
achievements in the Network Rail Anglia region since 2012.ò Hereôs what it came 
up with (text and image) ð what do you think of it? Are we out of a job? 

The Real Achievements Since 2012 when Greater Anglia took over the franchise. Hereôs what theyôve delivered: 

¶ Complete Fleet Renewal: Every train replaced with modern Stadler bi-modes and electric units, offering 

faster journeys, air-conditioning, and level boarding. 

¶ Capacity Boost: Thousands more seats and better layouts for bikes and luggage. 

¶ Accessibility: Step-free boarding on many routes and improved facilities for all passengers. 

¶ Station Investment: From Cambridge North to the soon-to-open Beaulieu Park, stations have been 

modernised with better shelters, ticketing, and passenger amenities. 

¶ Performance Gains: Punctuality and reliability have improved thanks to closer collaboration with Network 

Rail. 

¶ Sustainability: Energy-efficient trains, solar panels, and biodiversity projects at stations. 

¶ Customer Experience: Smart ticketing, mobile apps, and streamlined compensation processes. 

Scene: A draughty back room in a station caf®. A group of rail campaigners sit around a table, 

mugs of tea in hand. The leader slams a fist down. 

Leader: ñRight! Weôve had enough. Greater Angliaðwhat have they ever done for us?ò 

Voice from the back: ñWellé they gave us new trains.ò 

Leader: ñOh yeah, yeah, they did do that. But apart from new trains, what have they ever done 

for us?ò 

Another voice: ñMore seats.ò 

Leader: ñAlright, seats. But apart from new trains 

and more seats?ò 

Third voice: ñBetter accessibility.ò 

Leader: ñYes, yes, granted. But apart from new 

trains, more seats, and better accessibility?ò 

Fourth voice: ñStation upgrades.ò 

Leader: ñOkay, okay, station upgrades. But apart 

from thatðò 

Fifth voice: ñImproved punctuality.ò 

Leader: ñ(sighs) Fine. But apart from new trains, more seats, better accessibility, station up-

grades, and improved punctuality, what have they ever done for us?ò 

Voice from the corner: ñDigital ticketing.ò 

Leader: ñOh, shut up.ò 
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Itôs long been recognised that train fares need to be rationalised, but the spread of 
contactless outwards from London without much thought being given to the needs 
of longer-distance travellers is resulting in new anomalies and a less helpful offer to 
passengers. Although there is no immediate prospect of contactless north of 
Baldock, recent changes on the Southern network have already thrown up some 
anomalies, such as that passengers on the 09:28 from Reigate to Victoria can 
apparently save Ã4.50 by getting out at Redhill, touching out, touching back in 
again, and getting back on the train. (They have time to do that because it waits for 
a unit from Gatwick to couple onto it.) 
 

The railway needs enough capacity for 
the peak-time demand (see seat 
utilisation, right). Charging higher 
fares in the peak ð effectively a 
congestion charge ð encourages 
passengers to travel off-peak, which 
reduces the capacity needed and also 
contributes to the capital cost of 
providing it. The question is, how do 
we define the peak? 
 

Dynamic pricing only works for 
services for which people book ahead, 
but we want people to be able to 
simply touch in and out at ticket 
gates. The system doesnôt know 
where someone is going until they 
touch out, by which time itôs too late 
to adjust the pricing for the service 
theyôve used. So fares canôt depend 
on the actual demand on the day, 
though they can depend on (for 
instance) the time of day, as a proxy 
for the estimated demand. 
 

Currently we have two main pricing levels on weekdays: anytime and off-peak. 
Looking specifically at the Fen Line services between Kingôs Lynn and Kingôs Cross, 
which I travel on, when going up to London off-peak tickets are valid on trains due 
to arrive after 10:00. The evening peak is spread over a longer time than the 
morning peak, so there is less need to reduce capacity and there is no restriction on 
these tickets for the return journey. Thus an off-peak day return can be used for 
travelling to a meeting in central London starting at around 10:30, and returning 
home whenever it finishes. 
 

(There are also super off-peak tickets, but they are only a few pence cheaper. They 
are valid on up trains due to arrive after 10:55, and on the return journey for trains 
departing before 16:30 or after 19:01.) 
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Peak time no longer defined by arrival time in London but when you depart 
The contactless system inherits Transport for Londonôs definition of peak time, and 
the fare structure for journeys for which contactless is available is being changed to 
match. With contactless, the off-peak fare is charged if you touch in before 06:30, 
between 09:30 and 16:00, or after 19:00. As I understand it, off-peak tickets will 
be valid on trains scheduled to depart during those times (independently of the 
actual departure time and the time you go through the ticket gate). 
 

This definition of the peaks originated with Oyster cards in central London, where 
journeys were fairly short and fairly randomly distributed. But increasingly it is 
being used for longer journeys, into London in the morning and back in the evening. 
And, particularly in the morning, there will be winners and losers and some 
anomalies. 
 

Looking at how the system would work for the Fen Line, currently the first off-peak 
train (from any Fen Line station) is the one that leaves Kingôs Lynn at 08:15 and 
arrives in Kingôs Cross at 10:07. Under the new rules it will still be off-peak from 
Letchworth but peak time from anywhere else, so I suppose the rest of us are being 
encouraged to leave some seats free for the travellers from Letchworth. 
 

The next train (08:45 from Lynn) leaves Cambridge North at 09:31 so off-peak 
tickets would be valid from there although there is no way you could catch it if you 
touch in after 09:30. However, it would be off-peak for passengers from Cambridge 
using contactless, unless they had arrived early and passed through the ticket gates 
before 09:30. So if you want a coffee, get it at one of the shops in Station Square, 
not on the platform. (Of course, in the Tube stations for which the system was 
designed such facilities are outside the gate line anyway.) 
 

Passengers from Ely and Waterbeach have an off-peak train due into Kingôs Cross at 
11:02, but from further north the first off-peak train doesnôt arrive until 11:32. 
 

The winners will be the early risers who travel (or at least touch in) before 06:30. 
Although off-peak tickets would not be valid on the 06:42 from Cambridge, 
passengers who had touched in before 06:30 (and maybe bought a coffee inside the 
station) would be able to ride on it for an off-peak fare. 
 

The first four trains from Kingôs Lynn would be off-peak, and passengers from Lynn, 
Watlington, and Downham Market arriving in London as late as 0807 would pay an 
off-peak fare. So as far as their travel in London is concerned the morning peak 
would, in effect, be from 0830 to 1130. 
 
John Grant attended a GTR Stakeholder meeting where the changes to fares from 
December 2025 were announced as part of the expansion of contactless, which the 
Department for Transport has been pushing for. He has since been in contact with 
GTR to ask question abut certain scenarios. There is not space here for answers. 
 

Some of the potential issues of contactless PAYG include: 
 

¶ Supposing the next train is 09:35 and I go through the gate at 09:25, possibly to 
get a coffee on the platform or use the toilet. Will I be charged peak or off-peak? 

¶ If it simply goes by gate touch-in time, then it will be peak, but if it uses the 
timetable information to work out when the next train is due it could charge off-
peak. Would it be that ócleverô? 

¶ But supposing I enter at 09:25 and there is a train in the wrong direction at 
09:28 with the train in my direction at 09:35. What happens then? It could look 
at where I touch out to work out if I used the 09:28 or 09:35 train, but would it? 

 

Cambridge station car parking used to have an evening rate after peak at 16:00. 
There used to be a queue of people all waiting for it to tick over, then pay and dash 
for the 16:15 train. Letôs hope that we will not see this kind of behaviour to get an 
off-peak fare. 
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John Grantôs article on pages 6-7 looked at using bank cards to tap in and tap out 
on pay-as-you-go (PAYG) journeys, and the pitfalls. It requires a scanner at the 
origin and departure stations to be installed for every contactless journey, which 
essentially means the technology must be installed and working at every station on 
the routeðnot necessarily cheap, but justifiable on routes with high patronage. 
 

On rural routes it is more economically viable to only install 
readers on automatic ticket gates (ATGs) at larger stations 
and use alternative technology to identify the journey that 
the passenger makes. This is where Digital Pay As You Go 
comes into play. It hasnôt been tried in East Anglia yet, 
although East Midlands Railway (EMR), which runs services 
to Norwich, has been trialling it since September 2025 on 
journeys between the three cities of Derby, Nottingham and 
Leicester. Soon after, Northern also began trialling it on 
certain routes. The system requires passengers using the 
TOCôs location-identifying smartphone app and it will track 
the journey that they have made (using GPS) and work out 
the best ówalk-onô price based on where and when they 
travelled having simply clicked the óstartô and óendô buttons 
on the app. Both daily and weekly capping is applied, with 
the fare being substituted for a weekly season if the same journeys were made 
multiple times that week ð whether it can cope with different journeys in a week is 
unclear; the question was asked in RAIL EAST issue 203 (September 2024). 
 

This digital ticketing technology has already been tested widely in Switzerland and 
Denmark (and in Scotland) but the trials is the first in England. The initial problem is 
that it only covers a small area and only for journeys by one train operator ð an 
annoyance with the fragmentation on Britainôs railway. A common complaint about 
public transport in Britain is that there's no single nationwide app or smartcard. It 
doesnôt mean that the app can only be used on full journeys ð it can be turned on 
and off during a longer journey to use its money-saving fares where applicable. 
 

The trial requires people to opt-in to use the system. Once proven it will be open to 
anyone. However, for the time being at least, it does not support child fares. Richard 
Bowker of Green Signals tried it out, and there is an excellent in-depth YouTube 
video of his experience at https://www.youtube.com/watch?v=O0L_HkgDD2Q. 
 

The system has many features and most things seem to have been thought of. Rail 
cards can be used, unlike contactless (where it is perfectly possible but has just not 
been designed in). It requires the smart phone to be active all of the time, and 
records a low battery reading. It the phone goes offline the user can manually 
record what journey has been done, but the system monitors the number of times 
this occurs to try to detect fraud. The great feature of PAYG is that you donôt need to 
buy a ticket before you travel ð it is automatic, just like Oyster has been for 20+ 
years ð and is therefore a convenience. However, it exacerbates the ôdigital divideô 
whereby the tech savvy and younger people get the better deals. Moreover, whilst it 
can apply fare capping it wonôt consider special fares, especially advance ones.  
 

The EMR website says that passengers will not pay more than Ã23 a day or Ã73 a 
week for travel within the trial area on permitted routes. Capping can act as a 
sticking plaster to avoid some of the worst effects of fare anomalies. Digital PAYG 
may work technically, but it is only as good as the fares and obstacles, and if 
someone ends up paying more than they could have done by purchasing a ticket 
before boarding then they will not want to use it again. How about giving the 
passenger the ability to try it without paying so that they can compare the price it 
has calculated with the price of the ticket they have already purchased? 
 

See: https://www.eastmidlandsrailway.co.uk/form/digital-pay-you-go-trial 

https://www.youtube.com/watch?v=O0L_HkgDD2Q
https://www.eastmidlandsrailway.co.uk/form/digital-pay-you-go-trial
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Previous issues of RAIL EAST highlighted the need to build housing near and around 
railway stations and identified thousands of new homes being built around Baldock 
in Hertfordshire (issue 207, September 2025) as a good example of this policy.  
 

The governmentôs reform of planning laws is not only speeding up the process of 
getting new houses built, it is actually accelerating housing development near 
railway stations across England with the aim ñto connect commuters and working 
families with new job and education opportunities, as well as stimulating economic 
activityò ï a quote from a government press release issued late in November 2025. 
 

The prioritisation of development around railway stations will help create more 
sustainable communities, reducing reliance on private car usage if properly 
integrated into the railway and other public transport, as well as encouraging active 
travel links with their triple value of lowering congestion, mitigating emissions and 
enhancing physical and mental health. Although not all stations will fit into the 
necessary criteria, in our view one station that clearly does serves the village of 
Foxton, seven miles south west of Cambridge station on the Royston line.  
 

Foxton railway station is a very busy 
place, served by two trains an hour in 
each direction much of the day, early 
until late, many other trains racing 
through and the very busy A10 trunk 
road crossing the railway at the station.  
The Greater Cambridge Partnership 
(GCP) has drawn up plans for a park and 
ride (ñtravel hubò) by the station that 
would intercept the huge volume of 
private cars moving over the crossing 
into Cambridge, particularly towards the 
Cambridge Bio Medical Campus. 
 

We put ñtravel hubò in quotes because other than a car park, few other facilities are 
being proposed to make it a true travel hub. Railfuture was doubtful if it would be 
attractive enough to actually work as intended. But by chance, Develory, a 
developer, has proposals for a ñwindfallò site by the up platform at Foxton that would 
help turn the  station and the proposed park and ride into a genuine travel hub.  
The proposal is for seven homes above three retail units plus bicycle stands and 
some necessary parking spaces. The retail units face the station with a suggested 
use for a caf®, including bike repairs/sales.  With a proposed large car park nearby, 
weôd suggest that the addition of a convenience store to serve those transferring 
between rail, car, bike and bus, would make the concept of a travel hub complete. 
 

The rather bleak facilities currently available at Foxton station would be transformed 
by this small development that would give rail users access to the caf® and other 
facilities.  Next to the station, it is a perfect example of how with good planning we 
can make public transport, the railway in particular, accessible and attractive to 
those seeking to move from their car to the railway.  The GCP has proposed a 
footbridge and lift at the station to address the anxiety users can face when 
crossing the line at the level crossing for their train. 
 

We hope that the planning committee for South Cambridgeshire District Council put 
all the pieces of the jigsaw together that will 
make a travel hub at Foxton work, with its 
potential to help stem the flow of traffic 
through Harston and onto the Bio Medical 
Campus, as well serving Foxton and its 
neighbouring villages with a facility all local 
communities deserve. 

Impression of the development by Foxton station.  
The long proposed park and ride site is off the 
picture towards the bottom left.  The limited 
facilities on the Cambridge direction platform can 
be clearly seen 

Proposed caf® with shops facing the station 

Towards Harston and Cambridge along the A10. 
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RAIL EAST readers may be aware that a new 
footbridge with passenger lifts at Stowmarket 
station (right) was successfully installed late in 
2025, following a near six-month delay due to 
production difficulties experienced by the 
manufacturer.  Over the weekend of 29/30 
November 2025 several teams of engineers 
worked very efficiently to complete the task 
within the available time window.  The much 
hyped bridge with its lightweight steel 
construction and modular composition ð 
making it significantly easier to install because it arrives on site in readily 
transportable bits ð is a first of its kind, and potentially a template for future use 
on the railway more widely.  RAIL EAST has highlighted innovative features of the 
bridge in two earlier articles: issues 194 (June 2022) and 205 (February 2025). 

 

Since the principal installation work was 
completed, further work to put in lifts and 
check operating systems has got underway. 
This stage three once accomplished will lead 
to the bridge being commissioned for 
passenger use.  The good news for rail 
users is that this follow-up work has not 
required any weekend line closures and 
consequent rail replacement buses.  The 
inevitable bad news is that the universally 
unpopular temporary bridge has had to 

remain in use far longer than might reasonably have been expected.  Remember, 
the former footbridge was removed and the temporary structure installed during a 
weekend engineering possession in January 2025.  So, station users have had the 
delights of this steep beast for something around 12 months.  Fitness levels in the 
local community ï including station staff frequently using the bridge to oversee 
intercity departures ï must have soared! 
 

The new structure is the real step change in 
terms of Access for All (AfA). Travel becomes 
much easier for anyone using the Ipswich bound 
platform who finds stairs either impossible or a 
real challenge.  Installation dates for the lifts are 
still to be confirmed. The new bridge also 
incorporates a roof, so the days of trudging 
across the line in the rain should soon be over.  
This is a point worth stressing ð new stations are 
still being commissioned and constructed 
elsewhere with footbridges open to the elements, 
such as the new roofless footbridge at 
Biggleswade on the East Coast Mainline (ECML). 
 

Much to welcome here then ð but too many 
stations across the network continue to pose real 
access difficulties for many potential travellers.  
Until more capital funding from Network Rail, 
local authorities and building developers can be 
found to expand the Access for All budget, those 
barriers to travel are likely to persist. In East 
Anglia, our next priority is Marks Tey, the junction between the Great Eastern 
Mainline (GEML) and the Sudbury line, an extremely awkward interchange for 
many people ð and an unsuccessful candidate for AfA funding in previous rounds. 

Removing the 1980s concrete bridge 
and installing a temporary replace-
ment took place in January 2025. 

Three bridges over the railway: 
the new structure, the temporary 
footbridge and beyond that the 
Navigation Approach road bridge 
opened in 2010 as a means of 
bypassing the congestion caused 
by increasing traffic volumes at 
the B1115 station level crossing. 
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The table on pages 12-13 presents the data from the Office 
of Rail and Roadôs (ORR) official annual footfall figures for the 
year April 2024 to March 2025 ð the most recent available 
ð for all stations in Norfolk, Suffolk, Cambridgeshire, north 
Essex, north Hertfordshire and three stations in Bedfordshire  
ð the territory covered by  the Railfuture East Anglia branch. 
 

The stations are arranged in order along each of the routes radiating out of our 
major regional centres.  Most lines have a minimum of one train an hour in each 
direction. Some stations on some lines have a bare minimum service which reflects 
in their footfall figure. 
 

We compare the figures with the previous year (2023-24) and five years ago: April 
2019-March 2020éthe pre-Covid year, although still affected by it in the last three 
or four weeks ð Railfuture has added the year to March 2019 (the last full year 
before COVID) for completeness only, but it is not used in the comparison or 
commented upon here. Itôs good to see that many stations are now above that 
yearôs footfall figures, with only five out of the nearly 200 lower than last yearôs. 
 

This year we have incorporated a new piece of information that shows, for each 
station, the station most tickets are sold to and/or from.  Not many surprises (the 
London termini are obvious, as are Cambridge and Norwich), though Lakenheath 
with its token service just on a Sunday, does provide one.  A single person making 
a journey each day from lightly used stations makes a big difference and all five 
stations with a minus sign this year over last year probably reflect that point. 
 

Note also the stations that ñsufferò from a high level of weekend rail replacement 
services are depressed too.  Cambridge might be one, but the ORR figures give no 
weekly or monthly breakdown to substantiate this. 
 

The increase in usage at each of the four stations on the Felixstowe to Ipswich line 
is impressive ð note  32% at Westerfield! 
 

Eye catching too is the increase at Colchester Town ï over one million now, up 57% 
in one year.  Conversely, Colchester ñNorthò is down by 2%.  It is notable that the 
other Colchester station at Hythe is up 32% too.  The data suggests a better service 
along that line is urgently needed. 
 

The Mid Anglia line from Ipswich to Cambridge continues to gain users rapidly ð 
spectacularly since 2020 and well above the national average recently. (On this line, 
Greater Anglia plans from May 2026 to operate one extra train towards Cambridge 
in the morning peak and return in the last afternoon to cope ð see timetable 
update on page 3)  The re-doubling of the track between Cambridge and 
Newmarket cannot come soon enough. 
 

On the Great Northern (GN) route south west of Cambridge towards Stevenage it is 
notable that growth has NOT returned to pre-Covid numbers at Foxton, Shepreth 
and Meldreth ï presumably because GN has not restored the half hourly service 
during the middle of the day.  Conversely, Ashwell & Morden shows a 9% increase 
because its service has been transferred from the hourly off peak GN service to the 
half hourly Thameslink service. 
 

All these stations recorded good increases over the last year but itôs noteworthy Ashwell & 
Morden increased by 19% compared to only 7% at Meldreth (& Melbourn) ï large 
settlements compared to the low density at Ashwell. 
 

The data conveys a clear message ï frequency is key to modal transfer from road to rail. 
Overall the table shows 73,224,284 users at the stations we describe as being in East 
Anglia, up 10% on 2023/2024  and 2% over 2019/2020, the last count before Covid. 
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RAIL EAST first mentioned Artificial Intelligence (AI) in issue 207 (September 2025) 
having asked Google AI in which issues RAIL EAST covered the LNER Fares Trial. Its 
answer was spot on. Not a difficult challenge, as ónormalô Google could also do so.  
 

RAIL EAST production is tight, going to the printer just three weeks after the 
deadline for contributions. By comparison, Railwatch magazine, which also has 24 
pages, with a larger editorial team, takes much longer to produce. Google AI was 
asked to compare the word count of the two (one is A5 and the other A4). Its 
answer was ñask the publisherò! It was necessary to give it a link to the two most-
recent issues so it could then compare them. The answer then was: ñAccording to a 
comparison of the December 2025 issues, RAIL EAST (Issue 208) contains 
approximately 12,000 to 14,000 words, focusing on East Anglian regional updates, 
timetable changes, and campaign news. Railwatch (Issue 186) is significantly larger 
with an estimated 20,000 to 22,000 words, covering broader national rail topics and 
campaigning efforts.ò Nothing to quibble with there. It just needed a helping hand. 
 

With ónormalô Google you ask it to search for something and return a list of ordered 
websites and pages where it finds a match. But with Google AI you ask it a question 
and it goes away and óthinksô, researches a mass of material, tries to make sense of 
it and produces an answer often comprising one or two paragraphs. 
 

When the Office of Rail and Roadôs (ORR) station usage figures were published (see 
pages 12-13), rather than navigate through the ORR website and download a copy 
of the full Excel spreadsheet, it seemed much easier to ask: ñWhat are the latest 
annual footfall figures from the ORR for Cambridge North station?ò 
 

Trying this with Google AI, it said ñBased on ORR estimates via Railfuture, 
Cambridge North station recorded 949,550 entries and exits for the 2022-2023 
period. This represents a significant rise from the 2018 figure of approximately 
488,000. Data indicates substantial growth, with 1,074,602 total estimated 
movements in some recent estimations.ò Well, itôs great that it takes Railfuture as 
its first port of call, but how about the 2024-2025 figures from the ORR website? 
 

So, beware of using words such as ñlatestò. Replacing this by 2024-2025 returned 
ñBased on the Office of Rail and Road (ORR) Estimates of Station Usage for April 
2024 to March 2025, published on 4 December 2025, the 2024-2025 annual footfall 
(entries and exits) for Cambridge North station is 1,330,684.ò But this doesnôt 
match what is on page 13 in this issue ð it has 1,459,946 ð or any other year! 
 

Google AI is easy to use as it uses a browser. There are other AI tools, such as 
Gemini, ChatGPT and DeepSeek. Some can be used by a browser and others by an 
app, which needs to be downloaded, but most support both. If you create an 
account then you can hold conversations that are recorded, and it remembers 
everything in the conversation so it can use your responses to refine the answer. 
 

DeepSeek was asked about Cambridge North patronage. First it gave the 2023-
2024 figures, claiming that it had 2,158,426 entries and exits. Wow! It was then 
asked for 2024-2025 and answered ñ2,595,750 entries and exits.ò Wildly wrong! 
 

Trying to work out why these figures were far too high, it was asked ñHow do these 
figures compare to Cambridge (main) station?ò Result: 12,648,602.  That was two 
million too high. Asking it ñHave you got the equivalent footfall figures for 
Waterbeach station?ò, it answered ñ292,180ò (actually 371,828) with ñ47.8% year-
on-year growthò. Asked to give reasons for the astonishing growth, it said ñThis is 
almost entirely due to the station's relocation and reopening. The old station closed 
in June 2023. A brand new station, built approximately 1.5 km to the north as part 
of the Cambridge North ï Ely capacity scheme, opened in December 2023. The near 
50% jump reflects the transition from the old, limited facility to the new, purpose-
built transport hub.ò RAIL EAST readers know that the station construction has not 
even commenced yet. AI is unable to cope with delayed schemes, and much more. 
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Breckland covers a large mostly rural area in central Norfolk with its principal 
centres being Thetford, Dereham, Swaffham, Attleborough and Watton.  The only 
network railway passing through is the Ely to Norwich line in the south of the 
district.  There is also the Mid-Norfolk Railway running to Dereham. 
 

The draft Breckland Local Plan went out for consultation in 2025 and Railfuture 
submitted its response to some of the proposed developments put forward. Much of 
the development set out in the plan is concentrated along the A11 corridor which 
we support because of good rail access to the parallel Ely to Norwich line. 
 

In addition to extensive developments at Thetford and Attleborough, a substantial 
new development is proposed centred around the A11 at Larling which could deliver 
up to 6,000 homes.  The railway line would run along the southern edge of this 
development and Harling Road station is well placed to serve the new community.  
In our response we stressed the importance of the railway in helping to meet the 
local transport needs and that any future investment should be considered at an 
early stage. This would include upgrades to Harling Road station and the introduction 
of a regular stopping service rather than the handful of trains that presently stop.  
As demand for rail travel increases along the corridor, a local Thetford-Norwich 
service, potentially extending to North Walsham, should be considered. 
 

Further along the line towards Norwich, near to Eccles Road station, the Snetterton 
General Employment Area has the potential for further development and future 
introduction of a stopping service could include Eccles Road too.  In addition, the 
Employment Area benefits from a rail-connected freight facility which should be 
promoted as part of the Councilôs wider industrial and logistics strategy. 
 

Other proposed developments 
It is hard for districts to ensure their housing quotas are located near to railway 
stations when they don't have railway nearby. Developments proposed at 
Swaffham and East Tuddenham are poorly located for the rail network. Swaffhamôs 
nearest station is 14 miles away at  Downham Market, and for East Tuddenham it 
is Wymondham at nine miles away by car, or Norwich 15 miles away by bus. 
 

Dereham line 
Norfolk County Councilôs Rail Prospectus identifies potential for reinstating 
passenger services between Wymondham and Dereham. This would allow more 
scope for shaping housing and employment policies within Breckland, especially 
within the Dereham area itself. Dereham is the largest commercial centre in 
Breckland after Thetford, and is the largest town in Norfolk and the third largest in 
East Anglia (after Wisbech and Haverhill) without a network rail link. Dereham 
could act as a convenient railhead for communities in the northern part of the 
district.  There is also a proposal for the development of 2,000 homes on the 
Robertson barracks site at Swanton Morley when the barracks close in 2031.  The 
site is located near to the railway line north of Dereham at Hoe. Any proposals for 
the Dereham line would of course have to be managed collaboratively with the Mid-
Norfolk Railway. 
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The graphic on the right, courtesy of the 
Oxford-Cambridge Supercluster, shows 
the employee density of businesses 
located in Oxford-Cambridge arc. It is 
one of the key drivers for East West Rail 
(EWR). The EWR Company has 
announced several changes to its plans, 
which we examine in this article. 
 
Cambridge Station Eastern Entrance 
At Cambridge station, the eastern 
entrance, which Railfuture and many 
others have been calling for, is to be progressed. Consultation feedback worked! 
 

It is expected that a footbridge will be constructed from a new entrance on Clifton 
Road to the southern end of platform 7/8, continuing across to approximately the 
buffer stop end of platform 2. See image in RAIL EAST issue 205 page 10. 
 

Given the painfully slow progress of the delivery of EWR, local politicians want this 
very important project to be detached from EWR and delivered now. We agree. 
 

Cambridge East Station 
David Hughes, the Managing Director of the EWR Company, has spoken ambiguously 
about EWR being extended along the Newmarket line. This was taken to mean that 
it would, as logic should dictate, go to Newmarket itself, with the entire route from 
Cambridge Coldham Lane Junction to Newmarketôs Chippenham Junction being 
restored to double track. 
 

But no, it is obvious that EWR hasnôt been listening to anybody but consultants. 
Consultants for the Cambridge Airport redevelopment project appear to have 
persuaded the Company that the station should be just off Barnwell Road on land in 
the furthest southwest corner of the airfield where few live and few jobs exist. 
 

Most local residents want the station to be further east at Gazelle Road-Yarrow Road 
level crossing, close to thousands of jobs and a large and growing population ð and 
also close to the Airport redevelopment should it eventually happen. The level 
crossing here should of course be closed and replaced by a bridge. 
 

Newmarket must be the turnback station for EWR with the line to Cambridge 
restored to double track to enable a frequent service to operate to Newmarket, with 
some services going on to Soham and Ely and east to Bury St Edmunds and Ipswich. 
 

Cambourne 
Going west, the original site proposed for Cambourne station has been abandoned. 
Local councillors have worked closely with EWR to move it 700m west to an ideal 
site. This settlement is planned to have up to 100,000 residents. 
 

St Neots 
The new railway will skirt the eastern edge of this very fast-growing town already 
with some 40,000 residents. Currently, if any of them want to use the new railway, 
they will have to drive five miles south to the new station at Tempsford, 
Bedfordshire, or drive east some nine miles to Cambourne. This is nonsense. A new 
park and ride travel hub station must be constructed on the eastern edge of St 
Neots. The EWR Company is supposed to be planning for the next 200 years. 
 

Tempsford  
This name is, as we have written about before, going to become famous. A new 
town is confirmed by HM Government with very large numbers of residents (up to 
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320,000) being claimed for its eventual size. Most will commute to Cambridge but 
obviously many will commute to London as well. Its station will first be built 
alongside the tracks of the East Coast Mainline, followed by platforms above on an 
east west alignment following EWRôs ñroute option 1cò towards Bedford that  crosses 
the Great North Road just north of the Black Cat Roundabout (currently being very 
expensively reconstructed). 
 

Bedford 
The new line will access Bedford station from the east just north of the station on 
separate tracks parallel to the very busy four Midland Mainline (MML) tracks. EWR 
will keep to the east of them using  its own platforms within an extensively rebuilt 
station. Additional platforms will be built alongside the ñfastò MML tracks. 
 

Bedford will be a key interchange from all directions and, with the right frequency on 
all services, will be the fastest way of connecting the East Midlands towns and cities, 
Luton and St Albans, to Cambridge, Cambourne, Tempsford, Milton Keynes, Oxford. 
 

Bedford St Johnôs 
The current station of that name will be closed (just as its predecessor was in the 
1980s) as the EWR line will be diverted to a new alignment to pass close to Bedford 
Hospital, where a much larger station will be built taking the same name.  
 

The Marston Vale Line 
Continuing west, EWR takes over the existing railway (15 miles) with numerous 
small stations. EWR has decided that the new service pattern of up to five trains 
each way each hour will only work if they are consolidated into four: Woburn Sands, 
Ridgmont, Lidlington, Stewartby. Railfuture East Anglia agrees with this proposal. 
 

Each of these stations will be rebuilt to modern standards in slightly more 
appropriate locations to serve existing growing as well as new communities. 
 

The new station to serve Stewartby will also be at one of the main entrances to a 
theme park being built by US Company, Universal Studios. The footfall through this 
station is expected to be very considerable. 
 

Bletchley-Milton Keynes 
At Bletchley station the Marston Vale Line will continue as now into the low-level 
platforms. Before reaching them there is a junction with the rebuilt high-level lines 
that continue to the new Bletchley High Level platform lines that continue west to 
the completed EWR line to Winslow, Bicester Village and Oxford ð in use just for 
freight for the time being. The last section of the Marston Vale line into Bletchley is 
single track but work is starting to double track this section. 

The single-track high-level flyover in the foreground is life expired and will be 
replaced with a double-track flyover. Network rail engineers have been closely 
examining the bridge, which required the road to be closed for safety reasons. 
 

The low-level bridge is in the background. Photo from Network Rail. 
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As the óRail 200ô celebrations are still fresh in our minds it is worth reflecting on how 
differently we do things today. The latest evidence of this comes with the publication 
in November 2025 by the East West Railway Company (founded in 2017) of their 
response to their third non-statutory consultation. It has taken us more than a 
generation to get this far, and we still have a long way to go before we see trains 
run over the entire route sometime in the 2030s. Forty years on from the opening of 
the Stockton and Darlington in 1825, most of our network had been constructed and 
in operation! Today it seems that progress has given way to process, and the rounds 
of consultation continue (see Peter Wakefieldôs article on pages 16-17, which 
mentions some of the positive news that has come from the last consultation). 
 

What does this latest chapter tell us about further opportunities for freight, which is 
already using the Western Section between Oxford and Bletchley? 
 

The decision to replace nine of the ten stations on the Marston Vale line with just 
four and relocate a fifth to a new alignment is good news for freight as maintaining 
the all-stations stopping pattern alongside through services would have left little 
room in the timetable for anything else. We are promised sufficient capacity for up 
to two freight trains per hour, which should be sufficient for future growth. The 
proposal for discontinuous electrification is justified on grounds of cost, citing 
mitigation problems with electromagnetic interference, But costs are rarely saved, 
only deferred and for freight to rely on bi-mode traction will limit speeds over 
sections without overhead supply. It is also symptomatic of the lineôs legacy as a 
stand-alone project rather than one integrated with the rest of the network. Until 
wires reach Oxford from the South or Cambridge from the East, the route would still 
be an electrified island, but one which will only cost more to retrofit in the future. 
 

The companyôs limited scope omits freight friendly features the line might otherwise 
have. Network Rail in its West Coast Main Line South Strategic Advice placed as its 
top priority the construction of an east to north connection at Bletchley so that 
freight from the east could access Daventry and Northampton Gateway besides 
offering a diversionary route to terminals north of Nuneaton. This is left to Network 
Rail to take forward at a later date and is now subject to a wider review of capacity.  
 

The  proposal for a Cambridge East station (beyond the original geographical scope) 
to provide a turnback for passenger services will result in a limited redoubling of the 
Newmarket branch. For freight to exploit this route requires a much greater length 
of doubling for future growth alongside the expected demand for more passenger 
services ð and gauge clearing the tunnel at Newmarket to allow maritime 
containers. Neither will happen in the current project but will be left to another time.  
 

The time has surely come when we need to adopt a more strategic approach to what 
East West Rail can really deliver. 

Locomotive 66090 hauls the 19.08 
Northampton Gateway to Southampton 
Maritime at Newton Longville on the new 
East West Route on 16 June 2025. 
Paul Scott Modern Railways Magazine 

A more detailed version of this article first appeared in 
Modern Railways as an opinion column from the Rail 

Freight Group for whom the author works 
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The first part of this timetable review in the 
last issue (RAIL EAST 208, December 2025) 
looked at services covering tables 10-15 in the 
1983 timetable (an image from it is shown on 
the right) ð principally Great Eastern mainline 
trains plus regional lines from Colchester and 
Ipswich. The focus here is on regional services 
from Norwich, the West Anglia mainline route 
and long distance trains then operating from 
Harwich.  As with the schedules examined in 
the previous article, the principal story here is 
of expansion and enhancement. 
 
Table 16 ï Norwich to Yarmouth and 
Lowestoft 
As with other non-electrified routes in the area, 
these services in 1983 were provided by elderly 
two and three car diesel units.  Timetabling of 
trains was random by todayôs standards, with 
gaps of up to 90 minutes.  However, there was 
one through train from Yarmouth to London, 
the 0709 and the 1620 return, which used 
standard mainline stock including restaurant 
facilities.  This through train had been provided 
when the original mainline terminus of Yarmouth South Town was closed.  This was 
expensive to provide as the train had to reverse at Norwich, with a class 47 diesel 
engine attached to a class 86 hauled Norwich to London set for the journey to and 
from Great Yarmouth.  So, it was one of the first victims of privatisation.  Today it 
would be much easier to revive as some London to Norwich journeys are covered 
by class 755 bi-modes. 
 
These new trains have provided a step change in quality, reliability and space, such 
that these services are now among the most reliable in the whole country.  
Services now have an hourly clockface pattern rather than the random pattern of 
1983, but Norfolk County Council is keen to make services half-hourly. 
 
Table 17 ï Norwich, Cromer and 
Sheringham 
In 1983, this service was roughly two 
hourly, with the line run down and at risk 
of closure.  Since then, there has been a 
steady revival, with services now hourly, 
and a massive upgrade in trains and 
stations.  This has been mirrored by the 
private North Norfolk Railway (NNR) that 
runs from the old Sheringham station site 
to Holt.  A link between the two railways 
was built in 2010, enabling guest engines 
and rolling stock to visit the NNR (see 
photo on right). 
 
Table 18 ï Norwich to Ely, March, 
Peterborough, Leicester and Birmingham 
This service has changed radically over the years.  The range of destinations 
available forty years ago was remarkable.  For example, an early morning train left 
Norwich at 0637 and called at all stations via Ely and Cambridge to Bishops 

NNR at Sheringham  viewed from 
the railway gate at Otterndorf 
Green in 2020. By Jerry Alderson. 
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Stortford, then London Liverpool Street.  I imagine most passengers were asleep 
well before Ely, as it did not arrive at London until 0924!  Norwich to Peterborough 
services were roughly hourly.  There were also five through trains to Birmingham 
New Street, running approximately every two hours. 
 
At privatisation, what had evolved as a long-distance service from Norwich to 
Liverpool via Nottingham, Sheffield and Manchester was franchised to Central Trains 
and later to what is now badged as East Midlands Railway, which still runs services 
today.  Currently veteran class 158 units or class 170s cover the service.  One hopes 
that nationalisation could bring an upgrade of rolling stock ð maybe new class 810 
bi-modes could be used? 
 
Table 22 ï London to Cambridge, Ely and Kingôs Lynn 
The 1983 timetable covers the West Anglia route north of Tottenham Hale, at a time 
when electrification had only reached as far as Bishops Stortford.  North of 
Cambridge, the rail network was unmodernised, with manual signal boxes and 
semaphore signals.  At Ely, tall semaphore signals were local landmarks, visible for 
miles.  Trains from Kingôs Lynn ran roughly every two hours, calling at all stations to 
Ely, Cambridge then fast to London Liverpool Street. 
 
At about this time major changes were being planned, as the line to Liverpool Street 
via Cambridge was becoming congested.  All fast services for Cambridge and Kingôs 
Lynn were to be diverted south of Cambridge to Kingôs Cross via Royston.  Most 
trains from Liverpool Street would terminate at Cambridge (later extended to 
Cambridge North, although after its  2017 opening). In the mid-1980s electrification 
was extended to Cambridge.  Later, in the mid-1990s the line was upgraded and 
electrified to Kingôs Lynn.  Unfortunately, this modernisation was scaled back to the 
minimum, with savage cuts to infrastructure around Ely and between Ely and Kingôs 
Lynn, which left one single lead junction for both Kingôs Lynn and Norwich routes at 
Ely North with most of the line north of Ely reduced to single-track. 
 
When electrification was completed, class 365 EMUs provided the services from 
Kingôs Cross to Cambridge and Kingôs Lynn, with venerable class 317 units on the 
Liverpool Street route.  In 2010, class 379 units were introduced to provide better 
travelling conditions for Cambridge and Stansted Airport services.  Stansted Airport 
station had opened in 1991 (see below).  New class 720 EMUs replaced all outer 
suburban class 317 and 379 units in the last five years. 
 
Table 23 ï Harwich (Parkeston Quay) to Sheffield, Manchester, Glasgow 
and Edinburgh  
This timetable covered the two daytime trains that served the sailings from and to 
the Netherlands.  It is incredible to recall that even in 1983 you could catch a 
through train from Harwich to Glasgow.  The northbound train left at 0717, the 
southbound at 1120.  The journey took just under 12 hours, and only light 
refreshments were available, so definitely not one for the faint hearted!  Faster 
journeys could be made by changing at Peterborough, or indeed by travelling via 
London.  The only boat trains running in 2026 are semi-fast trains to London, using 
class 720 stock, and a northbound train each way to Ipswich and beyond using bi-
mode units.  These latter trains are currently the only passenger services to use the 
north curve at Manningtree. 
 
Postscript: Stansted Airport station 
Although Stansted Airport had been run as a commercial airport from the 1940s, it 
did not get its own railway station until 1991.  A new branch line was built to the 
airport off the West Anglia Main Line with north and southbound connections.  
Initially the station was served by one of five new class 322 four car units.  More 
recently, as part of Greater Angliaôs total fleet replacement, dedicated class 745/1 
Stansted Express units were introduced in 2020.  The service has grown from one 
four car unit every half an hour in 1991, to one 12 car unit every 15 minutes now.  
Regular services using bi-modes also serve Cambridge and Norwich. 
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In late 2025 Anglian Water 
published further consultation on 
its plans for the new Reservoir 
between Chatteris and March in 
which they put forward two 
options for delivery of 
construction materials by rail. 
 

Railfuture strongly supports any 
proposal for the supply of 
construction materials by rail. 
Moving a unit load by rail 
achieves a 76% reduction in CO2 
emissions compared with moving 
the equivalent unit by road. As 
the distance from the sources of 
aggregates, either from UK 
quarries or imported and sea 
dredged material, is likely to lend 
itself to rail transport, this is 
likely to contribute to the carbon 
targets of the project overall. 
There are associated benefits in 
air quality and reduced road 
congestion which serve to enhance the project's environmental reputation. Looking 
at the two options in turn: 
 

Option 1 Whitemoor Yard (March) 
This option appears to offer a cost advantage as it is an existing facility. However, 
it is likely to be the least popular locally, with increased HGV movements affecting 
the Norwoodside and Knight's End areas of the town of March itself, as well as 
inhabitants of Doddington and Wimblington. Use of HGVs may also have a 
detrimental effect on the road surface giving rise to potential cost for the local 
highway authority. 
 

These movements will also use, and conflict with, the main railway between March 
and Peterborough which is heavily used by both passenger and freight trains as it 
lies on the main Felixstowe to Midlands and North rail corridor. 
 

Option 2 Manea Sidings (Stonea) 
Potentially more expensive to provide, this option overcomes the problems 
associated with the Whitemoor option above, and needs to be judged against the 
overall cost of the project. 
 

Although likely to exceed the immediate needs of the reservoir, we would ask that 
consideration be given to the potential legacy benefits of providing a loop line with 
turnouts at either end of sufficient length to store a 775m train. Such trains are 
used by intermodal (container train) services to and from Felixstowe. To satisfy 
future aspiration to grow rail freight by 75% by 2050, as well as increasing the 
number of passenger services to meet likely future demand, the network requires a 
number of 'refuge' sidings (rather like a motorway layby) in order to regulate those 
freight trains that need to be overtaken by faster passenger services. Such a loop 
need not require road access and therefore does not require the retention of the 
haul road once the reservoir project is complete. 
 

This text is a version of the consultation response from the Rail Freight Group for 
whom the author works. It was also presented at the meeting of the East Anglia 
Branch of Railfuture held on 6 December 2025. 
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We know itôs important that stations are as welcoming as possible to rail users, that 
our stations are properly looked after and that importantly there is protection from 
the elements. 
 
Lowestoft station is very well located in the centre of the town and visitors can see 
the station is well cared for thanks to the support of the Wherry Lines Community 
Rail Partnership and the Lowestoft Central volunteers.  With a large expanse of open 
concourse and exposed platforms, however, the overall roof that once graced the 
station is much missed.  The roof was demolished in 1992 (see photo below) after 
falling into disrepair and at a time when the local authority was misguidedly seeking 
to relocate the station further away from the centre of town. 

 

With its 170th anniversary just celebrated (the station first opened in 1855), now 
there is a bold vision to build a new roof.  The designs which have been 
commissioned by The Lowestoft Central Project and the Community Rail Partnership 
feature an attractive Great Eastern Railway heritage style roof covering the station 
concourse together with platform extensions.  The roof would be a self-supporting 
structure to minimize any impact on the original buildings.  Continued on next page. 

Demolition of old roof underway 1992, courtesy of David Pearce  

Station concourse: proposed 
roof design. Credit: Wherry 

Lines CRP and Lowestoft Central 


