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■ ■ Leigh station battle
A local campaign has been
launched calling for the
town of Leigh in Greater
Manchester back to be put
back on the railway network.
A businessman is the main
driver behind the campaign
which has considerable local
support. Current plans by
Greater Manchester Passenger
Transport Executive are for a
guided busway to be built using
part of the old railway formation
from when Leigh was part of the
national railway network. Now
campaigners say parts of two old rail lines could be brought
back into use. Using the old Great Central line that ran from
Glazebrook through the west side of Leigh to Wigan would
enable a new station to be provided near Leigh town centre.
That could then be connected to the Manchester-Liverpool
Chat Moss line, with connections both east to Manchester
and west to Newton-le-Willows and Liverpool. The scheme
has been costed by Stobart Rail at £52 million, which is £24
million less than the guided busway. The campaigners believe
it offers a much better proposition than the single-destination
guided busway. Meetings were held over three nights in
December 2010 to gauge what local people thought of the
plans and they were overwhelmingly in favour of the idea.
GMPTE sent a four-page document arguing that it did not
serve towns that the guided busway would. It is understood
that a meeting is planned to discuss this further.
■ ■ SELRAP presses on with renewed strategy
The Skipton-East Lancashire Rail Action Partnership
that campaigns to reopen the line from Skipton to Colne,
is looking at different ways to achieve its goal. After a
successful conference in 2009, SELRAP was able to get
professional consultants to consider its options:
❐ SELRAP taking the project forward itself via a project
development group as outlined by JRC Consulting in a
SELRAP-commissioned report
❐ Persuade the Department for Transport to include the
project within invitation to tender for the possibly re-worked
Northern franchise after 2013
❐ Persuade potential bidders for the franchise to include the
rebuild as an added benefit
❐ Persuade a private company to take on the rebuild on the
back of industrial, housing or regeneration development
opportunities
❐ Persuade a freight operator to fund the rebuild on the back
of access charges paid by future users
❐ Take adantage of the Government’s recently introduced
£1.4 billion Regional Growth Fund via the new Local
Economic Partnerships
❐ Persuade the Government to fund the rebuild of the line as
a pilot, based on best practices, as a test for ideas in Sir Roy
McNulty’s value for money study
❐ Persuade the European Union to part-fund the rebuild as
part of a new east coast to west coast, port-to-port route and
as part of the Trans European Networks
❐ The formation of a consortium based, maybe, on a hybrid
combination drawn from the above
The latest edition of CravenRail, the magazine that SELRAP
produces, looks at a number of areas where this might be
achieved, in particular at possible housing gain and the way
that a connected network is “greater than the sum of its
parts.”
For more on SELRAP, go to www.selrap.org.uk
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Rail needs bus links
Simon Norton was impressed
by Transport for Suburbia, a
book reviewed in Railwatch
last year by Peter Wakefield.
He read an extract from it on
the web and knew he had to
buy the book. He believes it
is particularly important now
that so many buses look like
being axed as a result of Government cuts.
This book is a wake-up call
to those of us who have been
bemused by the Government
propaganda for cuts in public
services.
It should be compulsory reading
for all politicians and planners
with any influence on transport
policy – but since it is not, it
needs to be read by campaigners so they can use the relevant
arguments.
The book’s main purpose is to
debunk the notion that one can’t
provide quality local public
transport outside densely populated city areas. Its title is slightly
misleading in that it also concerns itself with rural areas.
The author comes to the uncompromising conclusion that the
most important need is to have a
public agency in charge of what
he calls “tactical planning” –
timetables, fares and ticketing.
This of course is at odds with
our deregulated bus system.
But the author also condemns
our railway franchising system
as combining the maximum of
bureaucracy with the minimum
of accountability.
The best verdict independent
consultants have been able
to come up with is that it has
avoided the worst results of bus
deregulation.
He points out that it was under
a franchising system that the historic light rail networks in cities
such as Los Angeles declined,
leading to their takeover and
closure by General Motors. More
enlightened countries took their
tramways into public ownership when the private sector
was no longer able to perform
satisfactorily. Public sector tactical planning is essential for the
development of integrated net-

works. He cites the canton of
Zurich (and other parts of Switzerland) as an example of best
practice. It won’t surprise most
of us to hear that Switzerland’s
public transport is better than
ours, but few of us will know
how good it is.
In Zurich canton, a village with
just 300 people can expect an
hourly all day service seven days
a week. In fact it has only two villages that fail to qualify – Volken,
which still has an hourly service
as it lies en route to a larger village, and Sternenberg, with
a population of 349 scattered
among several hamlets, which
still has five to seven buses a day
seven days a week.
If Sternenberg was in Britain it
would have no public transport
at all. Sternenberg’s railhead,
Bauma, with a population of just
1,000, has two trains per hour
throughout the day, plus allnight buses at weekends.
Many Railfuture members will
be interested in the chapter on
busways, in which the author
refers to Adelaide, Brisbane,
Curitiba, Foz do Iguacu and
Ottawa.
The Brazilian cities are particularly instructive. The system
works in Curitiba, which has
network planning, but not in Foz
do Iguacu which does not.
He also says that if a system
works well then there is likely
to be pressure to replace it with
a rail based system, as has happened in Ottawa.
The author debunks the myth
that superior performance is reliant on high subsidy levels. In
fact Zurich, London and Manchester have very similar levels
of subsidy per journey.
Zurich is successful because 66%
of journeys to work in the city are
by public transport, compared to
a woeful 14.6% in Greater Manchester, and 8.9% in Cambridge.
Transport for Suburbia: Beyond the
Automobile Age is by Paul Mees,
and published by Earthscan. You
can read an “impressive” extract
at
http://worldstreets.wordpress.com/2010/11/08/beyondthe-automobile-age

Would you believe it?

British Rail will stage a comeback if Labour wins the general
election. Franchising of rail services will stop while responsibility for running trains will be given back to a revamped
British Rail which will have new aims – to increase rail use.
The new Labour policy called Consensus for Change –
launched in late May – will also commit Labour to setting
national and local targets for shifting freight from road to
rail. There will be targets for improving public transport and
reducing traffic congestion.
– Railwatch July 1996
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Hot talk but an icy wind is blowing
This coalition government is
conning us with a constant
stream of new ideas, each more
bizarre than the last one, many
with eye-catching headlines
about high-speed lines or
value for money. Many of the
schemes are frankly irrelevant,
impracticable or plain mad.
The first example of lunacy
is reservation-only trains. By
suggesting passengers will only
be allowed to travel on some
trains if they have reserved a
seat will destroy a principle we
have enjoyed, Eurostar apart, for
many years.
The Department for Transport
has refused extra coaches and
when challenged, Rail Minister
Theresa Villiers talks rubbish
about smart ticketing.
Smart ticketing is pricing the
less well-off away from the
trains. It is all about raising
fares and raising profits for train
companies. Still more bizarre
is the crazy idea put forward

during the recent heavy snow
in Southern England: “Heated
track to melt away rail misery”.
Is the Government seriously
considering a proposal which
would take sufficient electricity
out of the system to cause
power cuts in times of extreme
weather? Only idiots would give
any time to the suggestion.
What they should be doing is
asking why, for years, the de-icer
trains were not being used as
they should have been. A dribble
of oil, not a dribble of public
relations rubbish, was and is
needed.
Sadly what the Government has
done – as far outside the glare of
publicity as possible – is to take
millions of pounds out of local

council funds. This will have a
direct impact on rail services,
their frequency and whether
they are provided at all.
It will also restrict bus services
in rural areas, many of which
feed local railheads.
It is not often the modern
railway infuriates me three times
during a two-hour visit to one
town – Walsall.
I left Birmingham New Street
on the 11.07 train which, until
the recent cuts in Government
spending, went though Walsall
and on to Rugeley.
It now terminates at Walsall and
sits there and waits long enough
for its former self to come back
from Rugeley! I go to Walsall to
my meeting and am reminded
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LOCAL ACTION

PAYING THE PRICE: Passengers at Liverpool
Street station in London. Some trains
throughout the country are now so crowded
that operators are “responding” to demand by
making some trains accessible only to people
with reservations and raising fares with the
connivance of the Government.
Network Rail knows that, in the face of
increasing demand for rail use, it will need to
invest in ways of boosting capacity but is coy
about admitting in public that an increasing
number of passengers will have to be priced
off if the Government does not allow it to carry
out the necessary infrastructure work.

Instead the Government is cosying up to
the road lobby again by halting the “war” on
motorists, removing speed cameras and
talking about protecting drivers from increased
petrol prices. There has never been a war on
motorists and successive governments have
allowed costs for public transport users to rise
while the real costs of motoring have been
going down. London Mayor Boris Johnson has
given motorists driving through west London
another “gift”, by abolishing the congestion
charge extension. The capital’s population will
suffer from increased air pollution as a result
but Boris can still boast of his “giveaway”.

◆◆◆◆ Cambodia is reopening its 400-mile railway network, starting with freight to Vietnam

that the Wrexham-London
Service, now abolished, carried
few people because passengers
could get off at Wolverhampton
but not join the train. Nor
could it stop at Birmingham
International or Coventry but
only at Tame Valley Parkway. Is
it any wonder it failed?
It failed because of the insane
franchising arrangements
imposed on the railway at the
time of privatisation and which
still continue in spite of Theresa
Villiers’ pronouncement: “New
franchises to provide better
services for passengers”.
On my return journey I find I am
on a Walsall to Wolverhampton
all-stations service via Aston,
New Street and Smethwick. The
direct Walsall-Wolverhampton
no longer runs – the last
Government’s doing.
If we believe all the propaganda,
and within that I include talk
of the “Big Society”, which to
me equals an inward-looking,
nonstrategic approach, then all
the good work presently being
undertaken by Network Rail on
routing strategy could be lost.
Also, hidden among the “Bonfire
of the Quangos” – another silly
sound bite – one finds that the
Disabled Persons Transport
Advisory Committee, a valuable
campaigning and regulating
body pushing for universal
design and accessibility
standards, is to be abolished.
Again the least well-off and
people with restricted mobility
who depend on public services
will suffer most.
Having listed what I call the
nonsense areas, I return as I have
done before over the years to the
question of how we in Railfuture
conduct ourselves.
Reading Railwatch, I believe
we are in danger of becoming
ensnared in the good news
stories. Enthusiasts we may be
but as campaigners we are not
joining the protests about station
staffing and automatic ticket
vending in enough numbers.
I note several of my fellow
vice presidents are Lords, and
one is a minister deep in the
Department for Transport.
Railfuture members should
write to them, especially the
minister who has defended the
Luton-Dunstable busway in
correspondence.
I suppose he is a political
“prisoner” to be pitied, but
unless there is more protest the
railway will suffer.
■ Peter Rayner is a former British
Rail operations and safety manager.
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