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'There is nothing more difficult to take in
hand, more périlous to conduct, or more
uncertain in its success, than to take the
lead in the introduction of a new order of
things'
Niccolo Machiavelli in
“"The Prince'
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HISTORICAL BACKGROUND

For a clear understanding of the present situation as regards transport in
this country it is necessary to have some knowledge of the historical
background.  Until the 18th ceﬁtury overland movement was by the common
roads which had developed from mediaeval packhorse trails between villages.
The alignments of these had been adjusted over the years to take advantage
of dry ground and to avoid the worst sloughs. They deviated from the direct
route to avoid any but the most minor natural obstacles. In a few instances
Roman roads had survived the centuries and were still in use, but their
unnatural directness sometimes resulted in their attribution to the Devil.

The industrial revolution of the 18th century created a greatly increased
demand for the movement both of goods and people.  The old pattern of
isolated village communities was transfomed by the demands of national and

international trade.

Bulk materials had always been moved by water wherever possible, using coastal
waters and such rivers as were navigable. The rapid expansion of industry
and mining inland resulted in the development of a canal system covering much
of the country. The roads of Britain were motoriously bad; they had
traditionally been maintained by the parishes through which they ran and
parishes were not inclined to expend their limited resources for the benefit

of through traffic. '

In an attempt to provide better transport for travellers Tummpike Trusts were
set up to collect tolls from passing traffic and to use the money for the
better upkeep of the roads. However, the Trusts were usually managed by
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Meanwhile, in 1825, the first public passenger railway had opened between
Stockton and Darlington.* Telford investigated this form of transport at
the time and considered it to be inherently uneconomic. He could not see
the merit in a machine which required a costly special track reserved for its
exclusive use, and which restricted its range of movement. He also noted
another fundamental disadvantage of rail transport, that all traffic would
have to be handled by the company which owned the line. This broke a long
accepted Tule against monopoly, which applied both to canals and Turnpike
roads, that they should be open to anyone wishing to use them on payment of
the appropriate toll. The canal companies were forbidden to trade on their
own canals. The coming of railways, with their requirement that vehicles
operate to rigid timetables, meant that this rule had to go.

It is a tribute to Telford's prescience that he had perceived this point so
early. Another example of prescience came from a steam carriage promoter
who gave evidence to the Select Committee; he said, ""Railroads, except in
very peculiar situations, are behind the age; and it is my decided opinion
that those who embark capital in constructing them will be great losers'.
He must have had a vision of railway deficits to cone.

In spite of the efforts of Telford and his allies, Parliament did nothing
about the scandal of the toll charges. In view of the bitter struggle over
the first Reform Bill then in progress perhaps this is not surprising.
However, Telford did not give up. In 1834, the last year of his life, he
was active in promoting a company to run steam carriages between London and
Birmingham. New carriages had to be built but the improved roadWay was
ready, this at a time when the railway company were still surveying for a
line between Watford and Coventry.

With Telford's death the Steam Carriage Company died also, there was no-one
else of his stature to run it. Mechanical road transport died too, not to
be resurrected for 60 years. After this lapse of time it is difficult to
assess the factors which favoured railways then. All those comnécted with
the breeding of horses and the supply of harness, stabling and fodder would
have opposed steam carriages; the iron-masters would be a strong lobby

* |nitially the passenger carriages were drawn by horses.




favouring a mode of‘ttahSpcrt%whiéh.generated a big demand for iron in’ the
 form of rails. = Perhaps most important, pronoters realised that railways
would give them monopoly coritrol over both the routes and the traffic on
them énd considered this a sure way to big profits. Whatever the deciding
factors, the stage was set for the "railway mania" of the 1840s; the roads

were almost wholly neglected for a hundred years.

The Railway Age

With the suppression of the steam carriage by penal tolls the way was open
for railways to take over as the main mode of overland commmication.

The lBtﬁ century:bécame,the railway age. It witnessed the extraordinary
'railway mania'' of the 1840s; more than 6000 km of new routes were opened in
1847 alone. This demonstrates the immense driving force behind industrial
development at that time and is in marked contrast to the backward-looking
and nostalgic atmbsphere of today. At a time when the great bulk of over-
land movement is by road we have managed to build fewer than 2500 km of
roads designed specifically for motor vehicles over a period of 20 years.

Some 32,000 km of railway routes were built in all, more than twice our
present length of trunk roads. Being designed 'ab initio', by men who were
in general competent engineers, for heavy clumsy vehicles with poor adhesion,
the gradients and curves on the rail routes were gentle and often similar to
those which we would now regard as suitable.for motorways. In many areas
all but the smaller villages had a railway station providing both freight
and passénger services. Horse drawn vehicles moved passengers and goods
between railway stations and the ultimate point of origin or destination.
With a cheap, abundant and hard working labour force the requirement that

goods be transshipped twice between road and rail in the course of an average

journcy did not pose any serious problems.

‘By the 1870's almost the'only mechanical vehicles left using the roads were
clumsy traction engines hauling ploughs and‘threshing tackle between farms
at a slow walking pace; hence the "red flag' Act, a not unreasonable provision
for such machines. The smart, speedy steam carriages of thirty years pefore
- were forgotten. For three generations all overland movement was centred on
the railways. It is therefore perhaps not surprising that our folk-memories
of that era still lead many of us to regard railways as the natural form of
transport and to have lingering feelings of guilt about using cars or lorries.

The revival of road transport.

But mechanically propelled road venicles could not be suppressed for ever.
By the beginning of this century there had been two major innovations since
the time of the early steam carriages - the internal combustion engine which
obviated the need for stoking boilers, raising steam before setting off and
carrying a large quantity of water as well as fuel, and the pneumatic tyre
which gave passengers a much quieter and more comfortable ride and also
reduced damage to the road surface.

When people discovered the ease and convenience of road transport they began
to forsake the railways as quickly as they could. The early motor-cars were
very expensive and only for the rich who were quick to appréciate the
convenience of a light, handy, fast and comfortable vehicle which could go
anywhere on the public road system or off it over estate roads.

What the rich had, others wanted; the demand was met by mass production, first
in the United States then spreading elswhere, to bring ownership of a car
within the reach of the average family. Horse buses were soon replaced by
petrol engined ones, improving hygiene in city streets, and the "'charabanc',
later called a coach, appeared to cater for group outings. The lorry also
replaced the horse and cart, but for a time it remained a clumsy and slow
moving vehicle which did little more than take over the role of local
distribution from railway freight sidings. The consequence of 50 years
development of motor vehicles was nothing less than a total transformation

in the way of life for millions of people. Instead of having to live closely
grouped round.a railway station from which they could only travel to one main
centre for work and recreation, they were able to move freely in their own
vehicles and to live and to work where they wished within a wide radius.
Equally wide could be their social and recreational contacts and shopping
trips and the same vehicle which provided all this would take them away on
holiday and enasble them to tour this, or other, countries at will.

It is not surprising that for many people a car became the most valued
possession next to a house. Having experienced the convenience it gives,
they will save on almost all other expenditure to keep it. Anything so

prized naturally became the target for taxation. At first vehicle taxes

were paid into a Road Fund which was intended to provide for road improvements.
However, the fund soon became a mainstay in providing for general government
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TRANSPORT TODAY

We need to examine the fundamental advantages of a road based system not only
for private transport but for group, public and freight movement. As already
mentioned, Telfords realised, more than 150 years ago, that the freedom of
movement of rail vehicles is limited by their need for expensive specigl track
and that their mode of operation imposes monopoly control over them. These
disadvantages remain as valid today as in the 1820s.

The limited amount of traffic wanting to use rail is quite unable to generate
enough revenue, even with the £700 million per year of the Public Service
Obligation grant from the taxpayer and other direct subsidies, to maintain
the ways. Poorly looked after rail bridges and viaducts are crumbling all
over the country, putting the future of many services in doubt. B.R.'s
monopoly position as government-owned supplier of one mode of transport gives
it great pélitical power and access to huge sums of public money, yet there
is still not enough to maintain a railway system at its present size.

Theoretical considerations

The actual journeys people wish to make, drawn out as straight lines on a
map, would form a criss-crossing maze of a pattern. Obviously we cannot all

proceed in straight lines from our points of origin to our destinations, but

a successful mode of travel will provide the best possible approximation to
this.

The high cost of its track means that a rail network can only be a mainline
system, serving major traffic corridors. This immediately eliminates the
possibility of using the system for a large number of trips which are not
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makes a trip which is only an approximation to the travel desires of its
members and does not accord precisely with the wishes of many of them.

In contrast road vehicles, particularly when operating on freeways, that is
roads without traffic on different routes crossing at flat junctioﬁs and with-

out pedestrians wandering about amongst the moving vehicles, can provide a

flow~type transport mode. A continuous stream of comparatively small vehicles

at close headways can enter or leave the mainline route as needed to proceed
on other routes to their ultimate destinations, can stop off as required in

lay-bys or move continuously along the route. Vehicles can move to the

requirements. of the occupants without detailed time-tables or programming.

This flow type of movement, provided that the traffic stream consists pre-
dominantly of high-occupancy vehicles, which may be variously defined as
anything from a car with an occupancy of 3, through a minibus carrying a dozen
people to an 80-seater articulated bus, will have no difficulty in matching

flows of seated passengers carried by railways anywhere, provided that the
appropriate vehicle is used.

The construction of a rail system on its exclusive grade-separated right-of-
way represents a massive capital investment designed as the best solution to

a transport problem at a particular time. Changing patterns of work, leisure

and residential development may greatly change the pattern of travel long
before the assets representing the investment in rail have reached the end of
their useful life.

In contrast, the much denser network provided by roads can be adjusted
comparatively cheaply to conform to changed demands for travel and can be

used by all types of vehicle, small or large, passenger or freight, in
accordance with demand. '

Fixed rail also has the disadvantage that one disabled vehicle will disrupt

the operation of a whole line and failure of one piece of equipment, signals

or points, can have the same effect. On a road a broken down vehicle can

be pulled onto the verge or, if this is not practicable, other vehicles can

drive round it, the only effect being some loss of capacity. There are no

points to go wrong and signalling is simple compared with railway systems.




. a

usable.

Lastly, on the normal 2-track railway route.it is only'posilb}ehzzézzis
stopping and express services in the same line by keeping ong s
This results in a less frequent and attractlvg service

The use of multi-track routes to
ful of land and also result

between trains. .
considerable waste of potential capacity.

permit both fast and stopping services arc waste L
in low utilization of track. In contrast, exprcss and stopping

. ~ : in
the same lane on a road; all that is required are lay bys for the.stopp g
- : ini- jitneys
services, whether these are provided by buses, coaches, mini-buses, j VS,
? !

taxis or car-pools as demand may dictate.

practical effects

» b
g

settlements was a national occupation.

H]

3 1. 1 3
As stated in the Covernment's 1976 Green Paper, 'Transport Policy': "'Rail
) . .
‘ relatively rare
. i :de London and the South East, 15 4
travel, especially outside . L
vent”, In the South East B.R.'s near monopoly status as occupler of_al
e .

expensive services.

f railways is maintained for a small and often

The whole vast clumsy apparatus O . e
privileged * minority; the great bulk of people rarely if ever use 1t

i i i its
imilar change has. occurred in the United States, a nation built around
S - i ise a
railroads, where today a majority of children would be unable to recogn
]

railway station for what it is.

«+ 'Transport Policy' HMSO 1976, Vol 1, Page 56.

10

The comparison between rail and road must be between trains and the various
forms of road based group, but not necessarily public, transport which make
economical use of available road space. Railway supporters, such as
Transport 2000 which is largely the voice of the railway unions, like to
conpare trains with private cars and to pretend that other forms of road
transport do not exist, but this is ludicrous. The equivalent vehicle
road-based may be bus, high-speed coach, van, car-pool or whatever mode is
best suited to serve the market concerned. The comparison must be in terms
of convenience which includes the factor of overall journey time, cost and,
in these days of concern regarding fuel resources, energy éonsumption.

Intér—city travel

Within these small islands few long journeys are made. The rapid improvement
in the quality and reliability of road vehicles, and the more gradual improve-
ment in the road network available for them to run on, means that it is often
much less trouble, and in many cases quicker, just to get into a car and drive
all the way to one's destination rather than to go to a railway station, make
a rail journey perhaps involving an intermediate change of trains and then

either to arrange to be met at the terminal station or to hire a taxi there
for the last leg of the journey.

The railways can only compete by trying to speed up that part of the journey
for which they are responsible to counterbalance the time which their
passengers have to spend in interchange and waiting time. Traditional main
line express trains have been achieving journey times no better than motorway
coaches, even though the latter have had no freeway access to city centres
comparable to the rail rights-of-way. The completion of the M} enabled
coaches to beat the trains between London and Bristol, which may well be why
this route was selected for the first high speed trains.

But the increases in speed had to be substantial to have any significant

effect on overall journey times and the extra speed proved to be very expensive.
Electrification was often a first step: merely electrifying the existing rail
routes between London and Liverpool and Manchester, with the associated track
improvement and rolling stock, was as expensive as building a complete new
6-lane motorway over the same distance.* In real temms the London-Bedford

*  £175 million or £485,000 per km at 1965 prices
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electrification is proving to be as expensive, costing £12,000 per regular
daily user at 1980 prices or £1.8 million per km of route (83 million per

mile).

It has proved to be quite impossible to charge fares suffiéient to meet the

full costs. The capital costs of railway improvements have to be "written

of £, a euphemism meaning that the taxpayer has to take over the responsibility

for servicing and redeeming the debt, while British Rail struggles to mect

running costs out of incone.

Trains are caught between the Scylla of cheap coach fares which may be half
ond class rail fares or less, and the Charybdis of much faster air services
which can really create worthwhile time savings for journeys of 300 km.
Coacheé maintain their fare differential in spite of having to pay full fuel
duty which more than covers their track costs, whereas rail diesel is only
taxed at a nominal rate. pesides being much faster than the fastest trains,
2ir services can also be cheaper when competition 1s allowed to break the hold

of a high cost monOpoly'operator.

In the United States the railroads began to feel the competition from road

transport as early as 1910 and they have gone much further in adapting to the

new situation than have European railways. Auto and bus were soon in strong

competition, from convenience and cost aspects, for journeys up to 400 km,
but by the 1960's the airways were competing on journeys shorter than this

and winning easily on journey time. Buses were competing on cost for much
longer journeys, cven coast to coast. There was no gap in the passenger
transport spectrum left to be filled by the railroads and their managements

tried to get out of passenger carrying altogether in order to concentrate on

their profitable freight business.

Government regulations did not allow them simply to discontinue their services;
they had to buy their way out by contributing, very expensively, to the setting
up in 1971 of Amtrak, the government operated passenger service rumning on
tracks owned by the private railroads. This system has not worked well.
Delays are frequent since the railroads prefer to give priority to their own
freight trains over Amtrak's passenger Services, and they do not wish to
maintain their tracks to passenger service standards., More than 60 per cent
of the cost of Amtrak is borne by the Federal Government, not by its fare-

12

paying passengers who tend, as in Britain, to be the better-off members of the
commumnity.

Worse still, in a United States which have suddenly become energy conscious
? recent study for the Congressional Budget Office* shows that much of Amtr;k
is less energy-efficient than an American sized car with only two passengers
Even in the more efficient north-east corridor trains use far more energy pe;
passenger than inter-city buses. It is not surprising therefore that Congress
ag?eed in 1981 to cut Amtrak's subsidy by 33 per cent in real terms, thou i
this was less than President Reagan wished. - Services will be redu;ed ongmost
routes and some eliminated altogether. | |

However North America is lucky in having a magnificent system of inter-city
buses, mainly the Greyhound and Trailways networks. The bus temminals are
sited conveniently in city centres with good access to the Interstate highwa
network.  In contrast our inter-city bus network is rudimentary thoughg ’
expanding fast now that licensing restrictions have been eased. ’ It lacks
freefay routes into city centres comparable to those owned by B.R., and
terminals are often improvised and obscurely sited. These latter are in
startling contrast to the Victorian iron and glass cathedrals used as main

line réll terminals which are often regarded as great works of architecture.
They will make wonderful coach stations.

Bu? travel, both herg and in the States, has been oriented down market since
rail and air_travel have been available for the well-off, but there is’no
reason why road coaches should not be fitted out with any required luxury
and there are the beginnings of Executive class services in some areaé. ’

?here is therefore no reason for transport planners to consider retention of
inter-city rail services.

Commuter services

It is perhaps in providing for the movement of workers in and out of city

centres that the irrationality of modern transport plamning reaches its
lowest depths.

* ] V
The current and future savings of energy attributable to Amtrak', May 1979
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Most of the world's major cities experienced their main period of development

during the railway age. In consequence their business centres were served

by radial rail systems bringing workers in from suburban centres where

g clustered close around the stations to be within walking distance.
pment becoming more

housin
The coming of the private car resulted in housing develo
evenly spread over wide areas. Wwhere parking restrictions in city centres
and lack of road capacity prevented commuters from driving in to their place
of work, they could drive to the most convenient railway station and park
there; but park-and-ride is a very wasteful and expensive way to use a car.
kiss-and-ride", when the wife keeps the car for her own use during the day,
is better; but there is still the need for time-wasting interchange between

vehicles.

Since their invention motor-buses had been used for getting to work over short
distances, but they operated on crowded city streets and they were therefore
slow and their timing unreliable. Without any conscious plamning by transport
authorities a new way of getting to work developed in the United States; this
became xnown as the freeway-flyer bus. lhile in Burope little attempt was
made to provide for increasing traffic in towns, the authorities relying on

congestion and parking controls to 1limit the demand for inadequate road space,

in the United States, where less negative attitudes prevailed, a determined
attempt was made to provide for the large numbers of cars wanting to enter city

The result was the development of urban freeway networks superimposed
ake use of these.

centres.
on the old city street pattern and bus services began to m

Starting in a suburb, where they picked up people near their homes, they then
centre where they could do a circuit on the

These gave

ran in along a freeway to the city
city streets, dropping off passengers near their places of work.

ch was both quick, as the line-haul part of . the journey along the
d more

a service whi
freeway could be faster than the rail service with its regular stops, an

convernient, as it avoided the need for interchange.

es on the freeways and they were
‘But 1965

At first no priority was given to these bus
subject to any delays caused by an overload of private cars.
witnessed a significant event in modem transport history.  This was the
publication in America of a study with the wexciting title of "The effect

of buses on freeway capacity'. It showed that on a freeway a bus took up

capacity only equivalent to about 1.6 private cars.
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a poor relation if they have not got one in their city.

This meant that two buses which could carry 90 or more people needed only
about as much road space as three cars which, typically, would only be carrying
But more important than this, on the known capacity
of freeways, one lane reserved for buses could carry far more seated passengers
about four times more, than one track of an urban railway or 'metro' as they ,

four or five people.

have become known.  Flows of 1000 buses per hour were possible at reasonable

speeds, say 60 km per hour. This is not mere theory.. Bus flows at this
rate can be séen on the television monitors of the Lincoln Tunnel under the

_Hudson River in one 3.3 metre wide lane.. As one study for the U.S. Government

commented, one bus lane has capacity in excess of almost any known level of;

corridor demand.

At once the transport scene was transformed. Not merely did bus transit

need much less land than railways to carry urban commuters, but the land that
they did use could also be used by general traffic, including freight outsidé
the two peak travel periods in the day on five days a week only. 'In,contrast
the tracks of the 'metros' built for this traffic lie almost disused outside ,

these short periods.

Nor was this all. Studies* in Britain, the United States and Canada in the

early 1970's all demonstrated that total costs for bus transit were much lower
3

~ perhaps a quarter or less, than the costs of rail systems to do the same job
2

and also that they needed much less energy.

For an expenditure of one and a half billion dollars San Francisco's Bay Area
Rapid Transit system has succeeded in carrying a trickle of passengers with
frequent breakdowns, has disrupted a cheap and effective bus operation across
the Bay Bridge and does not operate at all in the evenings. Yet in spite
of this awesome example other gities‘have‘continued to build this type of
system: it is worth while to examine why.

First, as the traditional solution, it avoids the need for transport plamners
to study new ideas. Also it is an easy idea to sell to local politicians
who have come to regard a metro as a status symbol; it makes them feel like
Again metros are

very expensive to build; this might be thought to be a disadvantage in getting

* e.g. that for the U.5. Department of Transportation, October 1973.
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" There is no longer the excu

such schemes approved, but it is just the reverse. There is nothing that

L]
city politicians like better than to spend very large sums of someone else's
They can boast of the huge allocations they have managed to squeeze

money. .
; They believe that anything

out of Federal or Central Government funds. . .
costing so much must be good; nor can amyone afterwards admit to having made

a mistake on that scale.

se that bus transit on a mass-scale is a theoretical

i i ith an associated
concept. A working example of near capacity bus flows wit

bus terminal is available for study on the west side of central Manhatten.
More than 35 different bus companies use the facilities, allowing small scgle

efficient management, There are now many other examples of freeway priority

bus operations in the United States, some of which include pri?rity for ca?
and van pools to encourage more effective use of highway capac1ty.- Only in
corridors of very heavy demand will buses ever use the whole capacity of a
Another idea which can be observed over there is the bus-pool,

the passengers are trained

bus lane.
a commnity or company initiative where some of . .
to drive the bus which takes a group of people to and from work; this provides

the cheapest known form of mechanical transport. At the other end of the
Ametrican continent and also worth study are the Fcolectivosf, small buses, |

of Buenos Aires. Run by small scale enterprise and very cheap, these provide
a service which in freqﬁency, reliability and convenience is probably unmatched

in the world.

Benefits for éommuters:

For many who have bought houses in outer London or beyond and who are committed

to working in central London, the rapidly rising cost of rail travel to work is

becoming a heavy burden. Although present rail fares do not cover the full

cost of rail travel, a change 1o express bus transit with its much lower total
costs will permit fares to be halved in real terms. The ending of rail

subsidies would also permit tax cuts as a bonus.

Perhaps as important as the cost of travel is the level of service provided.

The bus is a smaller unit than the train; services can therefore be more

2 ' rtake another
closely tailored to the travellers' needs. Since one bus can ove

drawn in to a lay-by, fast and stopping services can use the same track while

maintaining close headways. At the more important suburban stations demand
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vehicles, are already well developed in California.

during peak periods will justify an express service to the city centre
terminal: since the present limited stop rail services seldom manage to
average more than about 30 miles per hour, express buses will have little
difficulty in beating them on journey time. There is also the gain from
reduced waiting times resulting from a more frequent service. For those
going to intemmediate destinations there will be stopping services; here

again service frequencies will be better than for stopping trains.

Off-peak the traditional half-hourly rail service, maddening since one's
business timings always seem to result in arrival at the station just after
é,train has left, with 20 minutes to kick one's heels until it is possible
to be seated in the next train, will be replaced by a 10 minute or even a

5 minute bus service.

Many joumeys can also be speeded since a bus can travel both on a freeway
for that part of the journéy traditionally performed by trains, and on local
access streets. A bus can perform a pick-up run around a suburban area before
making its express journey down a freeway to the city centre where again it

can make a loop round city streets to drop off commuters near their place of
work. The same journey can be performed in reverse to take people home in

the evenings, thus avoiding the need for time-wasting interchange between bus
and train.

Furthermore, even in London and at peak travel periods, there is no place on
our rail system where present passenger loadings in express buses on the con-
verted routes will use more than a fraction of the available capacity. There
will therefore be great scope for travellers to make their own arrangements

to use the new freeways in car-pools, van-pools (in this context a van is a

passenger vehicle with fewer than 12 seats) or, if they find it convenient,
in shared taxis or jitneys.

Allowed freedom private enterprise may find, for many routes, more appropriate

vehicles than the traditional bus. The techniques of on-ramp control, to
prevent overloading on the system and to give priority to high occupancy
Parking space for private

vehicles can be provided, as in New York, on top of bus temminals.
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Lastly there will be freedom from the long, dreary delays caused by points,
signals and train failures. If a bus breaks down it can be pushed to the
side and another sent to pick up the passengers; the rest of the traffic 1s

not held up.

Freight

Overt government policy in this country has been that road and rail should
compete on fair commercial terms for freight traffic, but this doe§ not happen

in practice..

Rail sﬁpporters claim that heavy lorries do not pay their‘proper s?are of
road costs, but this is an argument they should use with some caution.

Since road vehitles as a whole pay some 2} times more in tax than is spent

on the roads, if heavy lorries pay too little, it follows that light vans and
cars are paying far too much. B.R. would surely not wish to see c?r taxes
reduced, thefeby increasing competition with its own passenger seTV1?es.
Also, whatever the position regarding lorry track costs, it is certain that

most rail freight pays no track costs at all.

It pays only a nominal rate of fuel duty as against the punitive rates charged
on fuel for road vehicles. By a quirk of railway accounting known as the
navoidable cost! convention, where passenger and freight services share the
same tracks, track and signalling costs are all charged to ﬁhe passenge?
services on the grounds that the latter need higher standards. There is no
logic in this since freight trains cause wear on the tracks and impose
restraint on the movement of passenger services. Since 40 per cent of
passenger service costs are met from the Public Servi;e Obligation gra?t, a
government subsidy which B.R. calls "income", a high proportion of freight

track costs must come from this source. In addition there are other subsidies

such as those for constructing new freight sidings, for replacing the railway's
lost pension fund* and a straight subsidy to make up the difference between
income and expenditure on the freight services. This 1atter is the only

one which the public hears about, but it represents only the tip of the iceberg.

Clearly, therefore, there is not in this cowntry free and fair competition
between road and rail freight on which their relative efficiency can be judged.

* We have yet to hear why no-one went to gaol for this.
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Most governments spend very large sums to keep their state-owned railways
going and legislate against road transport. However, over the last 70 years
transport has been a reasonably free market in the United States and it is
therefore instructive to observe what has happened there.

At the beginning of the century railroads were the dominant form of transport,
although in the great river basins the river steamers did providé an alternative.
It is almost certain that the States were only kept United by the building

of the railroads. From the beginning it was recognised that freight was the
profitable part of their traffic. High quality passenger services were
maintained but this was more for reasons of prestige than profit.

Around 1910 trucks began to increase their range of operation from being feeders
to the nearest railroad yard and by 1912 rail had already lost the business

of moving houschold effects, the need to avoid the loss and damage associated
with trans-shipment being the key factor. Since then the railroads have been
busy reorganising to get out of the passenger and small scale freight markets
which they found wunprofitable, the very markets which Buropean railways are
still cultivating.

Their main market now is the haulage of primary products over distances
between 500 and 3000 km and for this traffic their systems are decades ahead
of anything seen in Hurope. Over these distances they think in terms of
10,000 or more ton trainloads not the toy trains with sometimes only half a
dozen wagons which we see in this country. Haul distances are sometimes
1500 km with no stops save for changing train crews. Yet even when operating
on this scale the railroads cannot compete with water transport on the canal-
ised rivers of the Mississippi basin. For the grain traffic to the ports

it is no longer economic to load freight cars along the spur feeder lines.
Instead, grain is trucked in for distances of up to 300 km and loaded on rail

at points along the main line-haul routes.

Now consider Britain. The average rail freight haul distance is only 120 km,
compare with 830 km in the U.S.. We are surrounded by all weather ports and
no part of the country is more than 80 lm from the sea. Our coastal waters
provide us, in effect, with a canal system for bulk freight as good as any-
thing found elsewhere. As for merchandise freight, what chance does rail

have when lorries operate successfully to destinations as far away as Iraq
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and Nigeria? Any attempt to imitate the profitable large-scale operations
of American railroads would be ludicrous here. Compare our average haul
distance with the 16 km length of one marshalling yard in Kansas City.  If
all the subsidies mentioned earlier were to be removed, there is no doubt
that rail freight in this country would simply vanish.

Our freight transport requirements are small scale. Railways are incapable
of offering the kind of movement service that society increasingly needs,

due to more dispersed patterns of living and the need for greater frequency
and flexibility of supply for all consumer needs. The lorry has come to the
rescue of our cities which could not function without it. Yet the lorry is
the particular target for the environmentalists' venom; the Civic Trust devotes

much effort to attacking this essential vehicle.

The 1976 Covernment Green Paper 'Transport Policy' pointed out that environ-
mental gain from a large scale transfer of longer distance freight traffic

from road to rail was a pipe dream.* It said that even a very large increase

"in rail freight, at present responsible for only 13 per cent of freight

movement, would only have a minimal effect on road traffic and might be
environmentally damaging in urban areas around rail terminals. Also demand
for road freight appears to be largely price-inelastic so that penal taxation
to drive traffic back onto rail would be unlikely to have much effect but
would merely add to the cost of all goods and services.  Sir Dan Pettit,
former Chairman of the National Freight Corporation, said that the environ-
mentalists' talk of the benefits of rail freight reminded him of the story
of the King's new clothes, it is an exercise in mass self-delusion.**

Professor Peter Hall, architect of the Government's Enterprise Zones, has
compented that the call to transfer freight from road to railway can be
achieved if the railway is converted into a road. This proposition is so
self-evidently correct that even the rail lobby has not attempted to refute
it. Operators would rush to re-route their lorries onto these straight and
level routes. Yet the councils of the Civic Trust and C.P.R.E., knowing
nothing about transport matters but always very willing to tell other people
how to manage their affairs; appear to be incapable of comprehending these
simple facts. If they had the interests of their members truly at heart

* Vol 1, Page lh.
** in "The Times", October 17th, 1972,
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they would be demanding such a change instead of endlessly bleating about

putting freight back on rail.

Other aspects - Energy

It is easy to demonstrate that the retention of railways in Britain is
economically and operationally ludicrous, but when confronted with the facts
B.R.'s propoganda machine always plays what it regards as its two trump cards,

energy and safety.

The energy case can be refuted quite simply. Whether for inter-city or
commuter passenger travel, trains use between two and three times as much
energy per passenger-km as do express buses. Overall our railways do very
little better on energy consiumption than does a middle-sized private car with
the national average occupancy of 1.7 persons.*

For freight, the Advisory Council on Energy Conservation found little difference
in energy use between rail transport with road delivery and all-the-way
transport by road.** Consumption by freight services is in any event small
compared with that by passenger services.

It is claimed that important savings in consumption of hydrocarbon fuels can
be achieved by further electrification of railways, but present total
consumption by railways is only one per cent of national usage so potential
savings can hardly be of great significance. B.R.'s £775 million
electrification project might save 9600 barrels of oil per day. For the same
money we could build plants to make 38,000 barrels of oil per day from coal.

Safety

The myth of rail safety is deeply embedded in the British consciousness, but
it is strange that this should be so. Ever since William Huskisson, former
President of the Board of Trade, was killed by a train in 1830, it has been
recognised that railways are very dangerous and they are only allowed to
operate on their own fenced-off rights of way to which entry by the public
is prohibited. Motor vehicles, in contrast, are considered to be safe
enough to operate in close proximity to people on foot, without fencing, and

*  B,R.'s average energy consumption Is 410 kcal per passenger km against
430 kcal average for all cars.
** Energy Paper No 24, 1977.
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with pedestrians permitted to walk in the carriageway in amongst moving
vehicles. A serious comparative study shows that, if numbers of deaths and
injuries are considered in relation to numbers at risk, the highways of 1
Britain provide an environment about twice as safe as that provided by the "

1and occupied by British Rail.*

First it breaks

How does British Rail seek to prove its case on safety?
down the numbers of killed and injured into many different categories.

The only figures which receive significant publicity are those for passengers
in "train accidents', a very tightly defined class.
passenger is killed or injured by falling under a train or by being struck
by an open door when standing on the platform this is not a '"train accident''.
Such accidents are considered to be due to the stupidity of passengers and
no fault of B.R. It would be interesting to see the residual figurec for

road injuries if all accidents due to the stupidity of road users were to be

For example, if a

thus eliminated.

The total numbers killed and seriously injured on B.R. is 30 to 40 times
greater than the numbers caused by "train accidents". The full numbers give
a very different picture of railway safety. Rail unions have on occasion
given as a reason for increased pay the hazardous nature of a railwayman's

calling, and hazardous it is.

Bad weather

We are also encouraged to believe that rail traffic is less vulnerable to
bad weather than road vehicles, but experience lends no support to this.

A misty morning means fog services with half the trains cancelled; meanwhile
traffic on the roads is still moving well enough, albeit with extra care.

On routes with overhead electrification ice and high winds can bring the whole
superstructure down in a tangle of wires, closing routes completely while the '
mess is sorted out. With third rail electrification a frosty moming can
leave trains stranded on icy sections of line until a wintry sun brings heat

enough to free them late in the morning.

* Accident Analysis and Prevention, Vol 2, No 2, 1370.
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Each autumn now brings a publicity campaign in which B.R. admits to its
passengers that late running of trains is due to autum leaves on the line,
making the rails too slippery for steel wheels to get a grip. Perhaps this
also provides a measure of how little used the rail routes are. The elements
do of course bring problems for road transport, but salt and grit can keep

things moving and railways have little cause to claim superiority.

Means of survival

How does this expensive, clumsy and ineffective mode of transport manage to
survive and to continue to draw vast sums of taxpayers' money from the Treasury?

It is easy to understand vhy they get this from Labour goverﬁments which need
the political and financial support of the railway wions and are happy to
buy it with other peoples' money; but why do they get it from Conservative
governments? Railways as a vast, centralised, loss-making, nationalised
monopoly should be anathema to every Conservative M.P., yet Conservative
governments have proved just as ready to throw money at the railways as have
Labour.

First, and this is meant seriously, one must not underrate the influence of
the toy train set. There can be few men in positions of responsibility
today who have not at some time played with one, and surprising numbers of
the professional and executive classes keep and expand their train-sets into
middle age and beyond.  For such people maintainance of a real railway is
necessary to justify their hobby. Women are more practical in these matters.
Frances Caimcross, former economics correspondent of the 'Guardian' wrote

in 1974:

1, .when trains are still the theme of nursery rhymes and
children's stories it is small wonder that the railways
have a romantic fascination for most adults. Only years
of nursery conditioning can explain the calm with which
the public has accepted a bill of £3000 millions to
subsidise British Rail over the last decade... If British
Rail were Concorde or Maplin this endless drain on public
funds would be regarded as a national scandal. Think, we
would be constantly told, how many schools, hospitals,

council houses could be built with all that money...."
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Cairncross also rightly described railways as being anti-social. A study
of household income shows that only the top income households spend more

on rail than on bus fares; at lower income levels veryrlittle is spent on
rail while expenditure on bus travel does not alter much over the range.
Furthermore the biggest part of expenditure on rail is by residents of South-
East England. Solit is the opinion-fommers, the well-off people living
around the seat of government in the South-East who are the main users of

rail.

They believe that it is to their advantage for rail transport to continue,
subsidised as it largely is by the petrol tax paid by blue-collar workers
who tend to use their cars for all ‘purposes. (ar availability remains
high at quite low income levels. On rail the rich ride, the poor pay:

the former do not realise that they could have a better and cheaper service

by road.

Secondly there is B.R.'s propaganda machine. Any large and powerful
organisation, if its existence is threatened, will fight for survival by
any means available and will not be too concerned about keeping to Queens-
berry Rules. B.R., uses taxpayers' money to run large scale political
advertising campaigns aimed at influencing government policy. The content
of these is often misleading, as when the cost of merely electrifying an
existing 9-track railway, ignoring all the essential associated costs of
jmproving track and signalling and providing new rolling stock, is compared
with the cost of constructing a complete 6-lane motorway as if the benefits
obtained were in any way comparable.  The vastly greater carrying capacity
of the road is ignored. B.R. has earned the censure of the Advertising

Standards Authority for this type of argument.*

A recent ploy is to give away the transport they cannot sell by offering
special cheap fares to the old, students and the disabled - all no doubt
deserving folk. With a reputation as a welfare organisation B.R. perhaps
hopes to have a better claim on public funds; but are there not better ways
to help these people than by providing them at nominal cost with the most
expensive form of transport available? They might prefer just to have the

money and make their own arrangements.

* in March 1981.
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B.R. also has a corps of 500 "writers of letters to the Editor'.  Any
criticism of railways in a journal brings a flood of protesting letters

to the Editor from supposedly disinterested readers, giving journalists .
the impression of a huge groundswell of public opinion in favour of rail-
ways. In fact the bulk of the population rarely if ever uses them and it
is surprising that politicians do not seem to have appreciated this fact,
and also that there are potentially far more votes on the road transport
side.

As a matter of routine almost all the Labour members appointed to the House
of Commons Transport Committee are railwaymen. Road.transport nomally has
no direct representation of this type and B.R. is thus able to exert a wholly
disproportionate influence in the legislature.

In contrast the so-called roads lobby hardly exists. The motoring organ-

jsations do little to campaign for the roads which the mass of their members
_want and need, regarding this task as the province of the British Road

Federation. Membership of the latter is so disparate that it is incapable
of speaking out, in the real interests of road users, against the squandering
of our limited resources or maintaining railways.

Lastly a surprising number of those working in the road transport field,
whether as economists, transport planners or highway engineers, have at one
time worked for the railways or are the sons of railwaymen. These people
tend to have a sentimental attachment to railways which precludes an unbiassed
approach to the subject. '

All these factors provide a reason, but not an excuse, for the obtuseness
of politicians and planners when they deal with the subject of transport.

Political aspects

If we believe in freedom of choice as one path to a better quality of life
for the British people, then transport which plays a major part in our lives
and in bringing us the things which we need, must confom to this. The mode
we use, besides being potentially efficient and economical, must give scope
for small scale private enterprise and free competition. We must returi
decision making to the individual or to the small group so that planning can
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be on a human scale and people will feel once again that they have some
control over their own lives instead of being at the mercy of decision making

in remote and impersonal bureaucracies.

Road transport fulfils all these requirements. There are few economies of
scale in the business and an operator running a dozen buses or lorries and
knowing his staff well can probably operate more efficiently than a big concern
running hindreds. The State-owned National Freight Company, a group of road
haulage concerns, is being sold to its work force. This is a fine example

of industrial democracy; it is impossible to imagine a similar development

for B.R.

Railways in most countries provide the antithesis of free choice. State-
owned, therefore with government backing, they attempt to maintain a monopoly
position at least for some types of traffic. This in turn gives small groups
of workers, such as signalmen, the ability to disrupt vital movement by strike
action. In contrast, roads cannot strike; they are always available for those
wishing to use them.
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QUR PRESENT SITUATION

What then should be done with our railways? What are our urgent needs in

iT the transport field? Our present situation is that 90 per cent of inland

movement, excluding coastal shipping, pipelines and air travel, is in road
vehicles; this is taking passenger and freight travel together on the basis
that a passenger is roughly equivalent to a ton of freight in movement effort

- “involved.

The economic, social and recreational life of the country therefore is based
overwhelmingly on road transport yet, and here is the paradox, we have no

Tf**road system for vehicles to run on. Apart from a scattering of motorways,
‘routes actually designed and built for road vehicles, with a total length of

less than 2500 km, what we have is an updated version of our 18th century
wagon ways. Although alignments have been eased, right angle bends and very
steep gradients remain from that era. But road vehicles can cope effectively
with very poor conditions. One of the worst features of the network is a
‘lack of consistency; a quite reasonable length of dual carriageway will
suddehly terminate in a village street which has not changed in 200 years.

Secondly, and worst of all, is that these so-called roads fulfil many vital
functions other than carrying flows of through traffic and some of these
functions are wholly incompatible. They are pedestrian ways for people to
walk between their homes, shops, churches, pubs and anywhere else they may
wish to visit. They are also cycle ways for pedal cycles. Both pedestrians

. and cyclists are highly vulnerable in the face of fast moving motor vehicles
“-and while mixing these classes of road user in residential access ways causes

few problems, doing so in main traffic routes is responsible for a high
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‘heading similar queues.

For overland passenger moﬁement 71 per cent is by rail with its 18 OOO km of
routes, 9 per cent is on our 2500 km of motor roads and more than. 83 per cent
on our local access ways. For freight 16 per cent is on rail, some 9 per
cent on motor roads and 75 per cent on the local access ways. Cén wé be
surprised that strong lobbies against road transport arise when busy shopping
centres are also well used heavy lorry routes with the’ lorr1e5 runnlng within
inches of the shoppers on -the narrow crowded footways? A gOod,example of
these conditions can be found in West Kensington, in Earls Court Road and
Warwick Road which take the traffic from the M4 and Great West Road; yet
parallel and only a few yards to the west across the Brompton Cemetef& lies
the West London Railway, wide, empty and well separated from dwellingg,gﬁd
éh0ps, a perfect route for this traffic. |

A few years ago an attempt was made to designate a system of lorry. routes
throughout the country in order, one supposes, to concentrate the;éggny.

This created near-riots among the vesidents of the roads to be soidéSignated
and the whole idea was hastily dropped. This sort of approach to'the problem
is typical of our governments which appear to be 1ncapable of unde i
that road transport needs real roads to run on. Equally irration
environmental groups which campaign against "juggernaut' lorries vour
trains which are heavier, noisier and cause more vibration. '

What can be done?

To check the potential value of our rail routes for relieving al_ _féé ills
it is first necessary to study the level of usage on them now, 1n hlghway
tems, to see what capacity would be available for the relief of our existing
highways. DI E

In considering this it is 1mp0rtant not to have any grandlose 1d”.s of converting
all 2-track railways into dual-carriageway roads, because the cost would be

sure to render any such project quite impractical. The motorlng_ rganisations,
amongst others, have fostered the notion that single carriageway oads=are

no good. This may often be true in the case of our present all _urpose roads
where one lane of a carriageway may be blocked by waltlng vehlcl
tractors or horse drawn wagons may head long queues ‘of faster”
a chance to overtake, or where steep gradients result in climbin

30

It does not apply under "special road" conditions where standing vehicles are
prohibited, under-powered ones barred and gradients are very easy. Under
these conditions roads can operate well with 1ittle overtaking being necessary,
both heavy and light vehicles moving at roughly the same speed.  Such
conditions may be observed on American freeways where there are no ''fast"

or "slow'" lanes. Drivers can pass on either side if they so wish, but the

" bulk of vehicles move in a continuous stream at a speed very close to what-

ever has become the norm.

Some 18,000 km of routes remain in use by British Rail. Of the 32,000 km
of routes built in the railway age, 14,000 km have been relinquished.

Almost all of this has been lost to transport use, usually just abandoned to
weeds and vermin. Some are still in use as farm roads, across others myopic
local authorities have permitted the building of shopping Centres, thus
effectively breaking their continuity for any future transport use.

A text-book example of the folly and wastefulness of past government policies
is provided by the preseht condition of the old Great Central Line route.
This was one of the last railways to be built and was therefore to high
standards of width and alignment. It runs from London through Aylesbury

and Rugby on' to Leicester and Nottingham. Between Aylesbury and Rugby much
of the route was abandoned many years ago; a strip of land, often quite level
with 30 metres between fences although it was only a two-track line, lies '

deserted.

The Government has just published the line for an extension of the M.40
motorway near Oxford to link with the M.42 south of Birmingham. These
proposals will be bitterly fought by envirommental groups at a series of
public inquiries which will not even begin until late in 1982; it will be
many years before this road can be completed. The aim is to provide
additional capacity between London and the West Midlands and to provide some
relief for the overloaded M.1., relief which will be long delayed. Yet, by
utilizing the wasteland of the old Great Central, we could years ago have had
a good dual-carriageway motorway linkihg London with the M.6 north of Rugby,
the perfect line to provi&e relief for the M.1l.. Acquisition of additional
land would only have been essential at junctions and it is hard to see how
any valid environmental objections could have been advanced to such a proposal.
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T In a tiny minority of cases far-sighted County Surveyors have seized an ; statutory undertakers from digging them up to lay their mains. Under these

¥ opportunity and, overcoming all obstacles put in their way by central | conditions capacity would certainly be higher than that given above, which

PV - government, have used the routes to produce excellent roads which provide | is for an all-purpose road; but I will take that frgure in calculating the
: potential capacity of B.R.'s network. 17,000 vehicles per day is a very

. relief to urban streets or winding English lanes which had become ma;or traffic _ ‘ o -
f. routes. Edinburgh and Southport provide examples. Only about 100 km have useful flgqre and all-purpose dual-carriageway roads need rigid waiting
restrictions and possibly clearway status in order to exceed it appreciably.

Even so the Common Law right of access may keep the practical capacity down

i been so used

! This depressing waste of a national resource has been caused by the total in the latter case.

failure of successive goverments to have any policy for its disposal save

the opportunistic one of encouraging B.R. to obtain the maximm possﬁble sale
price, the money so obtained belng used to reduce the amount of the railway's
operating deficits needing to be made good by government sub51dy It is as

if a manufacturing company sold its factories one by one to make good its
trading losses instead of introducing new products and manufatturing techniques

There are some 2500 km of multi-track rail routes. These can be readily
converted to dual 2-lane motorways with a capacity of 56,000 vehicles per 16
hour day. If necessary New'Jersey type central barriers can be used in place
of wide central reservations to save space. Some of these routes are wide
enough for a dual 3-lane motorway to full rural motorwey standards, but I have
not allowed any additional capacity for these. The abandoned Great Central
Line mentioned earlier would also provide capacity in this category, which

has not been allowed for in the calculations.

4 to retum to profitability.

i Of the routes still in use as railways, the majority, some 11 OOO km have
i two tracks and this is therefore the most important category to be considered
- with regard to its potential value. Some routes were 1n1t1311y constructed
i with formation width for two tracks, but the second track was never laid.

In other cases governments have paid a subsidy to B.R. to 1ift one track of
~a two track route in order to reduce maintainance costs an astonlshlng
. example of a subsidy to ensure that even less use is made of these valuable

Lastly there are some 4500 km of single track rail routes still in use.

These can be, and particularly in Powys have been, converted into very good
6 metre roads. There is nothing low grade about these; not long ago 5.5
metres was a standard width for Trunk roads in parts of the coumntry. I have
taken a capacity of 5000 vehicles a day for this type of road.

rights-of-way than heretofor.
On the figures given above B.R.'s network can be converted into a complete

new trunk road network with a capacity of 350 million vehicle-km per 16 hour
day. For a comparison of the use presently made of it, B.R.'s annual figures
for passenger and freight movement must be converted to a flow of road vehicles
on a daily basis, and it is necessary to assume reasonable average loadings
for the buses and trucks which would carry the traffic.

The Department of Transport provides us with a figure for the'capecity of a
road built on the formation of a 2-track railway. It is a‘Category 32 7.3
metre wide single carriageway road and its capacity will be at the top end

of the range given, 17,000 vehicles per 16 hour day, since it can have full
grade separation and no frontage access to property. Although some countries,
Germany and Austria among them, have built single- carrlageway motorways of this
type, it is a class of road which does not exist 1n Brltaln 'save in short

‘For an average bus loading I have taken a typical figure of 17 passengers.
lengths of converted rail route. It therefore glves us grounds for hope Since inter-city coaches nomally match supply to demand by only despatching

- that somewhere in the Department there is at least one person who realises : : the number of coaches needed, occupancies are normally high and th? average
¥ _ : figure used is a conservative one. On the road network provided by converted

what needs to be done.

railways there will be no environmental objections to the use of 40 or 44 tonne
trucks, whichever becomes the Buropean standard, for the bulk loads which are
the main traffic on B.R. and I have taken a modest 15 tonnes as an average

When converted such routes should be given "special road" status to eliminate
pedestrians and other vulnerable classes of road user and to prevent the

loading.
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}ﬁ' On this basis the total traffic using B.R. would occupy 3440 million vehicle-km
{; per year. To allow for lower 1ogdings at week-ends and holidays it is normal
i to assume a 300 day year in calculating daily loadings; this gives a figure

of 11.5 million vehicle-km per day, which is only 3.3 per cent 6f the available
Since this capacity is for a 16 hour day

scale
Passenger-km

Annual loading
Freight tonne-km
thousand
million

: capacity in the converted network.
i and much rail freight travels by night 3 per cent is probably nearer to the |
' |

1yBial)

[ true figure.

carry

This Department's capacity figures allow for up to 15 per cent of the vehicles

to be 'heavies' and since the fommer rail traffic would only be one fifth of
So, and this is the point which

that, there is no need to adjust for this.
needs to be driven home in any argument on the benefits of conversion, 97 per
cent of the capacity of the network is available to take through traffic off
and to retum them to

ALL- PURPOSE ACCESS WAYS
then need only

i ~ our local access ways which now masquerade as roads,

i their proper fumction.

il Fig.2 illustrates what could be done. More than half the present passenger
and freight traffic could be removed from our overloaded all-purpose routes.
o This would transform for the better the lives of hundreds of thousands of

| people and do more to improve their living standards and environmental

TOMORROW

! conditions generally than any other action which can be envisaged.

It has been said in opposition to the idea that the rail routes are not in the
right places to carry the traffic. This is nonsense; they are usually in ' Wbia gy
exactly the right place. Every town would have one or more ”throughWays“

| taking through traffic off the crowded town streets and deliverihg tréffic
These would be

lorries

which had business in the area close to its destination.
more effective than the traditional by-pass which has to be bu11t through
open country and is often so circuitous that drivers may flnd 1t:
to take a short cut through the town. On width also these "throughways”

will match demand, since rail routes are at their widest in the bigger cities

%

MOTOR ROADS
converted from rail routes

No pedestrians
No cyclists

@|doed

could carry

No frontage access to Property
With the same mixture of

cars, buses &
. @s on other routes

where demand for movement is greatest.

main

Again there can be few villages having the misfortune to be 'z
road where there is not a railway parallel to the 1atter not
Planners tend to consider their use in terms of a by—pass_here and a rellef

road there and then to say that it is too dlfflcult to llnk 8
This is to miss the whole p01nt whlch is that_theyﬁshould

Fig.2

away.

Route
fength
scale
thousand
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existing roads.
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be considered as complete routes in themselves and that the old roads should
be left purely for local access. There will be no problem in persuading f

drivers to get off the old ways and use the new high quality roads. As for . swweptooe Terer
access, they can be linked with the local road system at almost every station
where removal of the platfomms will clear a way to the existing station approach

roads.

sjuepjooe

Concentration on our very sparse network of motorways has tended to divert

attention away from our real needs, which are for a much denser network of
Drivers will always

YTILIT

ACCESS WAYS

routes
CN ALL-PURPOSE

good, but not necessarily very high capacity, roads.
try to make use of our excellent motorways, but this may involve considerable
A denser network of routes

rail
i
|
i

Jateral movement and unnecessary journey length.
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TOMORROW

reduces journey distances.
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With 18 thousand km. of

converted

ROADS

The railway system needs to be considered as a complete altemative principle
road network, the old ways all to be dovngraded. Such a network would make

for substantial economies in fuel consumption and in journey times, and greatly
increase reliability of movement for the country's predominant mode of transport.
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The governnent's proposais to increase lorry weights to the European 40 tonne
standard have met a chorus of protest from the environmental lobbies, although
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the new vehicles will be almost indistinguishable from the old in appearance.

The protest is strong enough to induce substantial all-party opposition to
This type of reaction is an inevitable consequence

the change in Parliament.
of attempting to rn a road-transport-based economy without roads.
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An interesting point on the proposed new standards is the introduction for the
first time of a height limit at 4.2 metres. This could have been designed

to enable these vehicles to run on cheaply-éonverted railways. On the con-
verted network the heaviest lorries will be quiet and wnobtrusive in conparison
‘with the trains now using the routes; the opposition to modemising our trans-

port fleet to European standards must therefore fade away.

ON ALL- PURPOSE
ACCESS WAYS

ACCIDENTS

sjuap|oog

Sir Colin Buchanan has recently pointed out that what people hate most in

the vicinity of their homes is change of any sort. They will fight bitterly
Once it is finished

ON MOTOR
ROADS

TODAY

oliieny

Fig.3

against a new motorway coming anywhere near their homes.
they will happily buy and occupy houses built right up to its boundary fence.

Conversion opens the possibility of obtaining the roads we need without

1 ) l |

Vehicle- km
scale

1000 million
100 |,
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significantly alééring people's environment. There is no other way we can
do it without overriding all our normal democratic procedures.

Accidents

Fig. 3 illustrates the likely effect on injury accidents of the diversion of
traffic from all-purpose roads to a segregated system of converted rail routes

as shown in Fig.2.

It is well known that our motorways have a far better accident record than
all-purpose roads, but there might be doubts as to whether single carriageway
motorways would be as good. The injury accident rates quoted below are all
per million vehicle-km. The A465 Heads of the Valleys road is built along
the line of an old railway and has partial grade separation of minor roads:

a study by the Welsh Office some years ago gave it a rate of 0.29. The
Wellington relief road in Somerset, a sub-standard two-lane road with only

a 6 metre carriageway, when acting as an extension to the incomplete M5 motor-
way in the early 1970's and carrying a heavy overload of 18,000 vehicles per
day, had a rate of 0.25. During the same period the average accident rate
for all roads other than motorways was 1.06 and for motorways O.15.

Motorways are considered safe because they are wide, straight and have dual-
carriageways. The rates quoted for the two single-carriageway roads are so
much closer to those for motorways than to those for the general run of all-
purpose roads that they must have other factors in common with the former.

In each case, while pedestrians were not banned they had 1little reason to

use the roads, nor was there significant demand for access to frontage property.
There can be little doubt that it is these characteristics which have brought
their accident rates close to motorway standards.

In addition, single—éafriageway motorways have one advantage over dual.

The major accidents on motorways tend to be in conditions of poor visibility;

it is then difficult to judge speed and very easy to drive too fast, the objects
most closely in view being other vehicles moving at approximately the same
speed. On a single-carriageway road vehicles approaching from the opposite
direction provide a good visual check on one's own speed. There is therefore
no reason to suppose that single-carriageway motorway accident rates would

be significantly different from those for dual. The drop in injury accidents
therefore should be of the order of 44 per cent and with more than half of
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vehicle movement being removed from possible contact with pedestrians and
cyclists, the most vulnerable road users, a greater proportionate reduction
in deaths.

Finance for conversion

Uhlike almost all otﬁer services for which people are prepared to pay, in the
case of roads the link between demand and supply has been broken. There is

no direct connection between the money paid in taxes for the use of roads and
the money spent in providing and maintaining them. The consequence is a
shortage of road space. When private enterprise is allowed to supply a product
in demand, for example cars or T.V. sets. shortages are rare.

For conversion to be carried out quickly and economically, it essential to
bring in private capital. Those constructing and maintaining the routes will
have to receive a returmn on their investment proportionate to the amount of

traffic using them.

One way would be for the routes to be operated as toll-roads or tumpikes.

To gain the greatest benefit in drawing off traffic from the old all-purpose
ways, it is important that the two systems are intercomnected at as many
points as possible, so that the traditional form of toll-booth would be
wasteful of manpower, land and motorists time. Drivers would be discouraged
from using the new roads and might retumn to the old crowded routes which

the new ones were intended to relieve.

A simpler method would be to install traffic counters on the routes. The
road contractor would then receive payment from the Government based on the
number of axles passiﬁg. A refinement of this method could relate payments
to the duty on the fuel used on the length of road concerned.

Government gains, since it is relieved of the cost of initial construction
and maintainance. There are no payments until the road is in use and of
benefit to the commmnity.

Work must start in the cities where the demand for movement is greatest, where
delays caused by primitive route networks are at their worst, where rail routes
have their greatest potehtial value for conversion and where the retumn on
investment will be at its highest. |
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Institutional barriers

When something which obviously should be happening does not happen there
must be institutional barriers preventing it. These are not hard to find.

First is the valuation put on railway land being sold. ' If the land is being
sold back to the farmers fronting it the price is a nominal one, appropriate
for poor agricultural land. If it is to be sold to a County Council for use
as a road, the Valuer concerned may consider the full costs, including for
inquiries, of obtaining the equivalent land by compulsory purchase on a
parallel alignment and fix a price accordingly, thus negating the whole purpose
bf the exercise and making it not worthwhile from the highway authority's
point of view. Since the land is already owned by the nation as a rail
youte and would remain nationally owned and in transport use as a road, it

is hard to see why any money should have to pass in such a transaction.
Certainly it should not be as a concealed subsidy to B.R.

But the main barrier to action has been and remains the Department of Transport
and its predecessors wmder various names. More than 15 years ago a Permanent
Under Secretary told his Minister that one could not make a road from a
railway, it was "too straight, too level". Do we build motorways with right
angle bends and one in five gradients? The man was either a knave or a fool,
terms used by Stewart Joy* to describe members of the former Transport
Commission who kept their well paid jobs in return for tricking governments
into massive expenditure on railways: there were no libel actions.

The Department's usual ploy is to maintain that conversion is far too costly,
this from people who are happy to spend a billion pounds a year on subsidies
to unnecessary railways. It is easy to produce a high estimate for the
works by insisting on needlessly elaborate 5pécifications. It is the
contention of those supporting conversion that these routes should be treated
as the roads they are, roads with rails on, and paved initially as they stand.
When experience has been gained of traffic demand on the new routes they may
then be considered for improvement on the same basis as any other road.

* in "The train that ran away', 1973. Joy was Chief Economist of British
Rail. ‘ '
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On the vexed question of vertical clearance under bridges and in tunnels,
there is no reason to insist on the full 5 metre standard initially. Our
existing road network is littered with sub-standard overbridges; many on
main roads, and it works well enough from this aspect. The Department often
accepts sub~standard specifications for new schemes, as in the case of the
north bound bore of the Blackwall Tunnel, on a near motorway route, with a
vertical clearance of only 4 metres.

It would be cheap and practical to maintain a 4.5 metre standard for a converted
network.  The rest of the world manages with this height limit and the
proportion of vehicles in this country failing to clear it is insignificant.

As a standard for this class of road it would soon be well known to all
concerned and cause much less trouble than the very variable height of
bridges on existing roads. The 5 metre standard could be kept where
essential without too much extra expense by dropping the road level, as
done in an Edinburgh conversion, and supporting the bridge abutments with
bored piles.

A good conversion to a 7.3 metre road has been carried out for no more
than £66,000 per km (1980 prices),* and this is the target to be aimed at
Initially. It represents little more than one year's average subsidy per
ki of B.R.'s present routes. .In what other sphere could a huge slice of
government expenditure be eliminated so easily and cheaply? The resulting
roads will be strongly revenue earning from fuel duty which will greatiy
exceed maintainance costs.

The Department

The Department of Transport is really two, one for roads and one for rail,
with little coordination between them. The railway side appears to have
no one capable of making an objective evaluation of the schemes put to it
by B.R.'s propaganda machine.. Its officials merely add a stamp of
respectability to these and pass them on to Cabinet for on-the-nod approval.
A recent example was the grandiose £800 million (it would have been much
more in practice) railway electrification scheme with its imaginary rate of

* The Southport Relief Road
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return on investment,* Fortunately this was intercepted at Cabinet Office

level where there is some knowledge of economics.,

It appears that proposals for the conversion of railways are referred to

the railway section of the Department, with the consequence that the briefs
prepared for Ministers reflect B.R.'s views on the subject, which are hardly
likely to be favourable. An example of this was exposed at the M23 Inquiry
in 1981. A witness had given evidence concerning a proposal by Professor

Hall and others to use some rail routes as a cheap "ringway' road for London.

Departmént's Counsel was briefed that a cost-benefit study of this had been
carried out and the results found to be wnfavourable. This was later
admitted to be false. There was a brief but it was certainly not a cost-
benefit study. The Inspector directed that the brief be produced.

It is a shoddy piece of work containing what appear to be deliberate
falsehoods. It states that to produce a single carriageway road,
presumably of 9.3 metres width including hard shoulders, would necessitate
taking "some gardens and possibly properties'. The railway land over the
section concerned has a width between fences averaging 27 metres and at its
narrowest is 15 metres. There is also a statement, unsupported by any
example, that *'the expense and environmental damage caused' by such schemes
is greater than when they are designed 'more closely to the requirement of

the road traffic'. Fatuous comment when the usual alternative to a conversion

is no improvement at all. The author might have consulted the residents
of East Grinstead on whether they would prefer to have the traffic on their
(converted) relief road back in the High Street. The whole document has a

strong reek of B.R.'s propaganda department.

Conclusion

So for the time being the Central Wales line will continue to carry its
handful of passengers through six marginal constituencies.* Coal will still
come to Llandovery in a little train, one locomotive, one wagon, one hrake
van and crew of three, because B.R. as the coal merchant.'s landlord will not
allow him to bring it in by ldrry. Reality must break through eventually:
there are no arguments against conversion, only pressures from those with
vested interests. Perhaps the real problem is that the benefits are so
inmense that most people are incapable of comprehending them.

* Professor Alan Day, in a letter to "The Times", 17th June, 1981, wrote
that cost-benefit analyses for these schemes are ''laundered" until they
give the '‘right' answers,
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* In 1972 a former Minlster admitted that he had once put to Cabinet what
he considered to be an unanswerable case for closing this line. The
Secretary of State for Wales at that time had then pointed out that it
ran through six marginal constituencies. The line remained cpen.
(from a report in '"The Times', March 1972.)
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