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FOREWORD
¥ by the Mamber of Parliament for North Dewon

If wou live in the West Country, one has to travel by road even if there (s still good Mill:]-p
of railway line available.

As o brand new MP, it was my privilege (ond surprise) to actually get a Private Member’s
Bill throwgh both Houses of Parliament in 1881 making it possible to re-open 1o passenger
traffic, on a trial basis, lines that are being wsed for freight only. Parlisment has agreed 1o
support trains and my own belief is that if we do not seek to expand the netwoark it will
inevitably contract more and more until only Inter-City is left to remind ws of what was
once the most efficient rail network in the world,

Railways are not just for commuters, or “eddicts” who take more pleasure in dreaming of
thie past than in carmying passengers in the future. Railways are for the public to wse and
paliticians to encoursge because they are the most efficient and least polluting way to

carry people and goods.
"Bring back the trains™ — Yes, pleass |

Tony Speller MP

BRING BACK THE TRAINS
CHAPTER I
CLOSURES — WHERE, WHEN AND WHY?

Great Britain has over 11,000 miles of rallway open for passenger and freight traffic, At
ani time there was almost twice & much, The network was at s greatest extent batwean
about 1910 and 1930, when almost every town of 2,000 population or more was rall-
sarvad,

The first wave of closures oocurred arcund 1930, when places such as Hadlgigh {Suffolk],
Cewood (Yorks), Dyserth {Chand), Obd Meddrem {Grampian), Stoke Ferry (Morfolk), Fort
Augustus |{Inverness-shire) and Knott End {Lancs) lost their services. Quite often in those
days it was only passenger trains which were withdrawn and the line stayved open for freight,

Diesgite the clodures of the 1930 and 19408, howeser, sorme 20,000 route-miles of track
remained to be taken over by the newly-crested British Rallways at nationalisation in 1548,

In subsequent years, considerabile numbers of rural branches ware aued — their slow, anti-
guated steam trains frequently offering an unattractive alternative to bus transport which,
at that time, could be said to be at its renith, From the mid- 19605, the Introduction of
diesal multiple unit trains or railcars referred to in this book ss DMUs| helped many local
services to survive — but still o steady trickle of closures continued.

Furthermore, sorme closures — such s the former Midland & Great Morthern system from
Bourme (Linet) to Yarmouth in 189589 — were of routes over which express trains ran,
rather than of emall branch |inses.

Worse was to come. Dr. Richard Beeching was appointed Chairman of the British Railways
Board In 1961 and issued a report. The Reshaping of British Railways, proposing dlosure
of a further 5,000 miles of rural services plus many intermediate stations on the more
important lines.

Ohier the next seven years, many of the Beeching cuts were put into sffect, though some
limes were saved by vigorous, well-organised local campaigns such as that in East Suffalk.
After 1970, only a very small numbar of closures took place, but BR" total track mileage
had been reduced from 18,771 (in 1960) to 13,281 in 1968 and 11,637 ot the end of 1872,
At natbonalisation there hed been 8,701 stations, of which 4,815 handled freight; in 1972
thieir aumbers had dropped to 2 362, with anly 182 handling freight.

The result was that not only were small rural communities depsived of passengar trains;
but also sizeable towns like Mansfield, Corby and Gesport; holiday resoris like Minehead,
Ifracombae, Budse, Hunstanton and Mablethorpe; new or expanding towns like Washington
gnd Haverhill, Cther important towns that had been on through routes, like Aylesbury,
Walsall, Bury or Stratford-on-Avon, now found themselves at the ends of local services,
Large areas of Davon, Morfolk and Cumbria were deprived of passenger trains. Other
ounties, like Morthamptonshire and Leicestershire, found themssives still crossed with
rriain lines but with precious few stations open on them,

Whiy did so many closures take place ¢ Were some inevitable? Te what extent would it ba
practicable or desirable o reverse some of therm and brirng back the traln to certain areas
and communities? How much has alresdy besn schieved in this reapect? These ara soma
of the questions that the Railway Development Society seeks to answer In this book.

The Society was formed in 1878 by the amalgamation of the Railway Invigoration Society
and Railway Development Association — both of which actively fought many closures in
tht 1860z and 1960, But the aim of RDS and it predecesions i not, and was not. to
preservg lines or stations & museum pieces. We sccept the need for certain changes and



Pomsenger HWetwork,

— Brilish Radwiyd in 1503
""" Piopeiesed Sokil1a0ens, 10 resliik

indeed have argued strongly for them. We did not necessarily oppose every single closure
in the Beeching era or before but we defended many services and argued for investment

and imagination 1o improve them and develop their full potential in an attractive public

trarsport network.

WHY DID LINES CLOSE?

An analysis of the reasons for elosures helps us to determine which sarvices ware inevitable
candidates for the axe; which should have been retained; and which, indeed, can reasonakdy
be restoned,

Apart from the comparatively small number of lines and stations closad for diversionary
purposes {the Selby coalfield being one sxamplal or rationalisation (the merging of Peter-
borough Morth and East services in one station being another axample], there is only one
reason why lines and stations were closed — namely because they did not make a profit;
or ot least — and this is the important point — becauss it was thought that they did not
maka a profit.

Im many cases the ressons for this lack of profitability were, in retrospect, clear:—

fal Lines were sometimes built betwesn the same places by rival companies, such &
batween Leicester and Rugby (Midland and Great Central]l of Glasgow and Edinburgh
{North British and Caledonian]. Morth of Nottingham, the lines of three companies inter-
twined through Bulwell, Hucknall and Kirby-in-Ashfisld, In Lancashire, the Great Central
Railway built lines to St Helend and Wigan — which were already well-sarved by the
London & Morth Western. Uxbridge had three termini where one through station would
have besn more sensible.

Thas it was not surprising that some routes which duplicated each other should be closed.
Similarly with stations: Peterborough, Lincoln, Leeds, Sheffield, Windsor, Reading, Oxford,
Gloucsstar and Dundee wera Just some of the many places with two stationd, owned by
rival companies, built close to each other; but in some cases it was subsequently possible

to choge one and run all trains into the other. In others, such as Lincoln, constrection of &
short pisce of new line would make such rationalisation possible, and indeed make things
mare convenient for the passenger.

On rare occasions private cormpanies did co-operate {Carlisle station was shared by seven
companies), but all too often the nationalised railway inherited the legscy of private rival-

ries,

(b) Sometimes lines were built for speculative reasons and the hoped-for traffic never
materialised — or not in sufficient quantities 1o justify a rallway. |1 was, for example,
hoped that Allhallows (Kent) and Mundesley [Norfolk) would develop into important
saaside resorts — but such development & did come was not enough to make the rail infra-
structures worthwhile (a double track ling in the ease of Allhallows: a 4-platform station at
Mundestey] and the lines closed in the 1960

icl  Some lines ran through very sparsely populated areas, of the Pannines, Welsh Mount-
ains or Scottish Highlands, for example, whess the |ocal traffic on offer was very light. Tha
Mid Suffolk Light Railway served nowhers with a population of as much as 1,000 in its

19 miles; its terminus, Laxfield, being in a mere village of 600 people. Sometimes such a
lime could survive if it linked important places at @ither end; but branches bo small settle-
marts like Hopeman or Fochabers [Maorayshirel, The Dyke (Sussex) or Korry (Montgom-
eryshirel had disappeared by the beginning of the Second Warld War.

idl Stations in very rural aress could be considerable distances from the places which
thay served (such as Raunds in Morthants; Kimboltan in Hunts; those on the Hawlkhurst
branch in Kent; or Hatherleigh, Devonl. In such cases, much of the fairly light traffic on
offer was lost to bus transport & that grew from the 1830s onwards,



Ironically, however, the distance of a station from settlements need not be such a handi-
cap nowadays, with a growth in car ewnership and the encouragement of “park and ride”',

ezpecially if redundant station goods yards are used for car parks. I a station has reason-
able road access, and there is a sizeable traffic flow into London or another large city,
whara car parking ks difficult and expensive, then “park and ride™ can be sucessfully
exploited.

{eb  Although some of the above problems were not the railways’ own fault — at least
nat that of the nationalised system — kot us not forget that there were also instances of
irefficient or short-sighted management; and cases where productivity could have bean
impraved.

Branch lines were often worked with antiquated stock. [ lightweight, clean, attractive
diesel railcars had bean introduced sarlier, and indesd if electrification had been more wide-
spread, patronage could have been boosted, The de-statfing of stations and introduction of
paytrains did not start on a large scale until the late 1960s, Some of the lines to be proposed
for reopening later in this book were heavily staffed when they closad.

Connestions fram branches st junctions were not always as good a3 they could have been;
and there were instances of services being deliberately run down in the years preceding
withdrawal, the Lowestoft — Yarmouwth line being a cass in point.

Shortzightedness, or at leadt lsck of lialon between BR and planning suthorities, meant
that new towns, or expanding overspill towns, quite often lost their passenger services in
the 18608 Instances include Haverhill |Suffolk], Washington (Co.Durbham], Skelmersdale
(Lanes) and Coarby (Northantz); while the elosure of the Oucford — Bletchley link was
ilogical in view of the planned expansion of the new city of Milton Keynes at the sastern
and of it,

(fl  There was another important reason, namely the high cost of repairing a major
enginsering leature, which could sometimes cause a line 1o cdose. One could cite the
Severn Bridge between Sharpness and Lydney (Glos.) a5 an example; or the bridge which
carried the Magdalen Road — Wisbech — March line awer the River Ouse — the cost of
repairs 1o this bridge being one factor that led to Wisbech |asing its passengar link. War
damage hastensd tha dermise of the Poplar — Dalston service in East Londan in 1844, A1
the time of writing, maintenamnce and repalr costs on the Settle — Carlisde ling are putting
it future in jespardy,

The reason stated in (f} above leads very obwiously 1o the whaole question of rallwaey financ-
ing. The point has to be stressed that, in some respects, i1 has bean unfalr compared with
road financing. The bus oparator, for instance, does not have to pay for polleing, lighting
of signalling; his bus stops are cheaper (o erect and maintain than even the most modest

railwiay stations. Bus operators also recalved, until recently, & grant towards the cast of new
buases,

BH, on the ather hand, provides its ewn poliging and signalling: every stretch of line is
fenced, level crossings are provided at BR's expense to protect road users, This costs at

least £8,000 a yoar if the crossing is manned — and on some lines in East Anglia and Lin-
colnghire there is a erogsing virtually every mile. Every rail sccident has to be the subject

of a full inguiry, with a published report — a wery different situation from that on the rosds.

It can be argued that standards of protection are unmecessarily high on secondary rail
routes, especially as far a3 level crossings, fencing and platforms are concerned. Continental
practice often inwoalves more modest stations, engated crassings, no fencing. Maybe
Gowarnment regulations are too strict in this country when applied to secondary lines, and
a more modest infrastructure would hawe emured the survival of many mare of tham.
Cartainly, this factor must be borne in mind when reopening sehemes are proposed,

G

The whole principle of railway financing mast indeed take some blame for cosures. Hardly
any national rail system in the world pays its way; most Europesn governments recognise
this and give grants to enable secondary routes to continue operating. In Britain such
grants started under the 1968 Transport Act and have developed into the Public Service
Ohbligation grant paid by central governmant to BR today.

The 1968 Act accepted what bodies like the predecessors of the Railway Development
Society had been saying for years: branch lines could not in themsalves be expected to
make a profit but were socially necessary, and should therefors be grant-aided by the
community. Within three years of this Act coming into force, the flood of closures had
dried to & trickle. Indeed, had the Act been passed twio or three years sarlier, we might
well still have many of the services that were lost in the late 1860s < all the more reason
for pressing for some of them to be restored,

Branch finances wera all too often treated in isolation. The cost of the branch was con-
sidered to include tarminal and overhead expenses which would still have to be paid, even
after it closed, For example, it was pointed out that, by the logic of this system, the
Chairman of BR should take & cut in salary every time a line closad! Rewvenue figures were
also distorted — usually by omitting contributory revenue. Thus no account might be
taken of fares paid at statlons elsewhere on the system, for journeys terminating on the
threatened branch: or of the main line portion of fares for long-distance journeys starting
on the branch, We shall return to this issue when dealing with feeder sarvice reopenings.

Suffice it to say at this stage that the farmula quoted so often in the 1960 1o detarmine
whether lines were losing money was challenged by objectors at inguiry after inquiry, was
often proven to be misleading and is now totally discredited.

Thare is a final paint to be brought into the equation — a point which is certainly high on
the list of today’s considerations and which, had it been brought into consideration in
previous decades could well have stopped many of the past closures, resulting in a much
greater rail network today, That paint is, of course, the problem of future energy rigsds,
which wars not widaly scknowledged in the 1960s. Indeed, in some circles, people who
ventured to suggest that ofl reserves might not last for ever were dismissed as cranks. The
planners of the 1060s sssumed all too often that in future everyane would travel by car —
the most extravagant form of surfecs transpart in terma of fusl consumption per passenger
mika.

Riall transport uses fuel more wisely and, unlike road, can be easily electrifiad, reducing
our reliance on one type of fuel, The 1970 brought a growing awareness that we must be
more careful in our use of fuel; and an ewareness in many countries, of the advantage of

raibways, especially electric ones, in this reapect. (The bicycle has seen 8 distinet revival,
for sirmllar reasans|. The fusl-saving argument is therafore 8 strong one when we examing

the case for an expansion of our rail system; alongside the need to avoid some of the
rmistakes of the pest and, in some areas at least, to endeavour to put thess right.



CHAPTER I1
EFFECTS OF CLOSURES

Loss of rail services has bean most noticeable in rural aress, These are aress which have
saan a great decling in bocal amenities of all kinds — the village shop, the sub-post offios,
the village school. With public transport also suffering from cutbacks, people in rural areas
are faced with increasing solation while at the sarme time lasing all sorts of facilities, Those
wha suffer most are the non-car-owning families [often the poorer members of the comm-
umity); the aldarly whe are unable to drive; and the young who are below driving age. In
one-car families, if one member needs the car to travel to work, the rest of the family may
be isolated.

In 1880, a Policy Studies Institute report on The Social Consequancas of Rail Closuras
ravedaled the negativa effacts of ten rail closures In different parts of Britain. It was found
that no more than half the former rail users sampled the replacerment buses. Many bowght
cars for the first time. One guarter of optional activities cessed with the closure of the
raihway, and & further third were anjoyed less frequently.

As the report put it, “closures resulted not anly in the obligatery change of travel method
but also in a change of life-style; many people travelled |ess atter closure and some former
activitios ware curtailed alvogether.” It concluded, “Our findings point strongly to a degres
of hardship and inconvenience that does not appear to be widely appreciated by people
inwalved in making decisbons affecting rural transport.”

A Bunday Tirmes review of the report commented that it indicated “that all those anti-
Beeching protestors, whose voices were heard at hundreds of inguiries up and down the
country, were absolutely right.™

Did the closures improve BR’s finances, & anticipated ? It seems again that Dr, Beaching
was wrong, and they did not. The method of “costing out™ an individual service without
Inoking at its affects on the remainder of the network was shown to be short-sighted, to
put it mildly. Many of the closed lines had fed into the main systam, Whean branch trains
ware withdrawn, many of their users caased to make rail journeys at all — amywhera, This
affected the loadings and révenue on other lines.

A study of possible closure of the Exeter — Barnstaple line revealed that closure would

lose more in eontributory revenue to the rest of the netwark than would have been “saved”’
in operating costs by Aot menning trains to Barnstaple. Tha PSI report took & an example
the Haltwhistle — Alston branch of the Newcastle — Carlisle route. Before clasure of the
branch, & third of it users used to travel on to the main network 8t least once a rmonth,
After closure only one per cent of these people did 5o, Pious hopes that they might travel
by h:ﬂ-'ﬂn the railhead at Halvwhistle and continue their journeys by train proved Largely
misplaced.

Replacement bus services provided at the time of a rail closure have usually seen declining
patronage and have thermselves been pruned in many casss. In 1977, a South West Transport
Users' Consultative Committee report revealed a cutback of aver 0% in rail replacement
services over a perlod of 8 years since their introduwetion.

Although buses were usually routed to terminate at stations left opon, connections with
trains were often poor, Bus-rail co-ordination leaves much to be desired in this country.

If & bug is |ate, the traing are not normally held up to wait for it; and wice versa when the
train it late.

Bus journeys are almost always slower than train and faollow more tortuous routes. Dar-
chestér to Powerstock [on the former Bridport branch] was & 26 minute trip by train; the
repdacement bus takes 5T minutes. Penrith to Keswick took 35 minutes by train, but 56
by bus. This difference s nat anly experienced on rural routes, but also on inter-urban

"

ones (where congestion can ales be more of & problem): thus Wraxham = Chester takes
between 18 and 22 minutes by train but 45 by bus. The trend towards one-man-pparated
buesas makes journeys even slower; for, in contra 1o the paytrain, fares have to be collected
while the wehicle is stationary.

The major advantage of the bus s its ability to go throwgh the centre of villages, and on to
housing estates, picking up and setting down at frequent Intervals — but this lengthens
jowrney time appreciably for passengers trawelling, eay, ten or more miles. Re-siting of
some stations closer to the centres of communities they were meant to serve would be
posalble in some places, and has recently been done, for example, at Chapeltown in

South Yorks. |f more modest platform standards were sccepiable (see chapter 3|, such a
trend waould be encouraged.

Many people find bus travel for any appreciable distance unattractive. Some suffer from
travel sicknass, especially if poor quality roads give them a rough ride. It is less easy 1o

read or write on a bus than on a train, Luggege space is very limited. Bicyles cannot ba
carriad. There are no toilets (other than on a minarity of long-distance coaches). Cine

does not have the freedom to move about on a bus that one has on a train, There is

little or no protection agalnst the weather at & lot of bus stops. Reliability of the service

i suspect owing to traffic jams, bad weather or sccidents. Indesd, statistics show that one's
chances of being involved in an accident are 200 times greater on a road journey than on a
rail journey.

Therefore it thould come & no surprise that, when buses replaced traing, no more than
half, aned often as little as a fifth, of former rail passengers used them. Most either turned
1o the car or ceased to make the journeys previously made.

Another factor mot progperly discussed whan lines were closed was the cost to the commu-
nity of extra car use, While it would be difficult to decide what proportion of such costs

to allocate to increased car usage a5 o result of & rail elosure, part of the cost of congestion,
accidents, road improvements and car parking must be attributable to it. In Morthampton-
ghire, for example, £987 000 was spent in subsidising car parks in 1981, = against only
£348 000 for public transport subsicdies, Another interesting statistic |s that the county only
s five railway stations still open!

One could go on to ook &t the cost of resd accidents. They cost the public purss more
than £11,500,000 in Cambridgeshire slone in 1381, Their cost to the Mational Health Ser-
vice is estimated at over £50,000,000 a vear; and to the community as a whole, nearly £2
billion per annum. How much of this could be avoided by even a modest switch from road
o rail ¥

Such a switch applies 1o freight as well as passengers, of couwrss. Passenger closures in the
Beeching era attracted much sttention, but of the 6,114 good: depots apen in 1956, 5,500
had closed by 1970, as had many miles of freight-pnly line. This wave of cuts was ane of the
major reasons for the growth in lorry traffic over the past 20 years. In 1976, howsver, BER
indicated in their reply to the Green Paper on Transport that one third of the heavy freight
carried by lorries for distamces ever ower 100 km was suitable for rail. With a larger rail net-
wiark, the proportion could reasonably be expected 1o be even greater.

Confronted with evidence of the bad effects of previous rall closures, some people arguae
thiat past migtakes can be svoided in future. |ngesd of radl replacement buses we could
have “rail link buses,” Three such services have indeed been introduced recently: Kettering
= Corby — Peterborough; Peterborough — Wisbech — Kings Lynn; and Mansfisld —
Southwell = Newark. These do connect with trains and there is interavailability of tekets.
However, painting a bus in BR livery does not stop it from getting cawght in trathic jamst



Thare is as vet no evidence that the Kings Lynn link has attracted any significant naw
business for BR; though it i3 claimed that about one third of the passengers on the Katter-
ing link starting or finishing their jourmeys by rail are newly-generated. When one of the
authors of this book wused it, however, the numbers travelling on it never reachad double
figures. Promises of berter buses as an alternative to rail reopenings must therefore be
virwed with some scepticism,

A final effect of rail closures is that they can be said 1o have led to more extravagant usa
of fuel. Not only that, but they have also narrowed the range of options for energy in the
fulture. Railways can be slectrified, enabling therm to make we of power generated from
coal, oil, water power or even nuclesr power; whereas road transport over anything more
than the shortest distance |8 dependent an oil and therefore subject to problems that have
become clear ower the last decads.

Thaus it can b= seen that the effects of rail closures go well béyond the merne question of
hardship to line users, and must cause anyane with an open and unbiased mind to pose
the quaestion: what about rail reopenings ?

CHAPTER 111
THE CASE FOR REOPENING

The effects of closures described in the previows chapter must provide the prime reasons
o press for selective reopenings. Such reapenings fall into three categories: stations on
existing lines, passenger servioes on fraight-only lines and re-laying tracks for passengars
and freight,

Owvercoming Problems

There are certainky probdems in reopening a rallway that has been out of use for many
years, with the track lified and the bed possibly overgrown, obstrucied or even sold to
farrsers. Thersfore, in each cate, the physical problems asociated with reactivation, and
consequently the cost, must be weighed alongside the traffic potential. Such potential may
be mare difficult fo forecast than actual re-building cost, for once a neighbourhood has
adjusted to its new life without a railway, local people may not realise that “the age of the
train” could apply to them, either for local transport meeds or for feeding into the national
network (@ station on the doorstep, even on the quietest of rural lines, serving as an open
invitation to the entire network |,

¥Where & former passenger line has been retained fior frelght (and there are many hundreds
of miles of thess}, the recpaning cost is obwiously less. It mainly involves upgrading track,
stations and other installations to passenger status and possibly providing new rolling stoek
Ithough more intensive disgramming of existing stock can sometimes overcame this prob-
lem|. Aesidents in the catchment area can be re-introducsd to the attractions and potent-
ialities of rail travel through organisations chartering excursion trains. BDS and some of

its associated bodies have done just this (see Chapter V1) and been able to assess the extent
of local interest,

Although the cost of re-laving track, rebuilding a bridge or just repairing & long-neglectad
station should be relatively easy to assess, many apparently inflated figures (or “guessti-
mates” [ ) have been put forward by a railway administration reluctant to take on new
commitments of & local authority biased in favour of roads, in an atternpt perhaps to deter
those who wish 1o see progress. Six-figure guotations have been offered to repair, paint
and provide access to disused stations with existing platforms. As there 8 no statutary
requirament for the basis of such calculations to be made avallable 1o interested parties,
one is bound to wonder If there B sometimes deliberste abstruction,

Im most cases, BR is prepared to provide a facility if someone else will pay the capital cost
and, sometimes, underwrite operating losses that may be incurred. That “somebody™
wsually means a local authority, Fortunately, some of these have been willing to do so
isee chapter [V)., Some are sufficiently forward in their planning to realise that railways
can play an increasing role in future transport patterns.

While many clesures wera based on sconomle shortsbghtedness, in some cases population
movemeant mutt be considersd. Although an area that has suffered extensive depopulation
may not justify continued or renewed rail access, possibly such a facility might hawe halted
or reduced that decline, Leiston (Suffolk) and Wisbech (Cambs] sxperienced slight popu-
lation decline after the clesure of their passenger services.

The argument of population increass is a strong one for station and line recpening, as will
ba sean in later chapters. |f local suthaorities are looking for sites for new houwsing or indust-
rill_d-u:ulwt, then sites that are of could be rall-sereed should be looked at very
sariously.

The alaborate new station at Miltsn Keynes Central ls 8 prime exarmple of bringing radl
services to new communities; while at Zoetermeer, In the Netherlands a completaly new
ling has bean constructed to serve new estates on the outskins of The Hague.

11



Operating Changes

Since the large-scale closures of the 1960s, operating changes within BR have enablad mamy
secondary routes to be run maore economically. Most far-reaching has been the extensive uie
of the paytrain, on which the traditional guard's duties are combined with those of & con-
ductor, selling tickets on the train, leaving many formerly-staffed stations as unstaffed hales,
Qut of nearly 2,400 stations on BR, more than a quarter are totally unmanned, while &
certain number of athers are only manned for part of the time,

Such a system has its disadvantages, with premises open to vandalism, a greater passibility
of fare gvasion and the chance of pecple being left stranded without knovwledoe when
trains are delayed or cancelled. However, some of these shortcomings can be alleviated
with maore frequent checks by travelling ticket inspectors (being introduced more now with
the “open station” concept anyway) and where appropriate installing a public address
systern with messages relayed from the nearest staffed station or signal box. Such a tanmoy
system connects the unstaffed Newmarket station with Chippanham Junction signal box,
over a mile away, for instance. On the Tyne & Waar Metro, 8 high degree of automation
has been achisved with public address systerms and closed cireult television.

The introduction of diesel multiple units enabled a start to be made on cost-cutting, While
a few trains were equipped for push-pull working in stearm days, maost needed facilities for
tha locomative to run round at each tarminal. This operation with uncoupling, coupling,
points and signal manipulations, required at least ten minutes, With a DML, the driver
merely has to walk from one end to the other, enabling & turn-round to be timetabled for
& few a5 two minutes. More importantly, from the cost angle, the run-round facilities

could be eliminated, leaving many a modern branch terminus with neither signals nor paints

= and a branch like that to Sudbury (Suffolk| or Gunnislake (Corrwall) could be operated
cheaply as an alangated siding,

Reopened lings can therefore start with this operating bonus that may not have axisted or
been widespread when they closed, Mewer developments can also help cut costs. Possibly
the most notewarthy i3 the design and production of lightweight rail vehicles.

The conventional DMU has a relatively heavily-constructad body and bogies that are fairly
expensive and unnecessarily elaborate for use on some low-density services, A
replacameant units now at the developmant steges ore a single-car vehicle based on the
Leyland bus body (the LEV) and a two-car varlation of the same theme {dass 141),

Recent ressarch into existing line usage shows that anly about half-a-dozen routes in

Britain can be operated satisfactorily throughout the day with a single vehicle; so, becauss
of peak and off-peak fluctuations, the 2-car version may become the norm on many second-
ary roartes in the mid-B0s and bevond. The important points in this context are the relative
cheapress of a train based on bus technology (bess than half the purchase price of 3 conven-
ticnal unit of similar capacity} and the improved performance in miles per gallon for a train
of low tare weight. Such a 2-car unit is expected to cost £300,000 and the first production
model could be in service in late 1983,

Other applications of bus technology o a rail envirenment include the BREL — Leyland
Railbws, the Wickham Railbus and the Road-Railer: further discussion of such vehicles 1s
contained in our booklet Your Local Traing in the B0s.

Some branches operate with only ong train, thus eliminating the need for expensive signal-
ling, and an scceptable freguency could be maintained on wome sharl Foutes suitabile for
reopening. An existing line on which this apolies is Watford — St.Albans Abbey, B% miles
lang, on which a minimum interval of 40 minutes is possible.

On longer routes, where trains need to pass one another, radio controd is likely to ba used
increasingly, eliminating conventional signalling. Already this has effected savings on masch
of the single-track route from Inverness to Wick [161% miles with 12 crossing places). It
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wias introduced hurriedly after storms had destroyed many miles of lineside cabling (costing
£8000 & mile) but other routes ara baing selected for similar treatrment and suitable cab
equipment is being developed. Here the driver will hawe an slectronically generated visual
display and the cab installation will includes an electronic token block for enwiring that his
saetion af line b clear of all other traffic.

Level crosaings have caused many problems in railway operating costs, for the traditional
gated type requires protective signalling and a crossing keeper — on shifts in many cases.
Alternatives are being developed, including full barriers that descend across a road; half-
barriers; and schemes that rely wholly on unmistakeable awral and visual signals for rosd
users. All thesa can be time-controlled by wheel-to-rail contact and can save staff costs. The
capital costs of automating the many crossings on the East Suffolk line could pay for itielt
in reduced operating costs over ten years.

Thee simplest of all these systems, with o barriers, could make very satisfactory crossing
facilities on minor roads, especially for rall routes st places where train speeds are low, &
good sxample is ot Winchelsea {Sussex), where the Ashford — Hastings line crosses an un-
classified road ot the end of 8 single platform, &t which il but one up and three down
trains stop every day. The protecting lights and sounds are generous and should be sufficent
in thelr intensity to remove the worries of all who feel that only solid wooden gates will do,

Although eonsiderable sums have bean spent on standardising platform heights as part of

the owerall railway modernisation programme, do they need to be standardised on all second-
ary routes? On a fow stations, small sets of mobile steps are provided to place between the
train doors and lower-than-standard platforms; but where only minor amenities are needad
to serve @ small community, Imaginative use of steps lowered from the train almost to rail
level can avoid the need for amything more than a safe, firm piece of flat ground, This
fagility eould and should be intsgrated Into all new designs of rolling stock intended for
low-density areas,

It could be argued that too many halts would make journeys unattractive for longer-
distance passengers..But lightweight vehicles have greater acceleration than many traditional
types; and some halts could be request stops only, as on thie Central Wales Line.

Comsideration could also be given to experimental halts, with short platfarms that could be
rernoved and erected elsewhers if demand is shown to be irsufficient, or only of & ssasonal
nature. A wooden platform could be erected to serve a coastal camping or caravan site in
the summer; but moved to serve a football stadium in the winter, The wooden platferms
at Ruskington and Metheringham {Lincs), erected in the mid-T0s at a cost of £6,600 for
aach two-platform station, were in fact designed so that they could be dismantled and re-
erected elsewhers if unsuccessful,

Potential Usage

Whan many lines were ¢losed, misleading flgures for revenue and sxpanditure were quoted,
as has been mentioned in chapter I, and no scoount was apparently taken of freight usage.
Clearly thera are mutual benefits in the sharing of overheads when a route can be used for
both passengers and freight, Apart from obyious track maintenance costs, and signalling, a
fraight train can make faster progress if bevel crossings are automated for 8 passenger service
on & previously freight-only line. The crew no longer have to open and shut each gata. This
rrakes rail freight working somewhat cheaper and faster — the latter point being especially
relevant in these days of fast Speedlink freight, running to a strict timetable. The freight
service to Wisbech (Cambs), for example, Is timed to connect with Spesdlink at March —
but the crew need to spend &t least 20 minutes of their tirme on the branch opening and
shutting gates|

A line that has been relaid for passenger use can be readily available for goods traffic at a
later date &% long-haul road services become progressively less economic. Already some
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hawliers have supported the development of strategic rail-road interchange depots, using
rail for journeys in sxcess of 150 miles and lorries for distribution within a 50-mille radius,
Such examples may be found at Romford and Welwyn Gaerden City in the London area
and near Leeds.

Linder section 8 of the Railways Act 1974, the Government will provide grants of up to
half the cost of a rail freight facility for a private company if it can prove that this will
offer environmental benefits by reducing lorry traffic in sensitive areas. This grant can be
available for any size of project from tracks, trucks and shunting lecomotives to short
bangths of new line.

Potential usage must also be favourably affected by marketing changes in BR over the last
few wears. The growth of railcards, for exampla, has opaned up rall travel to sections of the
population who previgusly often found it too expensive. There are now rallcards for
students, senior eitizens, families, under 245 and ewen members of the armed forees and
thair dependents. Ralsing the upper age for children to travel at half fare (from 13 1o 15)
and the upper age limit for free travel (from 2 to 4) has meant a certain reduction of rail
fares in real terms,

Since 1977, cycles have been carried free of charge on BR. This has proved very popular
especially in flatter rural areas. Cycling has grown in popularity since the Beeching era,
and bicyale sales maore than doubled batwesan 1972 and 18979, The combination of train
and cycle for commuting and leisure has become more atiractive.

Potantial usage of & reapensd station or ling can also be gauged by how hard local people
are prepared to fight for it — and even whether they are prepared to pay part of the cost
— & paint to which we shall return in chapters 1% and V111

Mot all minor branches are realistic candidates for reactivation, but where & restorsble
route exists lor preferably, is still In use for frelght], existing public transport is inadequate
of unattractive, and the size of the surrounding population is more than meagre, initial
investigation into the possibility of reopening is worth carrying out,

There is mo one set way of tackling this task. It may be undertaken by an energetic and
determined individual, a group of people, a local authority or @ company that would
benefit from eassor acoess for staff if they could travel to and from work by train. &
campaign for a line reopening may be a long and arduous jobs, but eventual sucoess could
have worthwhile benefits for a substantial area; on the other hand, while a new or reopened
station may provide only localised rewards, the work is more easily sustained and the
number of successes over the last decade should be an encouragerment to all who wish to
seit radl s a new trovel option within reach of their hormes,

14

CHAPTER IV
STATIONS AND LINES REOPENED

Mearly B0 new or reopened stations have bean added to the BR network sinee 1965 [ses
Appandix B,

Many of these have been reopened following population growth In the area since they
closad, for example Feniton (Devonl, Ruskington and Matheringham (Lincs) and Alness
iScotland). On this basis, similar candidates for new or reopened stations could include
Cornard (south of Sudbury, Suffolkl, Yate (between Bristol and Gloucester] Midge Hall
and Moss Sida ( Lancs).

Ini & feow cases, brand new Inter-City stations have been opened by BR using commercial
eriteria. Thess are Birmingham International (especially for the exhibition centre and air-
port], Mansfisld & Alfreton Parkway, Bristol Parkway [well-sited for motorways) and
Milton Keynes Central. The last of these was financed by the new town Development
Corporation — as was the new halt for Mewton Aydiffe in Co. Durham,

Drontield station (Morth Derbyshire] was reppanad a5 an emergency measure in bed winter
weather in 1978 — a move which prompted its permanent recpening, at a cost of £150 000
and appropriate rearganisation of local bus sarvices, in January 1987, RDS would like to
son the same thing happen at two other places in that ares; Wadsley Bridge (also reopened
temporarily| and Stocksbridge on the Shefflald — Panistone route. A local pressure group
is also campaigning for the reopening of the maln line platform at Dore, encowraged by the
sucoessful reopening of Dronfield.

O station, Falmouth, wes scteslly respensd after demand proved too great for the
modest halt built to replace |t &t The Dell |

Sometirmes a station has been opened where none existed previously, to cater for a near-
by town no longer rail-served — an example being Gypsy Lane (Cleveland) to which a bus
lirk rung fram Guisborough. Lelant Saltings was opened in 1979 with a large car-park
slongide, to encoursge motorists to park there and take the train into 5t. Ives (Cormwalll,
thus easing congestion In the resort,

Sametimes a large factory may justify its own halt — such as British Steel Redcar, Stations
have also been opened 1o s&me airports at Southampton and Tees Side — a practice that

is bacoming increasingly comman abroed, wheare Frankfurt, Zurich, Barcelomna, Amsterdam
and Vienna airports are among thoss that have been provided with rail services in recent
yvears. RDS has supported proposals for & rail link to Stansted Airport, if it is expanded.
Proposals have also been made for & loop to serve Ringway Airport, Manchester.

The same idea can be applied to a port. In 1980, there were plans for a halt to be called
Felixstowe Maritime, in the docks complex of this growing port. A start was even made,
but work then stopped becausa, it was said, the Docks Company had cash-flow prabléms.

Passenger Transport Exscutives often have a good record in opening or reopening stations.
WWast Yorkshire has recpened Crossflats, Slaithwaite, Fitzwilliam and Deighton. The last
twro of these cost £78,000 and £65,000 respactively, for two platforms, lighting and
shelters. The PTE plans to continue this process at the rate of about three a year. West
Midlands has opened three new stations on the Longbridge — Four Daks route in 1978,
This increased access 1o the ling, coupled with 8 more intensive service and some bus re-
organisation boosted passenger usage from 11,000 esch weekday in 1977 to 35,000 —
narly @ third of whom could have made their journeys by car but chose the trains in-
simad,



Elgctric trains have faster acoalaration than diesels and can be used more intensively, with
less time out of operatbon for maintenance and none for fuslling. This usually enables a
more intensive service to be provided when a line is electrified, which in turn makes it
engier 1o re-Introduce stopping trains on main lnes

There are, for example, only five intermediate stations on the Colchester — Morwich main
lime, B3% miles long and due for electrification by 1987, Thare were thirteen othir stations,
mostly closed in the 1860s. Thess would not justify Inter-City services, but certain of

them (e.g. Ardleigh, Bantley, Bramford, Claydon, Haughley, Mellis and Forncett] could
justify a stopping electric multiple unit service. Similar scamples may be found on other
rmain lines ripe for electrification, such as Bedford = Sheffield (== below) and the Hitchin
— Huntingdon section of the East Coast Main Line, where there has been some local
interest in the reopaning of Arlessy.

Many stations that heve been satisfactorily reapenad as unstaffed halts had been fully
staffed &t the tirme af closwre. This must be borne in mind when considering other candi
dates also. A prifme axarmple i@ Lostock Hall, south of Preston. fully staffed when closed

in 1969 as paytrains had not then been Introduced. et pressure for its recpening started
im 1978, at a time when the population in it vicinity was steadily increasing, A furthar
a:l'..amega fior this station is that, following changas in the raslway layout south of Prestaon,
it site 5 now passed by 33 trains a day compared with 18 at the time when it closad.

Another closed statlon serving a growing residential area is Chandlers Ford, Hants. where
the population is now over 7,000, Here, rather the reverse has happened to the Lostock
Hall situation, for changes in train routing has meant that only two regular daily passenger
traing pass through the station site. Howewer, the town of Romsey [pop. 12,0001 would
benafit from a direct service to the London main line 8t Eastleigh, and RDS has tharefors
pressed for a DML service to be re-introduced on this route, ither a4 & shuttle or as part
of & circular route serving Southampicn as wall

Possibe gite for Arfesey Station Phota: W, L. Fraitag

Whio pays and how

It is beyond the scope of this book to give a comprehensive |igt of every station that could
possibly be reopened — indesd, in some cases this would depend on the planning and land-
use policies of local authorities and trends in lotal economics. Howewer, by guoting various
examiples, and suggesting others, we hope that we have shown the scope for further such
action.

Hiowr cam such action be browght about? Who pays? In the majority of cases it has been
thie local suthaority, at County and sometimas District level. A few other ipacial cases are
noteworthy = the recpening of Matlock Bath was assisted by the Chamber of Cormmerce
and Lympstone Commando by the Ministry of Defence. Wetheral, near Carlisle, was re-
openad on the initiative of Cumbria County Council, but the process was essed by alsa
being a joby creation scheme. A& similar scheme has made possible the refurbishment of
stations betwean Wrexharm and Shotton, in Clwyd, and the role of the Manpower Sarvices
Commission in giving practical help with recpenings could certainly be further exploited.

Magdalen Road, near Kings Lynn, was reopened in 1976 largely because a local pressure

group conductad a survey of potential usage, rased over ET00 and did sorme of the work

(painting and tidying the station]. Fortunately it was not a major project a8 the station

buildings and platforms were intact but suffering from 7 years of disuse. [

Villagers at Watton-gt-Stone (Herts) hod a bigger problem, as their station had been de-
rmolished. Yet the self-help principle was again involved. The Parish Council eantributed
£2,000 towards the reconstruction through the raising of a 1p rote, A further £3,000 came
frarm waluntary contributions — incduding 8 netional appesl launched by RDS and a con- ! i 3
tribution fram the local Branch of the Society, which worked closely with the Parish View looking north of the new station at Watton-si-Stone. [Reopened with local support

y i Phate: W, L. F
Council. Such action encouraged Herts. County Council and BR to meet the main part of May 1982 _— rositg
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the £150,000 bill. That total sum is higher than would be reguired for many recpanings,
as it was said that the plattorms would have to be long enough for B-car trains; and a ticken
office, lighting, seats, cycle racks ete, all had to be erected from scratch,

One other station reopening strategy worthy of note is Dales Rail, Most stations an the
Sattle — Carlisle line were closed in 1970, but occasional ramblers’ excursions still used
tharm; and in 1975 the Yorkshire Dales National Park Committes undertook to finance
the rehabilitation of four stations. £6,000 proved to be adeguate for this, as the Railways
Ingpectorate of the Department of Transport agreed to accept less stringent standards than
would be required for stations in regular use.

The National Park Committes then chartered trains fram BA to run to these stations on
salected w?-ukﬁﬂth: and alsa on the Blackburn — Hellifield and Northallerton — Redmire
routes. This was principally to give walkers socess to the area without congesting it with
cars; but also in some cases providing & shopping service for Dales folk back into the towns.

Lir# reopenings

Twa lines have been reopened for |nter-City business. Coventry — Leamington (see also
below) was recpened in the mid 1970s to enable trains from the south of England and
parts of the Western Ragion to serve Coventry and Birmingham |mtarnational. Perth —
Ladybank was reopened to give & shorter journey from Edinburgh to Perth and Inverness,

The Paterborough — Spalding line was closed in 1970, as was most of the East Lincs. route
of which it was the southernmast part; but it was retained & a diversionary route. This
left the town of Spalding, with some 18,000 population, served by only three reqular
trains in each direction on the March — Doncaster line and & 1-hour bus journey into the
nearest big centre, Peterborough. A restored rail service would cover the trip in just 20
minutes, and so the District and County Councils agreed to subsidise a morning and aven-
ing shuttle. By the mid-1970s, & mid-day train had been added, and by 1882 thers were 7
trains a doy batwesn Spalding and Peterborough.

Central Glasgow is a far cry from the windswept horizons of the Fens — but, like this area,

it 100 has & reopaned line. One of the city's underground routes was electrifiod and reopened

& the Argyle Line in 1878,

A short length of line that used 1o run from Derby to the Lalcestershire eoalfield was re-
opened with County Council support in 1976, with two completely new halts, Sinfin North
and Cantral, to serve local factories. Unfortunately, Sinfin did not attract as much business
as predicted, and is now reduced to a peak-hour seevice only, One reason was insufficient
co-ordination between trains and work times; another was that new halts in the residential
area north of Derby, which should have been part of the same schame, were not bullt.

The long-closed Ponteland branch, north-west of Newcastle, has been partially recpened

1o passengers a5 part of the Tyne & Wear Metro, largely as & result of housing developmants
in the area, 11 could well be extended from its present Bankfoot terminus to serve Mew-
castle Airport. The lime is interesting in that, as well as Metro, it is still used for BR freight
trains; and, desplte having an intensive service, it also boasts a level crossing protected

just by flashing lights.
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CHAPTER V
THE CASE FOR REOPENING THROUGH ROUTES

STRATEGIC LINKS

The widespread feeling of those in autharity in the 1960s that everybody needing to travel
&t all regularly would seon have a motor vehicle led to an assumption that the rest of the
population — mainly the old, young and disalbled — could be catered for by bus and coach
services and a meagre rail network linking large population centres only.

The netwaork would have radiated from London, with the rernoval of even some of the

radial lines, supplemented by an extremely small number of eross-country links. It was
argued that the time of non-matoriets was af little value in eost-benefit terms, and so they
could afford to spend a long time on eress-country journeys. They could either wse rownd-
about routes or travel via London using two radial lines and often the London Underground.
Lisars of the direet Oxfard — Cambridge lindg, it was said, could still travel via London; the
fact that the journay would take half as long again, and cost half as much again, plus the
inconvenience of two changes in London, was not regarded as of consaquence.

Imtermediate travellers on sech routes could use “express’ buses — which were often so
much less popular than the trains they replaced that they in turn disappeared. Those who
owned cars could drive over reasonably parallel roads — but this situation is likely to
change if they hawe to rely on the limited-mileage battery-oparated car (which could well
be the mode of private transport of the future) and the restoration of strategic cross-
country rail lines will bacome increasingly an economic necessity,

WHAT CAN BE DONE Y

Some of the cross-country services followed routes which are still open for freight in train-
loads; while others have bean retained in part to serve a major customer such as & colliery
o power station. Here restoration of a passenger sarvice, and possibly re-laying of short
sections or building of new spurs, could be done redatively sasily.

Where the whole track has been lifted and part or all of the trackbed sold, it is important
to convings planners of the longterm desirability of restoring the rail link. Such longterm
decisions should be taken now, to prevent obstruction of the right of way which would
be expansive to ramady. What is essentially a hodding operation mast be undertaken as
500N @ possibla.

Re-introduetion of passenger sanvices on existing freight lines could start in the very near
future, howewver. In 18981, a year of recession, rall pessenger miles travelled were 5% up on
1976, This increase was mainly in longer journeys, such as those of which eross-country
strategic links could form a part.

Cross-country routes currently used by fast block trains with a high axle loading are emin-
ently suitable for sepress DML oparation, with very little extra track or other infrastruc-
ture costs, In such cases, passenger ravenue should make o substantial contribution to
mowament costs, especially when the service has become established. Indesd, 8 modest
contribution from Local Authorities through whose territory the route |ies could also be
Justifiable, particularly If the cost of roadworks could be avaided or lessaned.

Where tracks have been |ified, the emphasis must be on making it possible 1o reopen In

the future by safeguarding routes, trackbeds, station sites, visducts, tunnels, major embank-
mignts ate. The use of abandoned routes for footpaths, cycleways etc. need not be oppossd
= in some cases, whare there was previously a double-track line, a single track only may

be needed, and so there would still be room for cyclists or pedestrians. See: "Study of
Disused Railways in England and Wales = Potential Cycle Routes™, John Grimshaw &
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Associates, HMS0 1982 paras. 2.5.4, 4.6, 5.15 and Annex A4, Road improvaments using
rail formations should also be lald out w0 that railway restoration is not prejudiced. What
ghould be avoided whare possible is the building of houses on the trackbed; and selling it
off piecerneal for a variety of uses

There should be a conscious political dectsion to defing the eventual network now. The
bodies most suitable for assessing the neture and extent of the network would be British
Rail, the Departments of Transport and the Environment and the County Planning Depart-
rreafils, using pubdic consultation procedures (a2 was done, for example, in the late 1970
far railway electrification) and they should get to work as soon as possible,

One final word of warning: the routes of closed or abandoned lines need not be followed
slavishly. In some cases they could be cut and spliced inte the radial Inter-City lives instead
of being restored in their entirety. In certain cases, cutting and splicing parts of two closed
rautes serving the sama area could offer a better service, In others, the construction of a
relatively short length of completely new line could enhance the value of a restored rall-
way, Thera is even a case for following the course of 2 canal instead of reinstating a steeply
graded and tortuous reileway if this would give the same end-result,

In the rest of this chapter (and to some axtent in Chapter V111 we shall axamine strategic
routes whose restoration should be given serious and urgent consideration.

EAST LANCASHIRE

East Lancashire is something of a rail cul-de-sac. From the industrial towns of Blackburn
and Burnley, Accrington, Melson and Colne (combined population of well over 200, 000)
there is @ service westwards to Preston; and from Blackburn one southwards to Manchaster:
but nothing northwards or sastwards. Indeed, reaching the area from the sastern side of
the Pennines entails a lengthy detour via Manchester, in some cases changing stations and

often awkward connections. Yet there were thres routes north and east from this areas,
and two of them are still in si.

1. The Blackburn — Hellifield freight line is still sometimes used as a diversionary routa.

It has alsa been wed, in récent years, by excursion trains from Clitheros = a town
which, with 13,000 population, would surely support & feeder service into Blackbrn.
East Lancs. could be linked to Yorkshire by this route, but it would be as circuitous &
wia Manchester. As a through route its main uwses would be for diversionary purposes
when engineering work takes place on the West Coast Main Line and for access to the
Dales for schemes such as Dales-rail {g.v)

2. The Copypit Line from Rose Grove to Todmaorden is still used by a few summer hali-
day trains from Yorkshire to Blackpool. It provides the most direct link from the Leads
— Bradford conurbation to Burnley, Blackburn and Preston. A regular passenger service
fram, say, Blackburn to Bradford, could alse connect at Low Moor with a restored
Spen Valley service (g.v.), making possibly 8 journey from East Lancs. to Sheffiald with
only one change of train. Accrington could also be catered for by such a service: while
at Burnley the elosed Manchester Road station could be reopened, Occasional charter
trains have been operated ower this line by the local rail users’ group, Support the East
Lancs, Line Asociation,

3. Colre — Skipton was not closed until 1970, but has since been lifted and some building
has taken plece over the trackbed. |t coubd be an alternative to Copypit for Bradford
arvdl Leeds, but could not serve Halifax or the Spen Valley and the heavy cost of rein-
stating it might be deemed less worthwhile than using Copyplt, which s still there.

In conclusion, then, we believe that in principle there should be a strategic link bebwean
East Lancs. and West Yorks, and that Copypit, on balance, would be the best route,
although no single solution is perfect. Another priority shoukd be a feeder service into
Blackburn from Clitheroe, also serving Whalley and possibly new halts at Billington and
Henthorme. Indeed, the local authorities have at tirmes shown an interest in such a service.

BURY — ROCHDALE

One of the last of the Beeching-inspired closures, the route from Bury to Rochdale via
Haywood, lost its passengsr trains (which had continued on to Boltan) in Octolber 1870,
Local residents protested but wers larpely unorganised, and some hast was taken out of
the protests by PTE promises of alternative buses.

However, these buses have since been reducsd in frequency and are subject 1o much delay.
Meanwhile, increasing affluence and demand for lower-density housing hes led to 8 con-
siderable increase in commuting from the Heywood ares.

Therefore, the Greater Manchester Structure Plan Tramsportation Study in 1875 suggested
a “re-gasessrnent”™ of rail services in areas with “growth potential may be realistic™.

In 1979, a local RDS member organized a8 700-name petition calling for a feasibility study
of reopening the line, This led, the following year, to the formation of STORM (Support
The Qldham — Rochdale — Manchester Line Asiociation) which combined the functicns
of & users’ group for the line through Oldhem and & recpening campaign for Rochdale -
Bury.

By coincidence, at this time BA suddenly decided to divert & freight contract from the
line and carry coal for part of its jowrney by road, They intended to pull the tracks up
within a few waeks.

After much pubdicity, and support of local Borowgh Councils, the track has bean retained,
and indesd Pedigres Petfoods have requested a secticon 8 grant for new rail sidings on to
thie line.

MAMCHESTER — SHEFFIELD via WOODHEAD

Passenger traing on the Manchester — Sheifield via Woodhead route, 42 miles long, were
withdrawn despite tremendous public opposition and three TUCC inguiries in 1970: nat
because they were making a loss, bat to enabde BR to develop the line for Trans-Pennine
freight. This left only the more southerdy Hope Yalley line fior Manchester — Sheffield
traing, and deteriorating tunnels measn that this i frequently closed for anglnearing work.

The Woodhead Tunnel, on the other hand, was not opened until 1964 and is the most
modarn under the Pennines. The route, furthermone, is the only electrified one under the
backbone of England,

There was, not surprisingly, widespread opposition when BR proposed closing entirely

the central 15 miles of this route, including the tunnel itself. In 1881 RDS, in conjunction
with two other bodies, crganised public meetings at either end; local authorities protested
and lin sorme cases railwaymen took limited industrial action. The NUR sponsered its own
inguiry, which resulied in a postponement of the closure — but it went ahead in July 1881,
The track i atill there at the time of writing, however; and cur Society, and other bodies,
have urged that the route should not only be retained for freight but that it can, and should,
slen secormnodate 8 restored passenger service,

To facilitate this, it would be desirable to build a new curve at Sheffisld, to avoid reversal

at Munnery Junction, at a cost of £2,500,000, The obsolete 1500w DC system would nesd

to be converted to BR's standard 2500vAC — for which BR gave an estimate of £24,000,000
which was considered in many guarters 1o be inflated. Bae that as it may, with no need to
start from seratch, elecirification costs per mile would be less than on amy other Trans
Penning line.

What of the potential business ¢ Electrification of Shetield — Badford (to which BR gives
high pricrity] would allow fast all-electric journeys from Manchester to the East Midlands
and a variety of other Trans-Pennine journeys would be made more attractive. With greater
clearances on the Woodhead route, it.is alsa suited to heawy freight traffic. Mor must local
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business be forgotten — the line's catchment ares indudes Tameside, Glossop, Penistone
and Stocksbridge, with a combined population of 250,000 but at present a lack of atirac-
tive Inter-City services; and, in the case of Penistons unattractive (and Stocksbridge, nol
baeal services into Sheffiald,

SOUTH MANCHESTER LINKS

The southern half of Greater Manchester s served by six radial routes from Piccadilly
station but, apart from the Stockport — Stalybridge line on its eastern edge, it lacks an
orbital route. Stockport is @ major centre in its own right, with a population of 280,000,
vet for journeys like Romiley — Stockport or Altrincham — Stockport it s necessary to
travel into Manchester first.

A line still exists from Woodley to Glarsbrook via Stockport Tiviot Dale, and local press-
urg has bean mounted for & restored passenger service, initially from Woodley (or Fomilay)
to Tiviot Dale and then on to Altrincham and possibly Warrington. The Community
Councils of Romiley, Marple and Woodley are backing this proposal, as is the local Ares
Represerative of ROS,

In the summer of 1982, BR indicated thaeir intention to close permanantly the section
between Portwood sidings and Cheadle Junction, Tha M&3 extansion in the vicinity was
routed carefully to avoid the rail line, and the local Community Councils are pressing for
the line to be “mothbalied”” if BR hawe no immediate use for it, rather than abandoned.

Manchester soroly needs a North — South link as well, and the City planners continue to
favaur the "Pice-Vic™ Tunnal, batween Piccadilly and Victoria stations. BR has made prop-
osals for a Castlefield Curve and then Windsor Link to the west of the city centre = aither
of which would obwiously be cheaper than the tunnel, but less direct and less comprehensive
i the range of destinations which it would serve,

Greater Manchester Council ere proposing that the route out of the city from Chorlton
through Didsbury and beyond (the former Midland Main Line) should be used currently

& a “walkway"” while retaining the option of using the alignment for a rapid transit system.
The RO¥NG Aepresantative i pressing the case for this route to be eventually developed a5 a
conver tional ri|I|H.l'|' 10 that it can link in with the existing system, probably at Cornbrook
Junsetion.

SPEN VALLEY

Al one time, West Yorkshire could be sabd to be overloaded with railways, when hall a
doren cormpanies built cormmpeting lines which formed a rather straggling unco-ordinated
web ower the area. Many of these lines, and many individual stations, were clossd in a
piecemeal fashion before and during the Beeching era, leaving considerable residential areas
with no connection to each other, and some with no rail links at all.

Dewsbury (pop 52,000) for exarmple has 8 link to Lesds and Huddersfield but no direct link
to Bradford, Wakefield or Halifax. Its only reasonable link southwards to Sheffield and
London involves gofng northwarnds 1o Leeds, or westwarnds to Huddersfield first, and chang-
ing. To the northwest of Dewsbury, the towns of Cleckhastan (pop 6,000 and Heckmon-
dwyke (pop 8,500) have no paisenger service, though a 6% mile freight-only line, maint-
ained 1o pasenger standard, passes through them, and a catchment area of some 30,000,
from Thombill to Low Moor, This is normally referred to as the Spen Valley Line,

& service could be provided from Bradford to Wakefield via this route; or alternatively
from Bradford to Barnsley and Shetfield, interchanging at Thornhill with the Huddersfield
— Wakefiedd service. |1 would feed into Inter-City services at Sheffield, and should be
operated by Inter-City standard DMUS or hauled stock, to offer an attractive and comfort-
able alternative 1o the M1.

T

Park-and-ride should also be encouraged. It & rare to find motorists persuaded to park and
ride by bus — but the concapt has proved successful when applied to the train, and else-
whare somé “Parkway™ stations have been opened specifically to cater for this (see Chapler
¥}, On a reopened Spen Valley route, there could be a "Calderdale Parkway™ station at
Low Moor and “Eirklees Parkway™ at Tharmhill, in addition to reopened stations at
Clackhwaton and Heckmondwayke, This wauld encourags matorists to park and go by train
into the centre of Bradford or Shetfield. Calderdale Parkway could also serve as an inter-
change station for trains to and from Halifax. Kirklees Parkway would be about 11 miles
from the centre of Dewsbury, but thers i3 a Trequent bus sarvice to this site,

The line was closed to passengers in 1966, at a tirme when (15 stations wera fully staffed —
which they would not be under the reopening proposal. 1t elosed to freight in May 1980,
but Wast Yorks. County Council are paying a retainer to BR 1o prevent them from recover-
img recundant assets,

Restoration of this short strategic link In the passenger network should therefore be pur-
ssid with some urgendy. It would open up many journeys which are at present only poss-
ible by lengthy diversions and haphazard connections — if at all — and feed new business
inte longer-distance | nter-City trains,

LEAMINGTON — COVENTRY — NUNEATON

Tha major city of Coventry had until 1977 no regular rail services northwards or south-
wards, For any journey other than towards London it was necessary to travel into Birm-
ingham first.,

The recpening of the Leamington = Covertry line for use by Inter-City trains from Padd-
ingtan te Blrmingham, and from the South Coast, has improved matters somewhat; but
a5 one of the ten largest cities in the country, with a population of 340,000, Ceventry
still has & very limited range of destinations that can be reached directly by rail,

The B-mile Coventry — Muneston ling 4 occasionally used by passenger trains as a diver-
sonary route, and should be brought back into the regular passanges network. 11 would
then be possible to run a DM U service frorm Stratfond-on-Ason to Leicester calling at
Leamington, Kenilwarth, Coventry, Nuneaton, Hinckley and Marborough.

Apart from improving Coventry's links, especially to the East Midlands and East Coast,
it would also make Stratford-on-Avon, one of England’s top tourist attractions, more
gasily accessible from the Morth and Esst. The university town of Warwick (pop 18,000]
would also benfit, as would Kenilworth (pop 20,000), whose station on the Coventry —
Leamington section could be reopened. Narborowgh station could be servad by this
service only, thereby spesding up sorme of the long-distance trains on the Birmingham -
Leicester route.

As reversals would be necessary ot Leamington and Muneaton, the new service should be
DM U-oparated. There i no problem at Leamington, dncs a bay axiats for Stratford traing
If there is any lay-out or signalling problem in reversing 8t Muneaton, trains could serve
the station, continue on to the goods loop and reverse aver that towards Hinckley.

Iin 1870, the Central Transport Corsultstive Committes suggested that this route couid
SUPPOrt at least a peak-hour DMU service; and in approving the Warwick Structure Plan
the Secretary of State asked for a fresh study of its reopening prospects.

WALSALL

The industrial town of Walsall (pop 186,000} has a suburban service into Birmingham bt
o rall passenger link to anywhere else, The restoration of passenger trains on two shart
limes would give it direct access to the North and West.
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A ghuttle service could be provided 1o and from Wolverhampton wia Willerihall with o
train, feeding into services to Telford, Shrewsbury and Central Wales. There is support for
this scheme from local councillors.

A service could alse be provided on the Walsall — Rugeley line, calling at Canmnock and
Hednesford. Indesd, consideration could be given to alestrifying the line and diverting
Birmingham — Stoke — Manchester traing aver it.

The Midlands Branch of RDS has for several years been campaigning, in co-operation with
adocal pressure group, Tor Walsall to have links In other directions; and as part of this
cirmpaign ran a special train from Birmingham via Walzall 1o Matlock in May 1882,

NORTHAMPTON — MARKET HARBOROUGH
Morthamptonshire has been particularly sevarely affected by rail closwres liee section on

Corbry, Chap. V). As a result Morthampton has rail ssrvices only to the south-east and norith.

west, along the West Coast Main Line. Particularly in view of the recent davelopment of
Morthampton, the line from Northampton to Market Harborough, for many years used for
freight and special passenger trains, but recently closed, would provide a most useful link
between stations fram London te Morthampton on the West Coast Main Line to Market
Harborgugh, Leicester and the Eat Midlands and Yorkshire, avalding the circultous route
wia Augby and Muneston {with 8 change st the latter) a3 well as providing & diversionary
route in case of obstruction of the Midland Main Line south of Market Harbaraugh. Some
of thess functions could also be provided by running the Bletchiey — Bedford service into
Badford Midland station; but the reopening of the Morthampton — Market Harborough
link would benefit Morthampton, whereas the other link would not. A Welland Valley
Railway Revival Group was formad in 1381 to restora this link, appealing to the enthus-
iast market. Such a group, if successful, could find scope for co-oparation with BR,

SOUTH MIDLANDS LINK

A glance at the current railway map shows a largs area to the Morth and West of London
crossed by half a dozen lines radiating from the capital with little or nothing connecting
then 1o each ather. Esat-west [oufnsys by reil betwesn East Anglia, the South Midlands
and the Wedt aré impossible unless one travels via London or ventures round the cirowitows
roarte by Peterborough, Melton Mowbeay, Leicester, Nuneaton and Birmingham,

This is a problam not ondy for passengers but also for freight. It i, for example, not possible
to put & direct rail alternative ©o the proposed A1 = M1 link road — part of the multi-millicn

pound “Birmingham — Dissaldorf High Street™ of which the road lobby so fondly talks.

et smech a rail route did exist. [t was the Oxford — Bletehley — Cambrldge line, 77 miles
im langth, all but about § miles of it doubde track, linking & main lines and enabling passen-
gers 1o travel between the two university eities in 8 couple of hours. Significantly, the
route was ot a closure candidate in the original Beeching Plan — indeed, there were prop-
osdls to increase its fraight role.

Lack of co-ordingtion between the three BR Reglons through which it ran could be said
to be one of the reasons for its fragmentation, however; and amy study of restoring it mast
examing each of those sections.

From Oxford to Bletchley the lime [ intact, though part i3 singled, and used for frelght.
Some of the stations and halts on it were sodated and lightly-used: but Bleester and Win-
slow could be reopened, with possibly one or two others, and served by a semi-fast service
to Bedford or Milton Keynes Central or even Morthampton. At Winslow, the platforms

are intact, there is ample parking space and new housing estates have grown up within easy
walking distance of the old station.

The Marylebone — Aylesbury service could also possibly be extended up to Calvert, where
the former Great Central Main Line joins the Oxford — Bletchley route, and on to Milton
Keynias [in which case trains from Oxford might interconnect and run onwards to Bedford.
The town of Aylesbury (pop 40,000] at present has no direct rail links to anywhere other
than towards London, A further improvement of Aylesbury’s links could be provided by
re-laying the abandoned 5 miles from Bourne End to High Wycombe and operating &
wrvice from Slough, on the Western Region Main Line, to High Wycombe, Princes Risbor-
ough, Aviesbury and then northwards to Milton Keynes. Such a sarvice could also benefit
the steam centre at Qualnton Road, to which BR run an occasional DMU shuttle from

Ay lesbury.

Same alteration to trackwaork a1 Bletchley would be necessary if a passenger service were
restared on the ling from Oxford; or else a platform could be provided on the flyover.
Such & link would also be an asset to the new city of Milton Keynes, whose new station
opened in May 1982 and whose population is destined to grow to 250,000. At presant,
its only long-distance rail sarvica is on the West Coast Main Line,

In the mid 1970, some study was made by the Milton Keynes Development Corporation,
in co-operation with the then Railway Development Association, into the possibility of &
restored passenger service to Oxford. The RDA was also active in fighting to save the
Bedford — Bletchley service; and in 1980 the RDS established the Bedford — Bletchley
Rail Users' Association, which is actively working for the future prosperity of the local
sarvice on this section. Ultimately, BERLUA hopes to see this service extended o Bedford
Midland Aoad station, whera it will then become more useful as a link in longer journeys.

Thus 47 miles of this former 77-mile route are still there. The eastern section has been
almast totally abandoned and in many cases the trackbed sold. However, the importance
of establishing such a link means that very serious consideration should be given to rebuild-
ing the B% miles between Bedford and Sandy as a strategic link. Where it is not possible to
use the old trackbed, 2 suitable new aligment should be investigated. In fact, virtually the
whole of the old trackbed is unobstructed.

On reaching the East Coast Main Line at Sandy, trains eould run northwards to Peterborough
and then on to East Anglia; or southwards via Hitchin and perhaps & nesy curve, Such a
route would be mare circuitous than vie St. Ives or Lords Bridge, but sither of the latter
would involve expendive reconstruction; and it must alse be borne in mind that much of
the traffic would be heading for places further sast than Cambridge anyway. The most
impartant fact is that construction of BY miles of track in fairly easy, open country would
provide a strategic link across the South Midlands and make many journeys more feasible.

5T. ALBANS LINK

The Watford Junctlon — St. Albans Abbsy branch could have an added role as a through
route if it were linked with the Midland Main Line. &t present, rail travellers from Watford
and adjacent parts of Morth West London wishing 1o go to Luton or points north must
walk over a mile from St Albans Abbey to 5t Albans City station. — and the numisers
who therafore wse rail for such trips are negligible.

Yt the trackbed of the former S5t Albans Ablbey — Hatfield route is still unobstructed
and could be used for a single track line, as far &1 London Road, climbing then on a new
curve to join the Midland Main Line, DML trains could reverse in and out of Abbay station

RDS put this point at &n inquiry into the District Plan at St. Albans in 1982 and considers
that, while this link is not of such high priority &s that between the two Bedford stations,
and would be more expensive than that scheme, it should be an option for the future.

A |eas expensive, but temporary, solution could be to reopen the old 5t. Albans London



Foad station. as from there the walk to City station would only be about 500 yards, Also,
this would provide sdded custom on the branch, originating from a well-populated area
al the city.

Warford N. on Wetford Junction fo 5t Alhans Abbey, Station reopemed by Warford

Barough Phao: W. L. Freitsg

LONDON ORBITAL LINES: CROSS TOWNMN LINK LINE

The 3 miles of line from Dalston Junction to Stratford were ¢losed to pasiengers a3 par
of & wider withdrawal of services between Broad Street and the East End of London in
1944 following war damage.

This had left a gap in the London rail netwaork, beatween the northern and aastern parts

af the city, and various bodies {including our Soclety) pressed for It to be plugged. One
carnpaign, for “Ring Rail™ in 1973, pressed for a complete orbital route for the capital
similar to the “Cainture™ in Porls or the two “Ringbabnen™ in Berdin lane of which is now
severed by the Wall)

In 1979, a step towards plugging this gap was made whan BR reopened the Stratford Low
Level — Dalston Wist Junetion route, extending the Morth Woolwich = Stratford trains
over it and on 1o Camden Road, & half-hourly servics of DMUs was provided, connecting
with Morth London Line electrics at three stations and with the Underground at Stratford
and Highbury & Islington. Two new stations on the reopensd line came into being the
fodlowing year, at Hackney Central and Hackney Wick.

However, e new service has been besst with problems. The DML are againg and not too
cormfortable; there were no weskend trains; statf shortages caused many cancellations, so
that the service could not be relied upon. In March 1881, the London & Home Counties

Branch of ROS published the results of a survey aof local opinion on the line, drawing atten-

tian 1o complaints such as these and suggesting improsements.

Fai]

Hackney Wick Station reopensd with G.L.C. funding on Woolwich — Camden Road Line
Prito: W. L. Freitag

In surmmer 1882, the Greater London Council announced its willingness to provide &
£8,100,000 grant to mest the cost of electrifying the entire route from Dalston 1o North
Woolwich and modernising the signalling. Provided that a satisfsctory link into the City
#t Broad Strest/Liverpool Street is maintained, such a move should make the Cross-Town
Link rmore attrective and help it fulfil its potential

RING-RAIL — AN ANSWER TO SOME OF LONDON'S PROBLEMS?

Hawing made & start on orbital services round London, would BR also be well-advised 1o
pstablish & complete route round the city 7 This would ease the way for frefght, excursion
traffic, movemnent between the various suburbs and a certain amount of long-distance
passengers. For as well & being a strategic link, such an orbital route could also become a
feeder. For example, if main line trains stopped at West Hampstead, passengers from places
such as Acton and Richmond could join them there, by wsing the North London Line,
rather than travelling into the centre of London first

If the Channel Tunnel is built, it is ewen more important that the extra freight traffic there-
try generated is enabled to aveid London, Routes like Tonbridge — Guildhord — Reading
will obviously have & role to play here; but 5o 100 could 8 more cobesive orbital routs
through the London suburbs,

Uking existing routes, with additional spurs and tracks where necessary, would be much
less costly tham & multi-million pound main-ling tunnel under Central London {though
this should not be ruled out at soma stage in the future; and, of couwrse, much cheaper
than the M25 orbital motorway which was to cost over £500,000,000 at 1978 prices
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Froposed Walham Green Station afte on G. N, main fing

W. Brompton District Line with W London Line running paraifel

-

Photo: W. L. Fraiteg
¥

Phato: Erle Barbisy

The “Ring Rail” concept certainly marits an up-to-date investigation. |t would make use
of the existing Morth London and South Londan lines: the West London Extension which
is mainly usad for fraigh!.; and certan otheér aisotiated routes: the main new angineenng
faature being & tunmel under the Thames in East London

BOURMEMOUTH AND DORSET

The major resort of Bournemouth (pop 153,000} has only one passenger routs through it
in an East = West direction. A eross-country journey from Bristal entails a 106 mile safari
via Southampton, with a change of trains, taking 2 hours 40 minutes minimum,

Ini the rest of Dorset, the remaining passanger lines hardly form 2 co-ordinated system, with
no ease of imterchange. A Bournemouth — Exeter journey, for example, rquires two changes
of train and walks between stations at Dorchester and Yeovil,

It i tempting 1o suggest reinstaterment of at least the Broadstone — Cole section of the former
Somerset & Dorset Railway, with an interchange at Tempda Combe and & spur on to the

main line at Bruton, as giving more direct access to Bournemauth. However, the Blandford
wiaduct has been demolished and 5o the need to reinstate this and possibly other major
mgir]Hrmg works would probably put the cost out of all proportion to the usefulness of

he lema.

Building a new station at Dorchester Junction, and proper integration of the services meet-
ing there, would provide a far cheaper, thowgh lengthier, alternative.

A Bournemouth — Exeter service could also be considered [or at least reorganisation of
existing trains with handy connections], using & new Dorchester station and the link line
batwesn Yeovil's two surviving stations — also giving that town's 25,000 inhabitants
batter sccess to the main line

SOUTH — MID WALES

The reapening of the Flestiniog Railway through 1o Blaenau Ffestiniog has made it possible,
at least in surnmer, to travel by rail between North and Mid Wales once more. The Ffestiniog
itsalf enjoved 8 15% increase in traffic after the link was completed. Journeys between the
central and southem parts of the Principality, however, are only possible with a time-con-
suming trek via Shrewsbury and Hereford.

One way of providing a more direct route would be to reinstate the 58 miles of track betwaen
Carmarthen and Aberystwyth — bt this would not provide direct access to the Cambrian
Coast Line, and has no intermadiate places of any importance except Lampeter. A rail link
coach might possibly be considerad here

A shorter alternative could be provided by reinstating Just 33 miles from Moat Lane
[(Shrewsbury — Absrystwyth ling) to Bullth Road (Central Wales Line) Dovey Junction,
for both Aberystwyth and the Cambrian Coast, could thus be resched in sbout the same
180 minutes as the fastest feasible times via the former Carmarthen routs, tha junction at
Maosat Lane being remodelled so that it faced towards Casrsws.

A possible extersion of this route could be to Abergavenny |Shrewsbury — Newport linah,
by re-laying southwards from Builth Road to Talybont and then following the route of the
canal to Abergavenny, allowing faster journeys to Gwent and possibly Cardiff

The trackbed should be retained pending investigation of the cost and feasibility of such &
link in Central Wales.

GALLOWAY LINK
In the teeth of fierce local oposition, the direct line from Durmiries to Challeck Junction
via Caztle Douglas and Mewton Stewart In south west Scotland was closed in 1066, The
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track was lifted two years later, but alrmost all the formation, including the principal
viaducts, is intact.

Boat traing to Stranraer, for the shortest sea crossing to Morthern Ireland, now have to
travel 133 miles from Dumfries to the port, via Ayr, rather than 74 miles via the direct
route. Furthermore, when the latter was closed, there was also a steamer service from
Henysham to Belfast, but this was withdrawn in 1978, thus funnalling more waffic via
Stranraer. The troubles in Northern Ireland have also led to an increase in traffic. In fact
the number of s on the short sea route to Morthern Ireland jurmped from 651,652
in 1974 to 1,250,662 in 1978, Farry traffic has also expanded, fram 21,000 in 1967 to
160,000 in 1977 and this has produced a vast increase In traffic on the ATS between
Stranraer and Dumfries, with a big rise in road acciderts and environmental disturbance,

In 1978 the Scottish Association for Public Transport lssued & paper which Investigated
transport opinions for this part of Sowth West Scotland and fevoured the long-term re-
ogpsening of the direct line. Locally, the Galloway Railway Relnstatement Group was
formed to press for it. During 1982, efforts have been made by several bodies, Including
RDSE, to press for the protection of the trackbed to be included in the Dunfries & Gallo-
way Structure Plan,

Schemes hawve besn mooted to improve the ATS road — in Novermber 1981, these were
etimated to cost ower £2,600,000. British Rall have also been gaining new business on

tha longer, Ayr, route, as & result of the upsurge In travel te Morthess Ireland. Sinee 1977
the Stranraer — London overnight train has been supplemented by an extra one in summer
& far as Carlisle; while a haulage firm has established a rail freight depot at Strancoer, tak-
ing advantage af the grints available under the 1974 Railways Act. So how much more
business could tha railways capture with a more direct route, saving at least 80 minutes on
journey tima?

Liooking further ahead, thers heve been plans discusted for 8 tunngl under the Morth Chan-
nel between Scotland and Northern Ireland. Such a schema, like the more famous Channel
Tunnel between England and France, would, if rail-served, have far-reaching implications
for the network in Britain and lreland. The change of gauge necessary on arrival in Ireland
could be coped with relatively easily ence the major engineering feats of reinstaternent of
the Galloway line and bullding of the Tunnel hawe been completsd.

Such a scherme could well qualify for support under the Transport Infrastructure Fund

being proposed by the EEC to sase communication bottlenecks beteresn member countries.

AIRDRIE — EDINBURGH

The towns of Airdrie {pop 37,000) and Coatbridge (52,000} have & good service inta Glas-
g but |aurneys into Edinburgh ano other places in sastern Seatland invalve an indinect
trip with at least ane change of train. Yet 8 continuation of the Glasgow — Airdrie route
still extists, through Bathgate o Ratho, where it joins the Glasgow — Edinburgh main line,
Part of the track is still in wse, but that between Airdrie and Bathgate was lifted in sumdmer
1982,

Re-laying of this track, and & restored passenger service over the route would not only give
Coatbridge and Airdrie an sastern outlet; it would also serve Bathgate (pop 14,000} where
the station is well-sited in relation to the town, and could provide sccess for Livingaton
Mew Town,

CHAPTER VI
THE CASE FOR REOPENING FEEDER ROUTES

In Chapter || we showed how branch linés not only serve local nesds but also feed traffic
into the main line system. Reopening of the links suggested in Chapter W would enable
towns such as Kenilworth, Cannock, Bathgate, Cleckheaton and Winslow to feed business
back into the Inter-City trains.

A nurnber of other slzeable towns are the tarminal, or potential terminl of freight-only
limes which could be reopened to passengers, linking them back into the system an their
meresl junction o & larger centre, In several such cases, local reopening campaigns havi
sprung uip since the mid 1970k,

BARNSTAPLE — BIDEFORD

Thea North Devon Line passengar sarvice runs for 38 miles from Exater to Barmstaple.
Bideford, 9 miles beyond Bamstaple on the freight line to Meath, |ost its passenger trains
in 19685, The towen has a population of 12,000, though its urban area, including Appledore
and Westward Hol contains nearly 20,000 (as opposed to about 17,000 in Barnstapla] amnd
this is of course swollen by summar visitors,

T estimats likely demand for a Bideford train service, it seemed best to local campaigners
10 examine existing passenger use on the Exeter — Barnstaple line. &n excellent survey was
available, published by the Polytechnic of Central London Transport Studies Group in 1976
From the data for the use of Barnstaple station, it was concluded that a Bideford service
would have the best chance of success if i catered primarily for long-distance travellars.

The camipaign to respen the station therefore concentrated on the nesd for a fast Inter-City
feeder service to Exeter — something very different from the ursuccesstul slow branch
trains withdrawn in 1965,

It took about 18 manths of negotiations to arganise the first special passenger train from
Bideford in 1877. A certain Initial reluctance on BR's part because of the practicalities
inwalved were avercame, and In the event nearly 600 pasengers filled the train for an
exeursion to Landon.

Further excursions and other charter trains followed — about 30 in all = run not only by
the recipening campaigners but also by a local school, a Round Table, Pickfords Traval,
Crookham Trawael, Ellerman lines and in some cases BR themselves. These have included
trains from London to Bideford for ship launching parties at Appledore shipyard.

In 1979, the extent of this traffic was causing local politicians to take an interest: and in
the Ganeral Election of that year, the railway became the subject of manifesto commit-
ments. One such was from Tony Speller, who said that, if slected to Pardiament, he would
endeavour 1o reapen the line. |nereased interest in rail travel in general in the area also led
to the formation of the Morth Devon Railway Line Development Group, primarily as o
wsers’ group for the existing service,

Meanwhile, in response to a request from the County Council, BR produced a guotation
for reopaning. The price, based (correctly if unimaginatively) on the normal PTE costing
formula for an extra train, was sky-high for a Shire County. It amounted to about a quarter
of the annual bus subsidy for all routes in Dewon and was rejected by the Council.

A further complication was the discovery that, should the new service fail to atiract adequate
Suppart, it could not be withdrawn until the full and langthy closure procsdure had run its
course. A ion from the South 'West Transport Users” Consultative Committes, however,
led to Tany Speller's Bill (see Appendix] which became law in 1981 with all-party support.

Aa a result of the new legislation, the County's financial risk is much lower, and they star-
ed fresh negotiations with BR; who produced an imaginative timetable for the whole of
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that Enater — Barnstaple — Bldeford line, which gave four daily trains to Bideford and two
on Sundays, without the nesd for any extra train units. At this stage the County Couneil
offered a £10,000 subsidy and asked the District Councils for further contributions. The
operating costs of the extendion af the service 1o Bideford were put at £1,600 per week.
Capital costs amounted to £32, 700 for station alterations and sdditions at Barnstaple,
£1,900 for woerk at Bideford (station signa et} and £1,300 for a catchpoint at Bideford.

Althowgh BR's terms were more attractive than previougly, the County Council still decided
jn June 1982, not to go ahead with the project; and not to run an express bus service from
JBil:leh:'r"tl 1o Barngtaple station eithar. In the autumn BR announced the termination of their

freight service 1o Meeath because of the state of the track.

Further excursions ran on the line In 1982, howeaver, not only for the benefit of local people
but also bringing irmavard traffic during the holiday season; and the line remaind ane of those
which should ba high on the list of prigrities for experimental reopening, ideally with central
government financial support,

MEWCASTLE — CONSETT

Consett lost its passanger traing on the route from Newcastle via Chester-le-Street and
Stanley in the 19505, when they ware slow, infrequent and steam-hauled, Indeed, the

line was more important for freight, serving Consett's giant steel works. When these closed
in 18B1, it became sven more desirable that the town of Consett (pop 40,000) should
have attractive public transport links.

In 1880 a Derwentside Rail Action Group was s2t up, to press for o restored rall passanges
service on this 14-mile line, with local bus ssrvices integrated with it. Such & rail service
would, in turm, feed into the Tyne & Wear Metro and Inter-City services at Newcastle.
Trains would also serve the substantial centre of Annfledd Plain (for seperstore| and
Beamish Industrisl Mussum. Thres stations could have good park-and-ride facilities; five
could be served by buses.

Praie: Consarr Gusrdian

Prince Chartes” wislt to Consett

The success of the Metro In revitalising public transport has spurred on the active members
of DRAG {over 40 af them), a2 has the knowledge that the area has one of the lowest car
gwnership ratios in the country, The Action Group has mounted a publicity stall in the
centre of Consett and other towns, published badges and calendars, organlsed sponsored
waalks. |t has also campaigned for bus improvements, one of (= suscsisss baing the retsntion
of the Crookhall — Consatt service.

ks most ambitious project to date is the writing of a detailed study of the line and the case
for reopening, to be presented to lecal politicians. Durham County Council has shown
that it has & more epen mind towards such projects than some of its counterparts else:
where, and BA has not been unsympathetic. Uncertainty about future freight traffic, how-
guer, i that the steshworks has gone, lends some urgency to this campaign for the line
to be used once again for passenger tralns. ADS has constantly supported DRAG and has
given a srmall donation towards the cost of printing its report.

Although the line has not so far enjoyed any public excursions, BRB Chairman Sir Pater
Parker used it as far as Beamish in Saptember 1882, for & visit to the mussum; and on
December 3rd 1882, the royal train travelled the length of the line, bringing HRH Prince
of Wales and his party on & visit 1o Consett.

WYMOMNDHAM — DEREHAM — FAKENHARM

The Narfalk town of Dereharn (pop 10,000) becarme the largest in that county to be with-

out passenger trains when it lost iis DMU service 1o Wymondham and Moradch in October

1869; having bast its links to Wells-next-the-5ea (via Fakenhaml and Kings Lynn [via Swaff-
ham} during the previous five years. As in $0 many oomparatde areas, the so-called replace-
ment bus services soon withered away.

Dur Sociaty initisted a recpening campaign for the now freight-only line as far a8 Fakenham
i 1974 and found a ready responss among local people, who set up the Wymondham, Dere-
harm & Fakenham Rail Action Committes (WyDFRAC), Together RDS and WyDFRAC

put the arpuments for a restored passenger service — initially anly to Dereham pearhaps, but
ultimately to Fakenham — capdital cast of which, in 1974, was estimated at £246,000, A
large part of this cost would be taken up in automation or simplification of some 15 level
crossings. Manning these could be expensive in the days of passenger trains; with the
current freight services, gates ware opened and shut by the train crew, Clearly the latber
mode of operation would be unsuitable for an attractive, regular passenger service. A
BR/DTp report, Level Crossing Protection [1878] indicated that continental type lavel
crossings could and should be introduced in this country on existing sscondary passengar
routes — and reopening campaigns like WyDF RAC were quick to point out that this method
could also eut the cost of restaring fréight-only routes to passengar standard.

WyDF RAC therefore launched a Passenger Service Reopening Fund, which swelled to
rigarly £1,000, as a step towards automating crossings on the branch. After giving the matter
some consideration, BR replied that they could only accept financial help for such work

if it involved all crossings on the line. |However, one crossing was replaced by flashing

lights in connection with road remodelling as part of the Dereham by-pass scheme. )

Mearwhile, freight facilities were withdrawn from the last 2% miles to Fakenham in 1879,
and the track lifted — despite the efforts of RDS, WyDFRAC and the Fakenham & Dere-
ham Railway Society, the last of which hopes to buy part, and ultimately all, of the rack
narth of Dareham and run a private service. Such a scheme would not be incompatible
with a BR passenger service from Morwich to Dereham, which remains WyDFRAC's aim.

Despate some of the problems and setbacks, we hawe now established the idea of opening
the branch for excurson traffic, as has also happened at Bidefond. Spl'.'i:lﬁl traens hawe DEen
run on twelve occasions since 1978, ranging from shuttles between Dereham and Morwich
m'l:-:rin-g primarily for shoppars; spaside specials to five different resorts? 1o hauled rains
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to Londan, York and Matlock. Most have run from Dereham, but three have also served
the narthern part of the line, and all have been chartersd by RDS and one or bath of its
tero local affilisted groups = resulting in close on 4000 retum journeys on the line,

Although the running of the spacial trains has been the activity that has kept this campaign
miost in the public eye, it has ales spent conslderable time on research and wall-documaentad
rapresentations to the various autharities, putting the case for reopening. Both RDS and
Wiy DF RAC were invited to participate in the hearings into the Norfelk Structure Plan,
which chose Dersham and Fakenham as two of the six market towns in the county eaf-
*markad for growth.
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Pamsengers wait ar Kimberlay Park for the Hﬂs.-'ﬁ'].-'ﬂ‘ﬁ.d!:' special fram Derpham o
Falixstows, wihich draws in on Sﬂ'ﬂﬂh‘}' Al-‘gl'-lﬂ' 22nd 1082 Photo: Peter Sumner
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WROXHAM — AYLEHAM — REEPHAM

The Norfolk market towns of Ayisham and Reepham lost their passenger services on the
route from Wroxham and Morsnch in 1852, when trains ware slow and steam-hauled and
stations fully staffed.

They subsequently lost their stations on the Midland & Great Northern network in 1850
and Reepham {pop 1800] had by the mid 1970s alsa lost most of its bus services; while
Ayliham's buses are less than direct and subject to congestion in Norwich,

Ouer Society thersfore put the case for 8 restored passenger servica on the 16 miles of ling
and formed the Aylsham & District Rall Action Committes in 1875, After two years of
carmpakgning, during which it built up & membership of over 200, ADRAC succesdex in
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running a successful charter train in 1877, carrying 250 people and two similar trains in
subsequent years. A seaside special to Yarmouth was also run, with 350 passengers, in
1980; and & local school chartered a train from Aylsham ta Ely,

Suspension of the freight service has meant that no passenger specials could run in 1882,
though ADRAC and ADS consider that there is now & proven market for thesa.

As tha ling has very few level crossings, and 4 of the B stations are intact, we consider
that a lightweight railbus service into Norwich would be femsible, though — unlike the
excursions — it would almost certainly nead a subsaldy.

CAMBRIDGE — 5T. IVES

This 14-mile line was East Anglia's last passenger closure, but has remained open to sand
traffic from pits betwesn Swavesay and 5t. lves and spasmodic traffic from a jam factory
at Histon, A capital cost of £110,000 was guoted for recpaning it in 1973 whan, following
pressure by the then Chesterton Rural District Council and local individuals, BR showed
an interest in reopening provided that Cambridgeshire County Council paid tha bill. The
Council undertook a somewhat limited feasibility study but the majerity of councillors
voted against prowiding any rmaney,

Im January 1880 the rack was cut back about @ mile from 51, Ives, after the exhausting

of local gravel pits, though the trackbed is still there and BIDS has made representations to
the planning authorities for its protection. The 5t. Ives by-pass now runs over the old
statlon site, but a halt could be bullt alongsids it

The line was closed at a time when the populstion in its catchment area, and particularly

i St. lves itself, was rising. The town had just over 5000 residents in the mid-1060s but

had expanded to 12,000 by the early 1980s. The combined population of the four

villagas with stations on the line was 6,000 in 1967 and is now 10,600, If ane or more

halts were provided betwesn Histon and Cambridge, the catchmaent area would ba even

Lmr. simon considerable residential development has taken place, or been proposad, for
1 area.

As it is, nearly 1,400 return journeys wers mada on four special trains chartered by RIDS
an tha line betwean March 1978 and Apeil 18981, The vast majarity of these were by local
people using the train for trips to Cambridge, London or Stevenage. A seaside spacial was
also chartered in 1880 by the Combined Churches of Histan and |mpingtan. Another body
wihich has shown an interest in the line ie the locsl Ecology Party, which put forward a
scherne for an exparimental Foad-Railer vehicle to use the track between Cambridgs and
Swavesey and then continuee a5 a bus over local roads for the (st few miles to 5o lves and
Huntingdan,

In summer 1881, the state of rotting sleepers caused BR engineers to suspend the running
of special passenger trains and impose severa spead restrictions on the freight. Some replace-
ment work has now been carried out, howsaver, and we baelleve that a restored excursion
service, and ultimately a regular passanger service, are again worthy of consideration,

MARCH — WISBECH

Wisbech, Capital of the Fens, is the largest East Anglian town without passenger trains,
having lost the second of its two former services in 1968, partly because of the high cost
of repairing a bridge on the section that is now abandoned. On the rermaining section, from
March, the freight prospers and pressure for a restored passenger service started when our
society callad a 70-strong public meeting in Wisbech in 1874,

The action committes that was iumequently Tormed undertook a detailed survey of pot
ential ugage, indicating that a daily total of 826 jouwrneys would be made by local people
over the 7% mile line, The presence in Wisbech of a large college of further education,
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catering for students from many parts of Britain and overseas, would also ganerate §i e
able imward traffic.

The County Council's officers spent a year studying the survay and then camsa out against
reopening, and suggested & battar bus service imstead — despite the fact that respondents
to the survey had voted 6 to 1 in favour of a rail link rather than improved buses. |n fact
councillars vated 1o take no further action, despite being briefed by RDS and tha local
sction committes with answers to the officers” points; and none was prepared 1o debate
the issue with us.

Howaver, this was not the end of the campaign. Further meetings wera hald locally, every
opportunity was taken to raise the question — in Structure Plan and Public Transport
Plan consultations for example — and in Septembar 1978, ADS and the action committes
chartared a &-car diesel train to run from Wisbech to Cambridge and filled it with local
people. Since then, four more specials have been run - two 1o Cambridge and one aach to
Lowestoft and Felixstowe — and well over a thousand local people have wsed the line on
these occasions.

R.D.5. Specisl from Wishech to Falixstows on Sunday June 27th 15082 takes on pRESengers

fram the platform in Wishech Goods Depot. (The passenger station was demolished shortly
af ter closure). Phota: Peber Sumcis

In May 1982, BR introduced a Rail Link Bus from Peterborough to Kings Lynn, serving
Wisbech. This move could be interpreted as recognition that Wisbech should not have been
Ut out of the rail netwark in the first place! 1t remains to be ssen how attractive this bus
will be 1o local peophe, however, and in any case it runs on an east-west routs, whereas the
raitway runs north-south — so the two could be said 1o be catering for different markets.

ETIRLING - ALLOA
The town of Allas has o population of 14,000 and a catchment area of &0,000; wet is B
miles from the nearest railhesd, at Stirling, from where it is possible 1o catch traing 1o most

rraijor Soottish cities. A restored passenger service on the 8% mile branch from the main
ling at Stirling could therefore perform a useful feeder role

The line is used for freight, and its continuation ssstwards to Kincardine, Culross and the
main line at Dunfermdine is still in situ thowgh dissed. 11 could, however, be reopened for
coal traffic if NCB plans to develop the Hurst coal seam go ahead.

The line was closed to passengers in 1969; but o decade later local peaple set up an Alloa
Rail Action Committes to press for & restored passenger link 1o Stirling. Central Regional
Council produced a report in August 1980 which came out againgt reopening — but the
study was felt in some quarters to be insufficiently objective or imaginative.

ARALC therefore commissioned a second study, which was carriad out by a senios lecturer
at Heriot-Wart University, Edinburgh, This study, lssued in Febreary 1982, concluded
that thers was indeed & sound case for a train service 1o Alloa, and that there was a more
economical form of operation.

Tha study pointed out that Alloa station was close to the town centre and bus station,
making short bus fesders from the rest of Clackmannanshire an attractive possibility. It

ghso showed Alloa could be served by reorganising the existing DMU service from Edinburgh
and Glasgow 1o Stirling and Dunblane. Such reorganisation would make for increasad util-
Isation of rolling stock and give Allos a pattarn of sarvices to Stirling and In some cases
through to Glasgow or Edinburgh, throughout the day. Slightly fewer DMU traing would
serve Dunblane as a result, but eertaln of the Glasgow — Aberdeen |nter-City trains could
call thare instead,

CORBY AND THE MIDLAND MAIMN LINE

The 1980 saw a spate of draconian closures of stations in Northamptonshire, leaving only
two, Kertering and Wallingborough, on the section of the Midland Main Line (51, Pancras

— Sheffield) that passes through the county; and leaving Corby, with a population of owver
60,000 a5 one of the largest towns in the country without passenger trains.

Thare is scope for selective reopening of stations on the main line, especially if they could
be served by fast-accelerating multiple unit trains, Priority should be given to Desborough,
whare the line runs past this town of 5500 population and & reopened station could also
sarve Rothwell, a town of similar size 2 miles away. Wigston, serving the southern suburks
of Leicester and Kibworth are further possibilities; as is a new station at Sharnbrook with
park-and-ride facilities for a wide area of north Bedfordshire and the Rushden area of
Morthants.

Buch mow stations could be sarved by Inter-City type DMUs, which could largely replace
the ageing stock on the locomative-hauled stopping trains currently serving Kettering and
Wellingborough, though these two towns should justify some stops in longer-distance
Inter-Clty trains as well. In the longer term, electrification should be extended northwards
from Bedfard and the EMLUs could then serve East Northants as effectively as they do the
weEtern part of the county.

Corby could be served by a shutile to Kettering, though more business would be attracted
if the town ware the terminus of a longer-distance service. This could mean a link south-
wards 1o Bedford and London: or via the Bedford — Bletchley route to Ouford. iwith eonn-
ections to London at Bedford). The Rail Link Bus from Peterborough might also become
mara popular if it terminated at Corby and linked with southbound traing.

In September 1982, plans were unveiled for & leisure centre at Corby catering for & million
Wisitors a year, from a wide area, from 1985 anwards, If this project comes Lo fruition, it
shouwld attrset additional business for a restored rail link.

There s less of & case for a regular passenger service northwards from Carby, though the



link to Manton should be maintained to passenger standards for excursion traffic; and
options left open for a curve at Manton to allow direct running from Corby to Stamford
anvd Peterborough on & possible future strategic link.

MANSFIELD AND EREWASH VALLEY

The town of Mansfield (pop 53,000) was once served by several lines, but has been isolated
from the rall passenger network since the closure of the last of these in the late 1060s.
Freight trains still run through the town, however, serving it and the MNottinghamshire coal-
fhebd.

& srnall move towards putting Manafiald back on the pasenger map came with the opening
af Alfreton & Mansfield Parkway station in May 1973, This new station was on the site of
the closed Alfreton & South Nermanton station on the Midland Main Line up the Erewash
Vallay, B miles west of the town and linked to it by bus.Then, in May 1882, a rail link coach
was introduced from Mansfield in the other direction, some 20 miles to Newark Morthgate,
taking 52 minutes for the journey,

Howevar, while Mansfield has road connections to two statlons, from each of which it is
possible to catch trains to London or the Morth, one would expect that many lecal people
wigh to go to Nottingham, the county town and nearost lirge cénire. A Dassenger service
there would be possible, using the Treight-only line via Kirby-in-Ashfield and Pircton to the
Erewash Valley Main Ling, then via reopened stations at Eastwood and likeston into Nott
ingham, Thus, as well a3 serving Mansfiold, a restored passenger service could also be access.
ible to @ sizeable population through which Inter-City trains now flash on their way between
Sheffield and 5%, Pancras,

SOUTH WALES

The Sauth Wales valleys wene once sagrmed with close on thirty routes or branches built
primarily to transport coal down to the ports and on to the main lines to serve the rest of
the country. Many passenger services also operated, of course, down from the valleys to
Cardiff, Newport and Swansea, Most have now gone. Only the Rhymney, Merthyr and
Treherbert lines £till have passengar trains in the valley proper, plus the Mewport — Here-
ford and Swanssa — Shrewsbury routes on the adges.

Whilst it is understandabile that pit closures and duplication of routes mada some rail
closures inevitabla, it is also remarkable that towns the size of Aberdare (38,0000 and Ebbw
Wale | 20,000} should be left without passenger trains, The freight-only lines serving both
towne ane still in usa, and serious contideration should be given to linking them back into
the main cantres of Cardiff and Newport and thereby into the Inter-City network.

Aberdare and Mountain Ash eould be ssrved by a fast DMU link from Cerdiff, which
eould divide at Absrcynon, the ather half going to Merthyr. Some excursions ware run
from the Abardars line in the 1870s,

Thie Caunty Council has also shown some intarest in a restored passenger service on the
wale of Glamorgan Line between Barry and Bridgend; but this passes through a less
meavily populated area and its passenger potential is rather less,

SOUTH EAST FEEDERS
Three short lines in the South East could be recpened to feed passengers into the commuter
and Inter-City network:

1. Isle of Grain: An investigation was carried out in 1978 into a possible restored passen-
gar sarvice on the main section of the Gravesend — Grain route, serving the Hoo Pen-
insula in Morth Kent, with the District Council showing an interest. The line closed in
steam days, since when there has been considerable development in the area.

2. Luton — Dunstable: Dunstable {pop, 31,0001 lost its passenger traing in 1965, when
they were infrequent and steam-hauled. The line is stll open for freight, however, and
runs paraliel to the busy ASDS, Traing could not phyaleally run into Luton Midland
station, but a platform could be built alongside it, where the line rung betwesn it and
the bus station. Halts eould be constructed on the sites of Dunstable’s two farmer
gtations, both of which have easy road access and are adjscent to resldential aress: or a
new halt could be bull near the Civie Centre,

Our Society first suggested such a restored servies in comments on the Bedfordshies
Strueture Plan in 1978, when we pointed out that buses betwean Luton and Dunstable
take twice as long a8 the trains used to; and that one advantage of tha line was the
ahsence of lawvel crossings on it

3. Thama: The Oxfordshire town of Thame is at the end of a B-mile freight branch from
Princes Risborough. Its population of 7,000 could be served by a DMU shuttle on the
branch, or an extenslon of the DMU service from Marylebona particularly if the Princes
Risborough — Aylesbury line were served solely by a new strategic link as describad
in Chapter V. Two platforms and a passing loop remaln at Thame, and the station was
ressonably sited for the eastern part of the town. Alternatively, a new halt could be
built at the present end of the line, 200 yards closer to the town cantre,

Instead of reopening this line, Thame could be served by a reopened station at Hadden-
ham, 2 miles away on the existing Marylebone — Banbury line, to which it could also
be linked by the Oxford — Aylesbury bus, Ludgershall, further along the same ling, is
another possible candidate for recpening: as is South Aylesbury Haly an the Aylesbury
— Pringes Aisborowgh lina.

Thavne, a station, 8 Mg which locals want FE-ppEred

Photo: W. L. Fraitag

WEST MIDLAND FEEDERS

The success of the cross-Birmingham Four Oaks — Longbridge service (see Chapter 1Y)
has encouraged local pressure groups, including ADS, to press for track 1o be relaid to the
site of the former Snow Hill station (presently used as & car park) and onwards through
the disused tunnel to Moor Street. A total of four miles of track would have to be relaid,
following which it would be possible to ren trains from West Bromwich and Stourbridge
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vin Snow Hill and the tunnel and out 1o Leamington and Stratford-upon-Svon, thus
forming a cross-city ling 1o complement the existing ane.

Such a link would offer more reliable and speedy journeys from the Stourbridge line into
the city centre; save on costly road improverment sehemes and revitalise commerce and
industry in ssveral parts of the city.

RS has also put the case for 2 1% mile extension of the Longbridge route to Franklay,
where it would serve 8 rew state of 12,000 residenis. In 1978, the cost of such an axten-
sign was estimated at £3% million, including re-laying a single track and building a new
station,

IMPROVING THE WREXHAM — BIRKENHEAD LINE

Some modest reopenings could improve the usefulness of this line. Indeed, some success
has already bean achieved, as the bow-Javel station a1 Shotton was reopened in 1872,
making easy interchange possible between western parts of the Wirral and the North Wales
Coast Line,

The apening of a similer halt at Prenton/Woodchurch, where the lineg crosses the AB53
near @xit 3 of the M53 motorway, would give access not only to nearby howsing estates,
but to the niow hospital complex at Arrowe Park. |t could also serve a leisure complex,
three large supermarkets and the West Cheshire Industrial Estate. ADS Cor porate riarivbar,
the Wre=ham = Birkenhead Hail Users’ Association, has campaigned since 18 formation
in 18980 for swch a halt.

In the langer term two freight-only lines could be restored to the passenger network. Part

of the route from Dee Marsh Noeth Junction to Mickle Trafford could, by means of a short
connecting line at Chester, give the Western Wirral direct access to Chester and the lines
racliating fram i Chayd's county town of Mold is at the and of a short freight-ondy branch
of the Shatton — Wrexham section. An experimental bus link from Mold to the intermediate
station of Buckley wis not very successful and was withdrawn early in 1982; but a DMU
surviee throwgh to Wirexham General, fof connections onweard to the Midlands, London

and South Wales, might prove moare attractive.

BRISTOL — PORTISHEAD

The town of Portishead is still linked to Bristal by & freight-only line and consideration
could be given to re-introducing 8 DU service sirmilar 1o that on the Severn Beach branch.
In the mid- 19705, & cost of just £20,000 was guoted to bring the line up to passengar
standard, though it is understood 1o have deterlorated considerably in recent years,

A restored passenger service would feed passengers from Portishead and Pill |2 sizeable
interrmediate village with a well-sited stationl inte the many Inter-City trains serving Bristol
Temps Meads, and could alsa provide more frequent trains for the existing stations at
Bedminstar and Parson Street.

It would howeser, probably be less attractive a5 a commuter route because of the rather
circuitous journey to Termpla Measds station which is itself not well-sited for the city cantre.
Howewver, if the Awvon Metro seheme bacomes @ reality, the Portishead branch could certainly
become part of it, and should therefore be retained for that reason &t least.

LIGHT RAILY
Mantion of the Avon Metro brings ws to the need to consider alternatives to a conventional
and relatively high-cost railway, which may not always be the best reopening option,

The Tyne S Wear Metro has shown thet a system of light vehicles, similar to tramears,
could be cheaper but still artractive. Indeed, Britain is almost alone among major Evropean
contries in hawing written off the tram for urban and suburban transport (apart from the
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rather specialised instance at Blackpoal). Continantal cithes like Amsterdam, Gothenburg
and Vienna hawve shown that a modern ramway systermn can offer fast, convenlent, pallu-
tion free methods of moving large numbers of peopda.

Searion an Tyne-gide Metro

Although only three French towns still have trams, plans were announced in 1882 for
twzlve towens and cities to build new tramlines, including Nantes (whose smysterm should
xn in 1884, Granoble, Strasbourg, Toulowse, Bordeaux and the northern outskirs of
.
There are two light rail, or tramway, schemes in East London which merit comsidaration.
Ore is the trackbed of the former Great Morthern Railway branch from Finsbury Park to
Muswell Hill via Highgate. Haringey Council and London Transport have shown an interest
In the scheme, and a local pressure group has been formed to arouss pulblic interest and
gain support for it. The capital cost has been quoted as £16 million, though this could be
&f owerestimate, Maverthalesg, that sum, for little over 4 miles of light rallway, would anly
bury three miles of motorway in a rural ares and much less in an urban areal

A similar scheme is also being studied for the Docklands area, running from Cubitt Town,
on the lshe of Dogs, to Mile End Underground station and Minories. Such a line would, at
L85 million, be much less costly then an eastwand extension of the Jubiles Line but, with
vehicles travalling at up to 30 mph, be more attractive than buses.

Such light railways nesd not follow abandoned trackbeds all the way, but could where
approprigte also be leid in roadways, rather like bus lanes, and even in the central reserva-
tion of dual carriagewsy roads.

Wiider advantages are that such a route could also become a “shop window™ for light rapid
fransit technology and hardware, particularly with an eye to the export market.

It would be advisable for such routes to be laid in standard, rather than metre gauge, so
that if traffic levels demanded they could more easily be replaced by heavy rails in the
future. Produstion al rolling stock and equipment would also be cheaper if a decision were
taken, a1 Governmental level, to impose a high degree of standardisation on such schemes.
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Other British cities in which Metro or light rail schemes could play a useful role are Bristol
and Edinburgh, and possibly Cardiff. Plana do in fact exist for an Avon Metro for the Bristol
ared, including some undenground sections, adaptation of some axisting routes and re-lay-
ing of some abandoned routes,

MEW FREIGHT LIMES

The movemant of freight would clearly benefit from the re-laying of certain strategic links
suggested in this book; and, while we have concentrated on passenger recpanings, it must
50 be remembered that increassd freight traffic and revenue improves the prospect of &
better passenger network.

Since the 1974 Railways Act, many firms have applied for grants for new private sidings,
rolling stock and eguipment, to enable them to send goods by rail that would otherwise
hawe gone by road, HOS has supported mamny firms in this endeavour.

One of the more ambitious new freight links is @ 1% mile line, opened in January 1980,
from the Barry — Eridgend line in South Wales to the Ford plant near Eridgend. The line
rung on embankment for much of its length, with two substantial bridges and a level cross.
ing, and s designed to evertually carry 170,000 tonnes a year.

Considerstion should be given to similar projects, to serve large factories or major indust-

rial estates. Twwo sxamples of the latter may be found in the Wirnbledon ares. The Morden
estate could be sarved by re-laying part of the Merton Abbey line which runs alongside it;
while at the Durnsford Road estate, an existing siding could be extended into the factory

area without much difficulty,

Planning authorities should also be encouraged to choosa those options for indusirial,
commmiercial and mining sites which have rail sccess, or potential rall sccess, wharever
possible,

EKantish Town West reopened by G.L.C /n 7987 following fire in 1871, after BR sought

DEFIANSTIT Closure Phioto: W. L. Freitag
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CHAPTER VII
A ROLE FOR PRIVATE RAILWAYS?

Some of the many lines which were closed by BR in the 19605 and 18608 have since bean
recpened by preservation societies or private companies associated with them. There are
23 such lings now featured in the national BR timetable, operating 161% miles of track, of
u.hu;h 107 % are ex-BR standard gauge track: the remainder being mainly narrow-gauge. In
addition, there are several groups operating steam centres, usually consiating of sidings and
& depot or museum, and certain of these have ambitions to oparate over langer sections of
lire if they can scquire them in the future,

Where clased lines have been bought from BR by Preservation Societies, the aim has wsually
be&n 1o reopen as a tourist attraction, using steam locomatives and running mainly in the
summer months at the time of day which attracts the leisure market.

Although most of these lines are run and maintained by volunteer labour, with at maost a
skeleton staff of full-timers, the cost of operating steam locomotives is such that fares are
much higher than BR's “Awayday* rates. While several railways do provide a pubdie service
albeit in the summer only, many others currently run betwesn points with little demand.
for & passenger service. Even where they own trackbed with a view to future track exten-
#ions, they still would mot  necessarily evenitually link places capable of gEnerating size-
able public traffic.

50 much fnr the negative ;id-: now let us see to what extent it would be possible to bulld
on the achievements of private railways so that they also contribute to the national netwark,

Most important of the limitations on such a role are the over-riding wishes of the active
Gwners and operators, who wsually prefer to offer entertalnment (and amuse themselves
in the process) rether than provide a public service. Over the timescale we Bnvisage, how-
evar, such attitudes could changs.

e are not trying to decide or influence the future of the preservation movements, but
only indicating a part that some of thess railways could play if that is their owners’ wish.

With increasing leisure coupled with a tendency towards small-scsle basinessas, public
passenger transport by rail could in marginal cases ba provided by a development of today’s
preservation societies. Some lines which could not justify a subsidy sbove the average
Public Service Obligation level might become politically accaptable if an average subsidy
were coupled with volunteer involvernent. This would not encroach on the work of peal-
essonal _railwwmen. 85 only those lines which might not be scceptable on a fully-paid

stalt basis would be run on such a shoestring. In a certain limited number of cases, valun-
teer staffing could bridge the gap between failure and viability.

Most such lines would be feeder branches, and it is important that they make convenient
connection with the main lime for their potential to be exploited,

Such feeder sarvices could conceivably be provided by the following lines:

Warth Valley Marth Yark Moors
Tarbay & Dartmaouth West Samersat ©
Dart Valley * Savern Valley
Mid Hants * Eat Lancashire
Paakrail ™

In 'I!h_t case of those asterisked, they will only become feeders if they are extended to the

lunction, This could also possibly apply to the Blusbell if extended to East Grinstead and
0 the Kent & East Sussex if extended to Robertsbridge — though the population size of

the catehment area for each of these is less than mest of those above,
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Peakrail, Mid Hants and North York Moors could also have a role as strategic links, The
rarrow-gauge Ffestiniog Railway, a5 we have seen, also now has a role & a strategic link,
following its extension to Blasnau Flestiniog, and also co-operates with BR in the carriape
of parcals,

W should not ignore the role of such presarved lines in stimulating business on the BR
routes leading to them. For example, the Morth Morfolk Railway to Weybourne brings
some exira business to BA's Morwich — Sheringham service during the summer. et a
feader sarvice into Sheringham from Weybourne would certainly not be viable. Equally,
it Nene Valley Railway would find no significant traffic into Peterborough from its
Wansford terminus; but has genarated enough baesiness from the BR network to make it
worthwhile for BR to reopan the Fletton Loop to passengers at peak times and run a
connecting DMU service over it. The Mene Valley is also one of a very small numbser of
private lines which also interchange freight with BH,

WEST SOMERSET

The 22% mile branch to the seaside resort of Minehaad (pop 85000 was one of tha last to
dase — |n January 197 1. Within a few montha, the West Somerset Rallway Company was
farmed, on local initlative, to run what is now the longest private rallway in the country.

A purchess price for the line was agread with BR, in January 1973, Somerset County
Council purchased the line and arranged to lease it back to the Company, which would
oparate a passanger service on it. Three years later, trains started running again from Ming-
hesd and In subsequent years the line has bean gradually brought back into wse for nearly
20 milles 1o Bishops Lydeard.

g wall as eatering Tor the lesune market wath steam traing, the WER hag slso seen s rale,
right from the start, a8 providing a service for local people with a basic all-year timetable
of a morning and evening return DML trip, 1t also has plans to carry bulk freight to and
from Watchet harbour — an ectivity which had been discouraged during the last few years
of BR operation.

Clearly the WSH has been fortunate in having County Council support; and attractive
country with great tourist potential, which can help underpin day-to-day buslness.

Problems have, however, beset the line, One was its inability to run into Taunton and
therefore feed into and cart of the main BR system — passengers having to travel by special
bus hetween Bishops Lydeard and Tawnton stations. The reason for this was “blacking™ by
local NUR members who included some Western Mational bus drivers. RDS considered
this to b & short-sighted attiteds. BR would undoubted|y benefit from re-connection of
the WSR, and this would ultimataly mean more work for railwaymen, In 1981, BR esti-
rmated that £250,000 of extra business would be generated by such a mowve,

In gutumn 1882, the MUR lifued i backing, but the WSR then found itsalf unable to
meet the price being asked by BR to safeguard the sxctension into Taunton, RDS feels that,
even if it is not possible to run WSR trains into Taunton and/or BR trains imto Minshead in
the immediate future, no obstacles should ba placed in the way of this, the most useful
strategy to secure the line’s long-term prosperity.

& further problem came in the summer of 19817 with a 25% drop in the number of haliday-
makers in Somerset and & 12% drop in WSHR passengers. Thres full time staff were made
reclundant, leaving just five, and the Monday — Friday winter service was suspendad. Much
g reliance i now placed on volunteers. (Previoasly the WSH had had a considerably
higher proportion of paid staff than comparable preserved lines). A further £35,000 rights
igsue raised working capital to help bring the railway back from the brink of financlal
disaster,
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Ideally, W5R's role should be two-fold: providing a basic service for local communities
throughout the year (for which a gmall full-time staff would seem essential, and perhaps a
modest subsidy from public funds); and serving a lelsure market in which volunteers play
the major role and which may help subsidise the all-yesr ssrvice. In both respects, its con-
tinued and expandod operation can benofit the BR network as wel| as the locsl community.

MATLOCK - BUXTON

A main line ran through the Derbyshire Peak District, linking Derby with Manchester and
served by exprass trains from St Pancras, until 1968 when, despite tremendous local pro-
tests, the section north of Matlock was closed and lifted . Matlock iself becama the terminus
ol & payirain branch,

In 1976, the Peak Railway Society was formed to purchase the 18 miles of rackbed from
Matlock vo Peak Forest Junction, re-lay the track and ultimately run a passenger service
over the re-laid line and onwards to Buxion,

Peakrail would be one of the longest private railways in Britain and would be umigus in
having a BR link at both ends, thus enabling it to be not only a feeder but also a strategic
link. Its plan envisages a community rail sarvice between Buxton and Matiock, serving 6
intermadiate stations, throughout the year. At weekends and during the tourist seson this
would be supplemented by steam trains, enabling visitors to see and enjoy this very scenic
area without erowding its roads with cars. A further environmental sarvice would be proy-
ided by the company — Peak Rail Operations — in the form of fraight traims.

Clearly this reopening project is one of the most significant among the private schemes:

and, like the West Somarset, its completion would also bring considerable benefits to BR.

As it is, Buxton and Matlock receive excursion trains from time to time — indead, RDS

ran two specials to Matlock in May 1982, — and the existence of steam trains will generate
more such traffic and help secure the future of the grant-aided Matlock and Buxton branches.

Progress so far is encouraging. Full outline planning permission has been received [subject
in cartain instances to conditions) for re-laying the whole of the line: over £40,000 was
raised by a loan stock appeal in the autumn of 1981 and shortly afterwards some modest
track re-laying began at Matlock. It is hoped to reach Rowsley within two years: work is
also in hand on terminal facilities at Buxton; some rolling stock has arrived: and detailad
planning permisdion has bean given for a steam centre at Buxton,

An narly report by f'u_h; Fail referred to theirs as “'a line for all seasons’. As well as summ-
ingup 1|'|!'_lr aim, this title is also a reminder of the valus and relative reliability of rail
transport in a rugged area such &1 this during bad winter westher.

SEVERM WALLEY

The Shropshire town of Bridgnorth (pop 11,000) lost its passenger service in 1965, with

the closure of the Kidderminster — Shrewsbury route. A presErvation society was formed

two years later, however, and by 1970 was operating enthusiast steam trains over 4%

miles of track. In subsequent years this was extended a further B miles to Bewdley, and at
certain times BR operate a DMU shuttle between that station and their own at Kidderminstar,

Bridgnorth people once again had trains to the outside world in 1981, when 5t. Johns RC
Primary School and its parents’ association chartered sxcursions 1o Londan, After this
Rsccessiul venture, a similar through train was due to run from Bridgnorth to York in
October 1982. Thus the reopened Severn Valley Railway has become, in a modest way, &
feader route into BR as well as an enthusiast and tourist attraction — and this new function
could well be exploited further in the future.
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The first puliic excursion frain fo depart from Bridgmorth Since oGS i 16863 St Jdohbn's
ML Frimary Schools “Sevem Valley Crusader”™ to Paddington, 51WA focos TS “Hinean

Manor” and 46521 an Saturday March T4ih 1387, Fhoto: Andy Darby

MID HANTS

The Winchester — Alton line closed & late as 1973 {one of the last pasenger service with:
drawals) thus isolating from the rail network the Hampshire town of Alresford (pop 5,000]
and a considerable rural area. The closure also left the town of Alvon (pop 14,7000 with
nio direct service 1o anmywhere ather than Londen.

The track was litted in 1976, but a preservation sochety was formed and i now re-laying
it between Ropley (pop 14000 and Alten; and running a weekend steam sarvica on the

3 miles bemwesn Ropley and Alresford. Medstesd s almost reached and re-laying to Alton
shiowld be earmplete in 1984,

When the line i complete, serious consideration could be given to running a service to
feed into trains to London. In the long term, if the track is relald westwards to Winchestar,
the line could pley & role a8 & strategic route; but its initial importance will be a5 a feedar.
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DART VALLEY

Since 1968, the Dart Valley Railway has been running a steam service from Totnes to
Buckfastlgigh — a pleasant run but suffering from the disadvantage of no physical acoess
at Tatnes. As Buckfastleigh hat & population of just 2,800, the line's potentisl a2 & fesder
would be sormewhat |imited,

There i3 greater poténtial on the DVA's other line, from Paignton 1o Kingswear, which
enjoys a daily service for 4 maonthd of the year from a station adjacent to the BR one &t
Paignton, which itself s served by more than twice a5 many traing st Totnes. The heaviest
traffic is undersiandably in summer; but there could e potentlsl feeder traffic from
Dartmouth (pop 5,700) with its Royal Naval College and the southern part of Torbay
[Churston, pop 1,600 and Brixham 12,0001, After all, BR themselves still ran a DAL
sarvice on the line wp to the early 1570,

WORTH VALLEY

The B-mille branch from Keighley to Oxenhops in West Yorkshire, with five stations sere-
ing a string of communities in the Warth Valley, fall under the Besching axe in 1981, There
was an immediate response from local people when moves were subssquently made to form
a Preservation Sociaty. This experlenced a steady net increase in members to around 1,600
in 1968, when the line was reopened by its associated oparating company.

Since then, a weekend service has been run throughout the year, catering for the local shop-
pers’ as wall as the leisure market. Trains aimed at the local market are mostly diesel-hauled,
& daily sarvice 8 run during the peak seasom,

The company is fortunate in being able to run its trains into its own platforms at Keighley
station (BR|, and thess have clear potential as a feader sarvice.

NORTH YORK MOORS

The 18-mila line fram Grodrmont to Pickering is oparated by the North York Moors Hist
orical Railway Trust and provides 8 popular service through this scenic area from May to

r. It has easy interchange with BR at Grosmont, but unfortunately only serves one
town, Fickering (pop 4, B00). Its role as a feader is therefore limited, other than for Picker-
ing folk wishing to go to Tees-side or the resort of Whithy.

If it were possible to re-lay southwards from Pickering for same & miles to the York —
Scarborough line, and run trains through to Malton (pop, with adjacent Norton, nearly
B,000, this would provide 2 strategic link. At the moment, the only link between the
northern and southern parts of Yorkshire is the East Coast Main Ling; and Whithy
{pop 14,000) can anly be reached from the south by & lengthy diversion via Darlington
and Middlesbrough.

GRIMSBY — LOUTH

Louth (pop 12,000/ lost its passenger trains in 1970, when the main part of the East Lin
calnshire Ling closed. A major reason for the closure of the line was its high incidence of
level crossings which led to heavy operating costs. However, the 16 miles from Grimstey
to Lowth wers retained, 1hm-gh singled, for treight, and in 1879 a campaign was staried
to press for a restored passenger servioe.

The Action Growp which was set up was able to charter a special train te York in Mareh
1880, which carried 400 local people. This was followed by & trip 1o Kesghley and & shuttle
to Grimsby for Christmas shopping.
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Unfortunately, the momentum created by this successful reaction to local demand was cut
short by the closure of the lime to freight early in 1981, Meanwhile, the Grimsby — Louth
Railway Preservation Society, a8 it was now called, grew to over 500 members and formed
a cornpany to negotiste with BR to buy the treck. It could well be, therefore, that the
Grimsby — Louth lire in future could tulfil & dual role of providing steam trips for tourists
and enthusiasts and offering an all-year service into Grirsby, and the rest of the rail net-
work, from this rather lsolated part of East Lineolnshire.

BURY — RAWTENSTALL

The farmer Bury — Bacup line in East Lancashire was cut back to Flewtenstall, and then
this town of 21,000 lost its passenger service in the early 1870s. The fact that It serves &
sizoable population, however, and that it was one of the last lines to close, indicates that
it should have potential as a feeder route, possibly even as a northward continuation of 2
restored Rochdale — Bury service, with interchange facilities &t Bury with the elsctric
trains to Manchester,

In 1982, the East Lancashire Railway Preservation Society and its associated comparny
becarme established on part of the route and began catering for the enthusiast market.

EWANAGE

The resort of Swanage is situated on a peninsula with only one maln and one minas road
linking it to the rest of Dorset. Most of the branch line to this town of 8,000 people was
lifted after its closure to passengers, but a preservation soclety has been formed and now
Operatsd & steam cendre at the Swanage end. RDS has supported its efforts (which have

included objecting to a road scheme that would have taken part of the trackbed at Corfe
Castle — the main intermediate place with 1,500 population). If the preservation society
succeeds in reaching Wareham on the main line, it could provide a ussful feeder service.

CHAPTER V1II
THE WAY FORWARD

In this short book we have endeavoured to show why some of the many rail closures of
the 1850s and 60 were wrong and should be reversed but why, it may be asked, is R.D.S,
proposing the re-opening of lines and stations at a time when British Rail is having diffi-
culty aven holding on to what it has7

The answer we would give is quite simple. B.R. is sither expanding or contracting — it
cannat stand still — and, &3 we have seen, until the early 19705 it was generally consldered
that closures were the solution to its financial ills. This myth was, however, scotched once
and for all when Richard Marsh (then Chairman of the B.R.B.} in a lecture to the Royal
Society of Arts on 23rd February 1972 stated:
"It used to be believed that all you had to do to make the railways more profitable was
to make them smaller . . . . That is being totally disproved. One of the most expensive
railway networks we have looked at, was one of the smallest, bacause the inescapable
costs that you cannat get out from under are such that they swallow can up the benefits
that you receive from the reduced operating costs.”"

A5 we have seen in Chapter || the mathod of “costing out” individual services without
looking at their effect on the rest of the system, which was popular between the Transport
Act 1968 and the Rallways Act 1974, was short sighted and no real savings were in fact
achieved. In addition many of the lines closed during the Beeching era and afer could now
be operated mare economically, as outlined in Chapter 111, and with over 70 new stations
having been opened since 1066 {See Chapter 111 and Appendix A) there is clearly consid-
erable latent potential for expansion — not further contraction,

If, however, this potential is to be exploited fully British Rail must first lift itself out of
the mire into which at least two successive Governments have dragged it in the space of
nearly a decade. Let us therefore briefly considar the sxtent of under-investmant which
has brought it almost to its knees.

This can be traced back to at least 1975 when, with the provisions of the 1974 Act hardly
in effect, Government economy measures forced B_R. to cut back on recruitment: reducs
the extent of the track-laying programme; mothball 60 of its locomotives: withdrew
30,000 of its fraight vehieles and 6700 passenger coaches and generally cut freight and
passanger train services. At that time the two former constituent bodies of RDS (and the
National Council on Inland Transport) pointed out the inequity of the Governmant's _uts
In tramsport expenditure s part of its economy drive. Coneern was also expressed over
the intention to limit the amount of cash to B.R. in 1976 to £330m., whoreas undsr the
terms of the Railways Act 1974 their compensation entitlement (not subsidy) was estima-
ted to be ot least E565m. representing a 42% reduction in financial support.

Enll:hl:lﬂ'l limits were strongly condemned by the former RIS in its reply to the Govarn.
Frignt's ":I'I'-m:p-urt Consultation Decument™ in &pril 1976 when it stressed that much of
the deficit attributable te secondary routes could be traced to the failure of successive
governments o provide them with an assured future by firm long term inwestment. The
Seciety saw further closures in an already drastically truncated system as totally unaccept-
able and pressed for a clearly defined policy to be formulated for secondary services at

Eame tima giving atvéntion to the reinstatement of key routes [many of which have
been highlighted in Chapter V above), where bus alternatives had failed.

Thea present Chairman of British Rail [Sir Peter Parker) when he took over fram Sir

“H'lll_d {now Lord} Marsh in Septernber of that year was not unaware of this when he
"It is iy first hope that we will get at lang last a long term policy for the railways
related to the exitical area of investment to give the quality of service people deserve.”
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Ini the svent B.R. was required to operate within a cash limit for grant reduced by £15m.,
for 1877 and In his evidence to 8 Parliamentary Select Committes early in that year he
stressed that this could create serious problems in the futwre through sccumulated arears
of maintenance and that declining standards of safety and reliability could drive traffic
away and lead to the eventual closure of many lines. B.R. would, in his words literally
"Freaze to death"™.

In Iis Anmeal Report for 1977 (published in 18978) B.R. re-iterated the need for greater
Investment to replace worn out equipment, particularly as past constraints had already
resulted in the accumulation of arears of replacernent, more so as much of the equipment
purchased in the late 50s and early 60s was coming to the end of its useful Iife. To meet
these needs investment would have to rise by up to 30% in the next 10 years assurming

& start could be made in 1981/2, and this would have to continua for some years into the
15008,

This view was echoad in a subseguent Report issued by the Central Transport Consulta-
tive Commitiee which stressed that a massive withdrawal of Britain's cross-country rail
sarvices would become inevitable in the late 19805 unless the Government sharply
increased investment funds for neéw ralling stock, and to prevent such “closures by default™
its Chairman, Frank Higging, considered that an additional £26—30 million a year would

be nesded for this purpose or many crods-country services inot just Branch Lines) would
simply disappear.

Yet in 1979 the new Conservative Government in its first Budget slashed £15m. from the
Railways Board’s cash limits on external finance whilst only £10m. had to be found from
savings In the Road Programmae. This had the effect of further reducing B.R"s 1979/80
spending |imits from £730m. to £715m. Furthermore in 1880 the Cabinet imposed a £22m.
reduction In B.R's passenger subsidies on top of the cut of £20m. made by the previous
Governmment.

The prablern was therefore highlighted once again in B.R’s Annual Report for 18978 where
Sir Peter Parker stated that unbess investment levels were raised by 30%, just to replace
worn-out assets the consaquences would be: lower standards of speed; frequency, comfort
and reliability. Even so in 1978 the total passenger/miles travelled on B.R. (estimated at
19,890rm.| excesded the 1962 pre-Beeching total of 18,772m. despite a subsequent reduct:
fon in passenger route miles so what would it have besn with o much less truncatad network
and therefore increased journey prospects ?

From the foregoing it will be seen that since 1976 B.R. has been forced to peg the level of
support to passenger s&rvices which cannot be justified on commaercial grounds Lo the level

of that year in real terms (through P.5.0. Grant] which In 1878 came to £630m. out of a
possibde total of £544m. The amount of underspending since 1976 had theretore amounted
tes £147m. % of which had been kept by the Governmert whilst even the remaining 5
wransferred to its reserves could not, under Treasury and Transport Department Regulations
be used to finance urgent investment needs, a fact which prompted Sir Peter hr[-:a-r 1o tell
delegates to the M.U.R's Annual Conference “we have got to get these rules sensibly changped
but while we have got them we have to live by them.™

By lzte 1980 the situation had reached the stage where B.R. launched its “Branches on the

Brink' camgaign to impress on local communities the extent of the “crumisding edges” of the

raflways resulting from the many years of under-investmant.

Even 18 months ago the Board & Unions wers urging the Gowernment to extend the annual
eagh limit of £920m. by at least £100m. just to keep the services ticking over and pressing
for an early commitment to a 20 year electrification programme costing £776m. As a result
B.R. was forced to introduce 500 speed restrictions by the end of 1981 (compared wltih
193 in 1880) and Vice-Chairman, lan Campbell, described the curbs in investment as “very

r over pariods of adverse trade" but whean extended over a decade “as nothing less
than pewning the future of the rallways.” B.R. therefore needad £72m. a year to replaca
its assets and in each year between 1881 and 1880; £36m. for electrification; £82m. to
malntain an scceptable London & South East Network and £51m. for a Channel Tunnel,

Is it any wonder then that by 1882 the Trade Linion movement’s attitude had hardened
10 the state whare demands for “productivity” in return for investment were greeted with
derlsion by railway workers who had besn promised a brave new world if they made
gacrifices left, right and centre by Governmants {of all political persuasions] who had con-
sistently failed to deliver the goods #

Instesd of giving & firm commitment o investrnant, the Government sdopted tha wall-
worn pollcy of setting up an Inquiry {under Sir David Serpell) to laok into the long t=rm
future of the rallways, the results of which were 30 Inconclusive and divisive that the N.U.R.
described it a2 8 disagter and the Report fit anly for the dusthin. Mot anly did [t not resch
any firm conclusions but the members of the Inquiry team could not even agree amongst
thamselves — Mr, Alfred Goldstein issuing & Minority Repart. The only good paint the
authors of this book could discover — from a quick reading of the Report at the time of
going 1o press — was the recommandation (in Para. 8,12) that B.R. should greatly increase
the £4m. & year it spends on level crossing modernisation. This largely supgsorts owr argu-
mants in Chapter |11 and proves that sueh investment can pay for (el bn 2—4 years (not
10 wears as stated therein).

Apart fram hackneyed arguments on busrall substitution and 8 recarmmandation that the
T.W.C.Cs" powwers avwer rall closures should remaln largely unchanged |t doas prove that anly
by cutting the railwey system 1o a level which would be polithcally unacceptable (a rmers
1,830 route miles] can it be run at a profit, so the time has surely come to wash away all
thosa silly ideas onca and for all. Serpell virtually excludes any substantial incrasss in
investment in B.R. but rather harps on the ways in which it can cut expenditure by for
sxample reducing the standard of treck maintenance (and the need for Government
suppaort| evan furthes.

The Report ks certainly not the answer to the sccumulated years of capital starvation
summarised |n these pages which serve to explain why the railways are on the verge of
collapse, and it will be useful to recall that the Society in its evidence to Serpell smphas-
ised the nesd for urgent capital investment to (inter-alia) -

{al finance the renewal of life-expired squipmant;

Bl install hardware which can bring about improved efficiency; and — as this book
aims to do; =

el support the re-opening of lines and stations where & good case for this can be
made ot

Our suggestions for additional feeder lines would involve restoring lat the most) 200 miles
o the passenger network, all but about B miles of which are still in situ and most used for
freight. The proposals for more throwgh routes amount to a maximum of 140 miles jover
existing track ) and 160 where it would have to be relaid but, compared with the sceumul-
ated renewals on existing lines this could easily be lost in the vast re-building which will be
nocessary if B.A. is to have anything like an assured future. This latter category includes
motions where the rail “formation™ is still intact as well s sections which would have 1o be
restored or new “deviations' or “spurs” constructed.

It will be seen from earfier Chapters that some of these reopenings are nesded more
urgantly than others, and as a start we consider work should be put in hand 8s soon &
passible to re-open on an experimental basis a selection with the ald of the Amendment to
the 1862 Transport Act [contained in Appendix B) although this may not be entirely
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redecant in all cases. This experiment should be closely monitored, but we believe it would
prowe beneficial to the communities served land to the network a5 a whole) and would
profably lead to pressure for more such re-openings.

The selection could include about B fesder routes (in various pars of the country) but with
differing catchment areas. For instance some could be in rural areas whilst athers in more
densely populated parts, Similarly two or theee “strategic” routes — of varying lengths —
{and in different areas) could be restored on the same experimental basis.

These re-openings would however, have to be paid for and some local suthorities, as we have

saen, have shown a commandable attitede to public transport by peying for re-opening —
usually of stations — and other improvemeants. Wheather Central Govermment will be simi-
larly co-operative [with regard 1o gramt aid to them) and encourage others who have done
little or nothing for rail travellers, to mend their ways s open to doubt, It is, nevertheless,
unfair that the full burden should fall on local councils — who, after all, were Not respons-
ible for the closure of the lines in the first place, and whose ratepayers may not ba the
only ones to banefit from particular re-openings. It is for this reason that we belleve a clear
initiative shoukd come from the Department of Trensport, backed by the necsssary funds,
similar to that which it has been so keen to give 1o trial areas for de-licensing of buses,

The Government has voiced its encouragement for such road-based public transport
experiments {including car-sharing and community mini-buses). Why should it not do the
same for rail {unless of course its dislike for railways as a nationalised industry is so en-
trenched as to be irreversiblel ? Money could be made available to locsl authorities to
enable them to re-introduce fesder services, the Department of Transport paying half the
capital cost of re-opening, and passibly part of the cost of any subsidy, Alternatively the
Department could pay the total capital cost and the local authority agree to underwrite
any operating los for & specific period, In such cases the length of time should at least be
sufficiant 1o give people the chance to change their regular travelling habits = say, two
YRGS,

Ag an alternative the Department could give B.R. a supplement 1o its Public Service
Obligation grant = specifically earmarked for new services. B.R. should nevertheless still
ba required to consult with the local authorithes and s preference for new serviees would
doubtiess be influsnced by whether o not the authority (or any other |oeal bady) ware
prepared to make & contribution towards it

With strategle routes, on the other hand, the role of local authorities would be somewhat
reduced. For exarnple many of the users of a restored Oxford — Bletchley = Badford
service coubd well ariginate beyond the borders of the two counties through which it runs
{wiz. Bueks. and Owfordshirel which may therefore feel reluctant to subsidise it in its
entirety although & restored rail link could well result in less wear and tear on the two
counties roads. In cases such as thess it would be reasonable to ask B.R, to make a contri-
bution, much as it does towards the Peterborough rail-link buses {which are commercial
ventures, not coverad by P.5.0, Grantl, As with the feeder services, howeser, the Depart-
ment of Transport should be expected 1o pay & substantial armount towards strategic rail
routes — which, per mile, would cost much less than trunk rosds of comparable length,

In this book we have alss drawn attention to the role of Parish and District Councils (and
also voluntary bodies] in raising money for station re-openings and the measure of such
suppart should be used by B.R. and the County Couneils 82 an indicatar of local public
interest, NOT a8 an excuse for failing to contribute any money themselves, Afber all, no-
one expects voluntary bodies, for instance, to raige part (let alone alll of the money
required for read improvernents!

This brings us finally to the role of pressurs groups, which have undoubtedly had success
in securing the re-opening of a considerable number of the stations referred to above (and
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in Appendix Al With rail restoration on a larger scale however they have been less success-
ful, though in several cases the use of a line for excursion traffic has been established. With
feadar services (and to a lessar extent strategic routss) the existence of a strong local
pressure group could well have 3 profound influence on rail restoration schemes. Furthar-
mere, such 8 pressure group should, if a line were restored, later transfiorm itself into a
local users’ group to further promote it, act a5 a channel for complaints and suggestions,
and thus perform the role carried out with considerable effect by so many of the local
users’ groups which axist on lines still open. This principle i3 egually walid for groups
concarnad merely with station re-openings.

The proposals contained In this book are nat, however, intended as a definitive list,
Certain of therm may prove to have less support than anticipated; whilst others which have
not been brought to cwr attention rmay nesd to be added to the list. Swuch a process of
sglaction will nevertheless be assisted by agreement on the part of the Department of
Transport and British Rall to conduct some experiments,

Even at & time when there are renmsmd threats of further rail closures, it i not too lote to
admit that past policies could have bean wrong; that continual paring of the railway net-
work |8 not the answer to the probloms of British Rail; and no amount of proposals for
transfarring rail traffie on to already overcroweded roads will ever prevent rail replacement
biuses from being held up by ather traffic.

The Railway Development Soclety, within its resowrces of time and manpower as a volun-
tary body, will do all that it can to &3sist such a process 1o “Bring Back the Trains™ lest,
a5 our fellow trawellers in Morth Amerlca have learmt to their cost, we may ane day find
that wa hawe to “re-invent the wheel” — (af the stesl on steel variety],



APPEMNDIX A Kingsknows 1-2-71 Finnieston 5-11-78

Alness 7573 Glasgow Central Low Level 511-78
NEW AND REOPEMNED STATIONS ON BRITISH RAIL Duncralg  3-5-76
NEW STATIONS b eld Falmouth 56576
Eastern Region: s almout i
ipw P'.'dit'f' B-3-87 Mewtan |a|.'l|l'\vl:|i1'F-ﬂ 1-1-78 Feniton 3-5-71 Hm','hﬂurnﬂ Fh-581

T“I'\Eidl B irport 3-10-#1
Allegs West 4-10-71

Basildon  26-11-74

Gypsy Lane  3-5-TG

Lendon Midland Region:
Garston (Herts) 7-2-68

Alfreton & Mansfield Parkway 7-2.73
Birmingham International 2&-1-78

Sinfin Central 4-10-76
Sinfin Morth  4-10-78
Brinnington  12-12-77

Western Reglon:
The Dell  7-12-70
Bristol Parkway 1-5-72

Seottish Region:
Branchton 6-6-67

Southern Region:
Southampton &irport  -2-66

AREOPEMED STATIONS
Eastern Region:

Meedham Market 6-12-71
Baildon 5-1-73
Magdalen Hoad 5575
Ruskington  5-5.7%
Matheringham  B-10-T5

London Midland Region:
Daolgarrog  14-6-85
Marborough  5-1-70

Glan Comnway 4-570
Matlock Bath 27-5-72
Shotton Low Level 21-8-72
Lianfair Pwe ll 7-5-73
Peartres 4-10-76

Septtish Region:
Lochside 27-B-6B

Dunlop 5667
Stewarton S-6-67

b

British Steesl Aedear 18-6-T78
West Ham  14-6-78
Hasckrney Wick  12-5-80
Hackney Central 12-5-80
Fitzwilliam  1-3-82

Hattersley B-5-78

Moorfiglds 3-1-78

Liverpool Lime Street Low Level 3-1-78
Univarsity 8-5-T8

Milton Keynes Central 17-56-82
Birchwood 6-10-B0

Lympstone Commands  3-5-T6
Lalant Seltings  14-5-78

Argybe Street 5-11-79

Moulsecoomb 12-5-B0

Dronfisld  5-1-81 bo ) ol ot - :
Watheral 5-10-81 Heneybourne re-opening on Worcester | dng Phata: Eric Bartry

Watton-at-Stone  17-5-82
Crozflats 17582
Deighton  16-4-82

Ajgburth  3-1-78
Cressington 3-1-78

Garston (Merseyside) 3-1-78
5t. Michaels 3-1-78

Fiwe Ways B-5-78

Longbricdge  B-5-78

Valley 1-6-81

Muir of Ord  4-10-76
Anderston 5-11-79
Dalmarnock 5-11-78



APPENDIX B

TRANSPORT ACT 1962
{Amendment) Act 1981
1981 Chapter 32

An At to make provision with respect to experimental railwey passenger services,
{2nd Jul'r 1881)

Be it enacted by the Oueen's most Excellent Majesty, by and with the advice and consent
of the Lords Spiritual and Temporal, and Commons, in this present Parliament assembiled,
and by the authority of the same, as follows:—
1 ={1) The following section is inserted in the Transport Act 1962 after section 56 =
“Experimental reopening of lines for railway passenger sarvices
BEA — (1) Where the Railways Board propose to discontinue all railbway passenger services
an & line or from a station and -

(a} all those services were being provided on an exparimental basis; and

(k] no other reilway passenger services were, immaediately bafore the first of thess
sarvices was begun, being provided on that line or from that station; then, section 5&(7)
above shall not appdy but the Railways Board shall give due notice of their proposal under
this section,

{21 For the purpose of this section railway passenger services shall be taken to be
provided on an experimental basis only if due notice of the proposal to start providing
those services on that basis has been given by the Railways Board.

(3] For the purposes of this ssction due notice of any proposal shall be taken to
have besn given if, mot less than six weeks before giving effect to the proposal the Railways
Board hawe published in tewo successive weeks in two local newspapers circulating in the
ares sffectad, and in such other manner a5 may have appaared to them appropriate, a
natice giving detalls of the proposal.”

121 In section 56(7) of the Act of 1962 [procedure in relation to proposed closuras)
after the words “they shall™ there are inserted the words “subject to section S8A below."”

Short title: (1] This Act may be cited a8 the Transport Act 1962 [Amendment] Act 19817,

(2| This Act comes into foroe on the expiry of the period of ane manth
beginning with the day in which it is passed,

[

JOIN THE
RAILWAY DEVELOPMENT S0CIETY

The Society is 8 national voluntary, independent body, formed in 1978 by the amalgama-
tion of the Rallway Invigoration Society and Rallway Developrment Assoclation, both of
which were formed in the early 1960s.

Its aims are the retention, modernisation and grester usage of rail transport, for bath
passangers and fraight. Affiliated to RDS are many local rail users” groups and reopening
campaigns around the country; and RDS, together with these affiliated groups, aims to
provide a voice for rail users.

Ganeral enquiries about RDS should be addressed to the General Secretary, RDS, BM/RDS,
London WC1H 3XX (Tel: 01-405 04631,

Membership is open to all who are in genaral agreement with the aims of the Society and
current subscriptions are:

Ordinary Members £5
Mambers £6
Local Authorities £6
Parish Councils & Voluntary Bodies £6
Students over 18 £3
Members ouer 85 £3
Srudents under 18 E2
Familles £5 plus £1 for each member of housshold

iptions should be sent to the Membearship Secretary,
Mr. H. G, M, Rogers, B4 Cowper Road, London W7 1E..



