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Trains not buses
by Trevor Garrod

trevorgarrod2000@yahoo.co.uk
Sometimes eingineering work has 
to take place on the railway. That 
is inevitable. How Network Rail 
and the train operators handle it is 
important for passengers.
Complete possession of the track 
and bus substitution may be the 
easiest option for them. However, 
it is not easy for customers.
Railfuture believes train operators  
should offer a discount to passen-
gers when their journeys are dis-
rupted and lengthened because of 
bus replacement. 
In Canada, for example, passen-
gers may claim a refund in such 
circumstances. A similar refund 
has occasionally operated in 
 Germany for season ticket holders 
inconvenienced by a long period of 
bus substitution.
Experiences in East Anglia over the 
past six months have indicated that 
the following should apply:
A member of the train operat-
ing company’s staff should ride 
on each replacement bus to check 
tickets, collect fares and assist pas-
sengers. There have been many 
examples of fare evasion because 
this did not happen.
Passengers not familiar with the 
area have also been dropped, some-
times in a public car park more 
than 100 metres from the  station, 
and left to their own devices. 
If you are dropped with your lug-
gage by a replacement bus from 
Ipswich at Stansted Airport bus 
station, it is not easy to find the 

railway station (which is under-
ground!) and there is no one to ask.
The coach driver should be allowed 
to use his or her own judgement 
about which route to take if there 
is traffic congestion or if there are 
other problems on the road.
Bus replacement services need to 
be well publicised. That has not 
always been the case.
Bus replacement should be the last 
resort, not the first resort, and be 
used only when there is no reason-
able alternative. 
If train operators are required to 
provide staff on buses and to pay 
refunds, they may think more seri-
ously about these alternatives.
One alternative which could cer-
tainly be used in some cases would 
be for Network Rail to utilise single 
line working.
Another is to divert trains via 
another route.
A third is to allow passengers to 
use their tickets on trains travelling 
by another route and by another 
operator if necessary at no extra 
charge.
We in East Anglia have urged 
that such conditions be placed on 
the company which wins the new 
 franchise. 
Other branches could also urge 
existing franchisees elsewhere to 
look more seriously at the alterna-
tives, and when they really have 
to use replacement buses to take 
measures to make them more user-
friendly.

Oil money and propaganda
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Public service at risk from cash cuts
Looking back over the 15 years I 
have been writing these reviews 
for Railwatch, I re-read some 
of the research I undertook in 
the distressing early days of 
privatisation.
The obvious safety flaws took up 
most of my interest at that time 
and sadly the warnings that I 
gave that safety would be more 
difficult to manage were not 
heeded.  
It was only after accidents at 
Watford in 1996, Southall in 
1997 and Paddington (Ladbroke 
Grove) in 1999 that things on the 
safety front started to change.
I was closely involved in the 
investigations of these incidents 
and in the aftermath.
I often think that the problems 
surrounding Signal 109 at 
Paddington sum up that period. 
It was passed at danger on 
eight occasions in the previous six 
years (see panel right) and finally 
and fatally with the loss of many 
lives on 5 October 1999.  
To me, safety issues are 
paramount but they were not 
addressed until it was too late.
Perhaps I thought less about 
the business and financial 
shortcomings, but for some 
of those now involved in the 
railways, money is a priority. 
You could say that money lies 
at the heart of all the railways’ 
problems.
When British Rail was a 
nationalised organisation we 
were dependent on Government 
money.
It was easy therefore for anyone 
to moan about BR being a drag on 
the public purse.  
Now it is privatised, what is 
the difference? The railway is 
still dependent on Government 
money. Now though, the 
Department for Transport is 
exercising its centralised power 
more than ever before.  
The railway is also costing the 
taxpayer more now than ever 
before. The cause is simply the 
way, in the last days of BR, the 
then chairman Sir Bob Reid 
introduced changes that made it 
easier to shunt invoices between 
contracting parties than it was to 
shunt wagons. As the last and in 

my view the worst chairman of 
BR, he introduced an era when  
managers spent their time and 
energies on passing costs on to 
each other to ensure the ultimate 
privatised model fitted the 
accountants’ ideas.  
Progressive electrification, the key 
to progress then and the veritable 
solution to our environmental 
problems now, was put on the 
back burner and much of the 

overhead line skills were lost. 
Trains used to erect the electrical 
equipment were disposed of and 
sensibly located depots were 
closed and amalgamated.  
It has taken us 15 or so years to 
even get ongoing electrification 
debated at all. There were signs 
that under Lord Adonis, transport 
policy was changing.
But it looks like all we will be left 
with is the Luton to Dunstable 
railway sacrificed to make way 
for a guided busway.
When costs are being assessed, 
the Treasury is more than likely to 
make short term comparisons.
Rail is likely to lose out in any 
assessment because there are now 
literally hundreds of small firms 
taking a slice of the financial cake.
They are siphoning money 
from operations, training and 
the bloated health and safety 
budgets. Then there is the money 
spent on simply painting trains 

different colours or providing 
different uniforms for the myriad 
of organisations involved in the 
constantly changing melange. It’s 
an uncontrolled shambles.
I also worry that Network 
Rail so closely resembles the 
worst days of Railtrack that the 
financial targets imposed upon 
it by Government now, and who 
knows what in the future, will 
lead to renewed safety risks.
Perhaps the rail unions are driven 
partly by fears of redundancy 
among their members when they 
raise safety concerns.
But RMT can be congratulated 
for preventing several hundred 
workers crucial for rail safety in 
southern England losing their jobs 
recently.
If an organisation has strong, 
arrogant people on very high 
salaries with great power, you can 
expect railway staff to respond in 
an equally over-the-top manner.
Network Rail seems to be 
organised so as to devolve  
responsibility away from itself. 
That too reminds me of Railtrack. 
NR needs to be reminded that 
in the event of an accident, 
responsibility cannot be dodged, 
even if there are many devolved 
levels to blame.  
I was recently involved in a 
case which resulted in me and 
a colleague writing to the Rail 
Regulator to get some flagrant 
safety problems corrected.
It is so easy to believe the 
plausible financial statements 
put out by economists and other 
academics. 
I recently re-read Railway Accounts 
for Effective Regulation which 
was put before the European 
Conference of transport ministers. 
When you read the detail it 
is easy to see why they are so 
wedded to fragmentation. 
They believe competition 
inevitably brings efficiency. But 
that is not necessarily true of a 
railway because of the constraints 

that surround its operation. If 
a franchise with challenging 
timetable and difficult operating 
conditions was offered to two 
rival bidders, it would probably 
be unwise to select the cheapest 
bid or the one with a glib 
assurance of improvements.
What is needed is a careful 
scrutiny of  their ability to deliver 
what they promise.
If not, the likelihood would be 
a shambles requiring remedial 
action and additional resources 
from the public purse.  
The real problem is that the 
people writing these tomes 
have in many cases never been 
exposed to nor understand the 
real railway.  
In the run-up to the election, 
the Conservatives said they 
want train operators to have 
more flexibility, and less micro- 
management of franchises by the 
Department for Transport.
It sounds good, but that is 
what Railtrack did. It gave 
more flexibility to contractors 
to have their own controls, and 
certainly Railtrack did less micro-
management.
In fact there was little actual  
management at all, which 
explains why it was able to mount 
a defence to charges of corporate 
manslaughter by saying it did not 
know what was happening.  
To be deemed responsible, 
lawyers had to show Railtrack 
had a directing mind.
Well it certainly did not have that.
Back to the present. The 
Government has not encouraged 
people outside the industry to 
have any input into a consultation 
about the Future of Rail 
Franchising.
My reading of the franchise 
document appears to propose 
financial incentives to cut train 
services. How can it be that 
cutting services to save money 
does not affect the passenger?
In Railwatch 123, I pointed out the 
franchise clauses which allow a 
Secretary of State to reimburse 
or ameliorate net losses to the 
franchisees from industrial action.  
With Philip Hammond recently 
installed as yet another Secretary 
of State for Transport, it is as well 
to remember that the previous 
10 or so have been ludicrously 
helpful to the franchised rail 
companies, so much so that even 
the failed ones make a profit.
Now it seems possible they will 
get cash rewards for cutting trains 
as well as for arrogantly causing 
strikes. 
Not much chance of the public 
service ethic being respected. 
Public services may become dirty 
words again. We shall see.
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n Peter Rayner is a former British 
Rail operations and safety manager.

LOCAL ACTION

North West
By Trevor Bishop

trevor.bishop0@btinternet.com

n n Millions spent on Chester station area upgrade

This mileage sign was just one of the facilities at Chester 
station getting an upgrade in the £1.4 million scheme, which 
is part of a £10 million Chester Renaissance regeneration 
programme. Renewal of track through platform 4 and the 
through relief line was under way in May. The work will 
include a new waiting room, lift and staircase access to the 
footbridge. Thanks to an initiative by two of Arriva Trains 
Wales’ cleaning staff, the flower bed by platforms 5 and 6 now 
sports flowers, brightening up a previous eye-sore. A further 
effort is under way to recover the overgrown vegetation at the 
west end of platform 4/7. Congratulations are in order for this 
notable improvement to the general ambience of the platform.

n n Improvements to Wirral line stations
A new retail outlet at Hooton sells tickets, newspapers and 
refreshments. This station on Merseyrail’s Wirral line also 
now boasts a fully accessible toilet, along with a new waiting 
shelter on the Liverpool-bound platform. Secure cycle 
parking will be provided later this year and a new footbridge 
with lifts is to be built at the south end of the station. 
Also on the Wirral line, Rock Ferry will benefit from a new 
booking hall and waiting room with toilet facilities. From 
December, there will be a train every 15 minutes. Rock Ferry 
station will also gain secure cycle parking later this year, 
funded from a successful £1 million joint bid by Merseytravel 
and Merseyrail to become a national cycling demonstration 
train operator. The money was awarded by Cycling England, 
an organisation funded by the Department for Transport and 
will benefit nine stations on the Wirral line and 18 stations on 
the Merseyrail network overall.

n n Saveaway tickets are now on the cards 
The one-day off-peak Merseyrail Saveaway ticket, which can 
be used on buses, trains and ferries, is now available from 
Chester, and other staffed stations. Normally available only 
as a scratchcard it can now be bought as a standard National 
Rail ticket. The Merseyrail all zones Saveaway costs £4.50 
for an adult and allows travel on the whole of the Merseyrail 
system. At Bache and Capenhurst, passengers have to buy 
a normal ticket and exchange it for a Saveaway at a manned 
Merseyrail station. A map of the area is available at www.
merseytravel.gov.uk/map_saveaway-zones.html

n n £11 million could bring the Halton curve back into use
Bringing the Halton curve back into bi-directional use as a 
connection between Frodsham and Runcorn would cost £11 
million, Merseyrail’s resource director Jim Barclay told North 
Cheshire Rail Users’ Group at Frodsham on the occasion of 
their twentieth anniversary.
This would allow for two trains an hour between Liverpool 
and Chester and speed up access to John Lennon airport 
via Liverpool South Parkway. The extension of such trains to 
Wrexham is feasible once capacity of the single-line section 
is improved.

SPADS AT SIGNAL 109
2 August 1993
13 February 1995
15 March 1996
23 June 1996
3 April 1997
4 February 1998
6 August 1998
22 August 1998
5 October 1999
SPAD=signal passed at danger
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Transport policy has been dis-
torted for years by propaganda and 
behind-the-scenes manoeuvring by 
the road lobby, which includes the 
oil  companies.
Now though, the problems of pol-
lution and global warming, partly 
caused by years of over-reliance 
on road transport, have made the 
advantages of rail almost impossible 
to ignore.
One of the rearguard actions left to 
the road lobby is to deny the exis-
tence of climate change.
That is presumably why ExxonMobil 
donated hundreds of thousands of 
dollars to climate change sceptics, as 
reported in Railwatch 123.
Now Greenpeace says that another 
oil company, Koch Industries, 
donated £32 million over a three-
year period, three times as much as 
Exxon. Koch Industries is accused of 
funding 35 “conservative and liber-
tarian groups” and 20 congressmen 
and senators in the USA.
Greenpeace said these groups have 
spread misinformation and led to a 
sustained assault on climate change 
scientists and green alternatives to 
fossil fuels. Greenpeace, which is 

well known for taking direct action, 
said: “The company’s network of 
lobbyists, former executives and 
organisations has created a force-
ful stream of misinformation that 
Koch-funded entities produce and 
disseminate.
“The propaganda is then replicated, 
repackaged and echoed many times 
throughout the Koch-funded web 
of political front groups and think-
tanks.
“Koch Industries is playing a quiet 
but dominant role in the global 
warming debate. 
“This private, out-of-sight corpora-
tion has become the financial king-
pin of climate science denial and 
clean energy opposition.”
Koch Industries is led by Charles 
and David Koch, the “19th richest 
men in the world”.
Koch Industries was fined 
£20 million for its role in 300 spills, 
involving more than three million 
gallons of crude oil.
Greenpeace concluded: “Koch 
Industries and the Koch brothers are 
among the most formidable obsta-
cles to advancing clean energy and 
climate policy in the US.”

Passengers want to see more sta-
tion toilets, waiting rooms and bet-
ter real-time information on train 
times at stations.
That was the initial conclusion 
from research commissioned by 
Passenger Focus and Network Rail 
before a programme to improve 
stations was implemented.
Now, however, the coalition Gov-
ernment’s cuts have put much 

of the station improvement pro-
gramme in doubt.
The National Stations Improve-
ment Programme has been 
designed to improve facilities at a 
minimum of 150 small to medium-
sized stations.  
Passenger Focus found that pas-
senger satisfaction is lowest with 
cycle and car-parking facilities.
Chief executive Anthony Smith  

said: “This research backs up what 
passengers tell us time and time 
again. We want the industry to 
start listening and act on passen-
gers’ requests.”
One rail campaigner commented: 
“Who is really surprised that pas-
sengers want toilets?”
He added: “What they also want 
is connecting buses to take them to 
their local rail station.”

Passengers are still waiting for the loo
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