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Welcome

Who says rail travel is 
expensive? I am on my 
way to Scotland, and 

the LNER website is quoting me 
£30 one-way from Tunbridge Wells 
to Dundee on the 10.00 off the 
Cross. At that price it is almost worth 
taking it just for the peak time leg on 
Southeastern, and chucking the East 
Coast journey. But I do want to go 
to Scotland, so I cash in on my good 
fortune and splash out with a First 
Class ticket at double the price – £60.

Pausing at the bookstall in 
King’s Cross to grab a copy of 
Adam Kay’s bestseller about the 
NHS, This is Going to Hurt, I am 
soon settled in refurbished Mk 3 
First Class comfort and in no time 
we are flashing northwards. Past 
the worksite at Werrington, soon 
to gain an underpass. Doncaster, 
where Class 465s line up outside the 
workshops. Then its the Doncaster 
North chords – opened as recently 
as 2014, but where the power 
station freight for which they were 
built has largely disappeared. 
Let’s hope the intermodal freight 
for which Werrington will be 
built is on firmer foundations.

But what’s this? We’re slowing up, 
and the conductor is coming on the 
PA. Some unfortunate soul has come 
to a sad end on the tracks north of 
Durham and the northern end of 
the East Coast is locking up. We crawl 
into York, where we are held for over 
an hour. Plenty of time to savour the 
First Class lunch (a tasty chicken dish) 
while admiring the splendours of the 
North Eastern Railway’s gently-curved 
iron-and-glass trainshed. Meanwhile, 
our train is getting uncomfortably 
full as TransPennine services are 
turned short and passengers 
for points north are advised to 
throw in their lot with us.

The conductor comes on with 
more apologies, shortly before 
asking if there is a Mr Jones on board,  
as his wife is waiting for him on 
the platform. After a few more 
minutes his Geordie tones impart 
that we may be sent round via 
the Durham coast (a silver lining 
to every cloud – I haven’t clocked 

up that line in decades). He adds 
that Mr Jones has now been 
reunited with his wife, ‘although                                                              
I understand he is in a lot of trouble’.

Lucky I bought that book, which  
is proving a chucklesome diversion 
(‘PR is a per rectum examination, 
so do always clarify when a person 
says they work in PR’). But here’s the 
conductor again: we’re going down 
the main line after all (rats), and 
we’ll soon be under way again. The 
doors slam shut and at last we are 
streaking over the North Yorkshire 
plain. Couldn’t spot any orange 
jackets to denote the location of 
the incident around Durham, but 
we are belatedly treated to the 
joys of the Tyne bridges prior to a 
breathtaking view from the Royal 
Border Bridge and some spectacular 
coastal scenery near Berwick.

After Waverley, time for an early 
evening meal – a delicious lamb 
concoction. It means I’m well fed 
and watered by the time we are 
pulling over the Tay Bridge and into 
Dundee, where I am booked into 
the Sleeperz hotel, which is part of 
the impressive new station building. 
The hotel is comfortable, spotlessly 
clean and reasonably priced.

We’re just over the street from 
RRS Discovery, the wooden barque 
with an auxiliary steam engine 
built in Dundee that took Scott and 
Shackleton on the British National 
Antarctic Expedition in 1901. 
Alongside is the new V&A Dundee, 
where I had hoped to catch the 
ocean liners exhibition and see 
Charles Rennie Mackintosh’s Oak 
Room – only to be frustrated by our 
75-minute late arrival in the city. 
Nevertheless, a chance to inspect 
the stunning exterior of Japanese 
architect Kengo Kuma’s building in 
the evening sun, with its ship and 
cliffs theme reflecting the coastal 
location. This is urban regeneration, 
21st century style: the old jute 
city is extending a warm welcome 
to the world with fresh visitor 
attractions. That culture provides 
a fillip has been proven in Bilbao, 
Liverpool, Hull and elsewhere – and 
Tayside wants a bit of the action.

The next morning I’m off to 
Stirling and it is up bright and early 

for a Turbostar trip alongside the 
silvery Tay. There’s an HST stabled 
near the station for driver training 
runs in connection with the (then 
imminent) Inter7City service, but on 
this crisp autumn morning it is the 
river that is the star of the show. With 
a light haze over the Sidlaw Hills to 
my right and the tranquil firth to the 
left, this is Scotland at its best. Add in 
semaphore signalling and Sir William 
Tite’s magnificent Perth station, 
what more could a traveller want?

Past the siding at Blackford, 
being prepared for future mineral 
water dispatches, and on to 
Dunblane, the new northern limit 
of overhead wires. Here there 
is a fair crowd waiting for our 
Glasgow service and the train is 
quite full by the time I disembark 
at Stirling, for a look round James 
Miller’s fine century-old station.

Once back in England, I put in 
my delay repay claim. Over an 
hour late: full refund. All this for 
free? Whoever thought life could 
be this good? Full marks to LNER 
for making it feasible to donate 
your refund to the anti-suicide 
charity CALM 
(the Campaign 
Against Living 
Miserably). a

James Abbott
Editor

ALONGSIDE THE
SILVERY TAY

Resurgent waterfront: view of 
RRS Discovery and V&A Dundee 
from window of Sleeperz hotel. 

Semaphores in Scotland: No 170414 passing Errol, about half 
way between Dundee and Perth, on 9 August 2017. Ian Lothian
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Railtalk

Half a century ago, there was 
a mini-lottery for public 
transport investment in the 

British regions. Liverpool lucked out 
with the Loop and the Link, Glasgow 
gained the Blue Trains, while it was 
good news for Newcastle with the 
coming of the Tyne & Wear Metro.

Notoriously, Manchester missed 
out on the Picc-Vic, the tunnel that 
was planned to link the city’s two 
main stations, but never actually built. 
As a consolation prize, in the 1990s 
Manchester got Metrolink – a light rail 
surface link between the two stations 
and the suburbs of Manchester. This 
has become a riproaring success, 
spreading its tentacles ever-further 
into the nooks and crannies of the 
Manchester metropolitan region. 
Indeed, with Metrolink now running 
at near capacity despite (or indeed 
because of) its many extensions, 

the city centre tunnel idea is 
being talked about again, albeit 
as a long-term option. Meanwhile, 
Sheffield, Birmingham and 
Nottingham got modern trams too.

The capital, of course, got the 
Docklands Light Railway in the 1980s. 
While the favourable situation of the 
Isle of Dogs, just a couple of miles 
from Europe’s premier financial 
centre in the City of London, cannot 
be replicated everywhere, the DLR 
remains the gold standard for urban 
regeneration by light rail. Yes, the 
initial system was too cramped almost 
from the day it opened in 1987, but 
the new light rail network showed the 
property developers the Government 
was serious about Docklands: the 
office towers replicated as a result. 
A new fleet of trains is now in the 
offing, with contract award expected 
imminently, for delivery from 2022.

There is an important lesson 
there: get the system off the ground 
and it can be upgraded later, while 
a gold-plated initial system might 
never fly at all. This lesson was learned 
by Chiltern with its succession of 
Evergreen bite-size chunks and is now 
being reapplied by former Chiltern 
boss Rob Brighouse at East West Rail, 
where wires and freight capacity may 
have been lopped off the project, 
but could always be added later – 
provided passive provision is made 
in the scheme’s plans. All power 
to his elbow: we wish him luck.

PRESCOTT ERA
During John Prescott’s tenure at the 
Department for Transport at the turn 
of the century, there was a fresh bout 
of enthusiasm for light rail. Regional 
cities would be regenerated, with 
plans to emulate the French with 

a new system opening every year. 
Leeds, Liverpool and Portsmouth 
would be first out of the traps.

But then economic reality hit and 
the programme was quashed. What 
soon became apparent was that if 
a city already had an initial system, 
with a depot and other common 
facilities already provided, extensions 
were relatively easy to justify: there 
was not only Manchester’s Big Bang, 
but also new lines in Birmingham, 
Blackpool and Nottingham and 
(at long last) Sheffield’s recent 
tram-train addition. Now Transport 
for London is proposing an 
extension of the Croydon tram 
system to Sutton (p11, last month), 
although just how this might be 
funded is still an open question.

Edinburgh, meanwhile, with its 
tendentious and expensive birth of 
a new system, provided more proof 

The left-behind cities
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Railtalk

(if any were needed) of the difficulty 
of getting a light rail network up and 
running from scratch. But now it has 
become an established part of the 
city’s transport scene, it is proving its 
worth: passenger numbers were up 
10% in 2018 and now exceed seven 
million annually. Councillors are due 
to vote in March on plans to extend 
the tram to Newhaven (originally part 
of the initial system until it was pared 
back due to rising costs), which it is 
thought could double the numbers 
using the tram if it goes ahead.

The relative ease of adding 
extensions means those cities that 
lucked out in the past have seen 
their winning streaks continue. 
Think not only Manchester with its 
Big Bang, but also the segregated 
Liverpool and Newcastle urban 
rail systems with their imminent 
fleet renewal plans. By contrast, 
those that missed the boat in 
past decades are getting further 
and further left behind. It is a 
sobering thought that no new 
tram network has been authorised 
in England in over 20 years now.

LEFT-BEHIND CITIES
Leeds is the first place that springs 
to mind. There were plenty of critics 
of West Yorkshire’s Prescott-era 
plan for a Supertram system: they 
argued the proposed lines went to 
the wrong places. But since that got 
canned, Leeds has had precious little 
else. A trolleybus alternative was 
chucked out a couple of years ago, 
meaning the few bones that have 
come Leeds’ way are a new entrance 
to the station and a couple of short 
sections of guided busway. Yes, the 
Airedale route was electrified in the 
1990s, but much of the heavy rail 
network has short platforms and 
trains, with consequent congestion. 
Now as a sop West Yorkshire is being 
offered new stations on existing 
routes: the consequence could 
be a cluttering up of the network 
and a decline in performance.

Meanwhile substantial areas like 
Ripon, the Wetherby corridor and the 
Spen Valley remain off the surviving 
rail network, and Knottingley – 
Goole has a Parliamentary service 
of just one train a day. Tram-train 

Pacer railway: unit Nos 142012 and 142009 arriving at 
Leeds from York on 27 September 2017. Ken Brunt

has been proposed to reach 
Leeds Bradford Airport, but locals 
have argued that a new station 
on the Harrogate line with a bus 
shuttle could be a more quickly 
realisable and efficient solution.

Another left-behind city is Bristol. 
We remember the excitement 
generated by local Member of 
the European Parliament Richard 
Cottrell when he proposed a 
network of new-generation trams 
under the Advanced Transport for 
Avon moniker in 1987. That was 
the year, remember, in which the 
initial system of the Docklands 
Light Railway opened and light 
rail was widely seen as the thing of 
the future. The Parliamentary bill 
for the first route received Royal 
Assent in May 1989, and a city-wide 
network was set to be up and 
running by the turn of the century.

It was not to be. Financial 
problems, along with some 
vociferous objectors, meant that ATA 
never got off the ground. Instead, a 
heavy rail alternative was proposed: 
MetroWest. This plans to restore 
passenger services to Portishead by 
upgrading the Portbury freight line, 
with an intensification of services 
elsewhere in the conurbation.

Portishead rivals the Croxley 
link as an eminently sensible idea 
that, for one reason or another 
(usually lack of money), just never 
seems to happen. As we reported 
last month (p17), the latest idea is 
that tram-train might rescue the 
Portishead proposal. Scope reduction 
in the face of ever-rising quotes 
from Network Rail has already seen 
the proposed service cut back 
from half-hourly to hourly, which 
is hard put to qualify as a ‘metro’.

But anything is better than 
nothing, so we urge the Department 
for Transport and the local authorities 
to get on with it. The latest MetroWest 
estimates are that half-hourly 
services on the Severn Beach line 
and to Westbury via Bath could 
come in 2021-22, with service being 
restored to Portishead in late 2022.

Thank goodness for the 
on-time delivery of the Filton Bank 
four-tracking (p12, last month), which 
is at least some progress. It is high 
time something more was delivered 
for the local system: apart from 
Bristol Parkway and Worle, not even 
a new station has been achieved in 
the west country conurbation, and 
electrification into Temple Meads 
was a victim of the cutbacks to 
the Great Western electrification. 
Bristol makes even Leeds look 
good, which is quite something.

While Bristol’s heavy rail proposals 
are taking a long time gestating, Bath 

and North East Somerset council 
has undertaken a preliminary study 
of trams for Bath. A study for the 
council by Atkins identified a number 
of corridors that might be worth 
pursuing for light rail – and if this 
did ever get off the ground it might 
extend westwards towards Bristol.

VIEW ACROSS THE CHANNEL
It is instructive to compare the 
UK with France, as both countries 
largely dismantled their tram 
systems in the decades after World 
War 2: while we kept Blackpool as 
a seaside pleasure experience, the 
French retained Lille and St Etienne 
to remind themselves of how things 
used to be. Both countries began 
rethinking the policy in the 1980s. 
Nantes opened its new generation 
light rail system in 1985 and this 
was quickly followed by Grenoble 
in 1987, contemporaneous with 
our Docklands Light Railway.

But our handful of new systems 
compare poorly with the couple of 
dozen that have opened in France 
since then: if John Prescott’s vision 
had been realised, we would have 
kept pace with our cousins on 
the other side of La Manche. And 
why not? The two countries have 
economies of roughly the same size: 
if anything, the French economy 
has been more troubled in the past 
couple of decades than the British.

So the challenge is to come up 
with viable solutions that don’t 
cost the earth. Tram-train may have 
a role to play here: we can only 
hope that the cost escalation seen 
in Sheffield is a one-off. Certainly 
the Welsh have some enthusiasm, 
adopting the technology for Cardiff 
Bay and the Valleys, and now 
Transport for Greater Manchester 
is looking at applying it too.

We are sure readers will have their 
own candidates for nomination 
as left-behind cities, adding to 
our suggestions of Leeds and 
Bristol. Bradford? The Solent? 
Wherever they are, we urge 
politicians to sit up and take note.

When Manchester Phase 1 was 
being built, British industry, led by GEC 
Transportation Projects, was building 
turnkey metro projects around the 
world. As a member of the GMA (GEC/
Mowlem/AMEC) consortium, GEC’s 
expertise contributed to the success 
of the initial scheme. A revival of 
domestic metro and light rail would 
provide the opportunity to rebuild 
this capability in a post-Brexit Britain 
looking for new export opportunities. 
Export potential could add a pound 
or two to the cost benefit analysis. 
We urge the Rail Supply Group 
to sit up and take note, too. a
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News Front

WIRES SPREAD WESTWARDS
ELECTRIFICATION REACHES NEWBURY AND BRISTOL PARKWAY
ELECTRIC TRAINS began serving 
Newbury and Bristol Parkway on 
New Year’s Eve as further progress 
was made with the Great Western 
Electrification Programme.

Great Western Railway’s  
Class 387 EMUs have begun 
operating suburban services 
between London Paddington and 
Newbury, taking over from Turbo 
DMUs following energisation 
of the Reading to Newbury 
stretch. GWR had also planned 
to introduce bi-mode Intercity 
Express trains on services between 
London and Bedwyn, operating 
in electric mode to Newbury 
and switching to diesel for the 
remainder of the journey, but as 
we reported last month (p12) this 
introduction has been deferred. 
Newbury will be the western 
extremity of electrification on 
the Berks and Hants route, with 
services to the West Country 
switching modes at the station.

Meanwhile, electric operation 
has extended further towards 
South Wales, reaching Bristol 
Parkway, after passenger 
services began operating on 
electric power between Didcot 
and Swindon in November. 

While IETs are able to operate in 
electric mode, GWR’s timetable 
is still based on HST timings, 
with revised schedules taking 
advantage of the improved 

performance in electric mode 
not due to be implemented 
until January 2020. It has now 
been confirmed that this is 
the date when passenger 

operation in electric mode will 
commence between Bristol 
Parkway and Cardiff Central, 
with the infrastructure due to be 
authorised for use in November.

 

CHASE LINE ELECTRIFICATION
ELECTRIC SERVICES TO START IN MAY

IN DECEMBER Network 
Rail completed testing and 
commissioning of electrification 
between Walsall and Rugeley. The 
work on the 15-mile stretch has 
exceeded both its scheduled time 
and budget. In May 2016 the work 
was described as a £36 million 
investment due for completion 
by December 2017, but the first 
electric passenger services are 
not planned to use the line until 
May 2019 and the scheme is now 
said to have cost over £100 million. 
As well as the erection of 
overhead wires on 51km of 
track, six road bridges have 
been rebuilt. NR’s construction 
contractor for the wiring work 
was ABC Electrification, a 
consortium of Alstom, Babcock 
and Costain, which delivered 
to a design by Atkins.

EMU on the Berks & Hants: unit No 387151 calls at Newbury Racecourse 
with the 12.32 Newbury to Reading service on 3 January 2019. Ken Brunt

Wires up: Rugeley Town station on the Chase line. Courtesy Network Rail
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News Front

£148 million festive programme
A 25,000-STRONG team worked 
for more than 380,000 hours 
to deliver 330 projects over the 
festive period. Major projects 
are typically undertaken over 
Christmas and New Year while 
usage of the network drops.

Network Rail reports that this 
year’s Christmas holiday works 
programme was valued at 
£148 million and most projects 
were completed on time; works 
at Westbury overran by a day.

In addition to overhead 
electrification works, the Western 
saw closures at London Paddington 
and Westbury for all or part of the 
festive period. Work at Paddington 
included track upgrades and station 
improvements, including the lifting 
into place of a new staircase at 
Ealing Broadway in preparation 
for Elizabeth Line services.

Over a 12-day period, work at 
Westbury included installation 
of new track, modifications to 
platforms and the moving of three 
signals to enable platforms to 
be lengthened to accommodate 
longer trains. The railway was 
due to reopen on 4 January, but 
a signalling issue encountered 
during commissioning the 
previous night led to the works 
overrunning, with services calling 
at the station again on 5 January.

GREAT EASTERN WIRE 
REPLACEMENT
Anglia was one of the busiest regions 
over the festive period. As part 
of an ongoing project, 12.5km of 
overhead wire was installed at Forest 
Gate on the Great Eastern main 
line, while structures to carry new 
overhead wires were installed on 
the Southend Victoria branch. New 
track, points, signalling equipment 
and overhead wire structures were 
also installed between Stratford 
and Liverpool Street, and overhead 
wire components at Colchester 
and Witham replaced. Meanwhile, 
work to build a 1.4km loop on the 
Felixstowe branch near Trimley 
also progressed, with signalling 
power upgrades and installation 
of three new points. The loop will 
support up to 10 additional freight 
trains in each direction per day. 
Upgrades also took place on the 
Ely to Peterborough line, including 
level crossing improvements 
at March and replacement of 
timbers and steel work repairs 
at Manea bridge, allowing 
removal of a speed restriction.

South of the Thames, the 
most significant project was the 
installation of new track at Battersea 
Pier Junction, just outside Victoria, 
while on the South Western 
switch and crossing replacement 

was also completed at Waterloo, 
along with bridge strengthening 
works at Vauxhall and Guildford.

On the West Coast main line, 
a major track renewal project took 
place at Milton Keynes, with track 
through platform 6 on the fast lines 
replaced. More than 500 metres 
of track was renewed along with 
430 metres of trackside drainage. NR 
reports the line was handed back at 
the full running speed of 125mph.

Other work on the WCML 
included preparatory works for 
HS2 in the Euston area, including 
cable laying, removal/installation 
of overhead line steelwork, 
and drainage improvement.

NORTH WEST RESIGNALLING
In the north west, significant work 
took place on Merseyside. This 
included the Weaver to Wavertree 
resignalling, covering a 22-mile 
stretch, with recontrol of signalling in 
the Allerton, Speke and Garston areas 
to the Manchester Rail Operating 
Centre. Work also continued to modify 
platforms and track on the Merseyrail 
network ahead of the arrival of 
new Stadler-built Class 777 trains.

A further recontrol took place 
in Yorkshire, with York Integrated 
Electronic Control Centre (IECC) 
closing following migration to York 
ROC. As reported last month (p24), 

the IECC had been in operation since 
1989, but the ROC’s sphere of control 
now covers most of West Yorkshire.

Work in the Greater Manchester 
area included the installation of an 
additional electrical feed between 
Ordsall and Stalybridge to provide 
extra resilience, installation of 
overhead wires on the eastern side 
of Manchester Victoria station, and 
tunnel cabling and lineside drainage 
work at Ashton-under-Lyne.

In the north east, NR replaced 
wooden beams within the listed 
King Edward bridge across the river 
Tyne in Newcastle. The work, from 
24 to 26 December, marks the eighth 
year of a 13-year programme to 
replace all the beams in the bridge.

On the Midland main line, work 
included installation of 10 new 
switches and crossings north of 
Wellingborough. This is part of the 
scheme to create a fourth track 
throughout between Bedford and 
Kettering, allowing an additional 
long-distance service each hour 
to operate into St Pancras from 
December 2020. Alongside this 
was work to renew and replace 
the concrete slab supporting the 
track at Kentish Town, just north of 
St Pancras, with almost 50 metres of 
deteriorating concrete slab removed 
and over 80 metres of new track bed 
with improved drainage installed.

Orange Army’s Christmas: work underway on renewing the 
down fast at Milton Keynes on 25 December 2018. Phil Marsh 
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DAN HARVEY relates how there is still much work to do before the Elizabeth Line can open

Newly installed Crossrail Ltd  
Chief Executive Mark Wild 
has pledged to reboot the 

organisation to tackle a catalogue 
of problems that threaten to 
further delay the London rail 
scheme by more than a year.

Speaking at the London 
Assembly Transport Committee 
meeting on 9 January, Mr Wild 
gave a downbeat assessment of 
the current status of the Elizabeth 
Line, which had been scheduled 
to open on 9 December 2018. 
He avoided committing to revised 
opening dates pending completion 
of a new programme delivery plan, 
which he expects to be drawn up 
by the end of February. However, 
he made clear that there remains 
a significant volume of work to do 
across many areas of Crossrail, an 
assessment which contrasts starkly 
with reports published by Crossrail 
Ltd and Transport for London prior 
to the announcement at the end 
of August 2018 that the Elizabeth 
Line would not open in December.

In the run up to that 
announcement Crossrail’s challenges 

were reported to centre on the 
difficulties of testing the new 
Class 345 rolling stock within 
the central tunnels. Apart from 
minor issues at Bond Street and 
Whitechapel, civil engineering 
works were presented as largely 
complete with the focus on train 
commissioning and safety approvals.

But one month after the Elizabeth 
Line was supposed to open and 
the Assembly Transport Committee 

heard there remains much work to 
do on trains, signalling, stations and 
tunnel fit out. None of the nine new 
Elizabeth Line stations are finished, 
according to Mr Wild. He told the 
committee tier one contractors were 
demobilising at Farringdon, Custom 
House and Woolwich but that every 
station has several months’ worth of 
work to do with several thousand 
people still employed on this aspect 
of the scheme. ‘By the end of June/

July we do need to be in a position 
where the major construction works – 
mostly about wiring and testing 
the wiring – are completed’ he said. 
Mr Wild expects to give details of the 
sequencing of stations in February, 
with consideration being given to 
opening some before others.

Despite all the work left to do 
at stations, the biggest obstacle 
to opening the Elizabeth Line 
remains getting the new trains to 
work with the multiple signalling 
systems fitted along the route. 
Mark Wild expressed confidence 
in the legacy Train Protection and 
Warning System (TPWS) fitted on 
Network Rail infrastructure outside 
the Crossrail tunnels and the 
Trainguard communications-based 
train control (CBTC) system 
installed in the tunnels by Siemens, 
despite the addition of some 
‘novel functions’ for Crossrail.

However, installation of signalling 
equipment in tunnels has taken 
longer than envisaged. Mr Wild 
explained that the explosion of a 
transformer at Pudding Mill Lane in 
November 2017 was less significant, 

Victim of the Elizabeth Line delay: plans to introduce Class 345s on services to Heathrow are 
in aspic as the current Class 360 units continue to stand in. No 360202 arrives at Southall on 
21 May 2018 with the 10.52 service from the airport to Paddington. Philip Sherratt

Charting the path to opening

Candid: former Crossrail 
Chair Sir Terry Morgan.

Devising an opening strategy: 
Crossrail Chief Executive Mark Wild.
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in terms of halting train testing, 
than was presented at the time. 
He said signalling was not fully 
installed and associated software 
was not sufficiently mature. ‘If I’d 
known testing had started without 
signalling being complete we 
wouldn’t have started’ he said.

Clearly the issue of getting on-train 
computer systems to reliably switch 
between the two signalling systems 
is causing angst for both Bombardier 
and Siemens, which are working 
together to refine the software that 
handles the transition to ensure 
no interference with other trains 
or tunnel systems. In a sign of how 
difficult this task is proving, Crossrail 
hopes to be able to run two trains 
simultaneously within the Crossrail 
tunnels by mid-February. This may 
be a milestone, but it remains a 
long way from metro capability.

HEATHROW ‘345s’ SHELVED
While Bombardier’s brightest and 
best developers struggle to achieve 
this, the plan to run new Elizabeth 
Line trains to Heathrow – scheduled 
to start in May 2018 – has effectively 
been shelved. With the Class 345s 
requiring the European Train Control 
System (ETCS) to operate in the 
Heathrow tunnels, further software 
development is required to ensure a 
suitably reliable Level 2 ETCS overlay 
can work within the tunnels. Rather 
than divide Bombardier resources 

between the two workstreams, 
the decision has been made to 
go all-out on commissioning the 
TPWS/CBTC transition so that 
the Elizabeth Line can open.

Mark Wild said Bombardier staff 
all around the world are working on 
the issue; only when it is solved will 
resources be available to concentrate 
on Heathrow ETCS, meaning that 
‘345s’ may not run to Heathrow before 
2020. ‘Heathrow at the moment is a 
little bit out in the long grass’ Mr Wild 
said. ‘We’d hoped to get it done by 
the end of 2019 but that entirely 
depends on getting Bombardier’s 
resources out of the central section.’

With Crossrail Ltd now 
concentrating on the two critical 
paths of stations and train systems/
interfaces, Mark Wild said he believed 
that a strategy of letting staff go 
and winding down the Transport 
for London subsidiary ahead of the 
scheduled December 2018 opening 
date had affected the organisation’s 
ability to work effectively. He said 
he is now rebuilding the company’s 
resources, which will include more 
people at stations to check off work 
and focus on what still needs to be 
done. At the top of the organisation 
former operations director for TfL 
Rail and the Elizabeth Line Howard 
Smith has been promoted to chief 
operating officer. Crossrail has a 
new finance director, David Hendry, 
and there are also new programme 
and technical directors. ‘In the 
organisation it is probably my most 
critical risk – I’d use the term hollowed 
out – the Crossrail Ltd organisation 
has unfortunately lost some critical 
mass over the last year that was 
very unfortunate’ said Mr Wild.

He also confirmed that long-term 
partners Bechtel and Transcend 
remain integral to delivering the 
Crossrail scheme. Bechtel was 
appointed as delivery partner and 
Transcend – which includes Aecom, 
CH2M (now part of Jacobs) and 
Nichols Group – as programme 
partner in 2009. Among their roles, 
these organisations help source 
the specialist expertise required for 
different areas of the programme. 
According to Mr Wild they are now 
‘rapidly inflating’ Crossrail’s capability.

WHERE DID IT ALL GO WRONG?
The London Assembly committee 
hearings on 7 and 9 January provided 
opportunities to examine how in the 
space of a few months the Elizabeth 
Line went from being a project that 
was officially 93% complete (‘Crossrail 
Update’, August 2018 issue) to being 
many months – if not years – away 
from carrying passengers, as well as 
running out of cash so severely that 

an additional £2.45 billion funding 
envelope had to be arranged. ‘There’s 
maybe one to two to three years of 
work ahead of me’ said Mark Wild.

Who knew what and when has 
been the focus of much analysis so 
far. Were the sponsors – including the 
Transport Secretary and the Mayor 
of London – really unaware of the 
scale of the problems less than four 
months before the Elizabeth Line was 
due to open in December 2018?

Mark Wild spoke of the stresses 
and strains facing Crossrail being 
clear to him in his former job as 
Managing Director of London 
Underground from mid-2017. 
However, it was thought that 
mitigation strategies – for example, 
opening the stations in phases as 
was done with London’s Jubilee 
Line extension – would allow the 
December deadline to be met in 
one form or another. He said that by 
the end of August it was clear there 
was no way to mitigate and added: 
‘If I’d known then what I know now 
I would have set the fire alarm off.’

The dissemination of information 
about Crossrail’s troubles hinged 
on this August date. As challenges 
facing the scheme were discussed 
in meetings while elsewhere 
preparations for a grand launch 
continued, the sponsors pressed 
Crossrail Ltd to commit to a date 
when it would give a verdict on 
whether the December opening 
would or would not be met. This 
opportunity to issue an ‘adverse 
event notice’ was set for July but at 
former chairman Sir Terry Morgan’s 
request it was put back to August 
because ‘he wanted another go 
round with contractors’. This was a 
final chance for contractors to put 
forward ideas to allow the Elizabeth 
Line to open on schedule in some 
form. But the meeting on 7 August 
yielded no ideas apart from a phased 
opening plan suggested by the C610 
tunnel systems contractor (Alstom, 
Travaux Sud Ouest and Costain), 
which was not taken forward on 
safety grounds. Following this the 
sponsors were formally notified 
on 30 August that the railway 
would not open in December.

SYSTEMS INTEGRATION
But if Mark Wild’s assessment of how 
much work on the Elizabeth Line is 
still to complete is accurate – and 
not merely an attempt to manage 
and reset expectations – surely 
the adverse event notice should 
have been issued earlier? At the 
9 January meeting transparency 
was presented as less of an issue 
than the capability of the Crossrail 
Ltd top team. The board was said to 

lack realism while Mr Wild talked of 
the executive underestimating the 
work left to do. ‘It’s apparent now 
that Crossrail Ltd didn’t really have a 
grip on systems integration’ he said. 
Mr Wild explained that in future he 
would be accountable for all parts 
of the project even if contracts 
were with other organisations, 
removing the ability to pass blame. 
The Class 345 train contract – with 
its complex on-board computers – 
is with Crossrail Ltd’s parent 
organisation TfL rather than Crossrail.

With a new senior team in place 
the reputations of those they 
replaced are on the line. Chairman 
Sir Terry Morgan, chief executive 
Andrew Wolstenholme (who left 
the project in April), programme 
director and later chief executive 
Simon Wright, and former finance 
director Mathew Duncan are among 
those who were in post in the run-up 
to things going so badly wrong. 
While Mark Wild attempted to avoid 
direct criticism of his predecessors, 
others were more vocal. According 
to London’s Deputy Mayor for 
Transport, Heidi Alexander, ‘the 
real story of the last six months, 
and of Sir Terry’s chairmanship of 
Crossrail, is how you can go from a 
position at the end of May where 
you speak with such confidence 
about the additional cost being not 
a penny more than £211 million 
to a situation where in November 
I found myself negotiating with 
government a financing deal that 
is £2 billion – that’s a multiple of 
ten beyond that being predicted.’

Earlier in the day Sir Terry had 
told the committee that he didn’t 
recognise where the £2 billion 
figure (agreed for additional 
Crossrail spending) had come from. 
Member of the Crossrail sponsor 
board (for TfL) David Hughes told 
the transport committee: ‘Terry 
said he didn’t understand the 
£2 billion figure. In a nutshell 
that’s the problem.’ Mr Hughes also 
questioned Sir Terry’s claim that 
the adverse event notice had been 
delayed to allow the inclusion of cost 
information given that such data was 
not included in the actual notice.

After nearly a decade with Crossrail 
Ltd, Sir Terry’s exit in December 
perhaps allows him to speak candidly 
about the project. Talking about 
the communication of problems 
facing the project, he claimed that 
Transport for London had edited a 
briefing note to the Mayor, removing 
a paragraph containing information 
about the scale of difficulties. 
Deputy Mayor Heidi Alexander 
later told the panel there was no 
evidence to support this claim. a
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ELIZABETH LINE DELAY HITS TFL BUDGET
CAMDEN TOWN REBUILD AMONG PROJECTS AFFECTED
THE DELAY to the opening of the 
Elizabeth Line has forced Transport 
for London to push back by a year 
plans to break even on its budget.

In the latest refresh of its business 
plan, published in December, 
TfL is now targeting break-even 
in 2022-23. Discussing the plan 
at a meeting of the London 
Assembly Budget and Performance 
Committee, Chief Financial Officer 
Simon Kilonback explained TfL 
predicts a step-up in revenue 
between 2020-21 and 2021-22, 
with £300 million coming from the 
Elizabeth Line and £200 million from 
the impacts of London Underground 
modernisation projects.

Mr Kilonback said that, with 
uncertainty still surrounding when 
the Elizabeth Line will open, TfL 

had made its revenue assumptions 
based on a number of scenarios. 
This would allow for a delay of 
up to 18 months in each of the 
three remaining opening stages, 
meaning the latest the central 
section would open to align with 
the plan would be June 2020.

With a lack of certainty regarding 
long-term capital funding, TfL has 
placed ongoing projects in four 
categories: critical, central, desirable 
and deprioritise. Critical projects 
relate to investment in existing 
assets to maintain safety and 
reliability, while those in the central 
category are most closely aligned 
to delivery of the Mayor’s Transport 
Strategy. Desirable projects also align 
closely with the MTS, but have no 
certainty of capital funding, while 

Mr Kilonback said deprioritised 
projects are mostly internal ones.

Among those projects in the 
‘desirable’ category is the Piccadilly 
Line resignalling, which was 
intended to take advantage of the 
new fleet of Siemens trains to deliver 
a boost to 33 or 36 trains per hour 
(tph). TfL Commissioner Mike Brown 
explained the organisation was 
not in a position to sign up to the 
£350 million contract, hence the 
decision to cancel the signalling 
procurement (p10, last month). 
He noted that the introduction of 
the new Siemens trains will enable a 
boost in frequency from 24 to 27tph. 
Other projects placed in the desirable 
category include the Bakerloo Line 
extension from Elephant & Castle 
to Lewisham, and Crossrail 2.

In terms of other projects, 
Mr Brown said the redevelopment 
of Holborn station has been 
slightly delayed but is still in TfL’s 
plan. Major works at Camden 
Town have however been 
deferred. Mr Brown said this plan 
had not been killed stone dead, 
but that work was ongoing; 
he said TfL planned to ‘keep it 
simmering’ but could not make 
a commitment until the outcome 
of this year’s comprehensive 
spending review is known.

With TfL fares currently frozen 
during Sadiq Khan’s mayoral term, 
it was confirmed at the committee 
that the business plan assumes 
this will not be maintained from 
the start of the next term. The 
assumption going forward is that 
fares will rise 1% faster than the rate 
of Retail Price Index (RPI) inflation.

 

CROSSRAIL 2 FACES FURTHER DELAY
A HYBRID bill for the new      
Crossrail 2 line linking south west and 
north east London is unlikely to be 
submitted this year. London’s Deputy 
Mayor for Transport Heidi Alexander 
confirmed the delay to the London 
Assembly Budget and Performance 
Committee on 7 January.

The aim is for the new line to open 
in the early 2030s, concurrent with 
the arrival of HS2 Phase 2b services at 
Euston. However, following the delay 
to the opening of Crossrail 1, money 

from the Business Rate Supplement 
and Mayoral Community 
Infrastructure Levy earmarked 
for Crossrail 2 is being diverted to 
provide funding to complete the 
Elizabeth Line. Transport for London 
had planned to use these funds as 
part of its case that London would 
fund half of the cost of the new line, 
estimated at over £30 billion, in line 
with a request from Government.

Ms Alexander told the 
committee the money earmarked 

for Crossrail 2 would be used as 
funding for Crossrail 1 ‘for a time 
limited period’. She emphasised 
the importance of discussions with 
Government in advance of the 
comprehensive spending review 
later this year, saying the clear 
priority would be to agree a route 
for Crossrail 2, determine whether 
it would be built in full or in stages 
and agree a financing package.

TfL Commissioner Mike 
Brown told the committee TfL’s 

updated business plan envisaged 
an updated Strategic Outline 
Business Case for Crossrail 2 
being submitted in April, with 
the safeguarding consultation 
following at the end of May, 
leading to the start of a hybrid 
bill stage and a full route-wide 
consultation in January 2020. 
Mr Brown noted the National 
Infrastructure Commission had 
highlighted Crossrail 2 as a project 
of national strategic importance.
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TFL SEEKS DECEMBER TAKEOVER TO READING
DISCUSSIONS ARE underway 
with regard to Transport for London 
taking over local services between 
Reading and London Paddington 
from Great Western Railway ahead of 
the start of Elizabeth Line services.

Under the original opening 
strategy, Elizabeth Line services 
from the central section were due 
to reach Reading in December 
this year, but the delays to the 
project have cast this into the 
long grass. However, TfL hopes 
it could still take over suburban 
operations from GWR at the 
point they were due to transfer.

Speaking to the London Assembly 
Budget and Performance Committee 
on 7 January, TfL Commissioner Mike 
Brown dubbed such a move ‘Stage 5A’  
in the Elizabeth Line opening 
strategy (Stage 5 having been the 
introduction of services from the west 
into the central tunnels). Mr Brown 
told the committee encouraging 
discussions had taken place with 
the Department for Transport and 
GWR, but that issues needed to 
be squared around timetabling.

The transfer would provide 
a significant revenue boost for TfL 
at a time when it is managing the 

ongoing fares freeze alongside the 
loss of revenue resulting from the 
Elizabeth Line delay. Chief Financial 
Officer Simon Kilonback told the 
committee the Stage 5A services 
would give TfL a net revenue boost of 
£190 million over a three-year period.

Meanwhile, the Assembly’s 
Transport Committee was told two 
days later that contracts had now 
been let for work associated with 
the Crossrail project at some of the 
stations on the western arm. David 
Hughes, TfL’s Director of Strategy 
and Service Development, told 
the committee contract packages 

had been let by Network Rail for 
Southall, Hayes & Harlington and 
West Drayton stations, with Acton 
Main Line, Ealing Broadway and West 
Ealing expected to be let shortly.

Network Rail is responsible 
for the surface works element of 
the Crossrail project. Mr Hughes 
confirmed there are ongoing 
cost pressures associated with 
these works, but that the risk for 
this lies with the Department for 
Transport rather than TfL, a point 
which he said was confirmed in the 
funding settlement announced 
in December (p8, last month).

 

Service switchround: Great Western Class 387s are taking over Heathrow 
Express services, as TfL vies to assume control of the Reading inners. 
This is Rail Operations Group’s No 57305 Northern Princess with unit 
No 387140 in tow at Maidenhead en route from Reading Traincare 
Depot to Ilford on 6 January 2019 – this was the first Class 387 to go to 
Ilford for conversion to Heathrow Express configuration. Leo Martin

ARNSIDE UPGRADE
Kent boost for Cumbria: £50,000 has been allocated from the Government’s Coastal 

Revival Fund for the provision of a foot and cycle route alongside the Arnside 
viaduct on the Morecambe to Barrow route. Here Class 156s cross the river Kent 

on the viaduct on a perfect autumn day, 1 November 2016. Tom McAtee
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‘BREEZE’ HYDROGEN PLAN FOR ‘321s’
WIDNES TO UNDERTAKE WORK
ALSTOM AND Eversholt Rail have 
unveiled the design of their proposed 
hydrogen conversion of Class 321 
EMUs. Codenamed ‘Breeze’, the 
companies say the trains could enter 
service as early as 2022, emitting only 
water and no harmful emissions.

The conversion will be carried 
out by Alstom at the company’s 
Widnes modernisation facility. 
The companies say the ‘321’ is an 
excellent fit for conversion to a 
hydrogen multiple-unit (HMU) in 
terms of characteristics, fleet size and 

availability. Work is ongoing with 
industry stakeholders to develop 
business cases and evaluate detailed 
introduction plans for the units 
along with the associated fuelling 
infrastructure. This follows an initial 
engineering study and the finalising 
of the train design concept, which 
has created what the companies 

say will be the first solution to allow 
a hydrogen train to fit within the 
standard UK loading gauge.

In September 2018 Alstom 
introduced its Coradia iLint hydrogen 
train in Germany, where the type now 
operates in regular passenger service.

‘Widnes working for Alstom’ – p64
 

EXTENSION FOR VIRGIN ON WEST COAST
THE DEPARTMENT for 
Transport has called an 
extension of up to one year on 
the West Coast rail franchise.

Operated by Virgin Rail Group, 
a joint venture of Virgin and 
Stagecoach, the franchise was 
due to end in March 2019. 
It will be succeeded by the West 
Coast Partnership franchise, which 
will oversee both classic services on 
the current route and the transition 
to and operation of the first high-
speed services on Phase One of HS2. 

DfT has confirmed an extension 
of 13 operating periods to the 
end of March 2020. This may 
be shortened by DfT, but the 
extension will run for at least eight 
periods, meaning the West Coast 
Partnership franchise will not start 
before November; it was previously 
envisaged to begin in September. 
Virgin Rail Group has operated the 
West Coast franchise under direct 
award and extension arrangements 
since 2012, when the competition 
for a new deal was cancelled.

The winner of the West Coast 
Partnership franchise is now 
expected to be announced in May, 
although this too may be delayed 
dependent on when analysis 
of bids has been completed by 
DfT. Three bidders have been 
shortlisted for the new deal:
n a joint venture of Virgin, 

Stagecoach and SNCF;
n a joint venture between 

FirstGroup and Trenitalia;
n a bid led by MTR in partnership 

with Guangshen Railway.

Meanwhile, MTR has   
confirmed Spanish high-speed 
operator Renfe has become              
a partner in its bid for the                                                          
West Coast Partnership 
deal. Renfe joins the list of                                      
sub-contractors supporting 
MTR’s bid, alongside Deloitte, 
Panasonic, Snowfall, Trainline.com                              
and WSP Parsons Brinckerhoff. 
MTR says Renfe will add its 
specific expertise of bringing 
new high-speed lines into 
operation to the partnership.

Wind of change: computer-generated 
impression of ‘Breeze’ HMU. 

AYR TRAIN SERVICE DISRUPTION ENDS
TRAIN SERVICES to and from 
Ayr returned to normal on 
20 December following disruption 
caused by a dangerous building. 
In September South Ayrshire 

Council enforced an exclusion 
zone at the station because the 
privately-owned former Station 
Hotel building had been deemed 
unsafe. This caused disruption 

to ScotRail services between 
Glasgow Central and Ayr, Girvan, 
Stranraer and Kilmarnock. The 
successful encapsulation of the 
building allowed ScotRail to 

resume access to Ayr Townhead 
depot and to reintroduce a full 
service. The operator said the 
temporary station facilities and 
ticket office would remain in place.
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12 MORE WEEKS FOR SOUTHEASTERN
THE CURRENT Southeastern 
franchise, operated by 
Govia, is to be extended 
for a further 12 weeks.

A new franchise had been 
planned to start on 1 April, but 
this has now been deferred to 
23 June following the extension. 
The Department for Transport 
had planned to announce the 
winner of the new franchise 
during autumn 2018 but 
confirmed in November that 
the announcement would 
take place in the New Year.

Govia has operated 
Southeastern since April 2006, 
with direct award arrangements 
in place since October 2014. 
Alongside the incumbent, 
shortlisted bidders for the 
new deal are Stagecoach in a 
joint venture with Alstom, and 
Abellio in a joint venture with 
East Japan Railway and Mitsui.
 

16 & 17 RAILCARD TO LAUNCH IN SEPTEMBER
A NEW 16 & 17 railcard will be 
launched in September, giving 
young people a 50% discount on 
rail travel. The launch is planned 
to coincide with the start of the 

new academic year. The current 
16-25 railcard offers one-third off 
the cost of off-peak travel, but 
the new offer will go further. On 
2 January the new 26-30 railcard 

was launched, extending the 
benefits of the 16-25 railcard. The 
so-called ‘millennial’ railcard was 
first promised by the Government 
in the 2017 budget, following 

which two trials were held before 
the national rollout was confirmed. 
The Rail Delivery Group reported 
cards were selling at a rate of two 
per second following its launch.

 

Key upgrade: Southeastern is expanding its ITSO smartcard offering, with The Key now available at ticket offices as 
well as online. Singles, returns, one-day travelcards and railcard discounts are now available on the card, as well as 
seasons. Promoting the card at Sittingbourne before Christmas were (left to right) Diane Burke, Commercial Director 
for Southeastern; Steve Lamey, Smart Ticketing Programme Director at the Department for Transport; Zach Stebbeds, 
Platform/Sales Rest Day Relief at Southeastern; and John Backway, Head of Retail for Southeastern.

THIRD EUROSTAR TO AMSTERDAM
EXTRA SERVICE TO LAUNCH IN JUNE
EUROSTAR HAS confirmed 
that a third daily service from 
London to Amsterdam will 
begin operating on 11 June.

The operator says the expansion 
comes ‘in direct response to customer 

demand’. Eurostar launched the first 
two direct services from London 
to the Netherlands in April 2018.

The extra service will depart 
St Pancras at 11.04 and will operate 
seven days a week. Eurostar has also 

adjusted the times of the other two 
services, with the morning departure 
on Mondays to Saturdays now leaving 
at 07.16, and the evening departure 
at 17.16 on Mondays to Fridays and 
17.19 on Sundays. Journey times 
have also been extended; currently 
they are 3hr 41min to Amsterdam, 

but the amended timetable sees 
these rise to just under four hours.

Direct return services from 
Amsterdam to London await 
the finalising of customs 
arrangements, with passengers 
still required to change trains in 
Brussels until these are in place.

Eurostar at Amsterdam Centraal: this photo shows Class 374 set Nos 4013/14 after 
arrival from London on launch day for the through service, 4 April 2018. Tony Miles
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POWER SOCKETS FOR WELSH PACERS
REBRANDING EXERCISE FOR TFW FLEET

TRANSPORT FOR Wales Rail 
Services is required to rebrand 
all of the ex-Arriva Trains Wales 
fleet by 31 March 2021, recently 
published contract documents 
reveal. The Pacer fleet should be 
rebranded by April this year.

The Pacers will be rebranded at 
Cardiff Canton depot. A spokesman 
explained: ‘Pacers will have 
some mini-wraps put on them 
to act as moving billboards and 
communicate the exciting changes 
going forward, including the end of 
Pacers in Wales by the end of 2019’.

Rebranding of the units of 
Classes 150/2, 153, 158, 175 
and 769 with the full TfW livery 
is a more time-consuming 
process. Interiors and exteriors 
will be rebranded by 2021.

The first Welsh Class 150/2 unit to 
receive PRM (Persons with Reduced 
Mobility) modifications returned 
to service in early January (without 
TfW branding). The ‘150s’ will receive 
£10 million of improvements. The 
contract requires installation of wheel 
slip protection (WSP) equipment by 
the end of December. However, the 
Welsh Government has promised 
that all units will have WSP by 
autumn 2019, to prevent a 
repeat of the severe disruption 
to services last autumn.

The Pacers will not receive PRM 
modifications. Their withdrawal is 
scheduled for the end of this year, 
the deadline for PRM compliance. 
However, the contract commits TfW 
Rail Services, owned by KeolisAmey, 
to installing power supply sockets 

for passenger use in the Pacers. The 
‘milestone delivery date’ for this 
expenditure is 1 January 2020 – one 
day after the deadline for removing 
all Pacers from the train plan!

A performance improvement 
programme for the Class 153 units 
is due to be completed by the 
same date, as are installation of 
power supply points at Class 153 
bay seats and at every seat on 
Class 158s and Class 175s. The legacy 
fleet must also have an interior 
refurbishment by the end of this year.

TfW Rail Services should introduce 
three sets of Mk 4 coaches by the 
end of the year, but this is ‘subject to 
the release of the cascaded rolling 
stock’ by LNER. The coaches, along 
with 12 cascaded Class 170 units, 
should receive interior refurbishment 

by April 2020, which is also the 
deadline for introducing the ‘170s’ 
into service in Wales. The Class 67 
locomotives currently used with 
Mk 3 stock between Holyhead and 
Cardiff are allowed to continue until 
the end of 2028, the deadline for 
replacing them with ‘locomotives 
that produce less emissions’.

The contract also specifies 
that Keolis will move its UK 
headquarters to Wales by the 
end of this year, followed by the 
headquarters of its Global Rail 
Division by the end of 2021.

The grant agreement documents 
include infrastructure works which 
TfW Rail Services will deliver. 
These are not confined to the 
Core Valley Lines, which are due to 
transfer from Network Rail to Welsh 
Government ownership by the end 
of this year for electrification under 
TfW Rail Services’ supervision.

By the end of 2023, the operator 
will invest in the installation of an 
intermediate block signal between 
Wrexham General and Gobowen. 
This will break up a 12-mile block 
section to facilitate the introduction 
of services between Cardiff and 
Liverpool. By the end of 2022, 
beacons for selective door opening 
will be installed at stations to enable 
operation of four-car and five-car 
trains between Manchester and 
West Wales via Cardiff. New trains 
will be introduced from 2022.

A new station is due to be 
delivered at Crwys Road, between 
Cardiff Queen Street and Heath High 
Level, by December 2022. A new 
station at Gabalfa, between Cathays 
and Llandaff North, is planned by 
April 2027. The operator is required 
at all times to co-operate ‘fully 
and effectively’ with third parties, 
including local authorities, in the 
development and implementation of 
proposals to enhance stations or open 
new routes or stations. Rhodri Clark

 

SCHEDULES 4 AND 8 COULD BE AXED IN WALES
THE RAIL performance incentive 
regime in Wales could be abolished 
‘quite soon’, the chief executive of 
Transport for Wales has revealed.

James Price told a committee of 
the National Assembly for Wales 
that he had met Network Rail chief 
executive Andrew Haines in Bristol on 
2 January. They had discussed ‘how 
we can deliver one railway in Wales 
and get the benefits of bringing track 
and train as close together as we 
possibly can’. They had talked about 

‘what, in both of our views actually, 
are unnecessary performance 
regimes that get in the way of 
improving services for the customer’.

Mr Price said: ‘One thing we may 
well do quite soon on that is [remove] 
something called Schedule 4 and 
Schedule 8 payments, which are 
payments that are made to and from 
the operator and the provider of the 
track where people are to blame 
for doing different things. In Wales, 
we move around £800,000-worth 

of fines a year. Sometimes Network 
Rail pay for it, sometimes we will 
pay for it, but we probably spend 
£1 million moving £800,000 
around. So, even if it was achieving 
something, it’s a waste of money.

‘We would be the first people 
in the UK to do this. We could 
simply remove that. That would be 
the start of working more closely 
together, being more objective.’

He also commented: ‘If you 
are penalised as a result of doing 

something wrong and you’ve got 
a performance regime where it’s in 
everyone’s interest to point the finger 
at someone … you will do the best 
you can to paint your performance 
in the best possible light.

‘Where we need to be is taking 
that veneer off everything, 
including my own team, and 
saying completely objectively, 
completely honestly, what went 
wrong and how we can stop 
it happening.’ Rhodri Clark

Fresh image: wearing the new Transport for Wales livery, unit No 175107 hurries through Leckwith (Cardiff West) 
while working the 15.10 Milford Haven – Manchester Piccadilly service on 9 October 2018. Martin Turner
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Sizewell-C could generate freight
A NEW nuclear power station 
proposed for the Suffolk coast could 
generate substantial quantities of 
rail-borne construction traffic.

NNB Generation Co (SZC) Ltd, a 
joint venture between French and 
Chinese state-owned companies 
EDF Energy and China General 
Nuclear Power (CGN), is proposing 
the construction of the new nuclear 
power station on the Suffolk coast 
at Sizewell and public consultation 
on the proposal is now underway. 
The Sizewell-C power station would 
comprise two 1,670MW pressurised 
water reactors (as planned for the 
controversial Hinkley Point power 
station currently under construction 
in Somerset). The new power station 
would be located to the north of 
the existing Sizewell-A ‘Magnox’ 
power station, opened in 1966 and 
decommissioned in 2006, and the 
still-operating Sizewell-B pressurised 
water reactor opened in 1995.

Serving the former Sizewell-A 
power station site is the remaining 
section of the erstwhile Great 
Eastern Railway Saxmundham 
to Aldeburgh branch line, which 
links into the East Suffolk line 
at Saxmundham Junction. 
This line was cut back to Sizewell 
siding, where a gantry crane was 
installed to handle nuclear fuel-rod 
flasks, on 12 September 1966. 
Following the completion of 
decommissioning of Sizewell-A, 
the line is currently disused.

The Sizewell-C construction 
proposals for consultation involve 
either ‘rail-led’ or ‘road-led’ initiatives 
to deal with construction traffic. 
The reopening of the branch to 
Leiston for workers apparently 
has not been considered.

The favoured rail option currently 
proposed involves the construction 
of a new freight branch to be built 
from a junction with the existing 
branch west of Leiston and run 
to the north of the town to the 
construction site, where terminals 
for unloading construction materials 
would be built. The new line would 
be owned and operated by EDF.

There would be a 25mph speed 
restriction and the line is being 
planned for the operation of five 
trains each way per day, restricted 
to working hours. The existing 
branch would be relaid and the 
nine currently open or train-man 
operated level crossings would be 
upgraded. Upgrades would also 
be required to the East Suffolk 
line between Westerfield and 

Saxmundham, requiring a new 
loop near Wickham Market, the 
upgrade or closure of some 33 level 
crossings and the strengthening 
of six underbridges. A new 
branch crossover connection at 
Saxmundham is also proposed, 
to allow freight train standage 
clear of the passenger loop. These 
works would be undertaken by 
Network Rail and a potential risk 
to this option is seen as the ability 
of NR to deliver them on time.

If the favoured option is not 
selected, other options suggested are:

n the remodelling of the existing 
crane siding at Sizewell and 
the extended sidings beyond 
(built in the 1980s for the 
Sizewell-B construction traffic 
to provide a terminal for road 
transfer to the construction);

n a rail terminal constructed on 
the north side of the line short of 
Sizewell siding and level crossing, 
serving a transfer site on adjacent 
land. In the event of the road-led 
proposal going ahead, this rail 
terminal would be constructed and 
the branch upgraded, but no work 

would be done on the East Suffolk 
line, limiting rail traffic severely.

SZC is rather optimistically looking 
to gain approval for construction 
of Sizewell-C in 2020-21, with 
construction taking nine years and the 
power station going into operation 
in 2031. Should the full rail option be 
exercised, construction of the branch 
would start soon after approval of 
the project. It would be removed at 
the end of the construction work 
and the track bed returned to its 
current state. Iain C. Scotchman

Nuclear traffic: loco No 37423 at Sizewell siding on 29 October 2009, 
during decommissioning work on Sizewell-A. Iain C. Scotchman
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NIC HIGHLIGHTS CASE 
FOR PLANNING REFORM
Just before Christmas the 

National Infrastructure 
Commission published 

an interim report into its review 
of freight transport, requested 
by the Chancellor of the 
Exchequer in November 2017.

Readers with long memories will 
recall that there was something 
of a Twitter storm at the time 
when Lord Adonis, the then 
chair, took against rail freight in 
no small measure. This followed 
some unfortunate comments in 

the commission’s draft National 
Infrastructure Assessment. 
Since that time, however, a more 
measured approach has been 
apparent, and the freight study has 
provided a good opportunity for 
a balanced look at the challenges 
faced by freight distribution.

The interim report is only 
a staging document, with the final 
report due out sometime in the 
middle of this year. However, it sets 
the broad tone of the emerging 
thinking, and highlights those areas 

the commission believes are most 
worthy of further consideration.

At first read, one might think 
the report is a little disappointing 
on rail freight, given it does not 
make specific comments on 
growth or promote its role in 
helping to decarbonise freight 
transport. We know that several 
of the commission’s workstreams 
do consider these factors, and so 
the final report may look at this in 
some more detail. Yet the report is 
equally silent on areas that might 

affect demand for other transport 
modes, such as the case or otherwise 
for road pricing to replace fuel duty 
and airport expansion. Instead, 
the document has focused on 
three areas that are pertinent 
across all modes, including rail.

The Commission’s overarching 
finding is that ‘without action, 
freight’s contribution towards 
congestion and carbon emissions 
will remain problematic. Acceleration 
of technological advancement and 
clear and firm long-term targets 
will be key to tackling this. A more 
co-ordinated approach within 
and between different tiers of 
government, based on better data, 
will be crucial to getting this right.’

The specific findings refer to 
the need for regulatory certainty, 
particularly around environmental 

NEW WASTE FLOW BOOSTS MID-SUMMER FREIGHT
THE AMOUNT of freight moved by 
rail grew during the second quarter 
of the year, according to data from 
the Office of Rail and Road. A total 
of 4.4 billion net tonne kilometres 
was moved during the period from 
July to September, 2% up on the 
same period the previous year.

Five of the seven commodities 
recorded an increase. The two 
falling sectors were oil and 
petroleum, which fell by 3% to its 
lowest ever volume in a Q2 period 
since the time series began; and 

coal, which continued its decline 
with a 5% year-on-year fall. ORR says 
the amount of coal moved during 
the three-month period is just 
13% of the amount moved during 
the same period five years ago.

The category to grow most 
strongly was ‘other’, which 
includes commodities such as 
biomass, parcels and domestic 
waste. ORR suggests the 7% 
rise could be attributed to new 
waste movements between 
Manchester and Leeds.

Freight moved takes into account 
the volume of freight and the 
distance travelled, whereas freight 
lifted measures solely the mass of 
goods. While there was growth in 
the former measure, the amount of 
freight lifted fell by 1% year-on-year 
and dropped to its lowest recorded 
level. The amount of coal lifted 
was up 12% on the same period in 
2017-18, offset by a 3% decrease 
across all other commodities.

Total freight train kilometres, 
measuring the mileage operated by 

freight operators on the network, 
remained largely static compared to 
the same period in the previous two 
years. The three largest operators, DB 
Cargo, Freightliner Intermodal and 
GB Railfreight, accounted for 86% of 
all freight train kilometres travelled, 
but DB Cargo operated 9% fewer 
freight kilometres than the previous 
year while GBRf saw a 24% increase.

Normalised freight delay 
during the three-month period 
fell by 3% to 11.5 minutes 
per 100 train kilometres.

 

BEACON BUYS 
COLAS FLEET
Changing hands: Beacon Rail Leasing has acquired 67 diesel 
locomotives from Colas Rail. The fleet will continue to be 
operated by Colas in the UK and France. Here No 70801 is
seen at Colne Bridge on 11 November 2018. Russell Wykes
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innovations; better data, particularly 
in the HGV and van sectors; and the 
need for a spatial planning system 
that takes proper account of how 
freight fits in to the transport picture.

The recommendation on 
planning is particularly pertinent 
for rail. Terminals are currently 
consented under two different 
regimes, that for nationally significant 
infrastructure that covers larger 
rail linked warehousing, and the 
‘normal’ planning regime that 
covers smaller terminals alongside 
housing, retail and the host of 
other applications at local level.

Although it is complex and 
expensive, the system for nationally 
significant infrastructure has broadly 
been successful for strategic rail 
freight interchanges, with several 
applications now in progress 

and other sites approved and 
in construction. But for smaller 
terminals the situation has been 
deteriorating, with increasing 
difficulty in getting some new sites 
consented, and particular issues 
arising where new developments, 
such as housing and apartments, 
have been consented right next to 
existing terminals. This threatens 
the viability of those sites, either 
directly to release more land, or 
through noise and environmental 
restrictions that limit the ability to 
operate the terminal effectively.

The reasons for this are various and 
complex. There is a lack of knowledge 
and understanding of freight in 
overstretched planning departments, 
and a disconnect between a specific 
local application and supply chains 
that span the country and indeed 

beyond. There are increasing 
pressures to release land for housing 
at all costs, and a shortage of 
land for industrial and freight use, 
particularly in urban centres. And for 
rail and water freight, the obvious 
necessity to be by the river or railway 
as well as the road network further 
compounds these challenges.

The commission is not alone 
in highlighting this. Working with 
the Mineral Products Association, 
we have been raising the need 
for reform around construction 
terminals in particular, with a focus 
on London and the South East, 
where the issues have been most 
acute to date. We were pleased that 
the draft of the Mayor’s London 
Plan acknowledges the issue and 
seeks to increase the protection of 
existing railheads and wharves. In 

particular, it implements the ‘Agent of 
Change’ principle, which means that 
the cost of mitigation such as noise 
barriers falls to the developer of new 
infrastructure, not the existing facility.

If this can be established, along 
with a broader protection of 
industrial land, it will help build 
confidence for those who build, 
own and operate terminals and 
that in turn will help them to make 
the necessary investments to 
modernise and expand, helping to 
tackle the issues of congestion and 
environment that the commission 
rightly highlights as a key issue 
for the sector. We are pleased to 
see this acknowledged at the 
centre of this interim report.

An opinion column of the 
Rail Freight Group, www.rfg.org.uk

Freightliner wins Mendip deal
FREIGHTLINER HAS signed a 
long-term contract with Mendip Rail 
for bulk haulage of aggregates.

Commencing in November, 
the contract will see Freightliner 
haul an expected eight million 
tonnes per year of aggregates 
from quarries in the Mendips to 
terminals in London and the South 
East. The contract was previously 
held by DB Cargo. Mendip Rail is an 

independent company composed 
of the rail operation divisions of 
Aggregate Industries and Hanson 
Aggregates, which own the quarries. 
AI quarries are at Torr Works and 
Dulcote, while Hanson has plants 
at Batts Combe quarry and Whatley 
quarry. As part of the contract 
Freightliner will purchase eight 
Class 59 locomotives from Mendip 
Rail (AI and Hanson owned four each).

 

Felixstowe loop progress
PROGRESS WITH the installation 
of a 1.4km loop on the Felixstowe 
branch has been reported by 
Network Rail during the Christmas 
holiday period.

The loop will support an increase 
in freight traffic on the single-track                               

branch, providing up to 10 additional 
paths in each direction per day. 
As well as upgrading the signalling 
power system, NR reports three 
new switches and crossings have 
been installed. The project is due 
to complete in mid-2019.

Felixstowe upgrade: with the addition of a new loop, the former up platform 
at Trimley is being reinstated. The old surface is seen being dug away here 
on 8 January 2019 in order to add new coping stones. Antony Guppy

SEVERN TOLL CHANGE
THERE ARE concerns that the 
removal of toll charges on the                                                                   
M4 Severn Crossings on 17 December 
could result in a loss of rail freight 
traffic to road. The toll, for westbound 
vehicles only, was £16.70 per 
Heavy Goods Vehicle last year.                                               
It had been reduced from £20 in 
January 2018, when VAT ceased to 
be levied because the motorway 
bridges had passed from private to 
public ownership.

A Freightliner spokeswoman 
said: ‘We are very conscious that the 
removal of the Severn Crossing toll 
reduces the cost of road transport, 
whilst rail transport has seen no 
equivalent reduction in its costs’.

In early January, an established 
Freightliner working from 

Felixstowe to the operator’s Bristol 
terminal was diverted through 
the Severn Tunnel to its Wentloog 
terminal. The spokeswoman said: 
‘At the request of our customers, 
Freightliner is currently trialling 
a new service from Felixstowe to 
our Wentloog site in Cardiff’.

Modern Railways understands that 
the train carries wine destined for 
a large warehouse in Avonmouth. 
Previously lorries conveyed the 
containers from the Bristol terminal 
to the warehouse. Now they convey 
the containers, toll-free, across the 
Severn. Road access to warehousing 
in Avonmouth from South Wales 
will be improved by a £49 million 
new junction on the M49, due for 
completion in December. Rhodri Clark

Rail impact mulled: this is the Daventry – Wentloog Tesco service behind No 66302 at 
Abbotswood Junction in Worcestershire on 4 January 2019, one of the services thought 
to be at risk due to the abolition of tolls on the Severn road crossings. Steve Widdowson
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BARKING RIVERSIDE CONTRACTOR
TRANSPORT FOR London 
has awarded a £196 million 
contract to build an extension 
of the London Overground 
to Barking Riverside to a joint 
venture of Morgan Sindall and 
VolkerFitzpatrick (MSVF).

The 4.5km extension is a key 
enabler in the Barking Riverside 
development, where one of 
London’s most significant housing 
developments is planned on a 

180-hectare site. The extension will 
support up to 10,800 new homes.

Preparatory work was due to 
commence immediately following 
the contract award in December, with 
main construction set to start in early 
2019. Passenger services will comprise 
an extension of the existing quarter-
hourly Gospel Oak to Barking service 
and are due to begin in late 2021.

MSVF will be responsible for 
delivering the 4.5km link from the 

Tilbury loop line between Barking 
and Dagenham Dock stations. 
Network Rail’s Ripple Lane goods 
yard will be reconfigured and a 
viaduct built to connect the branch 
to the Tilbury loop, with foundations 
constructed between HS1 tunnels. 
The viaduct will continue for a 
further 1.5km over Renwick Road 
and into the heart of Barking 
Riverside, where a new terminus will 
be built within the town square.

MSVF beat rival bidder Balfour 
Beatty to the contract; Carillion 
was also shortlisted before it went 
into liquidation in January 2018. 
Developer Barking Riverside Ltd, a 
joint venture between the Greater 
London Authority (49%) and 
London & Quadrant New Homes 
(51%), is to provide the bulk of 
the funding for the extension, 
with the remainder of the cost 
met through TfL’s growth fund.

 

NEW ENTRANCE FOR SNOW HILL
BARHALE IS to build a new 
eastern entrance at Birmingham 
Snow Hill station.

The entrance will provide improved 
access for passengers interchanging 
between rail services and the West 
Midlands Metro; direct access from 
the station is not currently possible to 
the adjacent Metro stop at St Chads.

The project will see Barhale 
construct the entrance beneath the 
existing brick arch viaduct which is 
enclosed by a reinforced concrete 
wall at the station’s eastern end.

Work on the new entrance is 
set to start in summer 2019, and 
it will link into the existing Livery 
Street entrance to the station. 
New ticketing, security and travel 
information facilities will be provided 
in the new entrance as well as 
wayfinding signage between the 
entrance and the St Chads Metro 
stop. The new entrance is expected 
to be in operation in late 2019.

New entrance near here: West Midlands Metro tram on the grass track near 
St Chads stop on the flank of Snow Hill station on 25 July 2017. Philip Sherratt

Eastern promise: impression of new station at Barking Riverside. Courtesy TfL
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CONTROL PERIOD 6 CONTRACTS AWARDED
NETWORK RAIL has awarded              
a further three framework contracts 
for renewals and enhancements 
during Control Period 6 (2019-24).

J. Murphy & Sons has won the 
contract for Anglia Route, with BAM 
Nuttall securing the deal for South 
East Route and Geoffrey Osborne Ltd 

for Wessex. NR says the companies 
will act as strategic delivery partners 
throughout CP6, with the contracts 
running for five years but with the 
option of three one-year extensions 
if required. The frameworks will 
deliver projects of varying value, 
including stations, buildings and 

civils, electrification, power, signalling, 
telecommunications and track. 
Together, the contracts for the three 
regions have an estimated value for 
renewals of up to £1.69 billion and for 
enhancements of up to £2.72 billion.

NR’s Infrastructure Projects division 
organises itself into four regional 

areas, with the Southern region the 
second to announce its contract 
awards following Scotland and North 
East, which awarded two lots within 
its framework to Story Contracting 
and AmcoGiffen (p20, last month). 
Yet to announce CP6 awards are 
Central and Western and Wales.

GREEN LIGHT FOR NEW HORDEN STATION
PLANNING PERMISSION has 
been granted for a new station at 
Horden, near Peterlee on the Durham 
Coast line. The £10.55 million station 
will have two 100-metre platforms 
connected by an accessible footbridge, 

shelters, a 136-space car park and bus 
stops. A new access road, footpath 
and cycleway will also be created. 
Network Rail said on 9 January                                                                    
that initial work was planned to 
begin ‘during the next few weeks’, 

with the station set to open in spring 
2020 and be served by hourly trains 
in each direction. It is expected that 
more than 70,000 passengers will 
use the station each year. Durham 
County Council is the lead authority 

for the project and is providing 
the bulk of the funding, backed by 
£4.4 million from the Department 
for Transport’s New Stations Fund 
and a grant from the North East 
Local Enterprise Partnership.

 

DUNBAR JOB FOR AMCO
NETWORK RAIL has appointed Amco as the main contractor 
for £13 million of enhancements at Dunbar station.

The work will create a new second platform, linked by a fully accessible 
footbridge and lifts. The station, on the East Coast main line, currently has 
only a single platform, creating operating constraints for stopping trains in 
the northbound direction, which must cross the southbound line to call.

Detailed design work for the project has begun, with 
engineering work due to start in the summer and the new 
infrastructure planned to be completed in early 2020.

Queen Street progress
PROGRESS CONTINUES with 
construction of the new expanded 
concourse at Glasgow Queen 
Street station, with the first piece 
of the steel structure for the new 
Dundas Street entrance now in 
place. Spanning 74 metres in length 
and weighing 70 tonnes, the west 
truss was lifted and lowered into 
position section by section using 
a 750-tonne crane. Network Rail’s 

main contractor for the work is 
Balfour Beatty. Installation of the 
steel support structure will continue 
until the summer, with the frame 
wrapping around the existing train 
shed to provide space to extend the 
platforms. This is planned to allow 
eight-car Class 385s to be deployed 
on services to Edinburgh via Falkirk 
from December, with the new 
concourse opening in spring 2020.

DIGITAL TWIN OF 
WATFORD BRIDGE
THE WELDING Institute, 
construction firm James Fisher 
and the Brunel Innovation Centre 
at Brunel University London are 
developing a smart bridge. The 
bridge is a ‘digital twin’ of the bridge 
carrying London Underground’s 
Metropolitan Line over the A4145 
to Rickmansworth near Watford. 
The bridge is embedded with 
sensors to monitor safety, wear 
and tear, with this data fed via the 
cloud into algorithms that analyse 
the bridge’s structure and condition 
and map it in real time onto an 
exact virtual model. The technology 

will help engineers predict how 
the bridge will react to different 
weather conditions, amounts of 
traffic and ground vibrations as 
well as identifying bridge strikes. 
Construction firm James Fisher will 
be able to apply lessons learned 
to other bridges it monitors across 
the UK. The 26-month project, 
backed by Innovate UK, has now 
passed the halfway stage. The 
goal is to develop a product the 
transport and energy supply 
industries can use to keep a 
real-time virtual check on the 
safety of their structures.

 

Spawning a digital twin: bridge carrying the Metropolitan Line over the A4145.

Big lift: Queen Street station on 
17 December 2018, showing the 
crane that lifted steel girders into 
position by the west flank of the 
existing Victorian roof. Ann Glen
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Reputations can be made or lost in 2019

Three engineers are driving 
along in a car when it 
suddenly comes to a halt. 

After a pause for thought, the 
mechanical engineer says ‘That was 
a bit sudden, I reckon it could be a 
mechanical problem, probably the 
camshaft drive belt has failed’.

‘Hmm’, muses the electrical 
engineer, ‘I didn’t hear any sounds of 
valves hitting pistons, so my guess is 
that it’s an electrical fault. It could be 
a failed alternator that let the battery 
go flat and we lost the ignition’.

‘Lighten up you guys’, pipes up 
the software engineer in the back 
seat, looking up from his laptop. 
‘Why don’t we switch off the ignition, 
all get out, close the doors, get 
back in and start the car up again.’

Yes, I know it’s an old joke, but 
it sums up the problem facing 

engineers commissioning the new 
generation of software-enabled 
trains. Pretty well every system, and 
even sub-system, on the train is 
computer controlled with its own 
software that also has to interface 
with the train’s other systems. This is in 
addition to the hard-wired interfaces 
such as electric power supplies.

I came across a practical example 
during a recent run in a Great Western 
Railway Class 800. The Universal 
Access Toilet (UAT), which is the 
best thought-out in terms of user 
friendliness of those I have tried 
to date, was all lit up, but the door 
had lost power and wouldn’t lock.

When I reported this failure to 
a member of the on-board staff, 
she replied that it was a common 
issue and the toilet needed 
re-booting. The old joke refers.

NOT ALONE
Lest readers think that this is just a 
case of hide-bound traction and 
rolling stock engineers unable to 
cope with new-fangled technology, 
it is equally a problem in cutting 
edge aviation. The Lockheed Martin 
F-35 fighter is a case in point.

Its software has been released in 
‘blocks’. The US Marines were first to 
declare the F-35 operational with 
Block 2B software, which provided 
limited war-fighting capabilities.

A year later the US Air Force 
sought the equivalent capabilities 
by ‘re-hosting’ Block 2B software 
onto its version of the F-35. There 
were no new capabilities involved, 
yet implementation of this Block 3i 
program took 500 test flights. ‘We 
had no idea it would take that much’ 
Lockheed’s Vice-President of F-35  
Test & Verification told Aviation Week.

To meet the full military 
specification a further software 

block is being fitted. This took 
over 30 iterations of the software 
to implement. A particular issue 
has been the fusion of data from 
the many sensors feeding the 
plane’s computer systems.

Bombardier is not far behind 
the US Air Force with the Class 710. 
According to Arriva Rail London,  
the software has reached Version 27.

CODE
Clearly, there is a difference in 
complexity between a £90 million 
fighter plane and a £10 million Desiro 
City, but the issues are similar. An 
F-35 is quoted as having eight million 
lines of software code. The Ford 
motor company has boasted that 
its new GT car has 10 million lines of 
code in its 25 on-board computer 
systems that process data from 
50 different sensors to monitor vehicle 
performance and behaviour, external 
environment and driver inputs.

TRAIN MAKERS FACE 
‘YEAR OF TRUTH’
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To try and put a new train 
into this context, I asked various 
manufacturers how many lines of 
code featured in their latest products. 
Apparently I was showing my age.

Rolling stock software 
engineers talk in terms of ‘Program 
Organisation Units’ (POU). 
These are the equivalent of the 
Macros that we used to write 
to carry out various functions 
in spreadsheets and the like.

A programmer can develop 
a control algorithm for a specific 
task. This can include POUs which 
are reusable and can be stored 
in libraries for import into other 
control programs. What I have 
yet to find out, and I am sure 
a reader will know, is the number 
of lines of code in a typical POU.

What I do know is that a current 
train’s POUs will handle between 
3,000 and 8,000 functional 
requirements. And that is before you 
start integrating third-party software 

such as brakes and other systems 
such as doors and even the UATs.

That’s the hard news. The 
hoped-for good news is that once 
you have got the software right and 
the trial train performs as advertised, 
you upgrade the software across 
the rest of the fleet to the definitive 
version and the next thing you know 
is that you are clutching a silver 
spanner for the most improved fleet.

Well that is the theory. And my 
colleague Mr Walmsley points out 
that it worked for him with the 
South West Trains Alstom Class 458 
electric multiple-unit fleet. However, 
I suspect that software dependence 
has increased by an order of 
magnitude in the two decades 
since the Class 458 was designed.

And then there is interfacing 
with the signalling.

PRESSURE
As the Rail Delivery Group 
reminds us, ‘hundreds of new and 
refurbished-as-new carriages are to 
be rolled out in 2019’. Unfortunately 
some of them should have started 
rolling out in 2018. In normal times 
that would merely be embarrassing 
for train operators and manufacturers 
and annoying for passengers, never 
mind politicians seeking credit for the 
influx of new trains entering service.

But when this column is 
published it will be 341 days to 
31 December. And when Big Ben 
strikes 12 and the fireworks start, 
it will be illegal to run rail passenger 
vehicles in public service that are 
not compliant with either the Rail 
Vehicle Accessibility Regulations 
or the Persons with Reduced 
Mobility Technical Specification 
for Interoperability (PRM-TSI).

While the rolling stock leasing 
companies (ROSCOs) will have 
made around 3,500 of their 
ex-British Rail passenger vehicles 
compliant, there are still sizeable 

fleets due to be replaced before 
the deadline, which will not be 
compliant and will turn back into 
pumpkins, or at least scrap, when 
midnight strikes on 31 December.

DELAY
Late delivery of new fleets, which 
were due to replace non-compliant 
vehicles, means that it may already 
be too late to make the change-over 
by the deadline. This is not, in 
itself, a show-stopper. There is 
provision for derogations or, more 
probably, short-term dispensations, 
to cover the extended service.

However, the trains being 
replaced are very old. And were 
I running a ROSCO I would have 
made sure that not a penny more 
was spent on these vehicles 
than was needed to get them to 
31 December in legal running order.

It is of course possible to revise 
or extend examination schedules 
so that trains can run past the 
deadline. However, that requires 
acknowledging that the incoming 
replacements are late in the first 
place. And, more importantly, having 
confidence in the manufacturers’ 
revised delivery schedules.

TIMETABLES
What can’t be fudged is the link 
between new train deliveries and 
the introduction of new timetables 
based on the performance of 
the new equipment. A case in 
point is the December 2019 
Great Western Railway timetable.

Because of the delays to the Great 
Western Electrification Programme 
(GWEP), the GWR fleet of Hitachi 
Class 800 bi-modes has been running 
under diesel power to current IC125 
timings. Now, with all 57 Class 800 

units delivered and the overhead line 
equipment energised to Newbury 
and Bristol Parkway, although not yet 
Cardiff, the new GWR High Frequency 
timetable, exploiting the journey 
time accelerations with electric 
traction, can go ahead with the 
December 2019 timetable change.

But will it? Following the May 2018  
timetable debacle, Network Rail 
has established a Programme 
Management Office (PMO) with 
the task of reviewing ‘infrastructure, 
rolling stock and Route/Operator 
readiness for timetable change’. 
According to informed sources, the 
PMO is setting the bar pretty high.

This wariness is likely to be 
echoed by the Department for 
Transport. Transport Secretary Chris 
Grayling, having been badly burned 
by the May meltdown after the 
Manchester – Bolton electrification 
failed to materialise in time, is likely 
to be equally ultra-cautious.

With electrification to Cardiff now 
put back to November this year (p12, 
last month), plus the Electro Magnetic 
Compatibility (EMC) modifications 
to the GWR Class 800 fleet still 
being negotiated, the PMO, not to 
mention DfT, could question whether 
December 2019 is a bit tight for GWR’s 
new flagship timetable. Any further 
slippage with the OHLE and we are 
in Manchester – Bolton territory.

PROSPECTS
Having asked all the manufacturers 
for their latest delivery forecasts, as 
the following tables show I found a 
surprising lack of precision across the 
industry, with regular contravention 
of Informed Sources’ Third Law. There 
were also one or two cases where 
I had been unable to nail down 
a precise delivery date when the 
original contracts were announced.

BOMBARDIER
In this multi-dimensional pressure 
situation, how are the various train 
builders positioned to meet the 
2019 delivery challenge? To avoid 
any suggestions of bias, I will assess 
their prospects in alphabetical order.

DELIVERY SCHEDULE
PRESSURE-POINT CHECKLIST
n Non PRM-TSI compliant stock replacement
n Basis of new timetable
n Initiates cascade
n Termination conditions in franchise agreements
n Fulfils political aspirations

Aventra heads west: Class 345s began 
venturing on test to Reading at the 

end of last year as preparations begin 
for Elizabeth Line service there. Here 

unit No 345034 is seen at Reading 
after arriving from Old Oak Common 

on 11 December 2018. Ian Francis

TABLE 1: BOMBARDIER CURRENT DELIVERIES

Contractual delivery
Operator Class No Units Vehicles Contract award Service entry Complete Forecast*

Crossrail 345 70 630 February 2014 May 2017 December 2018 Tbc; 57 built
London Overground 710 54 222 June 2015 December 2017 October 2018 End 2019
Greater Anglia 720 111 665 August 2016 January 2019 September 2020 End 2020
SWR 701 90 750  June 2017 Mid 2019 December 2020 December 2020
* Official forecast based on advice from manufacturers and operators

INFORMED SOURCES’ THIRD LAW

MISTRUST ALL FORECASTS BASED ON THE SEASONS
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Bound from the Basque country to Bolton: Class 331/4 EMU for 
Northern in Zuera station on 18 December 2018 while on a trial run 
from the CAF Zaragoza factory on the 1,435mm line to Tardienta 
(and then over the mixed gauge line to Huesca). Alberto Peña
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Bombardier conveniently illustrates 
the themes of software-enabled 
trains and replacing non PRM-TSI 
compliant rolling stock.

Crossrail deliveries in 2019 have 
become immaterial following 
the revelation that the project 
was running late, with no firm 
new date for opening.

Class 345 units have been in 
service for over a year, with 15x7-car 
sets (Reduced Length Units) running 
between Liverpool Street and 
Shenfield and nine-car full length 
units on test out of Paddington. 
While reliability continues to be 
poor, software issues have largely 
been down to signalling interfaces 
at the western end of Crossrail.

Running through the tunnels 
from Airport Junction to the 
Heathrow Terminals has been 
bedevilled by a conflict between 
the existing British Rail Automatic 
Train Protection (BR-ATP) signalling 
in the tunnels and the Level 2 
European Train Control System (ETCS) 
installed for the Crossrail trains.

Balises for both systems work 
at the same frequency but the 
BR-ATP signal can swamp ETCS. This 
is exacerbated by the waveguide 
effect when running in tunnel.

Of the 70 Class 345 units, 
Bombardier has manufactured 57. 
Following the delay to the central 
core completion, production 

has been paused. However, by 
mid-December 2018 33 units 
had been accepted and ‘bought’ 
and Bombardier was hoping 
to have another four accepted 
by the end of the year.

NEW SOFTWARE
If the Class 345s are running in 
passenger service, why are the 
Class 710 Aventras for London 
Overground and the ‘720s’ for Greater 
Anglia still in the testing phase? 
The answer lies in the software.

For the Class 345s, Transport 
for London specified an evolution 
of the Class 378 ‘last generation’ 
software. However, the units for 
London Overground and Greater 
Anglia, and the other Aventra 
contracts for delivery beyond 2019, 
are true next generation trains with 
a new ‘family tree’ of software.

Bombardier openly admits that 
the issue is functionality – shades 
of the F-35. Siemens has also found 
this an issue in its drive to improve 
the reliability of the Class 700 
units for Thameslink. A software 
drop intended to fix a specific 
problem can produce unintended 
consequences for another sub-system 
which you thought was sorted.

GOBLIN
Currently the highest profile 
victim of late delivery is the Gospel 

Oak – Barking line. Rolling stock 
for the recently electrified route 
was to be provided from within 
the 45 Class 710 units ordered by 
Transport for London in June 2015.

Under the original order, which 
was subsequently increased to 
48x4-car and 6x5-car units, 31 sets 
were to replace Class 315 and 317 
EMUs operating the West Anglia 
and Romford – Upminster services 
that TfL took over from Greater 
Anglia. Eight of the remainder were 
earmarked for Gospel Oak – Barking.

Pending completion of 
electrification, this service had 
been operated by six Class 172 
DMUs sub-leased from West 
Midlands Trains. This sub-lease 
had been due to terminate at 
the end of 2018, leaving the line 
without rolling stock. Two went 
off-lease last year and a further 
unit was due to go off-lease in 
late January; the leases of the 
remaining units all finish by March.

CASCADE THREAT
This highlights yet another penalty 
of late deliveries – the impact on 
cascades and the need for the 
receiving operator to act fast, rather 
than trust in the manufacturer 
to recover lost time. Yet again 
Scotland shows how to do it.

When the Hitachi Class 385 EMU 
fleet was delayed by signal sighting 
problems, Transport Scotland rapidly 
devised and implemented Plan B, 
bringing redundant Class 365 
units north to replace DMUs on its 
extended electrified lines. Add in the 
inspired branding as ‘Happy trains’, 
from the mouth-like grille below the 
cab, and a potential embarrassment 
became a marketing success.

Meanwhile Transport for 
London has shortened an Arriva 

Rail London Class 378 to four cars. 
Following clearances tests on Gospel 
Oak – Barking it will be used to 
supplement the Class 172 fleet.

According to Bombardier, delivery 
of the Class 710 fleet is now due to 
be completed by the end of 2019. 
Given that the original date was 
September 2018, this is 15 months 
late. But with large numbers of 
Class 710 vehicles in storage, 
it also seems unduly pessimistic.

However, the key date is 
March 2019, when the Gospel 
Oak – Barking Class 172s have to be 
returned to West Midlands Trains. 
If they have not been replaced 
with Aventras by then, Greater 
Anglia will be getting nervous.

GREATER ANGLIA
Bombardier’s Aventra has swept 
the board since the mass extinction 
of existing fleets became the 
winning strategy in franchise 
bidding. Greater Anglia began 
the purge, including an order for 
111 Aventra Class 720 EMUs – 665 
vehicles. Delivery would run from 
January 2019 to September 2020.

All that has been said about 
the Class 710 software issues 
applies to the Greater Anglia 
Aventras. However, note from 
Table 1 that while delivery is late 
the forecast contract completion 
has slipped by only three 
months to the ‘end of 2020’.

To meet further Aventra orders 
extending beyond the scope 
of this review, Bombardier is 
increasing its production capability 
to match the scale of orders 
won by its new train design.

The intention is to have six 
Aventra production lines at 
the company’s Litchurch Lane 
site in Derby. Assuming key 

TABLE 2: BOMBARDIER – ARRIVA RAIL
LONDON FLEETS BEING REPLACED

Fleet Units Vehicles 
Class 172* 6 12
Class 315 17 68
Class 317/7&8 14 56
*Sub-leased
Fleets not compliant with PRM-TSI shown in red, compliant in green

022-033_MR_Feb 2019_informed.indd   24 15/01/2019   18:14



25www.modern-railways.com  February 2019  Modern Railways

Informed Sources

sub-contractors can ramp-up 
deliveries, six lines have the potential 
to turn out 24 vehicles a week.

Table 3 shows the fleets they will 
be replacing. Note in particular that, 
except for the 30 ‘Renatus’ units, 
the Class 321 fleet is not compliant. 
In addition the non-Renatus fleet 
comes off lease on 31 October, 
placing more pressure on Aventra 
deliveries. The Renatus lease 
ends on 31 December 2019.

In the case of the Class 317 
units, the Greater Anglia franchise 
agreement included PRM-TSI 
compliance modifications to 27 units.

In total, 110 non-compliant 
EMUs (440 vehicles) will have to be 
replaced by the end of the year with 
potentially 108 units/432 vehicles, 
including the 30 Class 379s, available 
to run into 2020 with short-term 
extensions to existing leases.

SWR
While it will require some judicious 
allocation of deliveries between 
the two main operators, Greater 
Anglia and South Western Railway, 
the order completion dates in 
Table 1 seem conservative. At 
least SWR does not have PRM-TSI 
issues. However, the owners of 
the EMUs affected by the SWR 
mass extinction may well be 
pressing for prompt release if 
new uses become available.

All this said, Bombardier and 
Greater Anglia probably face the 
greatest delivery pressures.

CAF
In contrast with Bombardier’s 
software problems, CAF deliveries 
have been delayed by old-fashioned 
mechanical problems, including 
braking systems. Caledonian 

Sleeper has been the worst 
offender. Ordered in June 2014, 
there have been two false dawns.

Planned for April 2018, service 
entry was deferred to October. 
With some of the sleeping cars still 
under construction, the launch is 
now scheduled for May 2019.

2016 was a good year for  
CAF, with four orders from 
Northern and TransPennine 
Express totalling just over 
400 vehicles. At the time the 
contracts were awarded three 
were scheduled for completion 
by the end of 2018.

TABLE 3: BOMBARDIER – GREATER
ANGLIA FLEETS BEING REPLACED

Fleet Units Vehicles
Class 321 Renatus 30 120
Class 360/1 21 84
Class 317* 27 108
Class 317/3/5/7/8 12 48
Class 317/6 24 96
Class 321 74 296
Fleets not compliant with PRM TSI shown in red, compliant in green
*PRM-TSI compliance under franchise agreement
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TABLE 4: CAF CURRENT DELIVERIES

  Contractual delivery 
Operator Class No Units Vehicles Contract award Service entry Complete Forecast

Caledonian Sleeper Loco-hauled 4 75 June 2014 November 2017 April 2018 End May 2019
Northern 331 43 141 January 2016 October 2018 December 2019 December 2019
Northern 195 55+ 140 January 2016 October 2018 January 2019 May 2019
TransPennine Express 397 12 60 May 2016 May 2018 November 2018 Summer 2019#
TransPennine Express Loco-hauled 13 66 May 2016 May 2018 December 2018 May 2019#
* Official forecast based on advice from manufacturers and operators; + Three additional Class 195s ordered in autumn 2018, delivery schedule to be confirmed; # from this date
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Pans up: Class 800 at Huckford on the north eastern outskirts of Bristol on 2 January 2019, just after electric service was 
inaugurated between Swindon and Bristol Parkway in the wake of engineering work over the Christmas break. Garry Keenor
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NORTHERN
In the case of the Northern contracts, 
the Class 195 DMUs have slipped 
back to spring 2019. The intention 
had been to have three in service 
before the end of 2018, with the full 
fleet available for the May timetable 
change. Fortunately the pressure on 
delivery has been eased by Network 
Rail’s decision to defer Northern’s 
major ‘Northern Connect’ timetable 
upgrade from May to December 2019.

Service entry of Northern’s 
43 Class 331 EMUs was originally 
scheduled to run from October 2018 
to the end of 2019. The first unit 
has begun testing in the UK.

Northern is the prime example of 
political aspiration risk. Elimination 

of the Class 142 and 144 Pacer fleets 
became a manifesto commitment in 
the last general election. Withdrawal is 
already running late. Having to obtain 
a derogation to run into 2020 would 
be a major political embarrassment.

TPE’s ‘Nova 3’ loco-hauled fleet 
has also been delayed by systems 
integration involving a ‘technical 
issue with a key on-board system’ 
on the CAF Mk 5A coaches. Service 
introduction was scheduled for 
the end of 2018 but has now been 
deferred to that most popular 
contravention of Informed Sources’ 
Third Law, ‘spring’. According to TPE, 
the Nova 2 CAF Class 397 inter-city 
EMUs are still on schedule.

HITACHI
Along with Siemens, Hitachi 
shares the rare distinction of 
having completed delivery 
of a new-generation fleet. All 
57 Class 800 five- and nine-car 
bi-modes for Agility Trains West – 
the company responsible for the 
train service provision contract 
with GWR – have been accepted.

Under the terms of the contract, 
Train 57, which at the time was 

expected to be a Class 801 electric 
multiple-unit, was scheduled to be 
accepted on 6 July 2018. As we know, 
with the Great Western Electrification 
Programme (GWEP) running late, 
the Department for Transport 
decided that the entire GWR 
fleet would have to be bi-modes, 
requiring a contract variation.

Then, because the delay to GWEP 
meant that the electrified section of 
the GWML for test running would 
not be available on time, a 90-day 
(12-week) extension was granted. 
This took deliveries up to the end 
of September 2018. So, three years 
after the contract was signed, with 
much buggeration in between, 
Hitachi was only three months 
late in delivering the final train.

Interestingly Siemens’ 
completion of the Class 700 
Thameslink fleet was late by a 
similar amount. Of course, all the 
new fleets are struggling with 
reliability, and the Class 800s 
will require electro-magnetic 
compatibility (EMC) modifications 
to obtain full acceptance. But 
it is praiseworthy that both 
companies had their biggest fleets 
of brand-new designs running 
in passenger service so close to 
the original contractual dates.

Of the Class 802 bi-modes, 
ordered by GWR in two batches, 
21 sets (20x5-car and 1x9-car) were 
in passenger service at the time of 
writing. The remaining 13x9-car 

and 2x5-car units will be delivered 
‘over the coming months’.

SCOTRAIL
In Scotland, while the Class 385 EMUs 
were delayed briefly by braking 
issues during initial testing and then 
by the sighting difficulties requiring 
a new design of windscreen, 31 sets 
were ready for the start of the new 
electric services in December. The 
last of the 70 EMUs is on the shop 
floor at Newton Aycliffe and was 
due to be delivered in February.

Obviously, the bottleneck while the 
windscreens were changed affected 
driver training. However, compared 
with the original service date Hitachi 
is, again, only a couple of months late.

TPE
Delivery of the Class 802 fleet for 
TransPennine Express is scheduled for 
the ‘spring’ this year, with the whole 
fleet available in ‘early summer’. This is 
earlier than the ‘from December 2019’ 
when the contract was signed. Note, 
of course, that delivery in this review 
means accepted and handed over. 
At the time of writing, three TPE 
Class 802s were at Hitachi’s Doncaster 
IEP depot for commissioning and 
testing and one had completed a run 
under the wires on the West Coast 
main line with no interference issues.

Also in the FirstGroup Class 802 
stud are the 5x5-car bi-modes to 
replace Hull Trains’ self-combusting 
Class 180 DMUs. These are on 

FACTORY ODE

Oh, the factories are busy in a 
regular tizzy,

And the obvious reason is because 
of the season

They should be deliverin’, contract 
lawyers are quiverin’

Spring, spring, spring.
(With apologies to Seven Brides 
for Seven Brothers)

TABLE 5: PACER REPLACEMENT

Fleet Units Vehicles 
Class 142 79 158

Class 144 23 56
All Pacers are non-compliant with PRM-TSI

TABLE 6: HITACHI CURRENT DELIVERIES 

Contractual delivery 
Operator Class No Units Vehicles Contract award Service entry Complete Forecast*
Great Western Railway 802 29 173 July 2015 May 2018 December 2018 continuing 

Great Western Railway 802 7 63 August 2016 December 2018 February  2019 continuing 

ScotRail 385 70 234 October 2014 September 2017 December 2018 February 2019

TransPennine Express 802 19 95 March 2016 Summer 2019 December 2019 Summer 2019

Hull Trains 802 5 25 November 2016   December 2019 December 2019

LNER 800/801 65 497 July 2013 August 2018 April 2019 TBC
* Official forecast based on advice from manufacturers and operators

022-033_MR_Feb 2019_informed.indd   26 15/01/2019   18:15



3Squared_FP.indd   1 07/01/2019   11:39



28 Modern Railways  February 2019 www.modern-railways.com

Informed Sources Roger Ford

schedule for delivery by the end 
of this year, something which can’t 
come fast enough for the open access 
operator’s hard pressed engineers.

LNER
Sadly, the ‘Azuma’ Class 800 and 801 
bi-mode and straight electric units 
being supplied through Agility 

Trains East (ATE) under the Intercity 
Express Programme to London 
North Eastern Railway (LNER) have 
come up against several pressure 
points. I asked Hitachi for comment 
on the LNER delivery programme, 
but the company referred me to 
the Department for Transport.                    
The DfT was asked for comment 

too; in the absence of any word by 
the printing deadline, here is my 
best stab at the delivery situation.

Numbering of the LNER units 
follows on from those for GWR. 
Under the original contract the 
first set, Train 58 (T58), was due 
to be accepted on 23 August 
last year. The 90-day extension 
put this back to 19 November.

With Newton Aycliffe at capacity, 
Hitachi sought to keep delivery on 
schedule by building more sets in 
Japan and ‘re-sequencing’ these to 
the start of the ECML schedule.

Thus the first eight trains (nine-car 
bi-modes to replace IC125), would 
be numbered T58, T60, T62, T64, T66, 
T68, T69 and T70. This would take 
deliveries to 24 January 2019 when 
Newton Aycliffe, having caught its 
breath, would chime in with the 
missing odd-numbered trains.

However, this was frustrated by 
ongoing EMC issues. According 
to informed sources, the ‘IET 
EMC joint technical strategy’ has 
agreed a threefold solution.

First, as already reported, Network 
Rail is fitting ISPU to the vulnerable 
SSI data links. In parallel, Hitachi 
is also fitting new printed circuit 
cards to the traction packages.

These cards control the frequency 
of the output from the inverters 
that supply the traction motors. 
The new cards have been trialled on 
test sets and the greater switching 
precision has shown a reduction in 

emissions. They are now being fitted 
to production traction packages.

Finally, Hitachi has committed to fit 
filters, what this column calls chokes, 
to all Class 800 units. Unit No 802101 
was being used for a trial installation 
during January with static testing 
in February. If dynamic testing is 
successful, fitment on both GWR and 
LNER units could start in June or July.

Note that fitting of chokes is not 
a condition of the trains receiving 
qualified acceptance to run on the 
ECML. Once the ISPUs have been 
installed, trains with the new cards 
will be able to run in service.

This means that the 13x9-car 
bi-modes to replace the IC125 fleet 
(10 diagrams) should certainly be in 
service by the PRM-TSI compliance 
drop-dead date, plus a good 
proportion of the 30x9-car electric 
Class 801 units to replace the IC225s.

PORTERBROOK
With the creation of the Class 319  
‘Flex’ bi-mode conversion, 
re-designated Class 769, Porterbrook 
has added train re-purposing 
to its core leasing business. The 
company is not alone in seeking to 
extend the commercial life of ex-BR 
assets, with Eversholt proposing 
a hydrogen fuel cell bi-mode 
derivative of the Class 321 EMU.

As Table 8 shows, development of 
the Class 769 has been protracted. 
However, deliveries should now 
accelerate. Northern was expected 

M’LEARNED FRIENDS INTERVENE

Intriguingly, the TPE Franchise Agreement was recently republished with the 
section on ‘termination rights prior to the Acceptance of the New Bi-Mode 
Vehicles, the New EMUs and the New InterCity Coaches’ apparently updated. 
This included the requirement that ‘The Franchisee shall keep the Secretary of 
State fully informed of progress in relation to the performance by:
‘(a) the Bi-Mode Vehicles Manufacturer of its obligations pursuant to the 

New Bi-Mode MSA (Manufacture and Supply agreement); and 
‘(b) the EMU Manufacturer of its obligations 

pursuant to the New EMU MSA; and
‘(c) the InterCity Coaches Manufacturer of its obligations 

pursuant to the New InterCity Coaches MSA.

‘In particular the Franchisee shall keep the Secretary of State updated on 
progress in relation to compliance with the anticipated delivery schedule of 
each Relevant New Rolling Stock and risk that a Minimum Fleet Requirement 
Termination Right or any Manufacturer Events of Default Termination Right 
will become exercisable under the Relevant MSA prior to the date upon which 
all of the New Bi-Mode Vehicles, New EMUs or the New InterCity Coaches (as 
applicable) that have been ordered have been Accepted’.

TABLE 7: HITACHI – LNER FLEETS BEING REPLACED

Fleet Units Vehicles 

HST Set 15 170

IC225 30 333
Fleets not compliant with PRM-TSI shown in red, compliant in green

CHOKING

I’m afraid I upset Hitachi with my 
estimated rule-of-thumb weight 
for a choke of 1-2 tonnes, which 
the company considered excessive. 
I had assumed fitment to the 
transformer driving cars and wrote 
in December that this could increase 
the weight from 52.8 tonnes to 
around 54 tonnes – 1.2 tonnes per 
car or 2.4 tonnes per five-car unit.

A recent presentation to 
Class 800/802 operators by the 
IET/EMC Joint Technical Strategy 
team reported that the chokes 
are to be fitted to the motored car 
inverters and have an estimated 
weight of 750kg each. This equates 
to 2.25 tonnes per five-car, making 
my estimate 6% out – not bad for a 
mechanical engineer.

TABLE 8: PORTERBROOK CURRENT DELIVERIES

Contractual deliveries
Operator Class Sets Vehicles Contract award Start  Finish  Forecast
Northern 769 8 32 May 2017 May 2018 May 2019
Transport for Wales 769 5 20 July 2017 Summer 2018 May 2019
Great Western Railway 769 19 76 May 2018 Spring 2019 April 2020

Driver training run: Siemens-built inner-suburban unit No 717008 pauses at Winchmore Hill 
while on working 5J83 from Gordon Hill to Moorgate on 24 October 2018. Jonathan McGurk
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to have two units by the end of 
January, with the remainder of 
the fleet delivered by May 2019.

TfW’s ‘769s’ are due to follow close 
behind, with five units due to be 
delivered for the May 2019 timetable.

Finally, GWR is scheduled to receive 
its first Class 769 in July. Deliveries 
will then run at two units per month 
from August 2019 to April 2020.

SIEMENS
Delivery of the last of the 
25 Class 717 Desiro City units to 
replace the Great Northern Class 313 
fleet on Moorgate services was 
expected during January. The 
fleet should have started entering 
service by the end of the month.

Contractual service entry 
for the full fleet was Quarter 3 
2018. So four months late.

STADLER
British railway managers and 
engineers have always sought solace 
in the comforting belief that trains 
from a new supplier – preferably 
foreign – will automatically be 
better than the rolling stock they 
have in service. Thus in British 
Rail days, Metro-Cammell (later 

absorbed by GEC-Alsthom) was 
the new BREL. Contrarily, in the 
case of London Underground, BREL 
became the new Metro-Cammell.

Then Siemens, with Heathrow 
Express, became the new Alstom, 
before Hitachi, with the Class 395s for 
HS1 domestic services, became the 
new Siemens. And now Stadler is the 
new Hitachi, with high expectations 
for an immaculate entry into 
service with Greater Anglia.

In reality, while the first four 
Class 755 bi-modes are now at 
Norwich Crown Point depot, and 
testing has started, delivery has 
slipped slightly. Abellio is now 
expecting all the fleets to be in 
service by the end of the first 
quarter of 2020 (31 March). The 
58 units on order are made up of 
24x4-car and 14x3-car bi-modes, 
10x12-car Stansted Express EMUs 
and 10x12-car inter-city EMUs.

Entry into service dates have still 
to be determined, other than ‘the 
middle of this year’. Abellio wants 
to maintain some flexibility to 
maximise the impact of the launch 
and ensure it goes smoothly.

Deliveries of the four-car 
bi-modes will continue, to be 

followed by the three-car units. 
EMU deliveries will then start with 
four of the Stansted units, followed 
by all the inter-city sets and finally 
the remaining six Stansted units. 
As noted in the Bombardier section, 
release of the modern Class 379s will 
help provide cover for non PRM-TSI 
compliant EMUs if replacement is 
delayed by Aventra deliveries.

However, delivery of the 
inter-city replacement EMUs 
is time critical as the current 
Mk 3 stock loco-hauled coaches 
are not PRM-TSI compliant.

VIVARAIL
It would be snobbish not to 
conclude this review of deliveries 
with the smallest supplier. Like its 

contemporaries, Vivarail’s initial 
order, for the Bletchley – Bedford 
Marston Vale line, is already late. 
The delay, announced in October, 
was attributed to technical issues 
with the first diesel-electric unit. A 
‘soft introduction’ is now planned to 
start ‘before Easter’ (21 April 2018).

Under the second order, 
diesel-battery electric hybrid units 
are being supplied to Transport for 
Wales for the Conwy Valley line. 
Delivery has not been affected by 
the Bedford – Bletchley delay.

But just like the big boys, Vivarail 
has a cascade pressure point. The 
new units will release Class 15x 
DMUs to join the Class 170s from 
Greater Anglia to provide additional 
capacity in South Wales. a

TABLE 9: STADLER CURRENT DELIVERIES

Contractual Delivery
Operator Class No Units Vehicles Contract award Service entry Complete Forecast*
Greater Anglia 755 38 138 August 2016 Spring 2019 December 2019 End Q1 2020
Greater Anglia 745 20 240 August 2016 Spring 2019 December 2019 End Q1 2020
* Official forecast based on advice from manufacturers and operators

TABLE 10: STADLER – GREATER
ANGLIA FLEETS BEING REPLACED

Fleet Units Vehicles
Class 156 9 18
Class 170 12 32
Class 379 30 120
Electric-loco Trainset 13 150
Class 153 5 5
Fleets not compliant with PRM-TSI shown in red, compliant in green

TABLE 11: VIVARAIL CURRENT DELIVERIES

Contractual deliveries
Operator Class Sets Vehicles Contract award Start Finish Forecast
West Midlands Trains 230 3 6 March 2018   December 2018 April 2019

Transport for Wales 230 5 15 October 2018 March 2019 May 2019  On schedule

Greater Anglia Flirt: Stadler-built 
Class 755 at the InnoTrans show in 

Berlin in September 2018. Philip Sherratt
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This month’s New Train TIN-Watch includes distance covered as well as TINs

While the gradual 
improvement continues, 
the Northern depots, 

boosted by the award of a Golden 
Spanner (p55, last month), have 
ensured that the Class 142 Pacer fleet 
reliability remains tantalisingly just 
ahead of the Thameslink Class 700 
Miles per Technical Incident. However, 
this month I thought I would focus on 
the work the new fleets are delivering.

A simple metric is miles run per 
period by a unit and this is shown 

in Table 13. I have added the GWR 
IC125 fleet as a yardstick. Obviously 
inter-city diagrams offer scope for 
higher mileage than commuter 
duties, but GWR is clearly getting its 
money’s worth out of the Class 800s.

It did occur to me that there may 
be some hysteresis in the GWR 
reporting system, since the main table 
shows 44 units in service when all 57 
have been delivered. But even if you 
assume all 57 are in service, the period 
mileage per unit is still 13,185. a

GWR CLASS 800s
PUTTING IN THE MILES

TABLE 12: NEW TRAIN RELIABILITY

TOC Class Number of units/ 
trainsets Number of TINs Unit miles MTIN MTIN MAA

SWR Class 707 30 4 188,656 47,164 11,986
GTR Class 700 115 73 1,055,451 14,458 9,073
GWR Class 800 44 86 751,569 8,739 6,298
GWR Class 802 10 34 169,596 4,988 5,140
TfL Rail (Crossrail) Class 345 RLU 15 12 78,638 6,553 2,642
TfL Rail (Crossrail) Class 345 FLU 12 1 3,244 3,244 14,244

TABLE 13: NEW TRAINS, MILES RUN IN A PERIOD

Miles/unit

Class 800 17,081

Class 802 16,960

GWR IC125 11,608

Class 700 9,178

Class 707 6,289

Class 345 RLU 5,243

Class 345 FLU 270

Class 800: GWR IET Nos 800031 and 800024 (rear) arrive at Swindon 
with a Cardiff service on 22 November 2018. Tony Miles
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Upminster IECC to be upgraded

One thing I try not to do 
is boast ‘I told you so’. 
This is not through any 

inherent modesty (snort! – Ed).
Certainly there are times when 

I am looking up a reference in 
past columns when I feel a glow 
of pride about something I got 
right. But experience shows that 
if in hubristic mode I flick on 
through the pages to see what 
else I got right, I may well find 
something I got embarrassingly 
wrong. And the last thing I want 
to do is encourage readers 
to compile a list of Captain 
Deltic’s greatest misses.

However, in the December 2018  
column item on the death of 
Network Rail’s long-running 
Traffic Management System 
(TMS) procurement, I noted 
that ‘it seems likely that 
consolidation of signalling for 
the Anglia Route at Romford Rail 
Operating Centre (ROC) has been 
deferred if not abandoned’.

With signalling of the Essex 
Thameside (London, Tilbury & 
Southend) route remaining at 
Upminster Integrated Electronic 
Control Centre (IECC), I added 
that the proposal to put Isolated 
Traffic Management screens into 

Upminster would be illogical 
when you could upgrade the 
IECC to Resonate’s Scalable ready 
for the company’s Luminate 
Integrated Traffic Management.

Ever cautious, I reminded 
readers of Informed Sources’ 
First Law: ‘never assume that 
railways are rational organisations’. 
How could I be so cynical?

According to Network Rail, 
Romford ROC is no longer going to 
take over the signalling and control 
for the Essex Thameside route. Staff 
will remain at Upminster where the 
workstations will be upgraded to 
IECC Scalable. Migration of Liverpool 
Street IECC to Romford ROC remains 
the long-term strategy ‘but not in the 
timescales originally envisaged’. a

Romford ROC cancelled

Upminster: c2c’s No 357325 arrives with a Shoeburyness-bound service on 13 June 2017. Alan Wallwork
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Similar concept: unit Nos 325003 and 325001 scurrying                                                                                                                                       
through Cheddington on 28 September 2018 with                                                                                                       
a Crewe to Willesden mail train. Alan Wallwork
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A really useful engine from Stadler, pioneered by Rail Operations Group, 
makes the company a serious challenger in the logistics business

Rail Operations Group has 
become known for the 
efficient haulage of EMUs 

around the country using very 
clever translation devices built into 
Europhoenix converted Class 37 
locos. As I described in the  
March 2016 issue (‘Lost in 
translation’), it looked at tens of 
millions of pounds worth of EMUs 
being dragged around unbraked, 
thought ‘this can’t be right’, and 
proceeded to make 50-year-old 
locomotives operate with  
state-of-the-art computer kit.  

On its own this would be a 
spectacular achievement enough, 
but what really sewed it up was not 
behaving as if moving stock around 
was done as a favour. In the new 
train, and indeed disposal business, 
cancelled moves are common due 
to the last-minute discovery of some 
calamity. This often meant a delay 
of a week until the magic cocktail 
of loco, path, crew and fitness 
to run could be mixed together 
again; ROG just does it tomorrow.

If you haven’t worked in the 
business it might be hard to 

understand what a joy this is, 
but it doesn’t take long to realise 
that booking the cheapest move 
using someone’s marginal time 
is not a good idea if you have 
40 million quids-worth of train 
sitting unsold in your siding for a 
week for the want of a spare driver.

BUSINESS GROWTH
Following a principle lost on many 
railway companies, which is that 
if you do something right you get 
more business, ROG has grown 
and grown. This time I visited the 

company I found it occupying the 
whole top floor of Wyvern house, 
the traditional railway building 
you pass on the left when heading 
north out of Derby. This isn’t all 
built on works moves though; 
it is also bringing in operations 
planning work as a consultancy.

For every new train (eventually) 
delivered, an old train is displaced –  
there is never room to keep 
both for very long. So moving 
the old trains becomes equally 
important, as does, strangely 
enough, looking after them.

CLASS 93 TRI-OOMPH!

Class 93: how the new loco is expected to look in ROG livery.
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THE NEW BARRY
The rolling stock leasing companies 
(ROSCOs), still blinded by the light 
of the new world, know that there 
is not room for all the old stock to 
find new work on the UK railway, 
but they all think the ones that do 
survive will be theirs. That means 
that the old stock going to store 
still has a hefty (£3 – £4 million per 
train) ‘book value’, which means 
it has to be insured and stored 
in a reasonably secure area.

Previous mass extinctions such 
as steam, or asbestos-laden DMUs, 
were dealt with by a production 
line disposal chain, cutting up 
stock at roughly the rate it arrived. 
That is except for the Schindler’s 
list of locos that went to Barry 
and remained there to produce 
the wealth of preserved steam for 
which we are eternally grateful.

But the ROSCOs’ desire for 
preservation is now creating new 
Barry scrapyards, although not 
with the historical content of 
1967 and with no chance of kids 
climbing all over them taking 
photos. ROG has set up a company 
to specialise in stock storage and 
disposal, Traxion, and already 
has two sites: Crewe South yard 
(11 sidings) is one, another is the 
Marks and Spencer sidings at 
Castle Donington. Anyone seen 
that receipt for a Class 317?

ROLLING STOCK 
BOOM AND BUST
As all new trains are late, the big 
boom in moving them is also 
late, but it will come. There will 
be a Gantt chart somewhere that 
shows everything catching up as 
time goes on, but I think we know 
more about this than Microsoft 
Project: that catching up won’t 
happen. Nevertheless, the boom 
can’t last much longer: once South 
Eastern and the Midland have 
been updated, we will settle back 
to a steady pace of the odd works 
move, probably in about five years’ 
time. When the crash comes ROG 
wants to be well into the next 
growth area, and the company 
sees this as logistics. That’s parcels, 
but not as we know it, captain.

FLEXING AT THE WHITE VAN
Sorry to call up another old article,  
but in ‘Parcels and Pensioners’  
(June 2018 issue) I talked about the 
growth in light van traffic, scurrying 
up and down the country delivering 
our click-baited purchases. One of 
my son’s friends has been driving his 
van from Glasgow to Birmingham 
overnight and back the next day as 
part of this hugely wasteful process. 
Companies claim to be reducing their 
carbon footprint while depending on 
a chaotic and polluting distribution 
system, adding to traffic congestion, 

which costs every driver £1,168 every 
year, according to consultancy Inrix.

There must be a better way: it is 
of course trunk haulage by rail, with 
road distribution to and from local 
hubs. This is not new, but as a rule 
people expect customers to sign up 
for a service that doesn’t exist based 
on the assurance that it will do. 
The difference with ROG is that the 
company is going to invest in two 
Class 769s (bi-mode ‘319s’) converted 
for parcel use, and while these are 
not my favourite trains, parcels are 
a lot less fussy than me about how 
long they take to get to top speed.

Using ‘769s’ means that your 
hubs can be almost anywhere; 
not necessarily on a 25kV 
electrified siding, just close to a 
road system interchange area.

It’s all very brave as a lead 
customer isn’t signed up yet, 
but ROG has covered that. Until 
told otherwise, Porterbrook will 
deliver the units with seating 
still in place, so if white van man 
wins, ROG can sub-lease the 
units for passenger use. All the 
company needs is a train operator 
that has made over-optimistic 
stock availability predictions. 
Not exactly hen’s teeth, that.

You have to appreciate the irony 
here. The Class 325s, which were 
in effect ‘319s’ built for Royal Mail, 
were specified to be convertible 
to passenger use. Nobody 
expected to go the other way.

A ‘319’ can fit 50 roll cages in 
a vehicle; 200 in a four-car set. 
That is a lot of white vans and a 
lot of drivers. ROG is well aware 
where this has gone wrong 
before: reliability. To get round 
this, it foresees a rigid clockface 
departure pattern taking premium 
business. Another subsidiary is 
being set up for this high-speed 
logistics business, called Orion.

But enough of this – what 
about those locos, then?

PATH-OLOGY
When it comes to finding paths on 
our busy network, speed matters. 
This is not because your parcels 
need to save 10 minutes’ journey 
time, but because the faster you 
go the less you get in the way of 
the big money makers, inter-city 
passenger trains. The advantage 
of using Class 319s on parcels is 
their 100mph capability, which 
gives you more pathing options.

Better still, the proposed new 
Class 93 will reach 110mph on 
electric, but to get decent train 
paths it needs to get there on 
diesel and a Class 88 can’t get 
anywhere near that off the juice. 
Stadler can offer more diesel 
power, but still not enough, and 
going to a new, heavier design 
doesn’t bear thinking about.

The battery is the key here, since 
it works as a hybrid, providing 
an extra 400kW for eight to nine 
minutes, enough to get you to 
where you want to be. The principle 
was demonstrated on the Brush/
Hitachi/Porterbrook ‘Hayabusa’ HST, 
which proved there was no need to 
fit the biggest engine; the battery 
could do the peak load lopping.

TRI-MODUS OPERANDI
Apart from the obvious electric 
(4,000kW) and diesel (900kW), the 
third mode is a Lithium Titanate 
Oxide (LTO) battery (400kW), 
which can be used in conjunction 
with the diesel to give a power 
boost up to 1,300kW, or 1,743hp 
in old money. The extra oomph 
from the battery takes you from a 
Class 33 to a Class 37 in old locos 
but with minimal losses, and you 
don’t need full power for very long 
on most non-electrified routes.
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The Amazon effect: light distribution traffic has jumped in the past five 
years. Putting the trunk haul on rail would help reduce motorway traffic.
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Pan Up Ian Walmsley

The LTO battery doesn’t have 
quite the power density of the 
Lithium Ion battery in your phone or 
laptop but it has a huge advantage 
for rail application, which is a very 
rapid charge and discharge rate. 
Added to that, it doesn’t catch fire 
in a thermal runaway and is capable 
of many more cycles before it 
loses efficiency. This is all achieved 
by replacing the graphite in the 
anode with titanate nano-crystals, 
dramatically increasing the surface 
area and so allowing heavy currents. 
The batteries charge whenever 
the pan is up, the diesel running 
or regenerative braking is used.

REALLY USEFUL ENGINES
Clearly ROG is looking beyond its 
core business with these locos, but 
the company will want them to be 
able to do the core stuff as well, 
so it has a feature I have not come 
across before: a variable height 
coupler. Thanks to the unique way 
we manage our railways in the 
UK we now have no fewer than 
five ‘standard’ coupler heights 
(all above rail level) – 925mm 
(BR standard EMU), 950mm (Flirt), 
980mm (CAF loco-hauled), 1,025mm 
(standard UIC) and 1,054mm 
(IET). Yes, I know, don’t write in.

The ‘93’ design has a standard 
electric train supply and twin-pipe 
brakes for hauled stock, and in-cab 
door controls and electro-pneumatic 
brake control for EMUs. About the 

only thing it hasn’t got is steam 
heating – oh, and a Tightlock, the 
‘37s’ stay on for that. The Class 93 
is the ultimate Thunderbird.

ALL THINGS MUST PASS
Enthusiasts are prone to ask ‘what 
was wrong with the old stuff?’ 
when new trains arrive, and yes, 
I am often guilty (although usually 
because new trains are furnished 
with seats recovered from former 
Stasi interrogation centres). The 
existing ROG fleet is two Class 57s;  
six Class 47s (of which two are 
demics, not in use); and five Class 37s  
(soon to be six). As time goes on the 

reasons these locos were replaced 
on the mainstream railway start 
to bite: obsolescence, reliability, 
fuel consumption and emissions. 
A key selling point to the premium 
logistics market is environmental 
benefit. Ever seen a cold Class 37 
fire up? If not go to YouTube, but 
put a hanky over your face.

So there is the core business 
need for the new locos, shifting 
stock about. But if all they do is 
slot into the 1960s shoes of the 
existing fleet, that will be a bit of 
a disappointment: their potential 
with service trains, excursions 
and liner trains is enormous. For 

the Class 93s, fleet replacement 
moves provide the risk mitigation 
that leaving the seats in the ‘769s’ 
provides: a fallback if innovation 
and new market penetration 
proves harder than it looks.

When we first saw Dr Beeching’s 
new Freightliners (now ‘intermodal’) 
in the 1960s, they did 75mph. They 
still do, but there are some really 
smart looking 100mph flats available. 
Remember the path-ology. There are 
plenty of cross-country runs where 
a Class 37 equivalent is fine for the 
diesel bits, then pan up and 4,000hp 
is yours. Come on. Not excited by 
this? You must be in the wrong job. a

Stock for scrap: ROG’s No 37884 Cepheus rolls up to the South Dock gates 
in Newport, South Wales, on 6 November 2018 with redundant EMUs 

Nos 315828 and 315841 in tow for scrapping at Sims Metals. Martin Turner

Flexible train: ROG is acquiring 
two Class 769 Flex units. 
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Pan Up Ian Walmsley

No, it’s not a ‘Routemaster found on moon’ story – rather, a smart device means 
service trains are coming up with some very useful data on their surroundings

Browsing Facebook the 
other day I saw someone 
had posted a picture 

of a Pacer with some weird 
device sitting on the back 
coupler. Minutes later other 
pictures started to appear of this                                                       
space-age kit attached to Class 150s, 
Class 66 locos and various others, 
emitting laser beams to scan 
the track. The device is Fugro’s 
‘Rail Infrastructure aLignment 
Acquisition’ (RILA) system.

SPACE TIME
It transpires that this device 
first arrived in the UK from the 

Netherlands in 2013, at which time 
Network Rail issued a certificate for 
trials. It takes approximately two 
minutes to fit and runs on service 
trains – then you can scan the track 
and surrounding environment. To 
appreciate the importance of it, let 
me take you back to introducing 
new trains a few years ago, which 
went something like this:
n Request gauging data from 

Network Rail to run against a 
computer model of your train.

n Network Rail provides data, 
but this is usually old, which 
matters because it assumes 
the track heads for the nearest 

fixed object at 5mm every 
year. Apparent space reduces 
with time, like orbital decay.

n That means your train will 
appear to be foul to gauge even 
if it is smaller than the trains 
running there every day.

n Network Rail would charge 
roughly one arm and one 
leg to update data.

n Operator or builder eventually 
coughs up, but the time taken 
often delays introduction.

n As a rule, shifting a couple of 
signposts or coping stones 
cures the problem – which may 
never have existed anyway.

NO BANANAS
We should not imagine that this is a 
‘flying banana’ (New Measurement 
Train) in a box, as the NMT can 
do a lot more, and it does it in 
real time using mega-computing 
power. The RILA system does give 
you very important data like track 
gauge, cant change, track twist and 
structural gauge clearance. This 
covers all the track nasties except 
broken rails, which fortunately are 
very rare. It takes about a month 
for the data to be fully processed, 
but this is a Network Rail approved 
process, so there is no need to 
send the NMT for a second look.

PACERS IN SPACE
Scanning from a service train: Fugro                                                       
device on the rear of a Pacer at Topsham.
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The manual collection of data is a 
hazardous job needing lots of staff 
hours on the track. For example, 
Manchester to York was recently 
logged using a few measurement 
runs. Network Rail estimated 
that this saved approximately 
72,000 track staff hours, which 
looks great in any risk analysis – 
and budget, come to that.

ELECTRIC SPACE
One cause of trains ripping down 
overhead wires is the wires not being 
where they are supposed to be. That 
allows the train pantograph to get 
above the wire, which quickly results 
in cable, insulators and shattered 
metal bits flying in all directions 
before the battered remains of the 
pantograph come to rest somewhere.

The RILA system checks height and 
stagger of the contact wire, giving 
plenty of warning if it is wandering 
off. This gives the opportunity to fix 
it, or a clear apportionment of blame 
if it isn’t and something happens.

The device has been used on 
a project-by-project basis so far, 
mainly where new trains are to be 
introduced, although that is now a 
lot of the network. Consequently 
there is now a reasonable chance 
of data being available when you 
want it, since around 10,000 miles 
have been recorded so far. Once 
a route has been surveyed for one 
project, the data is there for what 
might follow – Great Western’s data 
in particular has proved useful for 
a number of projects, including 
Network Rail’s own High Output 
Track Renewals and Crossrail.

SPACE ROCK IT
The obvious problem with putting 
a measuring device on the very 
end of a Pacer, or indeed any 
vehicle, is that it will be waving 
about for the whole trip. To get 
over this, an inertial measurement 
unit with a three-dimensional 
motion sensor is used, recording 
at 300 times per second.

There are also two static lasers 
pointing at the track, angled like 
stereo speakers, and a separate 
rotating lidar-type laser. These are 
linked with a camera; it all combines 
to provide a detailed 3D image of 
the infrastructure and, if applicable, 
the overhead or third rail system.

INTERSTELLAR OVERDRIVE
The gauging function is handled by 
the lidar laser firing away at nearby 
structures. Like a bat measuring 
distance by sending out sound and 
checking how long it takes to come 
back, this uses laser light to do the 
same thing. Since these distances 
are short (in interstellar terms) and 
the speed of light is fast, very fast (as 
Douglas Adams might have said), 
the time measurement has to be 
mega-accurate. A video camera runs 

with the laser so you can instantly 
see the tree you are going to hit 
(just to pick a random example).

What results is a very accurate 
picture of the line and the space 
around it. When I say ‘very accurate’, 
I mean in infrastructure engineers’ 
absolute terms, which is no more 
than 8mm in plan, 12mm in the 
vertical. These dimensions are 
comparable with the results you 
get from static kit, which is pretty 
good, and good enough. The relative 
accuracy required for gauging is in 
accordance with the Network Rail 
standard and RILA is accredited with 
a relative accuracy of +/-3mm.

Us rolling stock engineers would 
not call this very accurate, but we 
don’t run the show any more. If we 
did I would just say, ‘It’s C1 gauge 
mate – now go and clear your line’.

ACROSS THE UNIVERSE
Fugro has been promoting this 
RILA technology since 2013, but 
it seems to me it has much more 
potential. RILA could remove the 
tendency for train designers to 
keep retreating from the gauge 
line for fear of infringement, as an 
accurate gauge picture can be had 
within weeks of gaining a new build 
contract. Builders will be able to 
see exactly where a problem is, and 
possibly solve it with a chain saw.

This could also be brilliant for 
rolling stock leasing companies 
trying to find homes for trains 
wasted by the Department for 
Transport before their time. They 
could quite easily produce a book of 
cleared lines for displaced assets –  
are Class 323s too long? ‘165s’ too 
fat? Mk 4s too… You get the idea. a

Ensuring it is in the right place: RILA captures absolute track position data, with relative parameters.

York under the scanner: high-density point cloud generated from RILA.

How close is the structure? Rails mapped by RILA against nearest points of the bridge.
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We all know Voyagers don’t run along the coast to Plymouth when 
the sea gets rough, but haven’t we got a bit too used to it?

It was a dark and stormy night, 
back on 14 September 2015,  
when 36 hapless souls found 

themselves cast adrift in a 
Voyager at Dawlish as the sea 
raged around them. Four hours 
passed until older trains not 
so vulnerable to the elements 
could rescue them. We wouldn’t 
want to risk going through that 
again, so quite rightly Voyagers 
got a note from Mum excusing 
them from games when the 
weather is a bit rough.

SURF’S UP
But as time goes on this seems to 
be getting more and more regular, 
it is almost as if CrossCountry is 
quite happy not to run a train 
with sub-optimal loadings to the 
end of the line. A friend who lives 
down that way regularly e-mails 
me with lists of cancellations, 
which are now based on weather 
forecasts as well as tide predictions. 
A quick word with the guys on 
the platform at Exeter bears out 
the claim that this is getting more 

regular. Trawling the Office of 
Rail and Road statistics doesn’t 
help because this is now ‘planned’ 
disruption – so that’s fine then.

FLYING SQUAD
But what was that date again? 2015? 
Three years ago? That got me thinking 
about what would have happened in 
British Rail days, leaving aside that BR 
would not have omitted to mention 
sea water in its much derided ‘big’ 
specifications. First off we would 
have blamed the manufacturer and 

lodged a claim, but in the knowledge 
that this would be a slow and tedious 
process, the next day two guys from 
the unofficial tech centre flying squad 
would be dispatched to sort it. These 
are the sort who would devise a 
solution, get it made and have it fitted 
as a trial in a weekend. I say ‘unofficial’, 
because this wasn’t their job as such, 
but the bosses knew who to send if 
you wanted something doing in a 
hurry. In this case you would expect a 
solution to be applied in a few weeks, 
and certainly a trial unit fitted in time 

VOYAGERS
NOT GOING TO SEA
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Water’s out: a Voyager formation picks 
its way past Cockwood Harbour at low 

tide while working from Plymouth to 
Edinburgh on 19 March 2013, with 
snow from a late wintry blast lying 
on the embankment. D. W. V. Hunt
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award agreement for CrossCountry, 
this calls for ‘all reasonable 
endeavours’ to take reasonable 
measures to reduce the reasonably 
foreseeable impact of weather 
on operating conditions. Lawyers 
love ‘reasonable’ because they can 
make a living by arguing that it 
is reasonable to have a train with 
the electrics swimming in water in 
any conditions. I don’t know why 
they couldn’t write ‘the trains will 

run through to Plymouth in all 
foreseeable weather conditions’, 
but I guess that’s what they meant.

BEACON IN THE STORM
The Voyager fleet, which I am 
struggling not to add any adjectives 
to, has had a change of ownership 
and is now on the books of Beacon 
Rail, a home for ex-Porterbrook 
employees. This is not a bad thing; 
these are the guys who used to 

win contracts, so I’m sure they 
didn’t pay too much for these 
trains. They will know that with the 
current mania for new trains the 
Voyagers are not a highly desirable 
commodity, and are particularly 
vulnerable to a bi-mode challenge. 
They are working up a refurbishing 
package, which will undoubtedly 
include an option of keeping out 
the cruel sea. About time too.

Pan down. a

for the next named storm (not that we 
bothered naming them in those days).

PACER ENVY
As contracts say, ‘for the avoidance 
of doubt’ I was never one of these 
guys, but I had great respect 
for those who solved problems 
first and wrote procedures after. 
Something utterly forbidden 
today, but even on today’s ultra 
risk averse railway we could have 
solved this issue by now had there 
been a will to do so. It isn’t really 
that hard to stop water getting 
into electrics, indeed it is amazing 
it has been tolerated so long. 
At the very least letting the water 
quickly get out again, isolating 
the dynamic brake resistors and 
using the friction brakes would be 
a quick fix. Thinking about the tech 
centre team again, the shame of 
not being able to go where even 
a Pacer can go would be enough 
to get the mod squad out.

REASONABLE ENDEAVOURS
But here we are, and there will be 
many more cancellations yet, as 
the business case isn’t easy when 
cancelling the trains is saving you 
money. Looking at the 2016 direct 

KEEPING OUT OF THE WET

HERE ARE A FEW NOTES FROM MY CORRESPONDENT IN THE WEST:

Date Approx time of high tide Voyagers cancelled 
along the sea wall?

Wednesday 12 December AM 09.00 Yes
Wednesday 12 December PM 21.20 Yes

Thursday 13 December AM 09.35 Yes
Thursday 13 December PM 21.56 Yes

Friday 14 December AM 10.13 No
Friday 14 December PM 22.40 Yes

Saturday 15 December AM 10.58 Yes
Saturday 15 December PM 23.32 No
Sunday 16 December AM 11.48 No
Sunday 16 December PM No high tide
Monday 17 December AM 00.29 No
Monday 17 December PM 12.52 No
Tuesday 18 December AM 01.43 No
Tuesday 18 December PM 14.08 Yes

Note that high tides in the middle of the night are helpful!

ON A RECENT WINTER MORNING (TUESDAY 18 DECEMBER 2018) 
THE NATIONAL RAIL WEBSITE SAID THE FOLLOWING:

06.10 Derby – Plymouth Cancelled Exeter to Plymouth
06.20 York – Plymouth Cancelled Exeter to Plymouth

06.42 Birmingham – Paignton Cancelled Exeter to Paignton
06.45 Newcastle – Plymouth Cancelled Exeter to Plymouth
08.05 Manchester – Paignton Cancelled Exeter to Paignton

08.28 Penzance – Glasgow Cancelled Penzance to Exeter
09.25 Plymouth – Aberdeen Cancelled Plymouth to Exeter

09.35 Penzance – Manchester Cancelled Penzance to Bristol
10.06 Paignton – Manchester Cancelled Paignton to Exeter

11.25 Plymouth – Dundee Cancelled Plymouth to Exeter
13.25 Plymouth – Edinburgh Cancelled Plymouth to Exeter

Pacer performance: unit Nos 143611 and 143617 make light work of the 09.12 
Paignton to Exmouth working as the sea rages on 2 February 2017. D. W. V. Hunt
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NATIONALISATION 
AND SAFETY
As Cliff Perry suggests, it is right to 
look at rail safety and nationalisation 
(‘Forum’, last month), but his 
suggestion of ‘nationalisation =  
more deaths’ is simplistic and 
suspect. Doubtless it won’t be long 
before his arguments are misquoted 
by ‘free market’ thinktanks and 
technically ignorant journalists, so 
it’s important to get things right.

The Rail Standards and Safety 
Board report Mr Perry refers to shows 
in Chart 7 a welcome long-term 
decline in fatal UK rail accidents 
going back well before privatisation. 
However, I suggest they owe more 
to the withdrawal of compartment 
stock (vulnerable in a Clapham-type 
accident) and now near-universal 
central door locking, preventing falls 
from a moving train. Do they also 
owe something to improvements 
in medical treatment? I doubt 
if privatisation comes into it.

I don’t have access to the 2011 
University of Berlin report, but the 
RSSB report for 2017-18 shows in 
Chart 17 a long low tail for fatal 
accidents, with France, Germany 
and the UK among the lowest 
in Europe. Lowest was Ireland, 
which as far as I know remains 
nationalised! Death rates in eastern 

Europe remain shockingly high. 
What is important here is the RSSB 
comment that single multi-fatality 
accidents can have a significant 
effect. Has that been a factor here?

As far as I know the UK had safer 
railways than France or Germany for 
many years, largely because British 
railways are always fenced, not always 
the case abroad, rather than due to 
differing ownership structures. In 
the earlier days of privatisation some 
accidents resulted from working 
practices which would never have 
been allowed under British Rail. I hope 
lessons were learned from them.

As for liberalisation being a 
good thing, the hard-pressed rail 
traveller here in the north of England 
would be surprised to learn of 
privatisation’s success and the value 
of separating rail from wheel. One of 
my family has just given up his job in 
Liverpool because of the difficulties 
of commuting from Wilmslow, 
still not resolved after the summer 
timetable crisis. I believe most would 
support renationalisation, though 
the challenge for a political party 
that does this is how to ensure 
that the ignorant dead hand of the 
Department for Transport does not 
run railways as it attempts to now.
ROGER BACKHOUSE
York

I would like to take issue with the 
comments made by Cliff Perry in 
respect of how ‘nationalisation kills’.

Surely it is people who cause 
accidents on the railway and not 
structure. Accidents are caused by 
unsafe acts or conditions, errors 
or violations. Structure, culture 
and governance may play a part. 
However well trained, motivated 
and led, individuals care not a 
jot if they are working for a plc 
or publicly-owned body.

In my opinion any improvement 
in industry safety performance 
over the last 20 years (following 
the hard lessons of Ladbroke 
Grove, Hatfield and Winsford, to 
name some examples) has come 
through such initiatives as defensive 
driving, Train Protection and 
Warning System (TPWS), increased 
awareness of human factors and risk 
management along with changes 
to communication equipment 
and protocols. All the above would 
have come to fruition under British 
Rail, and in some cases the sector 
managers in the last decade of a 
unified railway laid the foundations 
for what has subsequently followed. 
All the above initiatives have come 
with significant cost and/or loss of 
network capacity, which has quite 
possibly introduced a different kind 
of unquantified risk into our industry.

I do agree with Mr Perry that 
huge regional structures with 
incredibly large spans of control, 
remote management along with 
poor industrial relations and frontline 
engagement could have a negative 
impact on safety performance. 
However, this was already a thing of 
the past by 1994, and certainly within 

Trainload Freight and InterCity we as 
middle managers felt empowered, 
supported and on top of the job.

Many of today’s owning groups 
are state-owned, just not accountable 
to the UK Government; Network 
Rail is nationalised in everything 
but name; and my own employer 
Direct Rail Services has some of 
the most stringent recruitment 
and competence standards I have 
seen in almost 40 years. All three tip 
the balance away from only a truly 
privatised industry keeping us all safe.

So sorry Mr Perry, I for one 
don’t buy your hypothesis and 
stand by my opening comment 
that its people who keep our 
safety record on a positive rate of 
climb. Long may it continue.
RICHARD MACLENNAN
Whitrope, Scottish Borders

Your correspondent Cliff Perry 
puts forward some arguments for 
not doing a total nationalisation 
of the British railways. He 
mentions that there are people 
who subscribe dogmatically to 
the idea of nationalisation.

But in this country we also have 
the opposite problem. Chris Grayling 
thinks the East Coast franchise being 
taken back into government hands 
(for the second time) should only be 
temporary. Not long ago in proposing 
the new Bus Bill, the possibility of local 
authorities taking back responsibility 
for bus services was ruled out by the 
Government. Yet Blackpool does 
it successfully and when Directly 
Operated Railways ran the East Coast 
franchise, it did so successfully too.

Cliff Perry takes Denmark, the 
Netherlands and Great Britain as 

New station at Bromsgrove: at left, a service from Hereford en route to New Street, while 
at right a Class 323 stands after arrival from Four Oaks on 31 July 2018. John Whitehouse
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being good examples of running 
railways safely. But Denmark has 
DSB and the Netherlands NS, both 
state-owned companies, which run 
services alongside other companies 
such as Arriva and Syntus.

But our government, or certainly 
the Conservative Party, thinks having 
a state-owned national railway 
company is bad. There are two sides 
to being dogmatic. And what is so 
bizarre in Britain is that Continental 
state-owned railway companies run 
many of our franchises. I have written 
to my MP about this hypocrisy and 
I was forwarded a standard reply from 
the Department for Transport, which 
can only be described as waffle.
IAN K. WATSON
Carlisle

BROMSGROVE STOPS
The extension of Birmingham 
Cross City services to the large new 
Bromsgrove station has brought 
a step-change improvement in 
accessibility from Bromsgrove 
northwards. Ironically, services 
southwards from Bromsgrove have 
actually worsened with the removal 
of stops from peak-time Cardiff trains.

Given that Bromsgrove has a 
potential catchment area covering 
a large arc of southern Birmingham 
and that its station has a new sizeable 
car park (some 250 spaces), it may 
be that an opportunity is being 
missed for attracting passengers who 
might wish to take inter-city journeys 
to Bristol, Cardiff and beyond.

Assuming that additional stops 
will at some stage be introduced 
for some CrossCountry trains to 
call at the new Worcestershire 
Parkway station, there could be an 
opportunity to exploit any increased 
running times by introducing some 
Bromsgrove stops such that alternate 
trains either stop at Bromsgrove or 
Worcestershire Parkway (or neither).

Of course, we don’t know for 
sure that there is a strong potential 
market, but does CrossCountry? 
Has it done comprehensive 
market research to establish 
potential demand for fast services 
southwards from Bromsgrove? And 
would the incremental revenue 
for both stations more than offset 
any reduction caused by slightly 
increased end-to-end timings?
RICHARD BROWN
Alvechurch

AESTHETIC OLE DESIGN
Many thanks to Ian Walmsley for 
featuring the Mott MacDonald 
and Moxon Architects overhead 
line equipment support structures 
(‘Pan Up’, November issue). It was 
gratifying to see his enthusiasm 

for our concept, as anyone familiar 
with the UK railway industry will 
know that innovation in design 
and product supply can be a 
lengthy and difficult process. Your 
letter writers Anthony J. Foster 
(December) and Garry Keenor 
(January) raised a number of queries 
and criticisms of the design to 
which we would like to respond.

The single-track cantilever (STC) 
prototypes we have completed are 
a direct response to the brief set out 
by the Rail Safety and Standards 
Board (RSSB), Royal Institute of British 
Architects (RIBA), and HS2 Ltd in 
their design competition held in 
2014. The competition’s aim was to 
encourage aesthetically sensitive 
designs specifically in the context of 
HS2, for which the vast majority of 
electrification structures will be STCs.

Mr Keenor correctly points out 
that on other railways the STC will 
rarely be the only solution. Indeed, it 
is the variety and scale of twin-track 
cantilevers (TTC), overlap support 
structures, portals etc that have led 
on several schemes to precisely 
the visual confusion and impact 
that led to HS2 thinking differently. 
Following public criticism of the 
electrification structures adopted 
on the Great Western Electrification 
Project, Network Rail is also 
beginning to think again, and has 
spent considerable time reviewing 
alternative solutions, with a public 
consultation expected early in 2019. 
We know from discussions on other 
projects that it is not a simple either/
or choice between cheap-and-ugly 
and expensive-and-beautiful. It is 
a question of giving appropriate 
weight to considerations of cost 
and visual amenity, and the railway 
industry is waking up to the fact that 
value must include consideration of 
social and environmental impacts 
beyond the day-to-day costs and 
exigencies of railway operations.

Our design has been developed 
by a team of transport infrastructure 
architects, specialist railway 
electrification engineers and 
structural engineers. The design 
is fully compliant with HS2’s 
specified requirements and has 
also been checked against Network 
Rail’s design standards. Extensive 
engineering analysis and material 
testing have been completed, 
along with consideration of cost, 
embodied carbon, and construction 
logistics, working in partnership with 
specialist electrification structure 
fabricators. We have engaged 
with maintenance engineers from 
HS1 and brought to bear our own 
experience of electrification schemes 
throughout the UK and overseas.

Yes, the design is hinged at the 
mast to allow for thermal movement 
of the contact and catenary wires 
along-track. Yes, the position of the 
wires can be adjusted vertically and 
laterally in both small and large 
increments. Yes, we have developed 
details to allow the mast to be 
installed in a wide range of possible 
heights without compromising the 
economy or elegance of the mast 
(note that although we have our 
own mast design, with an elegant 
tapering profile, our boom can be 
attached to more conventional masts 
if required). Regarding cost, quotes 
from suppliers indicate the initial cost 
for an installed STC is little different to 
other systems (most of the cost is in 
foundations and construction activity 
anyway), and due to the reduction 
in component count, whole-life cost 
should be reduced. Feedback from 
the prototype is that our system 
is quick and simple to install.

Mr Foster’s major concern regards 
damage to the resin component 
of the cantilever’s densified wood 
laminate material, due to electrical 
stress and flashover. He cites his own 
experience with other materials in 
the 1960s, for the National Grid. 
In response, we would note that the 
material we are using has an extensive 
history in both the railway and power 
transmission industry, including 
outdoors, where it has been used 
specifically in high voltage electrical 
insulators for many years. Previous 
testing for the power transmission 
industry has shown the laminate resin 
to be moisture resistant, stable and 
undamaged during flashover tests. 
We are confident in its performance, 
but we accept there may be a 
demand for further electrical testing 
before use on a live railway line. 
Mr Foster also queries the material’s 
strength (although in fact the design 
is governed by stiffness). We have 
found that our use of the densified 
wood laminate does lead easily to 

misconceptions. If we note that it is 
roughly half as strong as structural 
steel but less than one-fifth of the 
weight, it should be apparent that 
its appearance can be misleading.

Both writers point out that 
the prototype as built does not 
include provision for support of an 
autotransformer feed (ATF) wire. The 
need to accommodate an ATF wire at 
height is one key contributor to the 
visual impact of many electrification 
schemes, and we note with 
interest that on the Great Western 
Electrification Project Network 
Rail is considering alternatives to 
high-level ATF support. We are 
agnostic on the subject – we can 
adapt our design to accommodate 
a high ATF wire where required.

Mr Keenor’s objections can be 
summarised in his statement that 
‘you can have aesthetically pleasing 
OLE, or cheap OLE – but not both’. 
We reject this reductionist view, 
which has too often led to the 
conclusion that aesthetics should be 
ignored entirely unless a ready-made 
answer to every problem is already 
available. In reality, design is a 
process of resolution of competing 
objectives, and our prototype is just 
that – a prototype, a first step from 
which we are already learning, and 
identifying further enhancements.
BEN ADDY
Architect Director, Moxon Architects
BRIAN DUGUID
Technical Director, Mott MacDonald
DAVID MERCER
Head of Overhead Line 
Equipment, Mott MacDonald

REGULATOR AT FAULT 
FOR TIMETABLE ISSUES
Your excellent article about Govia 
Thameslink Railway’s challenges and 
achievements (p68, December issue) 
sent me scurrying to the Office 
of Rail and Road website to see 
whether Professor Glaister’s report 
had admitted ORR’s significant share 

Beech catenary support: the one nearest the camera is the Moxon design.
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of the blame for GTR’s May 2018 
timetable ‘fiasco’. That significant 
share was that ORR had approved 
track access rights for the May 2018  
timetable that only gave GTR 
‘contingent rights’ for its additional 
services. That meant that the existing 
‘firm rights’ of all operators had to 
be accommodated by Network 
Rail before trying to accommodate 
GTR’s additional and retimed trains.

Anyone with any knowledge 
of timetable construction would 
have realised that a major project 
such as Thameslink could not be 
delivered in this way. This is why 
the Thameslink timetable was not 
approved, warts and all, until shortly 
before implementation. Yet ORR’s 
‘prior role review’ states ‘I did not 
identify any single point of failure 
on the part of ORR that would have 
been a root cause of the failure to 
introduce the 20 May timetable 
in an effective way’. That lack of 
understanding raises the question 
of whether ORR is a fit organisation 
to approve Track Access Rights.

GTR’s only sin was to fail to cry 
‘stop’ at the critical time at which 
Network Rail rejected ‘hundreds’ 
of GTR’s timetable bids (because 
they were only contingent rights, 
thus preventing NR from ‘flexing’ 
the rights of other operators).
PETER FOOT
Felmersham, Bedford

An ORR spokesperson responds: 
‘We approved the additional 
rights for GTR for the May 2018 
timetable on 16 May 2018. These 
were not previously included in 
GTR’s track access contract on any 
basis. However, consistent with the 
Network Code, GTR bid into the 
timetable process in expectation of 
receiving these rights in the future.

‘The first part of the timetable 
inquiry and the prior role review, 
which together laid bare the 
failings of industry players 
including the Office of Rail and 
Road, Department for Transport, 
Network Rail and train operators, 
were published in September.

‘This was followed in December 
with a series of recommendations 
including creating a clearer scope 
for industry boards to oversee 
major network change, introducing 
an independent audit process 
for major network changes to 
address problems before they affect 
passengers and – specifically for 
the ORR – monitoring Network Rail 
System Operator’s performance in 
delivering commitments made in 
Control Period 6 and continuing 
enhanced monitoring of the 
risks to future timetables.’

TOO MANY COOKS?
If the main lesson from the Clapham 
accident was ‘independent testing’ 
(‘Informed Sources’, last month), then 
the August 2017 Waterloo events 
suggest to me ‘too many cooks spoil 
the broth’. Reading the Rail Accident 
Investigation Branch report, I was 
struck by there being separate 
contracts for the permanent design, 
the temporary test wiring design and 
the testing itself. The temporary test 
wiring was, in effect, stage wiring; if it 
had had that status it may have been 
clearer to the testing staff that any 
changes to it should have been by test 
straps or temporary disconnections 
and restored at the end of the shift. 
Alternatively, the test wiring design 
could have been the responsibility 
of the testing team, albeit carried 
out by licensed designers within 
a multi-functional organisation.

The need for ‘independence’ 
does not require the creation 
of separate contracting entities 
for different functions.
PHIL HINGLEY
London SE19

EWR PROGRESS 
OVERDUE
We were pleased to read in your 
January issue that the East West Rail 
inquiry is due to start in February. 
What an expensive farce this 
saga has been. The New Towns 
Commission failed to include rail 
in a number of developments.

The Varsity line closed at the end of 
1967 (although Bedford – Bletchley 
survived) just as Milton Keynes 
started – ‘a curious case for closure’, 
according to Modern Railways! The 
route was losing £100,000 per annum, 
but usage would have increased 
as the population grew and new 
services could have developed.

In the early 1990s, British Rail 
proposed a Peterborough – Swindon 
service that was rejected by the 
Department for Transport. There 
would have been no need for a 
Transport and Works Act Order if the 
line had stayed open, nor a huge 
construction bill. It is still unclear 
why a ‘mothballed line’ needed an 
Order. Even this has been bogged 
down as the DfT changed the 
spec so three consultations were 
needed. Electrification, freight and 
cross-country service capacity have 
been lost, which will be regretted.

As noted on p46 last month, 
242 objections have been made, 
but 101 related to School Crossing 
in Woburn Sands, where it had been 
expected that a footbridge would 
be provided. More than 60 relate to 
compulsory purchase orders and 
property impact. The newts and bats 

raised 26 objections. Four opposed 
the whole idea. Councils mainly 
objected to construction traffic 
impact, which raises the question 
as to why rail is not used to the full!

Hopefully we will see real 
progress on site in 2019 on a 
project that could have happened 
years ago and saved millions.
CHRIS WRIGHT
Oxon and Bucks Rail 
Action Committee

NORTH 
STAFFORDSHIRE 
LINE SERVICES
The proposal from Transport for the 
North for a new service between 
Liverpool and Leicester via Crewe, 
Stoke-on-Trent, Uttoxeter and 
Derby (p13, December issue) 
makes very welcome reading. 
Such a service would be a major 
advance in addressing the present 
limited connectivity between the 
East Midlands and the North West, 
something that Railfuture has 
been seeking to address for many 
years. Though the Hope Valley line is 
the current main route between the 
two regions, its capacity limitations 
and the competing demands for 
other service enhancements constrain 
its potential and make consideration 
of other options necessary.

The suggestion of a limited-stop 
service run by TransPennine 
Express or East Midlands Trains 
from Leicester via the Derby – 

Crewe ‘North Staffordshire’ line 
is therefore to be welcomed and 
supported. Direct services through 
to Manchester via this route would 
be a welcome alternative.

Despite linking two major rail 
interchanges and two significant 
cities, the Derby - Crewe line is 
shamefully under-utilised. Indeed, as 
has been pointed out by Midlands 
Connect, the line potentially has HS2 
interchanges at each end! Extending 
its services at both ends offers major 
benefits in intra- and inter-regional 
connections. Indeed, it would 
complement the numerous east-west 
routes currently being developed 
elsewhere in the country, such 
as the trans-Pennine routes and 
Cambridge – Oxford. An inter-city 
level of service would be attractive 
to many who currently travel along 
the much-upgraded though often 
congested A50 dual carriageway.

The related proposal to extend 
East Midlands Trains’ Derby – 
Crewe local service to Manchester 
Airport also offers great potential, 
especially by offering direct links 
from the local stations. We would 
additionally advocate extension 
to at least Nottingham at the 
eastern end, thus also restoring 
a direct link between the two 
main conurbations in the north 
Midlands. This would complement 
the development work being done 
on cross-Midlands improvements 
further south, between Leicester 

East West stirring: new plate on bridge just east 
of Winslow, 17 December 2018. Phil Marsh
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and both Birmingham and 
Coventry. There is also the potential 
for semi-fast services linking the 
coasts via Lincoln and Chester.

Railfuture is seeking to promote 
the development of the North 
Staffordshire line through bringing 
together the various interests 
from business, local government 
and transport lobby groups. 
We look forward to working with 
all relevant bodies to unlock the 
enormous potential this currently 
overlooked route has to offer.
STEVE JONES
Secretary, East Midlands 
Branch, Railfuture
Market Harborough

STEVENTON BRIDGE
Why is it that Network Rail (and Roger 
Ford) think they can simply ignore the 
rules protecting structures of historical 
or architectural importance? You will 
say ‘it’s just some old bridge’, however 
that’s what they said about the Euston 
Arch. As a 200-year-old industry, rail is 
blessed (or cursed depending upon 
your point of view) with many listed 
structures. Rail should treat listed 
infrastructure as valuable assets, 
not ‘just some old bridge’, after all 
St Pancras was up for demolition 
at one time. Brunel would have 
knocked the bridge down without 
a second thought, but time has 
moved on. We should have learned 
by now that once something has 
been demolished, it’s gone forever.

There is an alternative, which not 
only saves Steventon bridge, but 
removes two residential area level 
crossings from a 125mph railway 
(something NR is supposed to 
be doing anyway). The two level 
crossings both serve a residential 
area of Steventon, south of the 
railway, providing the only road 
access to this area. However, just 
south of the railway, a byway runs 
from the B4017 (which crosses 
the bridge) to the housing area. 
The byway is around a quarter of a 
mile long. So the opportunity is to 
buy the land on which the byway 
runs (mainly agricultural land), 
convert it to a proper road, close 
both level crossings and leave the 
bridge untouched. Remember, 
the problem here is the difference 
in height between the contact wire 
under the bridge and over the level 
crossings: remove the level crossings, 
and the problem disappears while 
allowing the bridge to remain intact.

Somebody will say that there is no 
business case. However, demolishing 
and replacing the bridge won’t 
be cheap, and NR has no doubt 
already spent a lot on lawyers and 
consultants. And then there is the 
indirect cost to the hundreds of 
motorists who use the bridge daily. 
The alternative routes can be quite 
long and congested, increasing fuel 
and maintenance costs, incurring a 
lost opportunity cost through longer 
journeys, and increasing CO2 and 

other emissions. Many of the bridge’s 
users are also railway customers, using 
Didcot Parkway – so a kick in the 
teeth for those customers and more 
bad PR for the railway. The overall 
business case does not look too bad, 
even though NR doesn’t take any 
responsibility for third party costs.

No doubt 20 people will now write 
in to tell me what a bad idea this is. 
But did NR give any consideration 
to alternatives from the standard 
‘demolish and replace’ option? And 
yes, in case you are wondering, I do 
use the bridge from time to time, 
to get to Didcot Parkway station.

Finally, I hope the appeal fails. It’s 
time the railway learned to respect 
its neighbours (and customers) and 
stop acting as if it has an overriding 
right to do whatever it likes.
PETER JOHNSON
Abingdon, Oxfordshire

YORKSHIRE 
RESIGNALLING
A few corrections to Alan Williams’ 
two pieces about resignalling 
in your January issue.

In East Yorkshire, Crabley Creek 
signal box has not closed; it is still 
open, downgraded to the status 
of gate box controlling its own 
level crossing, as before. York Rail 
Operating Centre (ROC) does 
not fringe to Hessle signal box, it 
fringes to Hessle Road signal box, 
which is situated in Hull (the signal 
box at Hessle closed in 1983).

In respect of Huddersfield and 
Bradford, York ROC’s Huddersfield 
workstation does not fringe to the 
Leeds West workstation between 
Ravensthorpe and Dewsbury, 
it fringes with Batley signal box. 
The existing two 1993 Solid State 
Interlockings there have been 
recontrolled to York ROC. Some of the 
interlockings previously controlled 
by Healey Mills power signal box 
(PSB) were renewed in 2003 as part of 
refurbishment of that box at a cost of 
£9 million, a scheme of questionable 
value now that the box has closed.

The only interlockings that 
were renewed then were the 
1963 installations at Healey Mills 
and Thornhill (this latter is a separate 
interlocking to the Thornhill 
LNW interlocking mentioned in 
the article). Greetland is a new 
interlocking dating from 2009 when 
the control of Healey Mills PSB was 
extended to take over the former 
Greetland mechanical box. The 1970 
Thornhill LNW and Heaton Lodge 
interlockings were not renewed 
with the 2003 work and have not 
been renewed with this recontrol.

Rather than a success story  
I would suggest that Healey Mills 

is indicative of the waste of money 
currently taking place on Network 
Rail, reminiscent of the Modernisation 
Plan years. This is just one example 
of several major NX panels that have 
been replaced in recent years, only 
to be subsequently closed a few 
years later by ROC migration. This 
has cost many millions of pounds 
that could have been spent on 
badly needed improvements to 
the network if a better long-term 
signalling renewals policy were being 
pursued, rather than the scattergun 
approach of Digital Railway recontrol.
ANDY OVERTON
Doncaster

Alan Williams comments: ‘Crabley 
Creek box has closed as a signal 
box controlling trains as part of the 
resignalling – it has remained open 
temporarily merely to control the gates 
(as I understand have a couple of others)
because the kit wasn’t ready and/or the 
necessary paperwork available at the 
already delayed time of resignalling in 
December and there was pressure to 
get the signalling into use before the 
migration of the York IECC to the ROC.’

SPEEDS OVER 
WHITEBALL
I see that the Intercity Express Train 
(IET) Class 800 diesel engines have 
now been uprated from 560kW to 
the 700kW of the more powerful 
Class 802s (p77, last month). 
However, measurements taken 
by Railway Performance Society 
members suggest the Class 800s 
have yet to register more bite than 
they did before their ‘unmuzzling’. 
This is especially evident above 
50mph when conservatively-set 
traction management software 
seems to ensure power is limited 
to comply with a Department for 
Transport-agreed acceleration profile. 
The Class 800s remain no match 
for the ‘802s’ and this is reflected in 
typical speeds crossing the ‘Great 
Divide’ from Somerset into Devon 
at Whiteball tunnel of 80mph for a 
Class 800, 90mph for an ‘802’, (dare I 
say) 95mph for an HST and sometimes 
100mph for a Voyager Class 220.
JOHN HEATON
President, Railway 
Performance Society
Dawlish

Great Western comments: ‘The 
only reason the IETs were uprated 
was to ensure they could reach 
linespeeds in diesel mode where 
Network Rail had not yet installed 
overhead line electrification,                                                        
so that they could maintain the 
HST timetable. They do that, and 
have done so for the past year.’
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Blood and Custard

Imitation the sincerest 
form of flattery

Looks familiar: Europe Editor Keith Fender spotted this sign when being 
shown around SNCF’s Le Landy high-speed depot recently. The Le 
Landy version is rather more subjective than Roger Ford’s data-driven 
UK Spanners (p54, last month) and only covers the Le Landy site. The 
people showing Keith around said their spanners awards only date back 
a few years – and they were completely unaware of the UK version!

DIGIT EXTRACTION
WHILE WE umm and aah about 
building 230km of high-speed route 
from London to Birmingham by 
2026 and a further 300km north 
thereof by 2033, here, thanks 
to our pals at Railway Gazette 
International, is how they do it in 
China. On 25-26 December 2018, 
China saw the inauguration of:
n 293km of inter-city railway 

from Harbin to Mudanjiang, 
authorised in 2014;

n 287km of 250km/h line from 
Hangzhou to Huangshan;

n 308km of 350km/h line from 
Jinan to Qingdao – construction 
began in December 2015;

n a 429km coastal railway from 
Qingdao Bei to Yancheng;

n a 318km mixed traffic 
line between Huaihua 
and Hengyang, on 
which construction 
began in June 2014.

Meanwhile, the National 
Development & Reform 
Commission approved the 
construction of a 292km 
high-speed line between Xi’an and 
Yan’an in Shaanxi province, which 
is expected to open in 2023. There’s 
an exciting Christmas present 
for the Chinese rail industry.

 

Almost a century apart: an Azuma on test passes 1923-built No 60103 at Helpston on the East Coast main line as it accelerates 
away with the 08.23 King’s Cross – York ‘Sir William McAlpine’ memorial steam special on 11 January 2019. Graham Nuttall

GHOST OF THE FUTURE

Another unadvertised special: hot on the heels of our picture last month of a virtually 
empty loco-hauled rugby special on the Fife circle in Scotland, when service trains 
were full to the gunwhales, comes this image from the North West. The date is 
Saturday 22 December and this is No 67014 at the helm of 1T50, the 14.13 Holyhead 
to Manchester Piccadilly Christmas shopping extra service at Warrington Bank Quay. 
This service was unadvertised and consequently empty, while running in front of it 
was a timetabled service, formed of a four-car Class 150/2 unit, which was absolutely 
full. ‘Not very well planned it seems’ comments our photographer, Leo Martin.

Traditional Sunday brass duties: this is St Erth box in Cornwall on 16 December 
2018, with our contributor Craig Munday applying a bit of elbow grease. Craig 
reports that on a stint as pilot during single line working to Penzance a remarkable 
variety of traction passed, including Classes 43, 66, 57, 800, 802 and 220.

SHINING THE BRASS

Empty Santa special
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RAIL IN WALES AND THE WEST
The Modern Railways 4th Friday Club is organising an exciting 

conference covering the railway scene in Wales and the West of England 

Friday 22 March 2019, Cardiff

NETWORK, LEARN, INTERACT 

FOURTH FRIDAY CLUB
THE ORIGINAL RAIL INDUSTRY MEETING FORUM

SPONSORED BY

Come along and learn about:

n The new Welsh franchise 

n Building new trains for Wales 

n An update on Great Western 

n Network Rail developments 

n Local service improvements
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Some wintry scenes from north of the border from the lens of IAN LOTHIAN 

SNOWY SCOTLAND

Snow on the hills: unit No 350407 is on the West Coast main line south of Carstairs on 
28 December 2017 working the 10.00 Manchester Airport to Edinburgh Waverley TPE service.

Intermodal freight: No 66303 is passing through Camelon on 
17 January 2018 with the 13.50 Grangemouth to Aberdeen service.
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Wires on the way: unit Nos 158729 and 158868 are approaching 
Larbert as snow continues to fall on 4 March 2018 with a 
12.00 Stirling to Edinburgh empty stock working.

Carrying winter fuel: No 60047 was photographed just north of Pettinain on the West Coast main line 
(to the south of Carstairs) on 28 December 2017 with the 08.30 Dalston to Grangemouth tanks.

ED on ECS: due to weekend engineering, the line south of Aberdeen was 
closed on Sundays for four weeks in early 2018. As a result, the empty 
coaching stock of the Friday night Caledonian Sleeper from London ran 
from Aberdeen on a Saturday morning as the 09.15 to Polmadie, returning 
to Dundee on a Sunday evening (with passengers from north of Dundee 
being taken to Dundee by road coaches). This was electro-diesel No 73966 
approaching Plean, between Stirling and Larbert, on 20 January 2018.
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TRAFFIC GOES ON GROWING
A POSITIVE RESULT FOR THE SECOND QUARTER
JOURNEY DEMAND grew in 
the second quarter of financial year    
2018-19 by 1.9%, compared with 3.1% 
in Q1. This was despite poor operating 
performance results in the period, 
as well as strikes and significant 
engineering disruptions. Table 1 
shows the results, with the figures 

very much driven by London and 
the South East (LSE) and particularly 
south of the river, where engineering 
possessions were less significant in 
2018 than in the previous year.

In contrast to LSE, Regional and 
Long Distance declined in Q2. 
This is a switch around compared 

to the 2017-18 year, where total 
journeys were down 1.4%, driven 
by a 2.1% decline in LSE.

The most striking result is the 
continued real growth in receipts. 
These grew 2.3% year-on-year for 
2017-18 compared with 2016-17; 
the current year is doing better 

thus far. This is partly due to the 
continued switch from annual 
seasons to higher yielding products, 
but also indicates real increases 
compared with inflation. The 
market for Regional seems resilient 
given the strikes at Northern.

TOC-BY-TOC ANALYSIS
Table 2 shows the journey statistics 
for each train operating company 

TABLE 1: SECTOR RESULTS FOR QUARTER 1 AND QUARTER 2, 2018-19

Journeys Passenger kilometres Receipts
Q1 Q2 Q1 Q2 Q1 Q2

London and 
South East

+3.5 +3.1 +1.9 +3.8 +6.4 +7.1

Long Distance +2.7 -0.8 +2.3 -1.1 +6.8 +4.2
Regional +1.8 -0.7 +2.1 -0.1 +5.6 +2.5
Total +3.1 +1.9 +2.1% +1.4 +6.5 +5.4
Figures show percentage change compared with the same quarters in 2017-18. Source: Office of Rail and Road
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TABLE 2: JOURNEYS BY TOC, QUARTER 1 AND QUARTER 2, 2018-19

% CHANGE ON 2017-18 AND Q2 KILOMETRE CHANGE ON 2017-18 ARE  
ALSO SHOWN. OPERATORS ARE ORDERED BY JOURNEY VOLUME

TOC

Journeys, 
total (million), 

2018-19

Journeys,  
% change on 

same quarters 
in 2017-18

Passenger 
kilometres, 
% change 

on 2017-18
Notes

Q1 Q2 Q1 Q2 Q2

Govia Thameslink Railway 81.7 83.7 4.8 5.8 5.2

The figures show a full quarter of 
transfer of some traffic from East 
Midlands after the May 2018 changes. 
Despite service issues there is a 
significant recovery from the previous 
year now that the London Bridge 
work is complete. Airport traffic at 
Gatwick and Luton is buoyant.

South Western Railway 52.7 53.8 1.2 5.1 4.7

The 2017-18 figures included 
the August 2017 Waterloo 
shutdown; the traffic loss from 
that has largely been recovered, 
despite the strikes this year.

London Overground 47.2 47.2 0.3 -2.6 -2.3
Some transfer to GTR/Southeastern 
looks likely on the south east London/
Croydon/London Bridge axes.

Southeastern 43.2 45.6 3.7 2.8 3.5

Great Western Railway 25.6 25.0 -1.0 -5.0 -1.9

Hayes/Heathrow Connect services 
transfer to TfL affected full period, 
Oxford resignalling and continued 
electrification work are also factors.

Chiltern Railways 7.2 7.3 6.8 3.8 5.1
Disruption from Oxford resignalling 
will have lowered growth.

Transport for London 
(Crossrail)

11.4 11.0 12.4 13.0 21.7
Traffic transfer from Great Western 
partly responsible for change.

Northern 25.1 24.8 -4.1 -0.7 -0.2

Q2’s better result than Q1 
(columns three and four) driven by 
Liverpool resignalling completion. 
A buoyant result given strikes 
and service difficulties.

TransPennine Express 7.2 7.1 10.9 1.0 2.1
Clearly significantly affected by the 
timetabling issues in the whole of Q2.

Merseyrail 11.0 10.5 9.4 -0.6  -3.6
Benefited from Liverpool Lime 
Street shutdown in Q1.

ScotRail 23.9 24.3 1.5 -1.3 0.1

Aberdeen – Dyce redoubling 
closure affected Q2. Aberdeen 
area traffic has declined at least 
15% since 2015. Electrification 
work still active on key routes.

Greater Anglia 20.7 21.3 4.4 4.2 3.9
Stansted Airport air passenger 
throughput up 10%.

West Midlands Trains 18.9 18.3 2.0 1.1 1.5 Euston weekend closures in Q2.

Virgin Trains West Coast 9.7 9.7 4.7 1.0 -1.5

A decline in average journey length 
has hit the passenger kilometres 
figure, but it is an achievement 
to grow journeys given four 
weekend closures of Euston.

c2c 12.0 11.9 2.8 2.6 2.7

CrossCountry 10.0 9.9 3.8 -2.3 3.6
Derby resignalling and Great 
Western works affected the results.

East Midlands Trains 6.8 6.5 2.4 -3.8 -2.6
A full quarter of transfer of traffic 
to Thameslink in Q2 and Derby 
resignalling look to be responsible.

Arriva Trains Wales 8.3 8.3 4.2 0.2 1.8

LNER 5.7 5.6 6.7 1.7 1.8 Significant performance issues in Q2.

Caledonian Sleeper 0.1 0.1  0.1 3.0 3.3

TOCs ordered by journey volume. Figures show percentage change compared with the same quarters in 2017-18. Source: Office of Rail and Road

TPE hit by timetable problems: 
passengers detrain from a Manchester 

Airport to Newcastle service at 
Durham station on 1 August 2018, 

when it was terminated short 
due to late running. Tony Miles

(TOC), with some more detailed 
comments. There are some 
journey reallocations between 
sectors resulting from the May 
timetable changes, which for 
Q2 covered the full period.

Petrol prices during the 
period reduced and there 
were fewer terrorist attacks 
than in the year prior.

As for the East Coast open access 
operators, Grand Central grew 
by 11.0% in the second quarter, 
while Hull Trains, with no Hull City 
of Culture this year and specific 
performance and train availability 
problems, only managed 1.8%.

Overall, these are a surprisingly 
positive set of traffic results. The 
increase in fare yields is significant; it 
will be interesting to note the effect 
of the January 2019 fare increases, 
at a time of lower petrol prices. The 
second half of 2018-19 will also see 
the completion/extension of several 
electrification schemes. Theo Steel
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London Overground: a Class 378 crosses Cremorne 
Viaduct, Battersea, while on a Clapham Junction to 
Stratford working on 14 December 2018. Ken Brunt
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THEO STEEL considers how urban densification has fuelled the rise in rail journeys

The number of rail journeys taken in the 
UK doubled between 1995 and 2015. 
What were the causal factors? The recent 

Independent Transport Commission report on 
‘Wider factors affecting the long term growth 
in rail travel’ stresses the effect that increasing 
urban density and shifting workplaces near 
to stations has had on rail travel. There is no 
doubt that this is a factor, as can be seen in the 
statistics in Table 1 for a selection of stations 
where there has been considerable growth of 
shopping, work or living facilities. I have written 
this article to show that while densification is 
important, there are other factors involved.

The figures quoted in Table 1 are from the 
Office of Rail and Road’s station statistics for 
1997-98, 2006-07 and 2016-17. It must be said 

that many of the stations have been subject 
to statistical reassessment at various points 
as sampling has evolved, but there are some 
staggering changes. The list of stations in 
Table 1 is a personal selection and based on my 
observations of where urban development has 
taken place; it excludes central London stations.

LONDON AND SOUTH EAST
Looking at Table 1, Stratford is clearly a one-off 
with its Olympic legacy, new shopping 
centre and 20,000 new housing units.

While not back to the five million of the 
1930s, the inner boroughs of London have 
grown from a population of 2.7 million in 
1996 to 3.5 million in 2016; this is reflected 
in some of the figures in Table 1. The outer 

boroughs have grown from 4.8 million to 
5.3 million. Population everywhere in the capital 
is growing and (as I write) unemployment is 
at 4% – the lowest level since the 1970s.

Of the 1.7 billion rail journeys per year 
nationally, almost 200 million are made on 
London Overground and these are mostly 
short-distance journeys. This has affected 
figures for journey lengths nationally. Stations 
like Canada Wharf and Highbury & Islington 
now have over 20 million National Rail 
passengers per year; there are others in the 
five million-plus range. The resurgence of inner 
London is a critical factor in these trends.

In London and the South East the 
growth rate has tended to slow since 
2006-07, as is evidenced in Table 1.

URBAN GROWTH
BENEFITS RAIL
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REGIONS
Leeds, Birmingham New Street and Bristol Temple 
Meads stand out as stations that have grown very 
substantially as a result of development nearby.

Table 2 from the National Infrastructure 
Commission’s recent work shows the top 10 
locations for road congestion; this is one factor 
driving people onto rail. Car parking charges 
and availability are also critical, both generally 
and to give access to the rail network.

Some of the cities in Table 2 have seen 
significant growth on rail in parallel with 
urban densification, but not all.

Table 3 (overleaf) shows rail use trends at some 
other major locations. Few of the places in Table 3 
have seen obvious urban densification around 
the stations: many are in conservation areas, 
or the stations themselves are listed.

Manchester is developing, but not particularly 
yet around the stations. Linkage to MediaCity 
has been improved as the tram system has 
grown. Road congestion looks to be the key 
here, despite some recent spend on roads.

Reading is a surprising disappointment given its 
location in a very active area economically, but the 
recent development in the area has been much 
focused on the M4 and other out-of-town districts. 
Obviously the Great Western electrification 
project completion ought to accelerate growth.

The Midland main line stations have not 
seen immediate urban densification, with the 
possible exception of Derby, with Pride Park 
and the establishment of the Technical College 

TABLE 2: WORST 10 LOCATIONS FOR ROAD CONGESTION

n London
n Manchester
n Liverpool
n Birmingham
n Portsmouth/Southampton

n Nottingham
n Leeds
n Bristol
n Brighton
n Bournemouth

Source: National Infrastructure Commission 2018 report

TABLE 1: PATRONAGE IN PLACES WHERE
URBAN DENSITY HAS INCREASED

Location 1997-98 2006-07 2016-17
Stratford 2.4 7.7 42.3
Birmingham New Street 11.4 14.3 42.4
East Croydon 10.8 19.5 22.6*
Leeds 9.9 17.4 30.9
Wimbledon 7.4 15.9 20.1
Cardiff Central 5.9 9.1 12.5
Bristol Temple Meads 3.7 6.5 11.5
Cambridge 3.9 6.5 11.4
Southampton 3.2 5.1 6.4
Guildford 4.9 7.2 8.2
Chelmsford 4.8 7.1 8.5
Woking 4.6 6.7 8.0
Barking 3.9 4.9 12.8
Romford 3.6 7.4 8.8
Ilford 2.6 5.1 8.1
Lewisham 2.6 5.8 10.7
*27.6 in the prior year, before industrial relations problems hit. Source: Office of Rail and Road. Figures are millions of passengers.
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immediately adjacent. However the results there 
are not as positive as at Sheffield, with again a 
much-improved walking link to the town centre 
and tram distribution established. The upswing 
has come in spite of the demolition of the Sheaf 
House office block. The Midland route has of 
course seen a doubling of service in the last 
20 years to all destinations, together with speed-ups.

Hull, Blackpool and Middlesbrough are 
examples of slow economic development, which 
is reflected in the low patronage growth figures.

Brighton’s figures are driven at least in 
part by expensive parking in the city – as at 
Nottingham. There are no congestion charges 
in UK cities other than in central London. 
The price of petrol has a significant effect on 
journey modes outside London in particular.

CENTRAL LONDON
Some central London terminus figures are shown 
in Table 4. The King’s Cross and Paddington 
developments adjacent to the stations have 
accelerated growth. Euston grows remorselessly, 
albeit the 2006-07 figures look odd, being 
lower than years on either side (this may have 
been due to engineering work in the lead up to 
the introduction of the Virgin High Frequency 
timetable in 2008). Liverpool Street is of course 
adjacent to major new office blocks in the City.

These are some of the largest stations 
in the country: interestingly, none of 
them saw a doubling of patronage 
over the two decades in Table 4.

GREATER LONDON
Table 5 covers stations in the Greater London area 
with more than 10 million on/offs each year.

2012-13 has been chosen as a 
reference point as it was the Olympic year, 
performance nationally was at 91%, and 
London Bridge had not been rebuilt.

In broad terms, the Overground is a 
resounding success story – even if down this 

TABLE 4: TWO DECADES OF GROWTH AT LONDON TERMINI

1997-98 2006-07 2016-17
Waterloo 58.8 84.0 99.4
Victoria 52.3 66.8 75.9
Liverpool Street 35.2 55.3 67.3
Euston 26.8 25.6 44.1
Paddington 21.1 27.3 35.9
King’s Cross/St Pancras 43.9 45.8 67.3
Source: Office of Rail and Road. Figures are millions of passengers.

TABLE 3: PATRONAGE GROWTH AT SELECTED STATIONS

1997-98 2006-07 2016-17
Clapham Junction 7.3 8.7 30.7
Glasgow Central 20.1 21.1 32.1
Glasgow Queen Street 1.7* 14.1 14.4
Manchester  
Piccadilly

13.7 14.5 27.8

Manchester Victoria 1.5* 5.1 8.6
Edinburgh Waverley 9.7 15.6 22.6
Reading 9.4 14.4 17.1
Liverpool Lime Street 9.8 14.5 15.6
Liverpool Central 1.9* 7.2 16.0
Brighton 7.4 12.8 16.0
Newcastle 4.7 6.2 8.4
York 4.2 6.1 9.3
Nottingham 3.9 5.8 7.5
Sheffield 3.5 5.4 9.5
Leicester 3.2 4.6 5.4
Derby 2.9 2.7 3.9
Milton Keynes 3.1 4.6 6.8
Blackpool 1.6 1.7 1.9
Hull 1.7 2.1 2.4
Middlesbrough 0.9 1.2 1.4
*The ORR figures for these stations show large jumps between the 2005-06 and  
2006-07 financial years, suggesting some resetting of the statistical base.
Source: Office of Rail and Road. Figures are millions of passengers.

Olympic legacy: unit No 360114 at Stratford with a Liverpool 
Street to Ipswich service on 23 July 2017. David Andrews
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year. The figures show that Crossrail, Waterloo 
and London Bridge works have taken their 
toll, and terrorism is not good for business. 
There looks to have been migration to the East 
London line in the face of engineering disruption 
at London Bridge. Then add in the Southern 
strikes and it is quite a complicated picture.

On the whole, south of the river has not been 
growing (although growth has been seen again 
in the first two quarters of 2018-19). The service 
problems on SWR and GTR have been well 
publicised – prompting me to look at the station 
figures for the southern section of the Northern 
Line, which are shown in Table 6. Difficulties on 
the main line railway have clearly had an impact.

Clapham Junction is busier than it might 
seem from Table 5: the station had similar 
interchange figures in 2017-18 to on/off figures.

While not qualifying for inclusion in 
the table, Old Street is worth mentioning: 
National Rail patronage there grew from 
1.7 million to 5.7 million over the period, 
linked to growth of the tech quarter.

Five stations had lower patronage 
in 2017-18 than in 2012-13, but the 
net growth at the stations in Table 5 is 
over 100 million over the period.

LATEST TRENDS
Recent publication of the 2017-18 station entries 
and exits statistics allows a closer look at more 
recent trends (Table 7). The 2017-18 year is 
interesting as London and the South East showed 
a decline of 2.1% in journeys and Regional 
was flat; Long-Distance increased by 0.9%.

TABLE 5: PATRONAGE GROWTH AT GREATER LONDON STATIONS

Station 2012-13 2016-17 2017-18 Notes
Waterloo 95.9 99.4 94.4 Platform lengthening in August 2017.
Clapham Junction 23.6 30.7 29.4
Vauxhall 19.0 22.5 20.6
Victoria 77.3 75.8 75.0 At 85.3 million in 2015-16, decline since then due to industrial relations problems.
Liverpool Street 58.4 67.3 66.9 Crossrail works took their toll in 2016 and 2017.
London Bridge 53.4 47.8 48.5
Waterloo East 6.8 10.3 10.0
Charing Cross 38.1 29.5 28.3
Cannon Street 20.0 22.6 23.4 North Kent services are now concentrated at this station.
Blackfriars 13.0 10.5 10.6
Farringdon 4.9 12.0 12.6 Nearby City Thameslink is six million or so throughout the period.
St Pancras 24.3 33.4 34.6
Euston 38.3 44.1 44.7
Stratford 25.7 42.2 40.7 There has been a stall in the huge growth that has taken place since the Olympics.
Paddington 34.1 35.9 36.6 Suburban electrification to Maidenhead and later Didcot in 2017.
King’s Cross 28.5 33.8 33.9
Highbury and Islington 14.7 29.8 29.5
Canada Water 6.5 25.0 25.0
East Croydon 21.8 22.6 23.6
Wimbledon 19.3 20.2 18.5
Fenchurch Street 16.8 18.5 18.4
West Ham 3.5 10.6 10.6
Barking 8.3 12.7 13.5
Marylebone 14.7 16.7 16.7
Whitechapel 4.4 14.4 14.4
Richmond 9.5 11.7 11.5
Lewisham 8.2 10.7 10.7
Moorgate 9.1 10.8 10.4
Source: Office of Rail and Road. Figures are millions of passengers, on/off. There is some reclassification between 2012 and 2016 in particular.

TABLE 6: NORTHERN LINE GROWTH

Station 2013 2016 2017
Morden 7.7 10.0 10.4
South Wimbledon 3.8 4.8 4.9
Colliers Wood 5.8 6.7 6.7
Tooting 13.5 15.9 16.2
Tooting Bec 6.9 7.9 8.0
Balham 12.0 14.6 14.3
Figures are millions of passengers.

Scotland’s biggest city: this is Glasgow Queen Street on 22 May 2017. M. John Stretton
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Table 7 shows those stations with over 
five million on/offs outside the Greater 
London area ordered by volume and showing 
2012-13, 2016-17 and 2017-18; multiple 
terminals are grouped by location.

As expected, the stations nearer to London 
on South Western Railway are down; the 
South East generally is sluggish. Airports are a 
growth area, including Manchester Airport.

Oxford is perhaps the most encouraging 
story in the table. Cambridge’s city centre 
station has also grown, despite the 
opening of nearby Cambridge North.

The West Midlands comes through 
strongly, as do Newcastle and York.

A number of stations are very close to five 
million, including Stevenage, Peterborough, 
Preston, Chester and Maidenhead. Exeter Central 
and St David’s together total five million. The 
Bradford stations nudge the five million figure too.

The growth in Glasgow and Edinburgh is 
encouraging, given disruption to services from 
electrification work. Aberdeen, though, has 
declined from 3.6 million in 2012-13 to 2.9 million 
in 2017-18, reflecting the financial troubles of 
the oil industry there. Bolton is another location 
that has declined, not surprisingly given the 
troubles with over-runs on electrification work.

This selective look at the statistics indicates 
that spatial developments are important to rail: 
the hope is that local authorities will continue to 
work with Network Rail to optimise station and 
rail development. However, road congestion, 
fuel prices, rail ticket prices and service quality 
are also significant factors, quite apart from 
the economic success of the area served. a

TABLE 7: RECENT TRENDS AT LARGER REGIONAL CENTRES

Station 2012-13 2016-17 2017-18 Notes
Birmingham New Street 32.1 42.4 43.7 Growth has softened; this is the only station outside London in the Top 10.

Birmingham Moor Street 6.9 6.8 6.6
Snow Hill and University do not qualify for inclusion 
in the table but show similar trends.

Glasgow Central 27.2 32.1 32.9
Glasgow Queen Street 16.4 14.7 16.4 Bounce back after High Level temporary closure.
Leeds 26.7 30.9 31.1
Manchester Piccadilly 23.2 27.8 27.7
Manchester Victoria 7.6 8.2 8.2
Manchester Oxford Road 8.0 8.6 8.6

Edinburgh Waverley 18.9 22.6 23.3
Growth despite disruption from electrification works 
and opening of second Forth road bridge.

Gatwick Airport 13.5 19.4 20.3 Has continued to grow despite Southern’s service issues.
Reading 15.4 17.1 17.0
Brighton 16.2 16.0 16.9 Affected by industrial disputes, but has bounced back.
Liverpool Central 13.5 16.0 16.5 Some passengers diverted here during resignalling work at Lime Street.
Liverpool Lime Street 13.1 15.6 16.0 Note positive effect from electrification of route to Manchester.
Moorfields 6.6 7.2 7.4
Cardiff Central 11.7 12.5 13.0 Queen Street and Cardiff Bay are also growing.

Cambridge 9.2 11.4 11.5
Cambridge North station opened in June 2017, 
serving 0.5 million passengers in 2017-18.

Bristol Temple Meads 9.2 11.3 11.4 Bristol Parkway showed flat usage trends over the period.
York 8.2 9.3 9.8
Sheffield 8.6 9.5 9.6
Stansted Airport 3.7 7.6 8.9 Strong growth in line with airport recovery.
Newcastle 8.0 8.4 8.8
Chelmsford 8.3 8.5 8.6
Watford Junction 6.4 8.3 8.3
Guildford 8.0 8.2 8.0
Woking 7.7 8.0 7.6
St Albans 7.2 7.4 7.4
Oxford 6.2 6.6 8.0 Nearby Oxford Parkway stood at 0.9 million in 2017-18.
Coventry 6.0 7.4 7.9 Strong growth, as generally in the West Midlands.
Nottingham 6.6 7.2 7.3
Milton Keynes 6.0 6.8 6.8
Birmingham International 4.9 6.4 6.7
Southampton 6.3 6.4 6.5
Basingstoke 5.4 5.7 5.8
Slough 5.5 5.7 5.5
Huddersfield 4.8 5.5 5.5
Leicester 4.9 5.4 5.4
Winchester 4.7 5.1 5.1
Source: Office of Rail and Road. Figures are millions of passengers.

TABLE 8: USAGE AT RECENTLY-OPENED STATIONS

2016-17 2017-18
Oxford Parkway 800,000 900,000
Cambridge North - 500,000*
Ilkeston - 252,000
Apperley Bridge 350,000 372,000
Kirkstall Forge 95,000 150,000
Low Moor - 133,000
*Not open full year.
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TONY MILES talks to Network Rail about the troubled wiring project finally reaching completion

Electrification has been a challenging task 
over the past few years. And while the 
Great Western project has stolen many 

of the headlines, no less difficult for Network 
Rail has been the Manchester to Preston via 
Bolton project. Initially due for completion by                               
December 2016, the first electric train finally ran in 
test mode in the early hours of 13 December 2018.

Passengers on the route will have noticed the 
almost confusing array of overhead line masts and 
portals and their method of installation. There are 
even variations in the way the stanchions are fixed 
in place, from simple driven steel piles and small 
concrete bases to quite significant concrete rafts. 
These provide a clear illustration of the challenges 
faced by Network Rail and its contractors as they 
encountered huge variations in the quality and 
state of the ground they were working on, but 
also go some way to explaining the delay.

GROUND CONDITIONS
The unexpectedly poor ground conditions, due 
at least partly to the remains of mine workings 
in the area, had a major impact on the progress 

of the project. ‘There is a balance over how 
much surveying is enough surveying. If we’d 
done points centred at every pile we put into 
the ground we’d have had very accurate data for 
every pile but we’d probably have still been out 
there surveying now’ Network Rail comments. 
‘Surveying is good, it’s a useful guide and a 
support but it doesn’t tell you everything you’ll 
find. It was a recognised mining corridor with 
an aquifer running close to or through it, we 
knew that, but even at some locations where 
the surveys were undertaken and conditions 
appeared to be stable we encountered high 
levels of running sand during the piling itself.’

The result was the development of a new piling 
solution using a sacrificial sleeve which held 
the ground stable for the installation of a more 
conventional support. NR reports this was ‘pretty 
much the first of its kind’. ‘To a certain degree we 
accept the criticism from folk saying “we always 
knew there was mining”, and some of these 
things are obvious in a post-mortem fashion’ 
the company reflects. ‘But when you’re out there 
night after night trying to dig holes and fill them 

with concrete and put masts in you tend to learn 
much more than you would be able to predict.’

BLOCKADES
Progress was also frustrated by the collapse of 
contractor Carillion and transfer of work to Amey. 
Despite this, NR says a lack of resource was not an 
issue and that the job was ‘flooded with resources 
and equipment’. This leads to questions over the 
way the project was delivered and suggestions 
there were opportunities to make progress 
during blockades for other infrastructure work.

This was particularly evident at Bolton, where the 
route through the station was closed completely 
for several weeks in 2017 for work to remodel the 
tracks and then repair a collapsed water main, 
yet no electrification work was carried out in the 
station area during this complete possession. 
‘We haven’t done all the official “lessons learned” 
yet, so we’ve not carried out the full post mortem’ 
NR responds. ‘But undoubtedly there will be some 
lessons that will come from that. However, equally 
there were some challenging locations where 
we deployed resources too early because things 

BOLTON ELECTRIFICATION
LEARNING THE LESSONS

Wired at last, but not yet live: a pair of Pacers form the 
08.21 Blackpool North to Manchester Piccadilly service

 at Bolton on 9 January 2019. This service is due to
 switch to electric operation later this year. Tony Miles
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between infrastructure being physically finished 
and us using it. We don’t want to spend millions on 
projects that sit for six months waiting to be used –  
that doesn’t feel right; equally we’ve learned that 
doing it the day after isn’t right. Somewhere there’s 
a sweet spot and we’ve not quite found it yet. That’s 
a lot of what we’re doing in terms of lessons learned 
and Glaister is working out where as an industry we 
need to place ourselves to get that balance better.’

OPTIMISM
A key issue affecting the Bolton project (Phase 
Four of the North West electrification) was the 
optimism that Network Rail could catch up with 
delays over the Christmas 2017 holiday period 
and still deliver the completed infrastructure for 
the May 2018 timetable. ‘At the point we needed 
to make some go/no-go decisions on Phase Four 
we’d just delivered the sheet pile solution, so the 
bit that had been blighting us as much as it had 
been had just been resolved’ NR explains. ‘That’s 
when we made the decision; could we have done 
it earlier? We could have at any time in the run 
up to the programme, but if you do it too soon 
you’ve admitted failure before you’ve given it a 
chance. It goes in a counter intuitive way as to 
why you’ve got an enhancement programme 
there at all. We’ve got some of the best people in 
the country working on these things because of 
that and we’ve put better systems in place now.’

This over-optimistic expectation that delays 
could be made up is summed up more succinctly 
by Anna-Jane Hunter. She reflects on a comment 
made by Northern Managing Director David Brown 
that a ‘Superman’ approach to the project was 
not helpful. ‘He said “we need to strike a balance 
and keep our underpants on the inside because 
nobody thanks us for trying to be heroes”’ she 
explains. ‘The underpants moment was thinking 
“we can catch up a lot over Christmas 2017”. There 
will still be difficult and challenging environments, 
but it’ll be better if we are making decisions based 
on data rather than opinion or professionalism.’

Another endemic problem not exclusive to the 
Bolton project has seen work in a possession ‘almost 
completed’, and in a tick-box exercise it may appear 
that the slight shortfall can be made up during the 
next block of work. NR agrees: ‘We would need 

to do 90 piles, note that we had done 89 and so 
would think that we were almost there. However, 
in reality the one that was left was the nightmare 
one that was going to take months to do; and we 
ended up with a lot of them. However, because it 
was a statistics game the fact that there was just one 
to do made it look good. We’ve tried to learn not 
to just go for the low hanging fruit first, there are 
lessons being learned continually because nobody 
has electrified on this scale for a very long time.’

LESSONS
At the time of writing snagging work on the Bolton 
wiring was still ongoing, understood to include 
completion of a number of safety-related works, 
meaning the route is not available for electric trains 
and is likely to remain so until at least mid-February. 
After the initial test runs worked by Pendolinos, 
late on 15 December No 319386 carried out 
testing between Manchester Victoria and Salford 
Crescent but following the tests the current was 
switched off for further ‘snagging and work to turn 
temporary safety measures into permanent ones’.

Network Rail is certain that many lessons 
have been learned, including providing 
better briefing to the travelling public so they 
understand more about the processes involved 
in major projects such as electrification.

This is being incorporated in early planning 
for the TransPennine Route Upgrade, so not 
only passengers but residents near the route 
all understand why there will be so much 
disruption before any tangible benefits are seen. 
‘The question is how do we as an industry, in a 
joined-up way, get the message across about 
what the eventual benefits will be, why it takes 
so long and how do you want to travel whilst 
the work is going on?’ Network Rail says.

In an honest reflection on the Bolton project, 
NR concludes: ‘We accept much of the criticism, 
but if we didn’t do these things we’d have a static 
infrastructure in the North. There are benefits just 
around the corner now, but we do need to learn the 
lessons. Yes, it’s been painful, we’ve made apologies 
for that and we’ve made clear statements about the 
benefits that those things can bring. We need to get 
out of the downward spiral and look to the future 
because a lot of good practice has developed.’ a

took longer to fix. Some of the pile locations took 
around 12 weeks to deliver because a shaft made 
out of sheet piles had to be built. There will have 
been some locations where people would have 
said “why aren’t they here?”, but that is because 
they were elsewhere. There has been very little 
downtime where nothing was done at all.’

AMBITION
A fate affecting many electrification projects, 
including the Great Western, was the 
announcement of completion dates before 
Network Rail had been able to scope the 
projects, setting targets which could never be 
met. ‘We’ve got some exemplar cases as to why 
these sorts of statements shouldn’t be made 
ever again’ NR agrees. ‘There are lessons for the 
industry as well as politicians; we are getting an 
increasingly stronger voice to separate timetable 
dates against delivery dates. The industry wasn’t 
blind to this challenge previously and certainly 
since May 2018 the industry has managed a 
stronger voice in pushing back on these things.’

Recently there have also been suggestions that 
communication between project teams working 
‘on the ground’ and timetable planners has been 
poor, resulting in work to plan new timetables 
being wasted as the infrastructure would not 
be ready for the new services. Following the 
Glaister report into the May timetable crisis, it is 
clear that the System Operator function within 
NR needs to be better at deciding when there 
should be ‘go/no-go’ decisions on such matters.

NR’s Director for the North of England Rail 
Anna-Jane Hunter told Modern Railways: ‘There has 
to be clarity about what fresh air there should be 

Wired at last, but not yet live: a pair of Pacers form the 
08.21 Blackpool North to Manchester Piccadilly service

 at Bolton on 9 January 2019. This service is due to
 switch to electric operation later this year. Tony Miles

Challenging project: No 142037 trails a Class 150 through Buckshaw Parkway on 9 January 2019 
with the 09.31 Manchester Piccadilly to Blackpool North service. Tony Miles
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TONY MILES reflects on plans for the congested Castlefield corridor in Manchester

Capacity problems in Manchester are well 
known. The Castlefield corridor, the two-track 
stretch through Piccadilly, Oxford Road and 

Deansgate stations, has always been a pinch point.
But while problems with the Bolton route 

electrification and the subsequent need for 
Northern to rewrite its timetable at short notice have 
been cited as a key factor in the problems with the 
May 2018 timetables across the north of England, 
another major issue was a collapse in performance 
through Manchester. Many services were cancelled 
or terminated short of their destinations, including 
TransPennine Express services to/from Manchester 
Airport which had switched to run over the newly 
completed Ordsall Chord from Victoria station. The 
number of additional services on the Castlefield 
corridor, running on what was agreed to be a 
‘sub-optimal’ timetable, saw trains waiting to depart 
from Oxford Road or held waiting paths for many 
minutes as they approached Deansgate from 
the various routes to the west of Manchester.

ACTION TAKEN
This needed urgent attention and Network Rail told 
Modern Railways that alterations implemented for 
the December 2018 timetable change have led to a 
significant improvement, with punctuality returning 
to pre-May levels. ‘We did a great deal of work 

with Northern and TransPennine observing the 
timetable and the various interactions that caused 
problems on the various approaches to Deansgate’ 
the company reports. ‘As part of that work it quickly 
became clear that the turn-rounds at the airport for 
TPE weren’t sufficient for a long-distance operator 
so an additional step-back set has been introduced 
at the airport, and that has moved us from a 
timetable that we couldn’t deliver and enabled us 
to keep pushing services through to the airport.’

Network Rail also explained that many of 
the problems could be traced back to the 
early Northern Hub plans and timetable 
assumptions that were given to bidders for the 
two franchises ahead of their start in 2016. ‘The 
timetable wasn’t allowed to run in the way it was 
supposed to’ Network Rail explains. ‘If you take 
all the assumptions that date back to Northern 
Hub first principles, and then the franchise 
infrastructure assumption documents and the 
timetable that was actually envisaged, these led 
to the bodge job we had in May. Electrification 
was not where it should have been, so different 
stock was operating and all these bits together 
meant it was difficult to spot what was tipping 
the timetable over and making it not work.’ 
Subsequent learning over this time has led to the 
solution implemented in December, and Network 

Rail praises its control teams for the way they 
have handled ‘a new landscape in terms of the 
number of trains in the region and the number 
of junctions that they are passing through’.

Suggestions made to Modern Railways that 
signallers were relying on Automatic Route Setting 
(ARS) too much and not intervening to try to 
keep trains moving were refuted robustly during 
a visit to the Manchester Rail Operating Centre 
(ROC) at Ardwick. Network Rail maintains that the 
ROC is now in a stable state, with ARS operating 
on the workstations and assisting signallers. ‘We 
are encouraging signallers to turn ARS off when 
it’s applicable and it’s useful that we do that at 
places like Manchester Oxford Road and make 
a positive intervention’ NR explains. ‘The current 
ARS is unlike older ARS systems and that’s been 
a learning process. We knew the May timetable 
was a substandard product and we had very 
little confidence in it. The train planners knew 
it wasn’t their best work, but ARS is using the 
base data that they put in during the process.’

ADDITIONAL CAPACITY
The previously proposed solution to the capacity 
problems on the Castlefield corridor was the 
construction of an additional two through 
platforms at Piccadilly and four-tracking towards 

HOW DO YOU SOLVE A PROBLEM LIKE

PICCADILLY?

Castlefield corridor: East Midlands Trains unit No 158854 leads the 
13.52 Liverpool Lime Street to Norwich service into Manchester Piccadilly’s 
platform 13 on 20 October 2018 on the congested two-track stretch. Philip Sherratt
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Oxford Road. A Transport and Works Act Order has 
been submitted, but thus far Secretary of State 
Chris Grayling has declined to approve the works.

Previous NR Chief Executive Mark Carne advised 
that all trains would fit through the Deansgate 
corridor ‘on a good day’, with Mr Grayling 
suggesting he didn’t understand why Manchester 
could not replicate the 24 trains per hour planned 
for the Thameslink core in central London.

Network Rail notes that the key difference in 
Manchester is the ability to handle two trains 
simultaneously in each direction that will be one 
of the ways to unlock the bottleneck through the 
city. ‘It’s like an hourglass – one train loading whilst 
another is departing or arriving’ the company 
reports. ‘The Piccadilly/Oxford Road scheme also 
includes additional freight paths, so it plots a trend 
of capacity which warrants that level of investment. 
We looked at several options and we stand by 
it as being the right option for those outputs.’

Ultimately, a mixture of infrastructure and 
improved signalling technology is the likely 
solution. However, work is underway to look for 
some quicker wins during 2019, with Network 
Rail saying there isn’t a quick and cheap answer 
to the problems. Indeed, the final solution is likely 
to be very expensive, but NR notes: ‘Ultimately 
that’s what it’s going to take to fix this completely 
and the window for implementing a project like 
that is quite small depending on HS2 because 
we can’t do those two projects at the same 
time. It’s got to be big enough to make a real 
difference but not to take 10 years to build.’

In terms of the plan to build additional 
tracks and platforms, NR is therefore taking 
the chance to reflect and ensure it finds the 
correct solution. Director for North of England 
Rail Anna-Jane Hunter concludes: ‘We are now 
having conversations about the Northern Hub 
and the original principles were set some time 
ago. What is needed now, what are the trade-offs, 
what are we buying? Do we want more capacity, 
longer trains, more trains, through journeys, 
100% absolutely right time punctuality and what 
value do we put on each of them? Along the 
way those things have changed, and we need to 
rebalance things and have those conversations.’

Indeed, Ms Hunter suggests a sense of balance 
is likely to lead to the ultimate solution. ‘It might 

be that with X trains per hour you can’t have 98% 
right time performance without spending many 
millions and knocking down big chunks of central 
Manchester; clearly that wouldn’t be value for 
money for the taxpayer, would it?’ she points out. 
‘There’s somewhere below that and above where 

we are now that is probably in that space where 
people go “that looks worth it”. Then we’ll end up 
with a solution that takes not too long to build 
and removes all those waits for paths through the 
Deansgate corridor and the delays that ripple so 
far from such a short section of our railway.’ a

Signalling challenges: workstation in Manchester ROC 
overseeing the central Manchester corridor. Tony Miles

Busy railway: panel controlling the 
Castlefield corridor in Manchester 
ROC, 10 December 2018. Tony Miles
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Alstom’s Managing Director, Regional and Intercity PIERS WOOD talks to  
TONY MILES about prospects for the company’s new site in the North West

Alstom is looking to reassert itself 
in the UK. While still busy with a 
number of maintenance contracts, 

the company’s ultimate goal is to start winning 
new build rolling stock deals once again.

At the heart of this plan was the opening in 
June 2017 of the UK’s first purpose-built inter-city 
modernisation facility, Alstom’s Transport 
Technology Centre in Widnes. The first contract 
for the site is the repainting of the 56-strong 
Virgin Trains Class 390 Pendolino fleet, but the 
company says the site is much more than a 
place where existing trains can be overhauled 
and modernised. As well as being capable of 
new build manufacturing, the facility is now 
a Research & Development and Engineering 
Centre, Alstom’s UK centre of excellence for 
traction and its global centre of excellence for 
traction motors and train modernisation.

This followed the closure on 31 July 2018 of 
the world-renowned traction and parts facility at 
Preston. Apart from a decision by the company 
to move out of DC motors, all work previously 
undertaken at Preston now takes place at Widnes.

UK FACILITY
But the plan for Widnes was not just about moving 
out of Preston. Alstom’s Managing Director,  
Regional & Intercity Piers Wood explains why the 
company opted to build such a large new facility: 
‘We’ve always wanted to get back into the rolling 
stock business in the UK because it’s been a long 
time since we actually sold any new main line rolling 
stock into the UK market. Such is the attention now 
on having local content, and with exchange rate 
changes, the best way to do it would be to have 
a facility in the UK which we’d be able to use for 
future rolling stock demand. It’s a very long plant, 

capable of building very long trains, and we’ve 
also got the ability to expand the plant as well. 
The intention would be that as these future 
contracts are announced we can position ourselves 
to look at them and use Widnes as our main facility.’

Asked whether Alstom has a specific target in 
mind, Mr Wood explained: ‘When we first started 
thinking about it there were a number of key 
opportunities including New Tube for London 
(later rechristened Deep Tube, and subsequently 
won by Siemens), which unfortunately didn’t 
go our way. HS2 is coming up and equally 
there are other opportunities coming up. 
There is also the potential for more export work 
following from the exchange rate fluctuation.’

Mr Wood also suggests that the new paint 
facility could be used for orders from outside the 
UK. ‘Painting and treatment is always a bottleneck 
in the manufacturing process so vehicle bodies 

WIDNES WORKING
FOR ALSTOM

Large facility: inside the shed at Alstom’s Widnes plant; from 
left to right are the three train roads, with paint booths 
at each side. In the foreground on the right is the repair 
and overhaul facility for components. Tony Miles
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could be painted and treated in the UK and 
sent back overseas when done’ he says.

FACILITIES
The site at Widnes was selected after Alstom 
considered 30 around the UK; as well as being 
located adjacent to the West Coast main line 
it has good connectivity with the M62 and M6 
motorways, whilst Liverpool airport is just three 
miles away and Manchester within easy reach.

Good local transport links and attractive labour 
rates were key to the selection of the location, 
as was the excellent relationship established 
with Halton Borough Council, particularly 
after Alstom offered to support a number of 
apprentices from the nearby Riverside College.

The main shed itself is 265 metres long, 
fractionally smaller than the deck of the new 
HMS Queen Elizabeth, with three roads spaced 
15 metres apart for ‘optimum safety and logistics’ 
and three state-of-the-art paint spraying booths – 
two on road one and one on road three – whilst 
the environmentally friendly building includes the 
use of solar panels to reduce energy consumption.

The western end of the facility houses two 
traction equipment modernisation, repair and 
overhaul workshops along with low and high 
voltage test cells. Alstom’s legacy shines through 
here as it points out that the high voltage test 
equipment began life in its extensive Trafford Park 
base in Manchester before moving on to Preston 
and now to Widnes. The company also notes that 
a number of the 40 engineers on site at Widnes 
have followed the same route, underlining the 
depth of knowledge contained within the team.

But for Alstom Widnes is also about supporting 
the next generation of talent. When the company 

moved out of Preston a lot of the team were 
approaching retirement, and Widnes gives an 
opportunity to backfill these roles with younger 
staff. Of the 209 employees based at the new site, 
seven are completing a Level 3 apprenticeship 
and, as the first company to sign up as a partner 
in the National College for High Speed Rail, 
Alstom also has five individuals about to start 
a higher level apprenticeship with the college. 
The company is proud to be the first ‘spoke’ in the 
NCHSR hub and spoke model, and its commitment 
is underlined through the donation of Eurostar and 
AGV power cars, which stand imposingly within 
the Birmingham and Doncaster NCHSR sites.

PENDO REPAINT
The first project to grab the headlines for Widnes 
is the programme to repaint the entire Class 390 
Pendolino fleet, with the first set having entered 
the facility in July 2017, just a month after it 
opened its doors. By the end of 2018 all 22 nine-car 
sets had been treated, and by 24 January 12 of the 
35 11-car sets were due to have been completed.

To meet the challenging ‘TAKT time’ of two 
weeks per unit, the ‘390s’ are split into seven-car 
and four-car sections, with the longer part 
passing through the two-vehicle booth and the 
shorter section the single booth. Unlike with 
other fleets such as the Class 458s, there is no 
internal corrosion to address, so all work focuses 
on any exterior damage and small patches of 
aluminium corrosion or pitting before repainting. 
The company says a condition assessment had 
taken place at Oxley depot to reassure it no 
weld repairs were needed ahead of the work 

starting. Once repainting has been completed 
the sets are re-assembled in the centre road and 
decals applied before release back into traffic.

It is no secret that there has been concern 
within Alstom over whether the winner of the 
West Coast Partnership franchise will continue 
to use the Pendolinos much beyond the expiry 
of the current contract in 2022, so the repainting 
will be good for another 15 years. Whilst the 
company is not able to carry out any internal 
upgrades (the Department for Transport having 
ruled that this is a matter for the winner of the 
new franchise), Alstom has worked hard to bring 
the cost of maintenance and operation down and 
points out that Widnes stands ready to carry out 
any refurbishment work should this be required.

Mr Wood is obviously hoping that the 
use of the Pendolinos is extended and a 
contract for their internal refurbishment is 
issued. ‘We’re hoping there would be a major 
refurbishment opportunity for the Pendolino 
fleet via the West Coast Partnership’ he says. 
‘This could run on from the paint project 
and we would do the work at Widnes.’

KEEPING BUSY
Meanwhile, the site is also busy on existing contracts 
to support the Luas trams in Dublin, Northern 
Line trains for London Underground and Alstom’s 
heavy rail Class 334 and 458 fleets with ScotRail 
and SWR respectively. Upgrading of Piccadilly Line 
1973 stock is also ongoing and options are being 
explored for other work to upgrade exteriors and 
interiors of current operational fleets. Presently 
there is no wish to move bogie overhaul work away 

Room for expansion: 
exterior view of the Widnes 
facility from the eastern 
end, where there is access 
from the West Coast 
main line. Tony Miles

Repainting job: seven-car portion of 11-car unit No 390123 in the shed; this set is 
awaiting snagging and application of black window surrounds and decals. Tony Miles
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from Manchester Longsight, where considerable 
investment was put in to create the facility there.

However, painting trains and servicing traction 
equipment is not the sole reason behind the 
construction of the new facility. As well as being 
the centre of excellence for traction motors and 
the overhaul and modernisation of existing 
fleets, Widnes will be the company’s centre 
for train manufacturing. Had Alstom won the 
Deep Tube contract it would have built the 
fleet at Widnes, but the capability exists to build 
trains for HS2 or other contracts at the site.

But as discussed extensively in Modern Railways, 
the UK rolling stock market is now a crowded 
place and there is a question around how the 
country will be able to sustain the number of 
prospective manufacturing sites now planned.

In response, Mr Wood says: ‘If people think 
Widnes is just about painting trains then they’re 
missing the point. Everyone is aware of Preston and 
the legacy it created in its own right. A lot of those 
skills have transferred across to Widnes and we’ve 
still got an ongoing business with the Northern Line 
until 2027. We also do a lot of component repairs 
and replacements on the Jubilee Line and supply 
parts for the Bakerloo and Piccadilly Line, so we’ve 
still got an active interest in London Underground 
and that will keep feeding that part of the business 
in the brand new facility. We also do work for other 
manufacturers as well, so it’s a much bigger market.’

Indeed, Mr Wood believes the opportunities 
Widnes presents are much wider. ‘Preston was 
associated with legacy fleets and Widnes can cope 
with all types of train. This is our Rail Technology 
Centre and is the centre of excellence in the UK 
for anything to do with building, assembling and 
manufacturing parts and components. Whilst 
heavy overhaul work is possibly better based on 
depots, if we think we can add value by bringing 
it to Widnes then we would look at it. There is a 
whole host of opportunities we can look at.’

With Widnes marking a return to the UK for 
Alstom in terms of train manufacturing, was 

the company’s decision to pull out of the UK 
market several years ago one it now regrets? ‘On 
reflection I think it made it a lot more difficult to 
win new contracts, yes, because there are still some 
barriers to entering the UK in terms of approvals 
and acceptance’ says Mr Wood. ‘We tried and 
failed with Thameslink and Deep Tube but there 
are possibilities of many other large orders.’

HYDROGEN PROJECT
After the Pendolino repaint, a major project on 
the horizon for Widnes will be the conversion of 
Class 321s to hydrogen multiple-units (HMUs) in 
partnership with Eversholt Rail. The companies 
have now unveiled the codename ‘Breeze’ for the 
conversion (‘News Front’), which builds on Alstom’s 
introduction to passenger service of the Coradia 
iLint hydrogen train in Germany in September 2018.

Mr Wood explains ‘Retrofitting of the trains 
will be done at Widnes because we have the 
resources available, although the work will probably 
require an increase in staff.’ Mr Wood also sees this 
as an important element in the recruitment of 

apprentices, commenting ‘Now we’ve got things like 
hydrogen coming on stream we’re able to entice the 
younger generation in; if you try to get someone 
in to work on a DC motor they’re not particularly 
interested but hydrogen is much more appealing.’ a

ALSTOM AT WIDNES

Core team consists of circa 40 engineers/
managers. Core skills include:
n traction and auxiliary systems engineering;
n electronics and control systems engineering;
n high voltage switchgear;
n mechanical design engineering 

(motors, bogies and gearboxes);
n maintenance and overhaul expertise;
n train performance simulation and analysis;
n structures engineering, including 

analysis of vehicle damage; and
n vehicle systems, including heating 

ventilation and air conditioning (HVAC), 
lighting, train control and management 
system (TCMS) and interiors.

Employment boost: door controls are refitted to a 
Pendolino vehicle following repainting. Tony Miles

Prepared for repainting: Pendolino bodyside in protective undercoat with all dents and bodyside damage repaired for a smooth finish. Tony Miles
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Could main line services operate along the East Lancashire Railway?

A blend of heritage and commuter operations 
could be on the cards in Lancashire,         
if Rossendale Council’s plans proceed.

The borough is the only one in Lancashire 
without a main line rail service. A report 
commissioned by the council in partnership with 
Lancashire County Council suggests co-operating 
with the heritage East Lancashire Railway, which 
runs from Heywood to Rawtenstall, to introduce 
such a rail link for the borough. The council is 
now lobbying for Transport for the North to 
include the link in its forthcoming 2020-50 
strategy and allocate funding for a Strategic 
Outline Business Case to be carried out.

The study was carried out by the Centre for 
Economics and Business Research. The preferred 
option cited in the study is to utilise the connection 
from the Calder Valley route at Castleton to the 
ELR’s southern terminus at Heywood, with an 
all-day service operating through to Bury Bolton 
Street station. Here trains from Manchester Victoria 
or Rochdale could terminate in a disused bay 
platform previously used by electric services from 
Manchester Victoria. A peak shuttle from Bolton 
Street to Rawtenstall over the remaining ELR route 
is suggested to link with this, with the potential for 
the heritage railway to operate such a service.

DEMAND
CEBR reports that 14,000 people leave the 
Borough of Rossendale daily for work, with 

9,000 of these travelling into Greater Manchester. 
It contrasts the borough with High Peak in 
Derbyshire, a rural location that enjoys a good 
rail connection to Greater Manchester, which 
it says is used by 44% of residents who work in 
the city. Based on analysis of 2011 census data, 
CEBR estimates that if the preferred option of a 
heavy rail link via Castleton captured a 10% share 
of commuting traffic then morning peak usage 
would be 1,700 in the Rawtenstall to Heywood 
direction and 1,100 in the opposite direction.

While earlier studies have been carried out 
into re-openings in the borough, CEBR says a key 
change in recent years is the severe level of road 
congestion faced by Rossendale residents. It also 
suggests there are options for developing rail 
services that haven’t previously been considered, 
which would be less expensive and would have 
lower impacts on the ELR’s heritage operation.

Using the existing ELR alignment ‘could avoid 
the very high initial fixed costs of establishing 
a new railway alignment whilst preserving 
the heritage operation’, suggests CEBR. While 
infrastructure investment would be needed, land 
and property acquisition would not be required. 
The report compares Rossendale’s geography, 
with linear settlements along steep-sided 
valleys, to the Valley Lines network radiating 
from Cardiff, which is effectively served by rail.

The original Rawtenstall station closed in 
1972. The ELR first opened between Bury Bolton 

Street and Ramsbottom in 1987, followed by 
extensions to Rawtenstall in 1991 and Heywood 
in 2003. The preferred option is suggested not 
to detract from the ELR’s heritage character, and 
the report suggests the ELR would be in ‘a very 
strong position’ to operate a commuter shuttle 
between Rawtenstall and Bury Bolton Street.

The section of the ELR from Bury Bolton 
Street to Heywood is envisaged as returning to 
Network Rail control but with the ELR having 
access. To facilitate timetabling of trains along 
this stretch, some double tracking is expected to 
be required, although this is suggested to be a 
modest investment compared to most reopening 
schemes. Having the ELR on board as a co-operative 
partner is seen as key to the scheme’s success.

In terms of rolling stock, a suggested option 
is the use of Vivarail Class 230 units, operating 
under either diesel-electric or battery power. 
These could be used for ELR shuttle services in 
addition to or instead of existing heritage stock, 
as well as for services from Bury to Manchester.

A further benefit of the heavy rail option concerns 
possible freight use. CEBR suggests the line could 
incorporate a rail connection to the 200-acre 
Heywood Distribution Park, currently served only 
by road but adjacent to the existing ELR line. An 
intermodal rail freight terminal could be provided 
in the land around the existing distribution park, 
with sidings at least 500 metres in length needed 
to accommodate modern freight trains. Conversion 

ROSSENDALE
REOPENING PROSPECT

Classic traction: loco No 40106 crosses Summerseat viaduct on the East Lancashire 
Railway on 14 April 2018 during the line’s ‘40s at 60’ event. Russell Wykes
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into a Strategic Rail Freight Interchange would 
remove significant numbers of HGVs from the 
congested strategic road network, says the study.

CHALLENGES
The report highlights a number of challenges 
that would need to be overcome in mixing ELR 
operations with a main line service. ELR operations 
are presently subject to the Light Railway Order 
and limited to 25mph. Introduction of rolling stock 
with central locking doors may be required to 
permit higher speeds, and heritage and commuter 
services would most likely need to be segregated 
to avoid imposing significant regulatory burdens 
on the heritage operation. Vehicle and footpath 
crossings along the length of the ELR are presently 
volunteer operated due to their limited use and 
low speeds, and upgrades may be required.

Double tracking of the entire route is 
ruled out due to infrastructure constraints, 
but provision of passing loops is suggested. 
Signal-controlled crossing loops are already in 
place at Ramsbottom and Bury Bolton Street, 
and there is a run-round loop at Heywood, 
but more may be needed to facilitate smooth 
running of a higher frequency of services.

The ELR’s major stations at Heywood, Bury 
Bolton Street, Ramsbottom and Rawtenstall 
would all require upgrades to be used as part of 
a new commuter service, as would Summerseat, 
Irwell Vale and Burrs Country Park. Options 
also exist for further park and ride stations at 
Stubbins (reinstatement) and Broadfield, Heap 
Bridge and Ewood Bridge (new builds).

Works required may include installation of CCTV, 
disabled-friendly access, car parking provision, 
and possibly ticket machines – all of which 
would need to be implemented in a manner 
compatible with existing heritage characteristics. 
The ELR requires longer platforms than the main 
line services would need, so any new platforms 
would need to be 200 metres in length.

Signalling works may also be required. Castleton 
South Junction, the point of connection to the 
Calder Valley line, would need to be remodelled, 
and new signals would be required around 
Heywood. If Rawtenstall’s second platform is 
to be used new signals would be required here 
too, as they would for any new crossing loops.

OPTIONS
The preferred option of an all-day service to Bury 
Bolton Street and peak shuttle to Rawtenstall 
was one of several considered by the CEBR study. 
Road-based options such as intensification of 
bus services, bus priority schemes and road 
widening were considered, but CEBR says it was 
not able to identify viable options that address 
the full range of proposed investment aims.

Both heavy and light rail options were 
considered. Other heavy rail suggestions 
included a through service from Rawtenstall into 
Manchester, but this would require more major 
intervention along the ELR route. A third heavy rail 
option consisted of a peak-only shuttle between 
Rawstenstall and Rochdale, where passengers 
would connect into trains to Manchester, but 
this delivered fewer connectivity benefits.

Two options were considered based on the 
existing Manchester Metrolink route which 
terminates at Bury, a short distance from Bolton 
Street station. One envisaged Metrolink services 
being extended over the ELR to Rawtenstall, but this 

again would require very 
intrusive interventions 
along the ELR, with 
either the installation 
of overhead wires 
or the introduction of 
battery-powered trams.  
A second hybrid option examined was a peak-only 
heavy rail shuttle to connect with Metrolink 
services at a new interchange at Buckley Wells. 
While this was CEBR’s second choice option 
in the report, it did not provide connections 
to Rochdale, being solely focused on links to 
Manchester. Both Metrolink options also have 

the potential to exacerbate existing 
crowding issues on the light rail system.

BUSINESS CASE NEEDED
CEBR highlights that its work represents only 
an early strategic case for investment. As well as 
pressing for inclusion in TfN’s Strategic Transport 
Plan, it recommends further work, including 
assembly of a comprehensive evidence base of 
car and bus journey times and their reliability, 
investigation of other heritage services which 
interact with national rail and completion of a 
full Strategic Outline Business Case incorporating 
demand estimates for rail investment options. a

Heritage and main line mix: 
map showing the preferred 
option from the CEBR study.

Upgrade required: Deltic No D9009 Alycidon at Ramsbottom on the ELR on 14 April 2018. One element of the 
infrastructure which may require upgrading to support a regular service over the line is level crossings. Russell Wykes
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THEO STEEL takes a look at traffic on the S&C as the route recovers from a landslip

It is not often that a railway is closed with 
substitute bus services for such a long period as 
with the Settle & Carlisle (S&C) route between 

Appleby and Carlisle between February 2016 

and March 2017. Over this period the Eden Brows 
landslip was repaired at a cost of over £120 million.

This article uses the Office of Rail and Road 
traffic figures to show patronage before the 

line was cut in two, during the closure and the 
2017-18 station statistics to show the beginnings 
of a recovery. Also shown are the figures for the 
intermediate stations north of Skipton and those 

Settle & Carlisle
RESTORED
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The glorious S&C: loco No 60096 passes 
through Ribblehead with the 6J37 Carlisle to 

Chirk logs on 9 February 2018. John Hales
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Table 1 shows usage at the stations north of 
Skipton to Wennington and Armathwaite from the 
ORR station statistics. The timetables were similar in all 
years shown; 2014-15 is shown as the pre comparator 
as the Eden Brows slip occurred in February 2016.

It can be seen that the S&C intermediate stations 
in total had 332,700 on/offs in 2017-18 compared 
with 339,700 in 2014-15 (265,000 for 2016-17), with 
the shortfall concentrated north of Appleby, where 
there is clearly more to do to rebuild the traffic. 
Overall, though, this is a good recovery. That said, 
in 1997-98 the intermediate stations had 290,204 
on/offs, so overall growth since is well below the 
national average, in part reflecting the effort put 
in in the latter days of BR to market the route.

TIMETABLE
The new timetable adds a critically timed train 
north out of Leeds at 16.49 and indeed a return 
from Carlisle at 20.18 – the fastest train of the 
day at 2hr 31min, albeit with limited stops and 
Armathwaite and Lazonby denied a service. 
On Sundays there is a 2hr 28min overall timing. 
Most of the trains take about 2hr 40min. About 
half stop at Gargrave and/or Long Preston and 
some at Steeton as well as the standard Keighley 
and Bingley between Leeds and Skipton.

The variations in point-to-point timings from 
train to train continue in the current timetable. 
I do suggest that a detailed further look is taken to 
optimise connections at Carlisle. A Friends of S&C 
survey supported by Northern showed that 24% of 
customers in April on the S&C going north were to 
and from Scotland changing at Carlisle (29% coming 
south). Leeds was the predominant originating point 
(40%), with the Airedale stations next at over 25%.

The best timing coming south from Glasgow 
in the current timetable is 3hr 58min to Leeds, 
using the 12.40 from Central and 14.04 from 
Carlisle. If the timetable was optimised with an 
xx.55 departure south from Carlisle then this 
could be replicated across the day. The timetable 
still features a 3hr 15min gap coming south from 

Carlisle, with midday turnrounds of over an hour 
during this time. Equally, going north there are 
Glasgow timings from Leeds of 4hr 10min on the 
three xx.49 departures. Obviously increasing the 
blanket 60mph speed limit on the northern section 
of the route where possible would assist too.

BENTHAM LINE
The new timetable between Leeds and Lancaster 
also features three sub-4hr timings from Glasgow 
connecting into the xx.45 departures from 
Lancaster. They are actually currently the fastest on 
rail between Glasgow and Leeds with one change; 
the CrossCountry through trains via Edinburgh all 
take slightly over 4hr. There is still a 4hr gap east 
from Lancaster between 06.45 and 10.45 to be 
filled when units are available. Pathing these trains 
is more difficult given their need to use the West 
Coast main line to Carnforth; the timings between 
Lancaster and Leeds vary from 105 to 112 minutes, 
with all trains stopping at all stations.

There are some attractive advance fares for 
longer-distance traffic using both routes, which 
were freely available when I tested the options on 
the internet. Timings are competitive with car.

So all in all, a quite encouraging recovery that 
can be built on. With some tweaks, the timetable 
could cover most of the obvious markets even 
more effectively (broadly, the aim should be a 
two-hourly grid north at xx.49 and south at xx.55).

That traffic in unlikely places with low 
population densities along the route can be built 
up with a two-hourly grid service is illustrated 
at Stranraer, where traffic has grown from 
45,500 in 2013-14 to 70,000 in 2017-18. Here too 
there has been a recent service interruption due 
to the Ayr hotel issues in October/November, 
but at least there is now a bus link to the ferries at 
Cairnryan from Stranraer, also serving the town.

Oban is another example: here traffic has grown 
from 128,000 in 2013-14 to 181,000 in 2017-18, 
alongside an increase in service from 
four to six trains on weekdays. a

TABLE 1: STATION USAGE, GARGRAVE
TO ARMATHWAITE AND WENNINGTON

2014-15 2016-17 2017-18
Stations served by both lines
Gargrave 29.2 27.9 29.9
Hellifield 29.5 26.9 26.2
Long Preston 14.3 13.1 11.8
Carlisle line
Settle 148 120 141
Horton-in-Ribblesdale 15.7 16.1 16.7
Ribblehead 19.8 17.7 21.4
Dent 9.1 7.2 8.0
Garsdale 15.6 12.5 16.7
Kirkby Stephen 29.7 20.0 30.2
Appleby 57.1 61.0 60.3
Langwathby 22.8 4.1 18.1
Lazonby 15.8 4.2 11.2
Armathwaite 7.8 2.2 7.1
Bentham line
Giggleswick 12.9 11.4 10.9
Clapham 6.6 7.4 6.7
Bentham 22.8 23.6 24.2
Wennington 3.5 4.4 4.4
Source: ORR. Figures shown are thousands of passengers.

on the Bentham line, where the service has been 
upped from five trains per day to seven since                                                                                                   
May 2018; there is one more round trip 
contracted to come on this route. The S&C itself 
also now has eight throughout round trips, 
with a late evening short out to Ribblehead 
coming in the May 2019 timetable. The 
2018-19 figures will therefore be interesting, 
albeit affected by Northern strikes.

The trains have been added earlier than 
contracted in the Northern franchise and the 
newsletters from these well supported routes, 
each with their Community Rail Partnerships, 
continue to be generally positive. The routes 
are not said to have been affected by the more 
general Northern timetabling troubles but have 
been badly affected by the Northern strikes. 
The Sunday services have been supplemented by 
two round trips on each route with some trains 
through to and from Nottingham/Sheffield. 
All told these are the most extensive timetables 
on both routes for some time. The majority of 
the services are now provided by Class 158s.
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Spanning the Thames: Blackfriars station, sandwiched in this 2017 aerial shot between 
Blackfriars road bridge and the Millennium (‘wobbly’) foot bridge, features solar panels over the 
platforms. The Tate Modern is at bottom right and St Paul’s out of shot at middle right. Courtesy Network Rail
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In an extract from his new book, London Railway Stations, 
CHRIS HEATHER outlines the history of Blackfriars station

The name ‘Blackfriars’ relates to the area 
of London where Dominican monks 
established a monastery in the year 

1224, on the east side of Shoe Lane, north of 
the Thames. It was a large priory stretching 
about 400 yards from Ludgate Hill down to 
the river Thames at Puddle Dock. The monks 
wore long black robes, and were known locally 
as the Black Friars. In 1538 Henry VIII dissolved 
the Order, and their priory was pulled down.

Forty years later a man named Henry Nailer 
turned the site into the equivalent of an 
Elizabethan casino, building several bowling 
alleys, a pitch on which to play a game called 
‘Black and White’, and a dicing house for 
gambling. This was much to the annoyance of 
local residents, who started a petition against 

him, writing to Sir Nicholas Bacon, politician 
and Lord Keeper of the Great Seal, and William 
Cecil, 1st Baron Burghley statesman, chief 
adviser to Queen Elizabeth I, Secretary of 
State and Lord High Treasurer from 1572.

The same spot was later used for the 
Blackfriars Theatre, set up by the actors 
Richard Burbage and William Shakespeare in 
1596. Shakespeare actually bought a house 
in nearby Ireland Yard, which was the old 
gatehouse to the original Dominican priory.

ORIGINS OF THE NAME ‘BLACKFRIARS’
Any history of Blackfriars station is really about 
the name ‘Blackfriars’ rather than the station itself, 
since there have been three separate stations, 
owned by two different companies and in slightly 

different locations but all called ‘Blackfriars’, 
although two have undergone a change of name.

There have also been three bridges across 
the river Thames that have shared the name 
Blackfriars. It is all rather confusing, and much 
of it can be attributed to the rivalry between 
the London, Chatham and Dover Railway 
Company (LCDR) and the South Eastern 
Railway (SER), which jostled for the best 
positions for their stations in central London.

The LCDR started out as the East Kent 
Railway (EKR). It was created mainly as a result 
of dissatisfaction on the part of local residents 
and businesses with the existing services 
provided by the SER, which had built a long and 
meandering line from London down to Dover 
via Redhill. This was a tedious route for travellers, 
and yet many towns in Kent were not served.

The first section of the EKR to open was 
between Chatham and Faversham on 
25 January 1858; the line from Strood followed on 

BLACKFRIARS
A STATION ALONGSIDE THE THAMES
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13 March, and that to Canterbury on 9 July 1860. 
Thus began a long-standing rivalry between 
the EKR and the SER for access to passengers 
travelling between London and Kent.

In 1859 the EKR changed its name to the 
London, Chatham and Dover Railway (LCDR), in 
anticipation of the line reaching Dover. Despite 
always being short of money, the LCDR continued 
to grow, and in 1861 a western extension was 
built, taking the line from Strood to Beckenham, 
where it joined the London, Brighton and 
South Coast Railway (LBSCR), which thereby 
gave access to Victoria station. At last the LCDR 
had a London terminus, but it had to pay the 
LBSCR £50,000 per year for the privilege.

At the sixteenth half-yearly meeting of the 
directors, held on 27 February 1861, Lord Harris, 
the LCDR Deputy Chairman, gave the following 
report: ‘The present line to the West End [of 
London] is a very bad one and much longer 
than is necessary, and in addition we do not 
have command of the times of the trains that 
we ought to have. We are obliged to fix our 
times to suit the trains of the London and 
Brighton, which are very numerous and a 
source of inconvenience’. It was clear that the 
LCDR needed its own access to London.

AN INDEPENDENT TERMINUS
The Metropolitan Extensions Act of 1860 
allowed the LCDR to reach the City of London, 

by building a 4½-mile railway line from 
Herne Hill across the Thames to join the 
Metropolitan Railway at Farringdon Street. 
The company acquired the land between 
the river and Southwark Street to the east 
of Blackfriars Road in 1863, and opened a 
goods and passenger station called Blackfriars 
Bridge station on 1 June 1864, to the south 
of the river opposite St Paul’s Cathedral.

The station was on two levels, the lower one 
being for goods traffic and the upper one shared 
between goods and passengers. The upper floor 
was built on iron columns, which supported 
iron girders. The building was 420 feet long 
and 60 feet high, and built from stock bricks 
with bands of red and pale buff terracotta, with 
ornamental arches and cornice corbels in the 
same material. Entrance to the station was via 
bold arches, and the windows were arranged 
in pairs, or groups of three, again arched at the 
top. The front of the building bowed out slightly, 
and the overall appearance was one of Italianate 
Gothic, proving an impressive sight for those 
approaching Blackfriars Bridge from the south.

BLACKFRIARS RAILWAY BRIDGE
For its first six months Blackfriars Bridge 
station was the northern terminus of the LCDR 
line from Herne Hill, and was a temporary 
end-of-the-line while the company planned 
to extend towards the City of London. It was 
soon connected to the north side of the river 
by the first Blackfriars railway bridge, designed 
by civil engineer Joseph Cubitt, which also 
opened in 1864. This took the line north to a 

new station terminus at Ludgate Hill, opened 
in 1865. Ludgate Hill was supplemented by a 
new station a little further north at Holborn 
Viaduct in 1874; the proximity of the stations 
led to Ludgate Hill being closed in 1929.

The bridge had large abutments at each 
end, ornately decorated in bright colours 
with the company’s coat of arms. Those on 
the south bank have been preserved and 
restored, and can still be seen today.

From Baden-Baden to Bromley: historic 
destination stones incorporated in the rebuilt 
Blackfriars station. Courtesy Network Rail

LCDR crests: historic cartouches return to 
Blackfriars station during Thameslink Programme 

work in 2012. Courtesy Network Rail 
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BLACKFRIARS ROAD BRIDGE
Cubitt also designed the nearby road bridge, 
also called Blackfriars Bridge, making sure that 
the spans and piers of the two bridges were in 
perfect alignment with each other. The road bridge 
was opened on 6 November 1869 by Queen 
Victoria, who travelled by train in a five-carriage 
procession from Windsor Castle to Paddington, 
and then to the Surrey side of the bridge where 
she was presented with an illuminated book 
containing a short account of Blackfriars Bridge.

Having declared it open, the Queen proceeded 
to the newly finished Holborn Viaduct where 
a similar ceremony took place, and the viaduct 
was officially opened to public traffic.

BLACKFRIARS ROAD RAILWAY STATION
In the meantime, the SER had also opened a 
station named Blackfriars on the line from Charing 
Cross to London Bridge, situated on the south 
bank along the Blackfriars Road. It opened in 1864, 
but only lasted until 1869, when it was replaced by 
Waterloo East station. To distinguish this Blackfriars 
station from the LCDR station it was retrospectively 
named Blackfriars Road railway station.

ST PAUL’S STATION
On 10 May 1886 the LCDR opened its next new 
station, this time north of the Thames; it called it 
‘St Paul’s’, and it cost over £750,000. It was fitted 
with hydraulic buffers of ‘enormous resisting 

power’, which were erected at the ends of the 
three terminal bays. The buffers were a new 
development in railway safety, and the makers 
claimed that they would absorb, with the 
minimum of concussion, the momentum of any 
train weighing up to 200 tons and approaching 
at any speed up to six miles an hour. Even if 
the train were travelling at ten miles an hour, 
the buffers would arrest its progress with little 
more than a slight shock, and without causing 
damage to either the train or the buffers.

St Paul’s station was not a very impressive 
building compared to other London stations, the 
company having aspirations but little money with 
which to express them. As part of the station fabric 
the company included a wall of sandstone bricks 
into which were carved the names of fifty-four 
destinations obtainable from the station. These 
destinations featured localities in the south-east 
of England, as well as far-flung cities such as Berlin 
and Baden-Baden in Germany, Brindisi in Italy, 
St Petersburg in Russia, and Marseille in France. 
These blocks were preserved and can still be seen 
as part of the northern end of the current station 
building today, the lettering having been gilded 
with 24-carat gold leaf before the blocks were 
included in the present incarnation of the station.

ST PAUL’S RAILWAY BRIDGE
Along with the new station a new bridge 
was built called the St Paul’s railway bridge, 

constructed in parallel with the existing railway 
bridge, slightly downstream to the east. The 
bridge was built from iron and was designed 
by John Wolfe-Barry, who also designed Tower 
Bridge, and Henry Marc Brunel, son of the great 
railway engineer Isambard Kingdom Brunel. Once 
this was up and running, Blackfriars Bridge station 
on the south bank was closed to passenger 
traffic, although it continued to be used as a 
goods station right up until 3 February 1964. 
It was finally demolished in 1969.

ST PAUL’S BECOMES BLACKFRIARS
The Southern Railway station continued 
operating as ‘St Paul’s’ until 1 February 1937, when 
it was renamed ‘Blackfriars’ to avoid confusion 
with an Underground station on the Central 
Line, also called St Paul’s. At the same time the 
St Paul’s railway bridge was renamed Blackfriars 
railway bridge. It is worth noting, therefore, that 
from 1886 to 1936 there were no passenger 
stations in London with the name ‘Blackfriars’.

The original four-track railway bridge 
continued to be used right up until 1985, but 
by then the wooden bridge deck had badly 
deteriorated, and it was decided that the bridge 
was too weak to carry modern trains; it was 
therefore partially dismantled, leaving only the 
red bridge supports in the river, which can still 
be seen today. Each one is a quadruple-clustered 
cylindrical pier, topped by foliated capitals, 
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standing on granite and concrete plinths. 
These have been left in the river because to 
remove them would have been costly, and the 
necessary disturbance might have damaged the 
foundations of the newer bridge beside them.

MODERNISATION
Between 1973 and 1977 Blackfriars station was 
completely modernised, with a new entrance hall 
shared with the London Underground station of 
the same name, and a raised concourse serving 
the platforms. In 1988 through passenger trains 
to Farringdon and points further north, which had 
been withdrawn in 1916, were restored through 
the Snow Hill tunnel under Network SouthEast’s 
Thameslink project. Holborn Viaduct was replaced 
by the sub-surface City Thameslink station.

Major restructuring again took place 
at Blackfriars from 2009 to 2012 as part of 
the Thameslink programme, under which 
capacity was increased between Bedford 
and Brighton via central London.

This involved building a new ticket hall at the 
southern end of the bridge, which opened in 
2011, and building through platforms the whole 
length of the bridge, from one side of the river to 
the other. This meant that the station could now 
accommodate trains of 12 carriages, as opposed 
to the previous eight-carriage limit. In order to 
accommodate these changes the bridge needed 
to be widened, and the easternmost run of 

orange pillars, which used to support the original 
bridge, were incorporated into the structure of 
the new, widened bridge. Strengthened and 
clad in stone, these piers are now hidden inside 
the modern structure, echoed only by their 
fellow supports, which can still be seen standing, 
sentry like, next to the modernised bridge. To 
the west of the old station new bay platforms 
were built for trains terminating at the station.

Actually building a station along a bridge 
presented its own unique problems. London 
had not seen buildings on its bridges since 1831 
when the old London Bridge and the medieval 
houses that teetered along it were demolished. 
In practical terms there was very little storage 
available on the riverbanks or in the Thames for 
building materials, so every item had to arrive 
just in time to be used. Much of it arrived by 
barge along the river, although the roof trusses 
were delivered by train. The bridge was widened 
by nine metres, and over 2,000 workers were 
employed at the peak of the construction period.

Approximately 14,000 tonnes of new materials 
were used in the new building, the design of 
which relies heavily on glass and steel. In fact the 
station has been criticised in some circles for a 
certain blandness, and a distinct lack of decorative 
features. However, what it lacks in ornamentation 
it more than makes up for in technology, being 
the world’s largest solar-powered bridge, fitted 
and covered with 4,400 photovoltaic solar panels, 

providing up to 900,000 kilowatts of energy, which 
is half the daily energy requirement of the station.

BLACKFRIARS TODAY
The station’s redevelopment effectively doubled 
the station’s train handling capacity from 
12 trains per hour to 24 in each direction.

Blackfriars is the only station in London actually 
to span the river Thames. What could be said 
to be London’s most modern station is now 
so long that it has two separate postal codes, 
the southern entrance being in SE1, while the 
northern end is in EC4V. Blackfriars station is 
truly a unique and historic London station. a

MONEY OFF THIS BOOK! 

In association with Crowood 
Press (www.crowood.com), 
we are pleased to offer 
Modern Railways readers a 
substantial discount off the 
retail price of £19.95. Total 
cost for readers, including 
postage, is £17.50. To take 
advantage of this offer, apply this 
link: www.crowood.com/details.asp?isbn= 
9780719827631&t=London-Railway-Stations

From here, readers should type 
ModRail25 into the ‘discount code’ box. 
The offer expires on 28 February 2019. 

Reusing old piers: this 2010 picture shows the 
piers of the first (1864) Blackfriars railway bridge, 
with the easternmost piers incorporated into the 

structure of the 1886 bridge that was widened 
to accommodate new cross-river platforms 

under the Thameslink Programme. Phil Marsh

Bright new ticket hall: shot of the circulating area provided under the 
Thameslink Programme modernisation. Courtesy Network Rail

Windows out over the river: unit No 375925 approaches Blackfriars 
on 13 September 2016 with an empty stock working. David Andrews
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KEITH FENDER investigates the Japanese approach to performance

The Daiwa Anglo-Japanese Foundation is 
based in London and seeks to support 
closer links between Britain and Japan. 

The organisation held a seminar last year bringing 
together Japanese rail transport experts to compare 
the two countries’ approaches to operating rail 
services. The recent entry of Japanese company  
JR East into the UK market as a member of the 
Abellio-led consortium operating the West Midlands 
Trains franchise gave the event added relevance.

Taku Fujiyama, now a senior lecturer in the 
railway research group at University College 
London (UCL), but previously a senior civil 
engineer with JR East, and Jun Hirano, Deputy 
Director of JR East’s London office, gave 
presentations that highlighted both similarities 
and differences in approach. The papers helped 
to dispel the myth popularly held in the UK that 
every train in Japan runs on time, whilst the 
opposite is true here. The reality is more complex!

COMPARING CAPITAL CITIES
Mr Fujiyama from UCL compared London and 
Tokyo. London and its immediate commuter 
region has a population of around 14 million, while 
Tokyo is more than twice as big with 34 million 
people. Rail, including London Underground, 
is important in London (23% of trips within the 
Greater London Authority area), but vital in Tokyo 
with 43% of trips (including Tokyo Metro) in the 
Tokyo Metropolitan government area. In both cases 

PUNCTUALITY
TOKYO STYLE

Busy network: JR East off-peak suburban trains 
at Nippori, 10 November 2014. Keith Fender
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a mixture of heavy rail and metro-style operation 
is involved with light rail, and even monorails 
in Tokyo. In Tokyo there are 30 operators, a mix 
of privatised ex-JR (Japan Railways) companies 
and privately owned train operating companies 
(TOCs) with 121 routes serving between them 
882 stations. In Tokyo many heavy rail lines 
interwork with the metro system, giving more 
one-seat journey opportunities; the Great Northern 
Moorgate branch is the closest approximation in 
London, although both Thameslink and the future 
Elizabeth Line offer similar journey opportunities.

DELAY DATA COMPARED
On time arrival data for UK operators presented 
by Mr Fujiyama appears to bear out the Japanese 
experience that the more dedicated the 
infrastructure and the less it is shared with other 
trains, the better the performance; on-time arrival 
figures (May 2017 to April 2018) show c2c achieving 
95.3%, Merseyrail 94.7% and London Overground 
94.3%, whilst at the other end of the spectrum Govia 
Thameslink Railway achieved 81.3% and East Coast 
operator VTEC 80.7%. Using London Underground 
performance data for 2016-17 Mr Fujiyama 
showed that performance (number of train 
control disruptions of 15 minutes or more) varied 
considerably between the short and comparatively 

simple Waterloo & City with 26 in a year to the long 
and complex District Line with 224. The more telling 
statistic was that the very busy but modernised 
and Automatic Train Operation-fitted Victoria 
Line achieved a performance of 40 disruption 
incidents in the year – less than one a week.

By comparison with the UK where punctuality 
data is widely available, and in detail, the 
same is not true in Japan, which makes direct 
comparisons difficult. The reason for this is partly 
cultural – in Japan passengers expect trains to 
be on time so it is newsworthy if they are not; 
Japanese operators do not publish punctuality 
statistics and nobody requires them to. The lack 
of detailed data reflects a different approach by 
government; in the UK the service is specified 
in great detail by the Department for Transport, 
while in Japan the individual operators largely 
determine their timetables (although political 
pressure exists when changes are proposed).

Mr Fujiyama presented 2016 statistics from 
the Japanese Ministry of Land, Infrastructure, 
Transport and Tourism (MLIT) that show 
disruption (defined as days when services 
are delayed by 10 minutes or more) not only 
occurs, but regularly! MLIT overall figures 
show that the number of delay incidents of 

30+ minutes in the Tokyo area grew from just 
over two per million train kilometre in 1989 
to over seven per million train km by 2012.

The worst performing Tokyo area lines are, 
perhaps not surprisingly, the longer and more 
operationally complex ones. The 134km JR 
East-operated Tokaido 1,067mm gauge ‘classic’ 
suburban line (predecessor to and largely 
parallel with the Shinkansen high-speed line 
of the same name) with 19 trains an hour – 
including some freight – suffered delays almost 
every other day (delays up to 10 minutes on 48% 
of days). The Tokaido Shinkansen, by contrast, 
with dedicated 1,435mm gauge infrastructure 
only used by high-speed trains, averaged 
no more than 24 seconds delay per train all 
year round! Despite largely dedicated tracks, 
the very busy 34.5km Yamanote line which 
circles inner Tokyo experienced 10-minute 
delays on 30% of days – with 24 trains an hour 
and very high passenger numbers (the line 
features stations with the famous ‘pushers’ 
or ‘platform stewards’ to assist passengers 
boarding). At the other end of the spectrum 
the short (35.5km) Nanbu line, also operated 
by JR East, only suffered 10-minute delays on 
around 22 days a year (6% of operating days).

JR East in the UK: West 
Midland Trains’ No 172335 
arrives at Kidderminster on 
18 May 2018 with a Worcester 
service. Keith Fender

Seven-minute turnaround: Shinkansen cleaners wait to board an arriving 
Tokaido Shinkansen train at Tokyo on 11 November 2014. Keith Fender
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Mr Fujiyama analysed the cause of delays using 
MLIT figures from 2009 and 2018: these show 
the largest single delay cause now is passenger 
numbers, leading to 64% of delays (in 2009 it was 
just 7%). Using the same overall data set he revealed 
the biggest single cause of delays of over 30 minutes 
was suicides, accounting for 44% of all delays. 
Delays due to infrastructure (10%) and operational 
failures (6%) were both relatively minor, as were 
those due to extreme weather or earthquakes (8%).

By contrast, using data published by the National 
Audit Office, the majority of UK TOC delays are 
attributed to either TOC train/crew issues (34%) 
or infrastructure issues (42%). External factors, 
including trespass and suicide, represent 20%, 
while just 4% are due to ‘TOC station delays’.

NETWORK DESIGNED FOR RELIABILITY
Mr Fujiyama analysed the number of flat crossings 
on suburban lines in the London zone 1-3 area 
and the broadly geographically similar Tokunai 
region centred on Tokyo. In the London zone 1-3 
area there are 33 flat crossings with conflicting 
movements and scope for points failures to 
disrupt services etc; in the Tokyo area just three!

In the Tokunai region there are 12 suburban 
railways that extend their operations onto the 
Tokyo Metro in the city centre; in London none 
that interwork with the Underground exist 
(although a number of Underground lines share 
infrastructure with Overground heavy rail services 
in the outer suburbs). By operating through 
trains to and from the Tokyo Metro, operators 
are able to avoid large crowds of passengers 
interchanging and the very expensive infrastructure 
at interchange stations to facilitate this.

‘Japan’s railways don’t have some sort of 
magical system’ was how Mr Fujiyama summed 
up the differences in technology used by UK and 
Japanese infrastructure providers, adding that 
‘there is not much difference’ in the technology 
used in either country (although use of ATO 
technology may be more widespread in the 
Tokyo area than it is currently in London). He also 
believes that in some areas, for example traffic 
management, the UK ‘may be ahead of Japan’.

TIMETABLE PLANNING
Jun Hirano from JR East described the way in 
which timetables for the JR group of companies 
are planned (the biggest of these are privatised, 
with the smaller ones still government-owned). 
The geographic JR companies are vertically 
integrated, maintaining both track and 
trains in their area; other companies may 
operate on the network by agreement and 
JR Freight has access rights nationwide.

Annually in March, the company representatives 
meet to agree the future overall timetable with 
timings planned to 10-second increments (which 
are not made public). Connections between 
local and rapid regional trains are planned in 
minute detail and assume trains will be on time.

Mr Hirano explained that passenger 
expectations in Japan are much higher than in 
Europe, with complaints received for delays of 
as little as two minutes. He remembered that 
as a child he would set his watch by the train 
arrival rather than a clock, as it was more reliable. 
A recent well-publicised incident in which a 
Japanese train left two minutes early led to 
apologies and worldwide media coverage.

RESILIENT SYSTEM
Discussing how JR East runs the majority 
of trains exactly to time, Mr Hirano 
mentions a number of factors:
n Hard factors such as the fact that tracks and 

trains belong to the same operator, with 
new infrastructure built to provide additional 
capacity and to prevent passengers needing to 
change trains (for example, the new 20 trains 
per hour, 3.8km Ueno to Tokyo line opened 
in 2015, which provides one-seat journeys 
from east of the city to Tokyo main station 
and cities further west, such as Yokohama).

n Operational practice: while labour-intensive, 
Japanese practice means services can continue 
running during extreme weather events as staff 
are sent out to patrol lines as storms advance 
and during them to ensure infrastructure is safe 
to use (around 30 typhoons hit Japan each year, 
bringing torrential rain and very high winds).

n Soft factors: employee training is detailed, 
intensive and demanding for all employees.  
All new JR East employees can expect to spend 
two months at a residential training college; 
drivers and other specialists will spend another 
three months there on top of the basic training 
programme. The aim of the training is to create 
highly disciplined employees who will follow 
procedure. Peer pressure is also a key part 
of the culture – an example Mr Hirano gave 
was track renewal, which is undertaken at 
night with possibly no more than a four-hour 
window between trains. If the work were to 
be completed late – thereby delaying trains –                                                          
the engineers concerned would expect to 
be criticised by their colleagues, having let 

Separate infrastructure: a JR East ‘Narita Express’ airport train is seen in the Musashi-Kosugi Yokosuka line 
station in Tokyo on 10 November 2014, while a train passes on the parallel Tokaido Shinkansen line. Note 
the multiple door indicator information on the platform edge (colour coded by route served). Keith Fender

076-079_MR_Feb 2019_japan.indd   78 15/01/2019   18:29



79www.modern-railways.com  February 2019  Modern Railways

down the company and its customers. JR East 
undertakes almost all its track work at night 
to avoid disrupting trains during daytime.

IMPROVING PERFORMANCE IN TOKYO
Japanese operators are using a range of 
measures to improve on-time performance 
and to manage the resilience of the timetable. 
Overcrowding on the heavily congested, 
privately-run 31.5km Tokyu Den-en-toshi 
line is being managed by a mix of incentives 
and actions, some of which are common to 
other operators, including the Tokyo Metro.

Peak hour services operate as all stations 
services, but immediately prior to the peak period 
semi-fast services are offered, to encourage some 
passengers to travel earlier. There is a loyalty 
points system rewarding passengers using 
off-peak trains (Tokyu runs department stores in 
most major cities where the points can be spent).

Physical management includes running 
trains with six doors per carriage and platform 
edge doors to maximise safety at overcrowded 
stations. Platform stewards (around 30 of 
them at the Tokyu Shibuya station) manage 
passengers. There are turn-back facilities 
along the route to allow services to be 
terminated and sent back during disruption.

The experience of Tokyo train operators is that 
a mix of operational precision (simple networks 
minimising both conflicting movements and 
timetable complexity) plus reliable assets (trains 
and track) and control systems are essential 
for day-to-day reliability, but that reaction to 
incidents both big and small relies upon trained 
staff knowing what to do and pre-positioned 

assets such as spare drivers or turn-back facilities 
to prevent ever more trains heading towards 
a section of line that is closed or congested.

PASSENGERS ASSIST TOO
Passengers play their part in keeping Japanese 
trains running on time, according to Mr Hirano. 
Queues to enable passengers to detrain before 
others join are routine at many stations (although 
they are overwhelmed in peak hours by sheer 
numbers – hence the ‘platform stewards’).

Train cleaning in Japan is less time-consuming 
than in the UK or Europe as most passengers 
leave nothing behind to clear up. The Shinkansen 
cleaners in Tokyo are legendary as they turn trains 
around (physically turning all the seats too) whilst 
vacuuming the carpets between trips in seven 
minutes. This is highly labour-intensive and a 
reflection of the cost of land in central Tokyo: it is 
much cheaper to pay an army of cleaners than to 
build additional platform space. The Shinkansen 
services operated by JR East have just four tracks 
at Tokyo station; the entirely separate JR Central 
station adjacent to them has five tracks, with 
no space on either side to add any more.

JR EAST LEARNING FROM THE UK
Mr Hirano outlined a number of areas where  
JR East is learning from its experiences in the 
UK, although he felt much of the experience 

would be true in much of Europe too. The 
biggest contrast with Japan compared to the 
UK, he felt, was the openness of performance 
data, available to third party developers as well 
as operators. The concept of Delay Repay is not 
something Japanese operators have considered 
(although as shown earlier, delays do happen).

JR East (and all Japanese operators) use the same 
platform for the same train every day; last-minute 
changes of platform are very rare and this assists 
passengers and staff as people know where they 
should be. Platforms often have precise information 
showing where train doors will be, colour coded by 
route when platforms are shared between routes. 
Mr Hirano compared the UK practice of changing 
platforms and announcing them at short notice 
and noted that this adds delay to train operations.

Comparing operations, JR East does not 
use trains that have graffiti on them and fleets 
have more spare trains than is usual in the UK 
to cover for this and any mechanical problems. 
Most trains in Japan have a shorter service life 
than the typical European train (although the 
UK may be moving in that direction based upon 
recent orders). Signalling failures – whilst they 
do happen in Japan – are less common than 
in the UK, based upon Mr Hirano’s experience. 
Signalling systems used in Japan, in common 
with rolling stock, are replaced more frequently 
than they would be by European operators. a

Passengers playing their part: orderly queues prepare to join a Tokaido 
Shinkansen train at Tokyo on 11 November 2014. Keith Fender

Safer for crowds: half-height platform edge gates on the Tokyo Metro. Keith Fender
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EUROPE
DELLE TO BELFORT 
SERVICES RESUME
On 9 December the line between Delle on 
the French/Swiss border and Belfort in France 
reopened to passenger services after 26 years. 
On the French side the line has been completely 
rebuilt and electrified with three intermediate 
stations; on the Swiss side local services had 
served Delle from Switzerland during the period 
the French section of the line was closed.

Services are being operated in what can only 
be described as a strange way, with SBB-operated 
dual-voltage Flirt EMUs offering a two-hourly 
service between Biel and Meroux TGV, which is the 
name given to the regional platforms that cross the 
high-speed line at Belfort Montbéliard TGV station 
(despite the different station names interchange 
to the high-speed platform is a two minute walk!). 
From Meroux a connecting service operated by 
SNCF is provided for some but not all SBB trains to 
Belfort itself, only around 7km away; this section 
of the route reopened when the LGV Rhin-Rhône 
opened in 2011. The ‘logic’ as reported by some 
local media for this overly complex service appears 
to be a desire among some on the French side 
of the border to avoid Swiss Stadler-built trains 
reaching Belfort, the home to a major Alstom 
plant (itself threatened with closure in recent 
years so a very emotive local political topic).

EXTRA ICEs TO BRUSSELS
Deutsche Bahn is planning to increase the 
number of ICE services between Frankfurt/
Köln and Brussels to seven train pairs daily on 
weekdays (six train pairs at weekends) from April. 

The new timetable will include late evening 
services in each direction arriving at Brussels 
at 23.35 and eastbound at Köln at 20.25 (from 
where a guaranteed connection to Frankfurt will 
be provided). The new services should increase 
journey opportunities for travellers to and from 
London using Eurostar services to Brussels.

The Frankfurt to Brussels service is operated 
using DB Class 406 quadri-voltage ICE3M 
EMUs dating from 1997. These appear to suffer 
serious reliability problems on the route, which 
entails multiple changes of traction current and 
signalling systems between Brussels and Aachen; 
well-rehearsed contingency arrangements are 
regularly used to turn trains short of Brussels at 
either Düren in Germany or Liège in Belgium.

DENMARK
GREAT BELT ACCIDENT 
KILLS EIGHT
Eight passengers on-board a train on the 
Storebælt (Great Belt) route in Denmark were 
killed and 16 injured on 2 January when an 
IC4 DMU was struck and seriously damaged 
by debris, believed by investigators to 
include a loose road HGV semitrailer from a 
passing freight train, on one of the Storebælt 
over-sea bridges in extremely high winds.

The Storebælt or Great Belt Fixed link comprises 
two long bridges, totalling 13.4km, connected 
by an 8km-long rail tunnel crossing part of 
the Baltic Sea – the Storebælt strait between 
the Danish islands of Zealand and Funen. 
It opened in 1998, replacing train ferry routes that 
previously connected the islands. The rail line on 
the link forms part of the main route between 

the Danish capital Copenhagen and western 
Denmark. It also forms part of the freight route 
connecting Germany with Denmark and Sweden.

The freight train involved, operated by 
DB Cargo, carries road semitrailers loaded with 
empty beer crates up to 30 times a week and 
has been operating for several years without any 
previous problem. There were 131 passengers and 
crew on-board the passenger train; early reports 
suggested only minor injuries, but Danish police had 
confirmed multiple deaths within a few hours. The 
accident and storm force winds forced the closure 
of the route. DB Cargo announced the suspension 
of the ‘beer train’ conveying semitrailers following 
the accident, saying it would not run again until 
the cause was known and if necessary mitigated.

Investigations by Danish police and accident 
investigators have led to the conclusion that one 
or more trailers was not securely fastened in the 
type Sdggmrs ‘pocket wagons’ they were being 
carried on. The high winds at the time, which 
disrupted land and sea transport across a wide 
arc of north west Europe on 2 January, may have 
led to the loose trailer being moved into the path 
of the passenger train. As a precaution, Danish 
transport safety body Trafikstyrelsen issued a 
prohibition on the use of ‘pocket wagons’ on the 
Danish network on 8 January pending independent 
safety checks and verification for all operators 
wishing to use them, especially of the king pins 
that hold trailers in place in the wagon (effectively 
replicating the arrangement when the trailer is 
moved by road attached to a HGV tractor unit).

In addition to domestic traffic such as the 
Carlsberg ‘beer train’, multiple transit freight 
trains cross Denmark daily from Germany to 
Sweden and Norway, some of which utilise 
‘pocket wagons’. Trafikstyrelsen also introduced 
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new operating rules for freight trains using the 
Storebælt route, restricting them to 80km/h 
in strong winds and prohibiting high-sided 
freight train use in gale conditions over                                                                     
Force 8 (39 knots) and all freight movements 
in winds over storm Force 10 (49 knots).

FRANCE
TWO ORDERS FOR BOMBARDIER 
FROM FRENCH REGIONS
In late 2018 Bombardier received two orders based 
on earlier framework contracts. In December 

French Railways (SNCF), on behalf of the Greater 
Paris public transport authority Île-de-France 
Mobilités, ordered 47 additional ‘Francilien’ EMUs 
at a cost of €330 million. These will be supplied 
as 5x8-car and 42x7-car trains for use on lines L, J 
(Paris St Lazare – Cergy le Haut/Mantes le Jolie and 
other destinations) and P (Paris Est outer-suburban 
routes) on the SNCF Transilien network. The original 
2006 contract for ‘Francilien’ trains allowed for 
up to 372 to be ordered; with this order the fleet 
has grown to 360 trains, all of which should be 
in service by 2022. The trains are assembled by 
Bombardier at its Crespin plant near Valenciennes.

In November Bombardier received a €256 million 
order on behalf of the Hauts-de-France region for 
a further 19 Omneo Premium part double deck 
articulated EMUs to operate services between 
Paris Nord and Maubeuge/St Quentin/Cambrai 
in northern France. The new 135-metre-long, 
463-seat trains, operating either singly or in 
pairs, will replace SNCF Class BB 22200 electric 
locos and Corail coaches from 2022 onwards.

In total 91 of the Omneo Premium trains have 
now been ordered to replace Corail-operated 
former Intercités routes. A fleet of 40 Omneo 
Premium trains will enter service from late 2019 
replacing Classes BB 15000 and BB 26000 working 
Intercités trains from Paris St Lazare to Normandy 
(routes to Le Havre and Cherbourg); these are 
now on test based at Caen. Another 32 trains 
ordered for the Centre-Val de Loire region will 
remove loco-hauled Intercités services from the 
Paris Austerlitz to Orleans/Tours route, starting 
between 2020 and December 2022. On behalf 
of the French regions SNCF has also ordered                                              
310 of the original regional version of the Omneo 
design; many of these are now in service.

GERMANY
RRX DESIROS ENTER SERVICE
On 9 December the first 15 of the 82 Class 462 
‘Desiro HC’ (high capacity) part double deck EMUs 
entered service as planned. These trains, bought 
for the new Rhein Ruhr Express (RRX) network of 
services, have been supplied by Siemens and will 

be owned by Ruhr area transport authority VRR, 
enabling the trains to switch to future operators 
when routes are retendered in around a decade.

The RRX project foresees replacing the existing 
network of (very heavily used) Regional Express 
services serving the Ruhr region (most currently 
operated using Traxx locomotives and double 
deck coaches by DB Regio) with more frequent 
higher capacity trains operated using the Class 462 
fleet, normally in pairs. Infrastructure changes to 
create additional tracks and platforms at key pinch 
points in the current network are underway.

VRR and other neighbouring authorities 
tendered operation of the new RRX services and 
the contracts were won by Abellio and National 
Express, replacing DB Regio. Siemens has a 32-year 
maintenance contract for the new fleet and has built 
a brand new depot at Dortmund Eving, the design 
of which is closely based on the Thameslink depot 
at Three Bridges! Once the full RRX fleet is in service 
in late 2020 Siemens is contracted to provide 72 out 
of the 82 trains in service daily, with a further five 
pre-positioned around the Ruhr area as operational 
reserves. The 83rd unit, on show at InnoTrans in 
September 2018, is wholly owned by Siemens and 
is a reserve to ensure the contracted availability is 
guaranteed (although Siemens plans to make it 
available for lease if not required by RRX operators).

Abellio replaced DB Regio operating RE11 
Düsseldorf to Kassel (via Paderborn) services on 
9 December. Abellio and National Express will 
begin operating the other RRX routes as follows:
n National Express – 9 June 2019, 

RE5 Wesel – Koblenz;
n Abellio – 14 June 2019, RE1 Aachen – Hamm;
n National Express – 15 December 2019, 

RE6 Köln Bonn Flughafen – Minden;
n National Express – 13 December 2020,  

RE4 Wuppertal – Aachen.

IRELAND
DECEMBER TIMETABLE 
ENHANCEMENTS
The new timetable from 9 December brought 
significant enhancements to off-peak and 

New international link: on right SBB dual-voltage 
Flirt EMU No 522 210 has arrived from Biel at Meroux 

TGV on 15 December 2018, next to the station 
building for the Belfort Montbéliard TGV station 

downstairs. On the left SNCF AGC unit No 27582 forms 
a connecting service to Belfort Ville. Keith Fender

New trains, new livery: the latest ‘Francilien’ trains are being delivered in the new Île-de-France 
Mobilités blue and white livery, which is also being applied to other new and refurbished SNCF 
Transilien trains. Francillien set No 227 stands at Paris St Lazare on 3 January 2019. Keith Fender
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weekend services on the Maynooth, Northern 
and Cross City commuter routes around 
Dublin. The new and successful services 
between Hazelhatch and Grand Canal 
Dock via Phoenix Park Tunnel got an hourly 
Monday to Friday off-peak service up to 23.20. 
The Maynooth line received six additional 
off-peak services each way daily on weekdays, 
delivering a half-hourly off-peak service 
during the day and up to 21.00 in the evening. 
Further improvements were also introduced 
at weekends, including 13 additional off-peak 
services each way delivering a half-hourly 
service from 08.00 to around 19.00 on 
Saturdays, with Sunday morning and evening 
operating hours extended and 11 additional 
trains introduced. The M3 Parkway hourly 
service has been improved on Sunday 
evenings to provide later connections at 
Clonsilla with later Maynooth services.

On the Northern line, Portmarnock, 
Clongriffin and Howth Junction have additional 
services calling in the morning and evening 
peaks and three additional train pairs operate 
from Dublin to Drogheda on weekdays; on 

Sundays 11 more services have been added, 
delivering an hourly service all day in each 
direction. The only other major change is an 
extra train pair added to the Dublin to Sligo 
Intercity route on weekdays. Tim Casterton

TACKLING WESTERN RAIL 
CORRIDOR FLOODING
Ireland’s Joint Committee on Rural and 
Community Development held a meeting in 
November to follow up on progress being 
made jointly by Iarnród Éireann (IÉ), the Office 
of Public Works, the Geological Survey of 
Ireland and Clare County Council to resolve 
the recurring groundwater flooding on the 
Athenry to Limerick Western Rail Corridor at 
Ballycar. The line has been closed for months 
at a time in recent years, affecting customers 
on a route which is seeing significant growth. 
A contract has been awarded by IÉ to the 
engineering and planning consultancy                 
RPS Group to propose a solution to address 
the flooding; the solution must include 
proposals to alleviate any potential impact 
in the river Shannon area. Tim Casterton

LUXEMBOURG
FREE TRAVEL FOR ALL AND 
NEW TRAINS ORDERED
The new Luxembourg government has 
announced it will implement its election 
promise to abolish public transport fares within 
the country. This is likely to occur between 
the middle of this year and December.

Luxembourg city reportedly has some of the 
worst traffic congestion in Europe and the new 
government policy aims to encourage public 
transport usage, especially by the country’s 600,000 
residents. Around 200,000 people commute into 
Luxembourg daily from neighbouring Germany, 
Belgium and France – many by car. The scale of the 
modal switch, and thus reduction in congestion, 
will partly depend on how many of the commuters 
from neighbouring countries choose to park 
near the border and take trains or buses.

Fares in Luxembourg are already very low, 
subsidised by tax revenues earned from the 
financial services industry based in the Duchy – an 
annual all-network rail and bus season ticket costs 
between €220 and €440 (and a national day ticket 
just €4). Fares are therefore unlikely to represent a 
serious barrier to using public transport, so their 
removal may not lead to substantial new passenger 
numbers, which have already seen growth of 70% 
since the turn of the century. Several other European 
cities have proposed removing fares for public 
transport, although none yet have, and these will 
be watching the Luxembourg experience carefully 
(most cities elsewhere currently charge significantly 
more than Luxembourg for annual season tickets so 
could expect more people to switch to save money).

In mid-December Luxembourg national operator 
CFL announced it had selected Alstom to build                 
34 new Coradia double deck trains in an order 
worth €350 million. The new fleet, which is primarily 
being bought to replace the 1990-built Class 2000                        
EMUs (based on the SNCF Z2 design), will include 
80-metre and 160-metre-long trains to be delivered 
from December 2021 onwards; it will also provide 
additional capacity for passenger growth.

The 160km/h 25kV AC trains will be equipped 
with European Rail Traffic Management System 
(European Train Control System Level 2 Baseline 3) 
and TBL1+ signalling systems enabling operation 
in neighbouring Belgium and France on lines 

ITALY

CLASS 401 REBUILT 
LOCOS IN SERVICE
No E 401 007 leaves Venezia Mestre on 19 December 
2018 with an Intercity service to Rome. Italian 
national operator Trenitalia is converting its former 

Class 402A electric locos dating from 1992 to 1994 
into single-ended power car style locos to be used on 
one end of a push-pull intercity train. The conversion 
process, undertaken by Trenitalia at its Foligno 
works, involves a full overhaul including removal 
of one cab and equipping for push-pull operation. 
Electronic systems for the refurbished locos are being 
supplied by CAF. By December 21 of the 40 locos to 
be converted had re-entered traffic. Keith Fender
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electrified at 25kV AC. CFL already operates a 
fleet of 22 older three-car Coradia double deck 
EMUs (Class 2200) built from 2005 onwards, plus 
a fleet of 19 Stadler-built three-car double deck 
Kiss EMUs, the latest of which are due for delivery 
in 2019. The new trains will be built at the Alstom 
plant in Barcelona with components from factories 
in France and Belgium. The new fleet is due for 
delivery between late 2021 and December 2024.

MOLDOVA
GE DIESELS FOR MOLDOVA
Moldovan state railway CFM has ordered                                  
12 new ‘Evolution Series’ TE33A diesel locos from 
GE Transportation (similar to those supplied to 
Ukrainian operator UZ) in a contract valued at       
€45 million. The new locos, ordered to replace older 
Soviet-built diesel locos, utilise a 2,982kW GEVO 
engine; they will be built in the USA and delivered 
in 2020. CFM intends to use them operating both 
passenger and freight trains. Modernisation of 
maintenance depot facilities in the Moldovan 
capital Chișinău is included in the contract.

RUSSIA
HIGH-SPEED PROGRESS
Russian Railways (RZD) has announced that 
construction of the first 301km section east of 
Moscow of the proposed 770km high-speed 
line to Kazan will begin in 2019, led by a 
Russian-Chinese consortium working under 
a public-private partnership contract. The line 
between Zheleznodorozhny, around 30km 
east of central Moscow, and Gorokhovets, 
between the cities of Vladimir and Nizhny 
Novgorod, is due to open in 2024.

RZD has also announced plans to order                   
11 more new dual-voltage (3kV DC/25kV AC)  
Velaro-Rus ‘Sapsan’ high-speed trains 
from Siemens and its Russian partner the 
Sinara Group to add to its existing fleet of 
16x10-car Velaro-Rus trains; as part of the 
contract these will be extended by one 
coach to 11-car sets from 2019 onwards.

It is unclear what trains will be used for the new 
Moscow – Kazan route; in 2016 Sinara agreed 
to establish a joint venture with Chinese firm 
CRRC to build up to 100 high-speed trains for 
the new route. In 2016 RZD and Chinese national 
railway operator China Railway Corporation 
also agreed to develop a ‘high-speed Moscow –                    
Beijing International Transport Corridor’. The 
construction of the Moscow – Kazan high-speed 
line was identified by both operators as a priority 
first step to establishing a new international 
high-speed route connecting the two countries.

SWITZERLAND
TWINDEXX IC TRAINS ENTER 
SERVICE FIVE YEARS LATE
In June 2010 Swiss national operator SBB ordered 
59 double deck ‘Twindexx’ EMUs from Bombardier. 
Designated SBB Class 502 with three variants for 
differing services, the trains were due to enter 
service between 2013 and 2019. Thanks to delays 

for a variety of reasons, including redesign for 
use in the Gotthard Base Tunnel (GBT) and a 
long-running legal dispute between SBB and 
organisations representing disabled people in 
Switzerland over access to and within the new 
trains, the delivery timescale was changed several 
times. As compensation for manufacturer related 
delay the order was increased to 62 trains, with 
three more being supplied free of charge.

The first train was accepted by SBB in 
February 2018 and limited passenger use 
began, but the fleet did not enter regular service 
until the December timetable change after full 
approval for use (initially limited to two years) 
was granted in mid-November. Initial entry 
into service was itself limited, with loco-hauled 
replacement trains frequently appearing in the 
weeks before Christmas. SBB plans to use the 
new trains on the following routes during 2019 
replacing loco hauled trains: Intercity services 
(St Gallen – Zürich – Geneva); and Interregio 
services (Basel – Zürich and Zürich – Chur).

From 2020 all 62 Class 502 trains should be in 
service and the new trains will be used to replace 
ICN tilting EMUs on services between Ticino 
(Lugano/Bellinzona) and central Switzerland via 
the new GBT. The new GBT route does not require 
tilting trains to maintain schedules, unlike the old 
Gotthard mountain route – the ICN trains will be 
moved to routes where advantage can be taken 
of their tilt capability. Longer term, the Twindexx 
trains will be used for services into Germany and 
Austria; testing in both countries is underway.

TURKEY
HIGH-SPEED TRAIN DERAILS 
FOLLOWING COLLISION
Turkish Railways’ new Velaro high-speed train 
fleet suffered its first major accident on 
13 December when the train forming the 06.30 
Ankara to Konya YHT service collided head-on 
with an electric loco in Marşandiz, in the suburbs 
of Ankara. The first two vehicles of the Velaro, 
which was travelling at around 90km/h, were 
derailed, as was the Class E68000 electric loco 
it hit. The derailed Velaro vehicles struck the 
adjacent Marşandiz suburban station, leading 
to the collapse of a pedestrian overbridge on 
top of the derailed train. Three train crew and six 

passengers on the eight-car Velaro died at the 
scene or shortly afterwards, whilst another 84 
were injured; 206 passengers were on the train.

The accident appears to have been caused by 
a signalling error or fault (it is currently unclear 
which); the electric loco had been despatched 
ahead of the high-speed train to ensure the line 
was clear of snow and the Velaro should have been 
on a different track. Following the accident, the 
leading trade union representing railway workers 
highlighted the fact that the 140km/h tracks 
used by YHT trains leaving Ankara westwards 
(connecting with the start of the high-speed line 
proper at Sincan, 24km from Ankara) are not fitted 
with a fully commissioned signalling system. 
Following the accident, three railway employees 
involved in signalling and controlling the trains were 
arrested and according to local media face charges 
of reckless manslaughter and causing injury.

UKRAINE
UZ INTRODUCES THE TRIDENTS
The first of 30 new Class TE33A Co-Co 
diesel-electric locos for Ukrainian State Railways 
(UZ) entered service in late 2018. The locos, built by 
GE Transportation at Erie, Pennsylvania in the USA 
with some final assembly work being undertaken 
at the UZ Kryukov Works in Kremenchuk, are 
based on the TE33 design previously bought by 
Kazakhstan and use a 12-cylinder 3,355kW GE 
evolution series engine which meets EU Stage IIIB 
emissions rules. The long-term framework 
agreement between UZ and GE allows for up to 
195 more locos to be supplied, potentially in kit 
form for final assembly, plus the refurbishment 
of existing locomotives and potentially 
long-term maintenance service contracts.

UZ has named the new loco type as the 
Tryzub (Trident) after the country’s post-Soviet 
coat of arms, which is based on much older 
predecessors. The new locos are designed for 
heavy freight to replace Soviet era designs 
dating from the 1970s/1980s. They will be 
used initially from Melitopol depot in southern 
Ukraine for freight traffic between Mariupol 
and Kherson. UZ expects the TE33A design will 
reduce significantly harmful emissions and fuel/
oil consumption whilst reducing maintenance 
costs compared to the fleet it will partly replace.

In service: SBB Twindexx EMU No 502 at Zürich HB on 17 December 2018 
with the 16.08 Interregio service to Basel SBB via Aarau. Keith Fender
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FIRST ‘802s’ CROSS THE PENNINES
TPE NEW TRAIN TESTING MOVES FORWARD
TESTING OF the three new train 
fleets due to enter service with 
TransPennine Express moved on 
significantly in the New Year with all 
types now running on Network Rail 
tracks at differing points in their test 
and acceptance process.

Two Hitachi bi-mode 
Class 802 ‘Nova 1’ sets made their 
first journey from the manufacturer’s 
Doncaster facility over the Pennines 
on 7 January. No 802201, now 
carrying the full TPE livery, was led by 
No 802202 in plain grey, with the pair 
becoming the first of the type to enter 
Manchester Piccadilly, where they 
arrived at 22.59. The pair departed 
at 23.05 for Crewe, still running in 
diesel mode, where they switched to 
electric power for a run to Warrington 
Bank Quay and back. Whilst not a 
route that will be used by TPE, the test 
runs, which were set to continue for 
several weeks, gave Hitachi a chance 
to assess the operation of the sets at 
speed under what is designated ‘UK1’ 
electrification. Whilst the first runs 

saw the Nova 1 sets reach 105mph, 
testing at up to 125mph was due to 
be carried out as part of the process.

The 19x5-car Nova 1 sets will 
work from Liverpool/Manchester 
Airport to Newcastle/Edinburgh 
via the East Coast main line. Whilst 
they will not work on services to 
Scotland via the West Coast main 
line regularly, they will be cleared 
for the route throughout for 
diversionary purposes, the section 
between Carlisle and Scotland 
having been cleared during initial 
testing of the LNER Class 800 units.

The CAF-built Class 397 Nova 2 
EMUs, ordered to work West Coast 
main line services from Manchester 
and Liverpool to Glasgow and 
Edinburgh, were due to begin 
test running in the early hours 
of 16 January. Electromagnetic 
compatibility testing was planned 
between Stoke-on-Trent and 
Macclesfield using unit No 397003 
to validate results from testing 
on the Velím test track.

Later in January the sets were 
due to commence dynamic testing 
and testing in a ‘twin pantograph’ 
situation for occasions when sets 
will operate in multiple. As with all 
three fleets, testing of Selective Door 
Opening will also be carried out 
for use at the very small number of 
stations TPE will serve where either 
five-car sets will need SDO or it will be 
required for sets running in multiple.

TPE’s new trains are also being 
run onto depots where they will 
receive overnight servicing, including 
Liverpool Edge Hill (Alstom) and York 
Leeman Road (Siemens) to check for 
the location of fuelling and controlled 
emission toilet (CET) points. These 
tests were proved to be vital when 
a small issue was found with the 
Nova 3 (Mk 5a and Class 68) sets 
at York in December. The problem 
was described as ‘simple to fix’, 
with the co-operation of Siemens 
described as ‘excellent’ by TPE.

This followed the installation of 
a new servicing system at Leeman 

Road by VolkerFitzpatrick in readiness 
for the arrival of the Nova 3 and 
Nova 1 fleets. The company has 
modernised and extended the west 
maintenance depot and installed a 
new CET controls system to make 
way for the new five-car trains. 
It will now turn its attention to 
extending the fuelling depot and east 
maintenance depot, including track 
construction, steel erections and the 
installation of specialist equipment.

With issues involving the braking 
of the Nova 3 trains now resolved, 
the sets are due to begin mileage 
accumulation running prior to 
acceptance into the TPE fleet 
ahead of full crew training and 
their introduction into passenger 
service for the May 2019 timetable. 
Additional trains will be required 
from this date as the operator 
intends to introduce its three trains 
a day service between Liverpool 
and Glasgow in May. In the absence 
of the Class 397 sets that will 
eventually work these, Class 185s will 
have to be used on these services 
for a short period. Tony Miles

 

AUTOMATIC BRAKING FOR CROYDON TRAMS
ENGINEERING SUPPORT Group 
Ltd (ESG) is to install an automatic 
braking system on the London 
trams network around Croydon.

The move follows one of 
the recommendations in the 
Rail Accident Investigation 
Branch (RAIB) report followed 
the Sandilands accident in 
November 2016. The Physical 
Prevention of Over-Speeding (PPOS) 

system will automatically apply the 
brakes and bring a moving tram to 
a controlled stop if exceeding the 
speed limit at designated locations. 
It will initially be configured to 
priority high-risk locations as 
suggested by the RAIB but will 
have the flexibility to be introduced 
elsewhere on the tram network.

TfL says the system is expected 
to be fully operational by the end 

of 2019, including a period of 
training and familiarisation with 
tram drivers, and will operate 
alongside the driver protection 
device that has been in 
operation since September 2017, 
alerting to any signs of driver 
distraction and fatigue.

Work is now in progress on 
all the RAIB recommendations 
following the Sandilands 

incident, in which seven people 
were killed and 61 injured.

The Croydon network will be the 
first in the UK to have an automatic 
braking system, and TfL says the 
feasibility and scoping work for the 
system has been shared with other 
tram owners and operators around 
the UK to assist in the development 
of a programme for installing similar 
suitable systems to their networks.

Nova 1: TPE-liveried Class 802 at Manchester Piccadilly 
on 7 January, after arrival from Doncaster. Tony Miles
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Just £1 a week  
covers you, your  
partner and  
dependent children
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welfare and financial 
benefits available to you, 
your partner and dependent 
children if you work in the 
public transport industry.

Join TBF today!
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60 Hayse Hill, Windsor, SL4 5SZ
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‘Britain’s Leading Railway Society’
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● Access to the members only area of our website.

50% Off For 2019
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● Access to our new Archive and Library at Leatherhead.

2019 Introductory New Membership 50% off rates
£9 for a digital only version of “The Railway Observer”

£14.50 to receive a printed copy of “The Railway Observer”
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NR SEEKS CHART LEACON ACQUISITION
AS PART of a plan outlined on p13 
of our March 2018 issue, Network 
Rail has submitted a Transport 
and Works Act Order application 
seeking compulsory acquisition 
powers for the Chart Leacon site 
near Ashford.

The former Bombardier depot 
site is to be repurposed as part 
of a plan to provide stabling for 
Thameslink trains operating 
the planned new services from 
Cambridge to Maidstone East. 
The introduction of the two 
trains per hour service, originally 

planned for December this year, 
means stabling will be required in 
Kent for 6x8-car Class 700 units. 
These are likely to be stabled 
at Hitachi’s Ashford depot site, 
with Electrostars displaced from 
there berthed at Chart Leacon.

The order includes only powers 
for compulsory acquisition, with 
planning permission from Ashford 
Borough Council required for 
the stabling works. Network 
Rail has been negotiating with 
Bellamile Ltd, which acquired 
interests in a number of plots 

within the site from Bombardier, 
but has so far been unable 
to reach an agreement on 
the transfer of the land.

A planning application has been 
submitted for the development 
of a light maintenance depot 
including the demolition of 
existing structures, the provision 
of a two-storey 500 square metre 
worker accommodation block, 
36 parking spaces and associated 
works for the movement in and 
stabling of railway rolling stock 
and associated equipment. The 

new infrastructure would have 
an expected asset life of around 
20 years, and the project has an 
estimated cost of £30 million.

Application documents 
submitted by Network Rail 
suggest Govia Thameslink 
Railway will require three months 
to prepare for the start of new 
services, but that permanent 
additional stabling is unlikely to be 
secured by September. However, 
uncertainty surrounding the 
introduction of the Thameslink 
service may alleviate this issue.

BECKTON DEPOT UPGRADE FOR NEW DLR FLEET
TRANSPORT FOR London has 
published a Periodic Indicative 
Notice setting out details of 
planned upgrades at Beckton 
depot to accommodate a new 
Docklands Light Railway fleet. 
A planning application for the 
proposed work was submitted to 
the London Borough of Newham 
in September 2018, and a contract 
notice is expected to be published 
in February.

Work to upgrade the depot is 
required to be completed prior 

to the arrival of the first new train. 
TfL’s Programmes and Investment 
Committee considered a proposed 
contract award for the new fleet at 
its meeting on 11 December, with 
previous plans indicating trains would 
enter service between 2022 and 2024. 
The 43-strong fleet will replace the 
existing B90/92 trains and allow for 
expansion of services in the Royal 
Docks area. The depot site currently 
has an area of around 9.1 hectares, 
which would grow to the full extent of 
the land owned by TfL (11.3 hectares).

A number of key contracts 
are envisaged. A substation 
upgrade would be required 
before delivery of the new fleet, 
while two further separate 
build contracts would cover 
southern and northern sidings. 
The former, to be completed 
first, includes the creation of 
three new stabling sidings and 
requires seven new switch and 
crossing units, after which the 
northern work involves building 
a new carriage wash in place of 

the existing one, extension and 
modification to the test track and 
the creation and modification of 
new stabling sidings. A design and 
build contract for a maintenance 
facility building adjacent to the 
northern sidings would provide 
a new facility to service the new 
fleet, facilitating assembly, testing, 
commissioning and both light and 
heavy maintenance of rolling stock. 
Finally, site offices and welfare 
facilities would be needed for the 
provision of the construction works.
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Springburn 
closure 
proposed
GEMINI RAIL Services has 
announced plans to close the 
Springburn works site near Glasgow.

Formerly owned by 
Knorr-Bremse, in November 2018 
Springburn and its sister site at 
Wolverton were sold to holding 
company Mutares, which has 
introduced the Gemini Rail Services 
brand. KB in turn had taken over 
the site when previous owner 
Railcare entered administration.

A consultation period began 
in December, with a spokesman 
for Gemini saying the proposal is 
‘a result of increasingly changing 
and challenging market conditions 
which are outside of our control’. The 
company has cited the increasing 
numbers of more modern vehicles 
and says the site’s location means 
it will ‘continue to suffer an 
unsustainable decline in demand’.

The Wolverton site near 
Milton Keynes is also set for 
change, with most of the existing 
railway works to be demolished 
to allow construction of up to 
375 dwellings, with a smaller 
railway works to be erected at the 
eastern end of the 38-acre site.

Subway fleet introduction put back
THE INTRODUCTION of a new 
control system and train fleet for the 
Glasgow Subway is being put back by 
12 months.

The change is revealed in a 
report to a Strathclyde Partnership 
for Transport (SPT) Partnership 
meeting on 14 December. 
A contract was awarded in 
March 2016 to a joint venture of 
Ansaldo and Stadler, known as 
ANSTA, with Stadler supplying 

17 new four-car trains and Ansaldo 
providing a new control system.

The report explains that delays 
and design challenges have been 
experienced, with a re-baselined 
programme now agreed, which sees 
introduction of the new fleet and 
control system take place around 
12 months later than was forecast 
at the time of contract award. The 
report says the decision ‘has been 
taken to ensure that there is a realistic 

and achievable plan’. It notes there 
have also been a number of cost 
variations proposed by ANSTA, 
which were being reviewed by SPT.

Stadler unveiled the first of the 
17 new trains for the Subway at the 
InnoTrans trade show in Berlin in 
September 2018. Ansaldo is to supply 
a communications-based train control 
(CBTC) signalling system, which 
will eventually allow the Subway to 
migrate to unattended train operation.

CLASS 333 
REFURB
Airedale refresh: the Class 333 fleet 
is undergoing an upgrade at Leeds 
Holbeck depot. Here the first to be 
treated, No 333001, is seen in the shed 
on 16 December 2018. Alex Hargreaves

Growler farewell trip: Nos 37409 (top) and 37425 (tail) power 
the charity special at Kirksanton on 11 January 2019. Jamie Squibbs

CUMBRIAN COAST ‘37s’ BOW OUT
LOCO-HAULED WORKINGS on 
the Cumbrian Coast finished on 
28 December, marking the end 
of 3½ years of the practice on 
the route. Two loco-hauled rakes, 
supplied by Direct Rail Services, 
were introduced in May 2015 as 
part of ‘Project Arcturus’, which 
saw a reshuffle of rolling stock 

across the north of England. The 
catalyst was TransPennine Express 
losing five Class 170 DMUs to 
Chiltern for that company’s 
new service to Oxford Parkway, 
with Northern lending TPE six 
Class 156 DMUs to cover and 
in turn receiving additional 
Class 319 EMUs as well as the two 

loco-hauled sets. Class 37s have 
been the usual haulage, although 
from March 2018 DRS introduced 
Class 68 haulage on one of the 
sets for a period in an effort to 
improve reliability. Northern 
has been able to withdraw the 
loco-hauled sets thanks to the 
arrival of cascaded Class 156, 158 

and 170 DMUs from ScotRail. To 
mark the end of the operation, a 
special service ran on 11 January. 
The return journey ran between 
Carlisle and Carnforth, with tickets 
awarded by a random online 
ballot. Proceeds, reported to be 
over £6,000, were donated to local 
charities.
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It’s hard to believe that it is 41 years 
since the fi nal Class 52 Westerns were 
withdrawn from service, a class that was 
responsible for an upturn in the fortunes 
of diesel preservation that has since saved 
hundreds of locos from the scrapman.
 
In this 100-page special magazine from the 
team behind Railways Illustrated magazine 
we chart the inspiration, development and 
careers of some of British Railways’ most 
enigmatic locomotives and investigate the 
fascinating subject of industrial hydraulics.

D800 Warships
The fi rst of the diesel hydraulic Type 4s to be 
produced were the Warships, built by BR at 
Swindon and also North British in Glasgow. 
Weighing just 78 tons, they were a powerful 
lightweight loco with an impressive performance.
 
The Western
The ultimate incarnation of the diesel hydraulic 
concept in the UK was the Class 52 D1000 
Western. The charismatic design was immensely 
popular, powerful and highly capable.
 
The Hymeks
The most numerous of the Western Region’s 
diesel hydraulics were the Type 3 Hymeks. Able 
to handle almost any train, they proved to be an 
excellent mixed traffi c design.

 Features include:

AND MUCH MORE!

Lightweight, powerful and underestimated
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A DIGEST OF THE MAIN 
CHANGES ON NETWORK RAIL, 
LONDON UNDERGROUND AND 
NORTHERN IRELAND RAILWAYS 
INFRASTRUCTURE DURING 
NOVEMBER 2018; COMPILED 
BY MARTYN BRAILSFORD OF 
THE BRANCH LINE SOCIETY 
(WWW.BRANCHLINE.UK).

November was a bit quieter than 
October; there was the usual 
batch of level crossing upgrades, 
Filton Bank quadrupling, more 
electrification work in Scotland, 
along with some track work at 
Aviemore plus the re-control of 
Ferriby – Gilberdyke to York ROC.

ANGLIA
Great Yarmouth (2:8)
Platform 3 has been reduced in 
length from 270m to 180m (196yds).
Ipswich – Felixstowe (2:9A)
In connection with Felixstowe branch 
capacity improvements, a number 
of level crossings have closed in the 
Trimley area – Grimston Lane (Foot) 
at 81M 48ch, St. Martins (Foot) at 
81M 71ch, Gun Lane User Worked 
Crossing (UWC) at 82M 01ch and 
Keepers Lane (UWC) at 82M 33ch.

 LONDON NORTH EASTERN
Tees Yard (2:46C)
The facing points at 12M 62ch in 
the Up Goods No 1 line have been 

plain lined, all remaining lines to 
and from the former Thornaby 
motive power depot are out of use.
Between Carlisle and 
Newcastle (2:43B)
The level crossings at Thirwell 
Castle (UWC) at 40M 63ch and 
Blenkinsop Rose Cottage (UWC) 
at 39M 44ch have both been 
upgraded to Overlay Miniature 
Stop Light Level Crossings.
Between Howden/Saltmarshe 
to Hessle (2:34C)
The signalling equipment associated 
with the signal boxes at Saltmarshe 
(3M 47ch), Gilberdyke Junction (17M 
07ch), Broomfleet (14M 33ch), Crabley 
Creek (12M 57ch), Brough East (10M 

24ch) and Melton Lane (8M 41ch), 
plus the gate boxes at Green Oak  
Goit (1M 42ch), Oxmardyke  
(16M 22ch) Cave Crossing (13M 60ch)  
and Welton (9M 35ch) have all 
been decommissioned with new 
equipment installed and controlled 
from York Rail Operating Centre 
(ROC), Brough Workstation. All boxes 
are abolished, with the exception 
of Crabley Creek, which has been 
downgraded to a gate box. Signals 
are now prefixed either SG (Selby – 
Gilberdyke), TG (Thorne – Gilberdyke) 
or GH (Gilberdyke – Hessle).

The level crossings at Melton 
Lane (8M 41ch), Welton (9M 35ch), 
Brough East (10M 24ch), Cave 

Crossing (13M 60ch), Broomfleet 
(14M 33ch), Oxmardyke (16M 22ch), 
Eastrington (19M 23ch), Green Oak 
Goit (1M 42ch) and Saltmarshe 
(3M 49ch) have all been upgraded 
to Manually Controlled Barrier 
Crossing with Obstacle Detection, 
whilst those at Bellasize (17M 23ch) 
and Gilberdyke (0M 15ch) have 
gained Miniature Stop Lights for 
the associated footpath crossings 
which are equipped for bi-directional 
working (MSL-X). The level 
crossings at Manor Farm (3M 36ch), 
Saltmarshe station foot crossing 
(3M 47ch) and Thorpe Common 
(21M 42ch) have been closed.

A number of lines have been 
renamed: the Up and Down Mains 
between Howden and Hessle are 
now the Up and Down Hull lines, 
whilst the Up and Down Mains 
towards Goole are now the Up 
and Down Saltmarshe lines. In 
the Melton/Ferriby area the Up 
Main is now the Up Hull Fast and 
the Up Slow is now the Up Hull 
Slow. The Up Siding is now named 
the Up Melton Siding, whilst 
the Omya UK Sidings are now 
known as Gibson Lane Sidings.

Some minor track alterations 
have taken place at Gilberdyke, 
where the Horse Dock Siding at 
17M 05ch has been abolished and all 
associated track has been (or will be) 
recovered, and at Ferriby (7M 36ch), 

Semaphore farewell: seen from Gilberdyke user-worked crossing on 13 November 2018, Gilberdyke Junction 
signal box and its down inner home semaphore signal from the Goole direction. No 158797 is passing with 
Northern’s 10.24 Sheffield – Bridlington service. The colour light signal on the right of the picture is the up starter 
towards Goole. This box is now closed and the area controlled by York Rail Operating Centre. Dave McAlone

Alloa goes electric: a Class 385 waits to form a service to Glasgow Queen 
Street on the first day of the new timetable, 9 December 2018. Ann Glen
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where the trap points in the Up 
Hull Slow have been plain lined.

Finally, a new Hot Axle Bearing 
Detector has been provided on the 
Down Hull at 8M 39ch, reporting 
to Hessle Road signal box.

SCOTLAND
Between Midcalder Junction and 
Holytown Junction (1:8R/10E)
The Up and Down Shotts lines have 
had their overhead lines energised 
at 25kV AC from the existing limit 
of electrification at 22M 64ch (near 
Midcalder Junction) to 15M 08ch.

Cleland (3M 52ch) platform 2 
has been shortened by 
27 metres (29 yards).
Larbert Junction to Alloa & 
Dunblane (1:9A/15A)
As part of the continued rollout of 
Scottish electrification, the lines from 
Larbert Junction to Dunblane and 
Alloa have had their overhead lines 
energised at 25kV AC. In detail this 
consists of firstly the Up and Down 
Perth line (and a small bit of the Up 
and Down Grahamston lines) from 
the existing limits of electrification 
just south of Larbert Junction at 
109M 39ch to Stirling (118M 24ch), 
including the Down Passenger Loop 
at Larbert, the Up Passenger Loop at 
Stirling and all platforms at Stirling. 
Secondly, the Up and Down Main 
lines from Stirling to Dunblane, 
including Dunblane platform 3,  
to the limit of electrification on the 
Down Main at 123M 33ch (note the 
Up Main is not electrified beyond 
the trailing crossover at the north 
end of Dunblane station). Lastly, the 
Up & Down Kincardine line from 
Stirling to Alloa station platform at 
7M 06ch, including Cambus Loop.
Blackford (1:15B)
In conjunction with providing a 
new rail freight facility for Highland 
Spring at this location (133M 28ch) 
the existing Up Relief siding and 
trailing crossover have been secured 
out of use pending recovery.
Aviemore (1:19D)
As part of the Highland main line 
project, it is planned to extend the 

loop northwards at Aviemore. A 
new set of points has been installed 
at 83M 67ch in readiness for this 
(they remain clipped out of use 
until commissioning). In addition, 
the existing points that access the 
engineers sidings have been plain 
lined and recovered and a new set 
of point and associated trap points 
have been installed at 83M 50ch 
to access the engineers siding. 
All these works are planned to be 
commissioned in March 2019.
Dingwall (1:18C/22F)
Dingwall No 1 (0M 57ch) and 
Dingwall Middle (0M 67ch) 
Automatic Open Level Crossings 
have been upgraded to Automatic 
Full Barrier Crossings that are 
Locally monitored (AFBCL).

WESTERN
Between Theale and 
Aldermaston (3:12A)
The Down Goods Loop at 
Ufton (Milepost 44) has been 
upgraded to passenger standard 

and will henceforth be known 
as the Down Towney Loop.
Filton Bank (3:18A/C)
The route between Dr Day’s 
Junction (0M 55ch) and Filton  
No 1 Junction (4M 50ch) has been 
re-quadrupled, this has involved 
the slewing of the existing lines and 
the provision of two additional lines 
(see diagram). New points have 
been installed at Dr Day’s Junction 
to allow for the continuation of 
the Filton Mains from Bristol East 
Junction and the layout has been 
altered at Filton Abbey Wood to 
allow the Relief line to continue 
towards the Severn Tunnel and the 
Mains to continue round to Bristol 
Parkway. Filton South Junction 
has been abolished and a new 
junction has been installed at 
Horfield Junction (3M 60ch). Filton 
Abbey Wood Station has been 
rebuilt to have four platforms.
Port Talbot (3:22C)
The Hot Axle Bearing Detector 
at Port Talbot West (203M 01ch) 

has been recovered pending 
relocation to Stormy (194M 72ch).

NEXT MONTH
December and especially the 
Christmas and New Year Holiday 
traditionally sees significant work 
take place on the network whilst it 
is quieter. In addition to the usual 
station platform extension works and 
level crossing upgrades, this year saw 
a number a number of re-controls 
of signalling to ROCs, significant 
work on the Felixstowe branch and 
the remodelling of Wellingborough 
North Junction, whilst Scotland saw 
further energisation of overhead lines.

Information has been grouped 
according to the main Network 
Rail ‘Routes’ in November 2018. 
All details can be subject to subsequent 
amendment. Books and Diagram 
Reference Numbers (in brackets) 
relate to the latest relevant Quail Track 
Diagram books obtainable from 
Trackmaps at www.trackmaps.co.uk. a

Central belt wiring progress: unit No 156434 passing the newly-rebuilt station at Breich while working the 
13.27 Edinburgh Waverley to Glasgow Central via Shotts service on 15 December 2018. Steven Fraser

FILTON BANK CHANGES
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WABOSO TO LEAVE NR
NETWORK RAIL’S Director, Group 
Digital Railway David Waboso is to 
retire in March.

In a briefing note to staff, NR Chief 
Executive Andrew Haines said: ‘David 
has made a huge contribution during 
his time here and he has transformed 
the Digital Railway programme 
and its relationships with industry, 
government and the supply chain, 
using innovative procurement.’

Mr Waboso joined NR to lead 
the Digital Railway programme 
in 2016, have previously been 
Capital Programmes Director 
responsible for major upgrades at 
London Underground. He has also 
been an executive director at the 
Strategic Rail Authority and held 
posts at Bechtel and Nichols.

Writing in December, Mr Haines 
said a further announcement 
about transitional arrangements 
would be made ‘in the New Year’.

Stepping down: Digital 
Railway’s David Waboso.

MARJORIBANKS JOINS ARL
KATE MARJORIBANKS joined 
London Overground operator 
Arriva Rail London as the company’s 
engineering director in November.

Ms Marjoribanks started her 
career as a trainee at Yarrow 
Shipbuilders Ltd, before graduating 
from Edinburgh University with a 
Mechanical Engineering degree. 
She joined British Rail, working in 
depots across the UK and climbing 
the ladder into senior engineering 
roles including head of engineering 
at South Western Railway and 
engineering director at Abellio 
Greater Anglia and Chiltern Railways.

At ARL, Ms Marjoribanks’ focus 
will be on optimising the existing 
fleet, leading a team of engineers, 
overseeing the traincare team and 

working with maintenance partners 
Bombardier and Greater Anglia. 
She will also be supporting the 
introduction of the Class 710 fleet to 
the London Overground network.

Engineering role: Kate Marjoribanks.

DOWLING TO MOBILISE GOOLE FACTORY
SIEMENS HAS appointed Finbarr 
Dowling as Director of Localisation. 
In the role he will look to maximise 
the benefits of the company’s 
£200 million investment in a factory 
in Goole, East Yorkshire.

Mr Dowling has worked for 
Siemens for almost 30 years. Prior 
to his new role, he was Customer 
Service Director for Siemens Rolling 
Stock, but has also been Project 
Director for the development and 
construction of Siemens’ offshore 
wind blade manufacturing, 
harbour and service facility in 
Hull, a project which the company 
says involved an investment of 
£310 million and created 1,000 
new jobs for Siemens in the UK.

Siemens says the Goole factory 
will employ up to 700 people in 
engineering and manufacturing 
roles, plus up to 250 more 
during the construction phase, 

with around 1,700 indirect jobs 
created in the UK supply chain.

The first contract to be 
delivered from the site is 

expected to be Inspiro London 
tube trains for Transport for 
London, which would operate 
on the Piccadilly Line.

 

Explaining the proposals: Finbarr Dowling, Siemens’ Director of Localisation (centre) 
chats with Richard Walker, Mayor of Goole (left) and Andrew Percy, MP for Goole & Brigg.

MANCHESTER BTP QUARTET IN HONOURS LIST
FOUR BRITISH Transport Police 
officers who were on duty at the 
time of the Manchester Arena 
terror attack on 22 May 2017 have 
been recognised in the 2019 New 
Year’s Honours.

British Empire Medals have been 
awarded to PCSO Lewis Brown, PCSO 
Jon Morrey and PC (then PCSO) 
Mark Renshaw, while PC Jessica 
Bullough receives a Queen’s Police 
Medal. The four officers were the 
first emergency services personnel 
to reach the scene of the tragedy, 
in which a bomb was detonated in 
the Manchester Arena foyer, which 
links the arena to Victoria station.

Three other BTP officers also 
received awards – William Bryden, 
based in London, was awarded 
an OBE; Richard Gill, also based 
in London, receives an MBE; 
and Kent-based Alan Smith was 
awarded a British Empire Medal.

Elsewhere in the honours 
list, CBEs were awarded to 
economist Bridget Rosewell, 
Commissioner at the National 
Infrastructure Commission and 
a member of the Network Rail 
board, and to Siemens plc’s 
UK Chief Executive Juergen Maier.

MBE recipients included 
Barrow Hill Engine Shed Society 

founder Mervyn Allcock, for 
services to railway preservation 
and development, while OBE 
awards went to Transport for 
London’s former Managing 
Director, Surface Transport Leon 
Daniels and London Transport 
Museum Director Sam Mullins.

Meanwhile, Stagecoach 
co-founder Ann Gloag has been 
made a Dame Commander of 
the Order of the British Empire 
in recognition of her extensive 
business and charitable work in the 
UK and overseas. Ms Gloag is now 
a non-executive director and major 
shareholder in Stagecoach Group.

Services to the museum 
sector: Sam Mullins OBE.

Centenary year
CILT president
PAUL SAINTHOUSE, Managing 
Director of Dawsongroup bus and 
coach limited, is the Chartered 
Institute of Logistics and 
Transport President for 2019.

2019 sees the Institute 
celebrate its centenary. CILT 
says Mr Sainthouse will build 
on the work of his predecessor 
Robin Proctor, who helped 
implement a new strategy 
and shape a new vision for the 
Institute during his tenure.

Mr Sainthouse has spent 
more than 30 years with 
Dawsongroup, a specialist asset 
rental business operating in 
several related markets within 
the logistics sector, joining as a 
management trainee in 1987, 
and since 2002 in his current 
role as Managing Director of the 
group’s bus and coach business.
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 Andrew Haines Chief Executive of Network 
Rail will outline his plans for putting the 
interests of passengers and freight at the heart 
of everything Network Rail does.

19 March 2019
Hilton Tower Bridge, Tooley Street, London

The leading event for the UK rail industry

www.marketforcelive.com/rail
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3D PRINTING FOR INTERIOR COMPONENTS
ANGEL TRAINS, engineering 
consultancy ESG Rail and 3D 
printing technology provider 
Stratasys have collaborated to 
produce four fully approved interior 
components using 3D printing, also 
known as Additive Manufacturing.

The components approved for 
service include an arm rest, grab 

handle and seat back table – all 
of which will now be tested on 
in-service passenger trains this year.

The aim of the collaboration is to 
leverage additive manufacturing to 
help address the issue of obsolete 
parts, reduce whole life rolling 
stock costs and enable vehicles 
to remain in passenger service for 

longer. The innovation also has 
the added potential to lower costs 
for train operating companies, as 
they can produce low run parts 
as needed, rather than mass 
manufacturing vast quantities.

All parts have been designed 
for additive manufacturing 
and 3D printed using Stratasys’ 

Fused Deposition Modelling 
(FDM) technology. In addition, 
the components have been 
structurally assessed by ESG 
Rail for manufacturing using 
Stratasys 3D printed tooling 
and the company’s advanced, 
rail-certified thermoplastic 
materials.

Battery partnership for Class 230s
VIVARAIL AND Hoppecke 
Industrial Batteries have confirmed a 
partnership to design and integrate 
batteries for Vivarail’s Class 230 
trains. The Class 230 uses Hoppecke’s 
Battery Energy Storage System 
(BESS), which stores electrical energy 
and can pump 1MW of energy in 

just eight minutes when a train 
reaches a station. This is said to 
be sufficient to provide ‘a robust 
65-mile range’. Hoppecke says its 
lithium-ion batteries are ideally 
suited for the ‘230s’ by providing the 
rapid charging needed for battery 
trains. Vivarail launched the battery-

powered Class 230 at the Bo’ness 
and Kinneil Railway in October 2018. 
The company is currently building 
diesel/battery hybrid Class 230s for 
Transport for Wales services in north 
Wales, chiefly on the Wrexham to 
Bidston route, and is also developing 
a hydrogen variant of its Class 230.

Pandrol wins 
Estonian deal
PANDROL HAS secured a new 
contract with Estonia Railways 
to supply over 430,000 Fastclip 
FE fastening systems (four per 
sleeper) for the 65km stretch 
from the town of Tapa to Narva 
in the north east of Estonia.

The contract is with German 
infrastructure partner Leonhard 
Weiss and follows another 
contract that Pandrol recently 
completed to supply fastenings 
for the Tapa – Tartu railway 
refurbishment, during which 
the company supplied 105,000 
sleepers for around 57km of track.

Leonhard Weiss reported that its 
use of Pandrol’s Fastclip FE clip, in 
combination with the CD400 Clip 
Driver, saved the contractor 30% 
on installation time, compared 
to working with FC sleepers 
and with old technology.

Pandrol highlights the savings 
in both time and labour costs 
generated by use of its products. 
The Clip Driver CD400 walk-behind 
clipping machine can be used to 
install both Pandrol Fastclip and 
Fastclip FE, with the machine having 
an output of 40 sleepers per minute.

ECR retail system for LNER
ECR RETAIL Systems has been 
awarded a contract by LNER 
for its mobile electronic point 
of sale (MPoS) system based 
on ECR’s RailPoS software.

The new streamlined MPoS 
system will accommodate all user 
requirements including managing 

orders, stock control and supply 
chain requirements. It will also 
enhance the level of service 
customers receive and streamline 
trolley catering services in both 
standard and first class. RailPoS 
integrates to Rail Gourmet, which 
supplies the on-board catering 

services for LNER, with all the 
data it needs to ensure that every 
order is fulfilled efficiently.

In addition to ECR’s RailPoS 
software, the contract includes 
216 new ECR Go2 all-in-one
hand-held mobile devices, replacing 
the previous system that used 
tablets in the food bar and handheld 
terminals on the trolleys. It also 

encompasses a cloud-based 
operation and Miura M010 integral 
pin entry devices, which allow 
LNER to offer all payment types 
including contactless and mobile 
wallet. The system, which was 
piloted in July 2018, will be fully 
implemented in advance of the new 
LNER Azuma train fleet scheduled 
to begin operation in 2019.

RAIL ALLIANCE AND BCRRE SET TO JOIN FORCES
BUSINESS TO business 
membership organisation the Rail 
Alliance has signed a memorandum 
of understanding with the 
Birmingham Centre for Railway 
Research and Education (BCRRE) at 

the University of Birmingham. The 
agreement aims to strengthen links 
between the two organisations 
and build on connections with 
the wider railway sector. The 
partners are seeking to ensure 

that research and teaching draws 
on real-world situations as well as 
further reinforcing relationships 
with small and medium enterprises 
for the benefit of the railway supply 
chain. The organisations say the 

Rail Alliance aligns with BCRRE’s 
vision to support the railway of 
the future through research and 
development and innovation as a 
result of collaboration taking place 
between industry and academia.

Power deal: Vivarail CEO Adrian Shooter (second from right) 
greets Hoppecke CEO Marc Zoellner in front of unit No 230002.

092-093_MR_Feb 2019_in business.indd   92 15/01/2019   18:32



93www.modern-railways.com  February 2019  Modern Railways

In Business

 Our key areas of expertise include:
 

• Demand Forecasting

• Data Collection and Analysis

• Timetable and Service Planning

• Operational Performance Audits

• Operational Simulation

• Industry Economics

• Project Appraisal

How can we help your business?
Please contact us for more information on our services.

 1st Floor South Tower
Crystal Palace Station

London SE19 2AZ

T +44 20 8676 0395
F +44 20 8778 7439

E info@railwayconsultancy.com
www.railwayconsultancy.com

 Registered Offi ce: 43a Palace Square, Crystal Palace, London SE19 2LT  Registered in England & Wales no. 3270536

Operations, Planning, Economics and Management

FORTHCOMING EVENTS

Digital Railways, lecture, 12 February, Bath
Details at https://www.theiet.org/events/local/257123.cfm
21st century technology to control 40 year-old trains: what 
could go wrong?, lecture, 13 February, Portsmouth
Details at http://nearyou.imeche.org/eventdetail?id=15409
Digital Railway – ETCS fitment, lecture, 18 February, Swindon
Details at http://nearyou.imeche.org/eventdetail?id=15405
The future of Network Rail, lecture, 19 February, Glasgow
Details at https://nearyou.imeche.org/eventdetail?id=16139
IMechE Railway Division annual luncheon, 1 March, London
Details at https://events.imeche.org/ViewEvent?e=6706
ATO: Integration to achieve a truly interoperable 
system, seminar, 12 March, London
Details at https://events.imeche.org/ViewEvent?e=6826
A review of Sheffield Tram Train, lecture, 13 March, York
Details at https://www.theiet.org/events/local/258318.cfm
The use of virtual reality in the railway industry, lecture, 13 March, Derby
Details at https://nearyou.imeche.org/eventdetail?id=15588
British Railway Signalling – Its evolution and the impact of human 
fallibility on its development, lecture, 14 March, Stevenage
Details at https://www.theiet.org/events/local/258414.cfm
A 21st century train on 19th century infrastructure, 
lecture, 21 March, Glasgow
Details at https://nearyou.imeche.org/eventdetail?id=15807
Modern Railways Fourth Friday Club
and Rail in Wales and the West
conference, 22 March, Cardiff
Details at http://www.4thfriday.co.uk/rail-in-the-west/
Elec link construction train, lecture, 25 March, London
Details at https://nearyou.imeche.org/eventdetail?id=15621
Asset Management: Designing for Reliability, seminar, 26 March, London
Details at https://events.imeche.org/ViewEvent?e=6825
Systems engineering on HS2, lecture, 26 March, Bath
Details at https://www.theiet.org/events/local/257127.cfm
Integrating Crossrail/Elizabeth Line into the National 
Rail Network, lecture, 27 March, Portsmouth
Details at https://www.theiet.org/events/local/258412.cfm

Official publication:

Modern Railways

Italian job for British Steel
BRITISH STEEL has won                  
two new contracts to supply 
86,000 tonnes of rail to Italian 
national infrastructure manager 
Rete Ferroviaria Italiana (RFI).

British Steel will supply 
68,000 tonnes of standard grade rail 
and 18,000 tonnes of its premium 
Stress-Free (SF) heat-treated 
SF350 rails. In both cases the rail 
will be supplied to RFI in lengths 
of 108 metres. The premium SF 
heat-treated rails are designed for 
use in curves or on heavily-used                              
sections where wear and fatigue 

are significant issues and are 
designed to minimise the risk of 
cracks developing in service.

The steel for the rails will be 
manufactured at British Steel’s 
plant in Scunthorpe, before being 
transported to the company’s 
state-of-the art rail rolling mill 
in Hayange, eastern France. The 
finished rail will be moved by 
train to British Steel’s rail logistics 
hub in Lecco, northern Italy, 
which opened in 2018, before 
transport to the final locations 
specified by RFI. Keith Fender

Wear- resistant: heat-treated rail comes off the British Steel production line.

Aston wins iRail competition
A TEAM from Aston University 
Engineering Academy was 
crowned iRail Grand Champions 
at an event organised by Rail 
Forum Midlands in December.

iRail is the forum’s flagship schools 
outreach programme offered 
across some 30 schools spanning 
the East and West Midlands. 
Following two regional heats in 
the spring it was decided to set a 
grand final challenge to find the 
overall iRail champion for 2018.

Sponsored by Porterbrook, and 
with the support of its graduates, 
a challenge was developed for 
the top four schools (the two 
winners and two runners up) to 

work on between October and 
early December. This saw the 
school teams bidding to run a 
passenger rail franchise – including 
selecting types of rolling stock, 
formulating train sets, developing 
timetables and working out how 
best to serve the diverse passenger 
mix using their services. Safety, 
innovation and customer service 
all featured in the scoring criteria.

The winning team received a 
£1,000 cash prize to be used for 
purchasing school equipment. 
Derby Manufacturing UTC 
and Loughborough High 
School were awarded runners 
up certificates and prizes.

Prize winners: Porterbrook CEO Mary Grant (second from 
right) offers congratulations to iRail competitors.

Study tour going down under
THE RAILWAY Study Forum of 
the Chartered Institute of Logistics 
and Transport is planning a study 
visit to Australia in October 2019.

The two-week tour, from 13 to 
25 October, includes a week spent 
in Sydney and a week in Melbourne. 
Highlights of the visit include new 
construction for the Sydney and 
Melbourne metros, a walk over the 
Sydney Harbour Bridge, a tour of 

the Port of Melbourne, a trip on the 
Victorian Goldfields Railway and a drive 
along the spectacular Great Ocean 
Road. The trip also includes a visit to 
the largest tram network in the world 
at Yarra depot in Melbourne with a 
special tram tour ending at the iconic 
Melbourne Cricket Ground (MCG).

Bookings for the trip must 
be made by 31 January, with 
numbers limited to 40 people.
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How safe is High Speed 2? 
Amid political turmoil, 
rumours of cost increases 

and a looming government spending 
review, once solid cross-party support 
looks vulnerable and those who 
oppose the £50 billion plus scheme 
sense an opportunity to kill it off.

As Modern Railways reported last 
month, HS2 Ltd Chief Executive Mark 
Thurston discussed possible options 
for reducing the cost of HS2 at a 
meeting of the All Party Parliamentary 
Rail Group on 20 November. These 
included cutting the top speed of 
trains from 360km/h to 320km/h 
and reducing train frequencies 
from the 18 per hour planned.

His comments triggered a 
response from Andrea Leadsom, 
MP for South Northamptonshire. 
‘Can I ask how these changes – 
separately and cumulatively – 
would impact on the viability of 
the project?’ she wrote in a letter to 
the HS2 chief. ‘My constituents are 
naturally concerned that changes 
to the project could undermine 
the business case, negatively affect 
the benefit-cost ratio, and reduce 
value for taxpayers’ money.’

In his response, dated 4 January, 
Mr Thurston points out that nothing 
has changed. ‘At the meeting…  
I responded to direct questions 
from Members about what could be 
done to change scope in an effort to 
reduce cost… However, I was also 
clear that HS2 Ltd is working to the 
scope and budget of the project 
which the Government has set.’

Mr Thurston added: ‘If at 
some point in the future we are 
instructed to consider any of these 
options then more detailed work 
on the effect of such changes 
would, of course, take place.’

So at the start of 2019 at least, 
HS2 is still working to 360km/h and 
18 trains per hour. But could this 
change? Writing a day later in The 
Daily Telegraph, Chief Secretary to the 
Treasury Liz Truss promised a review 
of all major projects as part of the 
spending review process that will set 
government budgets from 2020.

‘We will conduct a zero-based 
capital review – examining all 
major investment projects across 
government and judging their 
contribution to future prosperity,’ 
she wrote, adding: ‘We will also 
look at how budgets contribute to 
human capital, including how much 
they genuinely boost aspiration 
and opportunity. In reviewing this 
evidence, we must be prepared 
to junk the white elephants, the 
programmes that haven’t worked, 
and roll back mission creep’.

While these comments may be 
welcomed by Tory MPs opposed to 
HS2, Ms Truss advocated looking 
towards Japan to find inspiration 
about how to improve Britain’s 
railways. While her comments were 
directed at improving the quality 
and affordability of railways through 
vertically integrated regional rail 
firms that own both track and 
trains, there would be an irony in 
looking to the birthplace of the 

Bullet before abandoning the UK’s 
own high-speed rail network.

With politics in flux there is a 
danger that projects could be 
sacrificed to win support from MPs 
on key votes. But this would also likely 
incense the many politicians pushing 
for infrastructure investment outside 
London, for whom HS2 is essential.

It would also threaten many 
ambitious regeneration schemes 
such as the Birmingham Smithfield 
development. In January Birmingham 
City Council selected Lendlease as 
its development partner for this 
£1.5 billion property scheme, which 
is part-predicated on the proximity 
of the new Curzon Street station.

DRIVING FORCE?
For all the activity behind the scenes 
HS2 continues only slowly, slowly 
to make the move from enabling 
to main works. Big contract awards 
for station work at Euston and Old 
Oak Common, expected during 
autumn 2018, had yet to be 
announced as Modern Railways went 
to press even if, as documented in 
Modern Railways last month, buildings 
are being knocked down and there’s 
a big space outside Euston where 
the DB Cargo shed once stood.

Sunday 6 January saw a temporary 
surface level taxi rank open on land 
that previously formed a pedestrian 
approach to the station through 
Euston Square Gardens West. The old 
underground facility has closed to 
allow safe demolition of two Melton 
Street towers in front of the main 

line station that in the past have 
accommodated British Rail, Railtrack 
and accountancy consultant Grant 
Thornton. These blocks are located 
above the old underground taxi rank.
Demolition contractor McGee has 
now erected the first tower crane 
ahead of the start of demolition work.

Later on in the HS2 programme 
taxis are expected to move 
to Eversholt Street – currently 
scheduled for 2023 – to allow 
London Underground works, 
including construction of the new 
sub-surface link between Euston 
and Euston Square. A new Coburg 
Street (west of the station) taxi rank 
is expected to open from 2026 as 
Phase One station work completes 
and there is a need for a larger taxi 
facility close to HS2 platforms.

Essential prep work it may be, but 
temporary taxi ranks attract none of 
the glamour that the high-speed rail 
enterprise ultimately promises. Still, the 
demolition of the Melton Street towers 
– the schedule says this will continue 
into 2020 – will certainly change 
the view along the Euston Road.

As well as transferring taxis, the 
traditional Christmas rail shutdown 
provided an opportunity for enabling 
works on the approaches to Euston. 
Network Rail says it allowed its HS2 
on-network team to progress works 
packages 3a (west side clearance) 
and station packages 5a and 5b. 
In the Camden cutting steel work 
was installed for new overhead line 
electrification and changes were made 
to overhead structures. a Dan Harvey

HS2 rides political rapids

Switch round: finishing touches are put to the new taxi rank at the front of 
Euston station. The office towers to be demolished stand behind. Courtesy HS2
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The Rail Review issued a ‘call 
for evidence’ at the start of 
December. The challenge for 

the review’s chair, Keith Williams, is 
to produce recommendations that 
deliver a robust, long-term framework 
for the industry, proof against 
meddling by future governments of 
any political colour, without the risks 
inherent in a major reorganisation.

Emotionally, I guess many 
Modern Railways readers would 
support vertical integration, with the 
network divided up into separate 
regions, rather like the ‘Big Four’ 
structure which existed from 1922 to 
nationalisation in 1947 (little longer 
than the current semi-privatised 
structure!). But I am not convinced. 
If, for example, the East Coast main 
line and its branches were set up as a 
vertically integrated railway, it would 
not be the operator for the majority 
of trains running on its infrastructure, 
so such a structure would not in 
reality avoid the numerous interfaces 
that exist today. The East Coast is 
a capacity constrained, inherently 
complex operation; would freight 
operators, TransPennine Express 
and CrossCountry ever have real 
confidence in a company whose 
prime interest was the London 
inter-city services? And how would 
the critically important interface with 
Thameslink be managed? Even in 
British Rail days, when the network 
was less busy, planning inter-regional 
services was challenging.

Also, it’s difficult to see how a 
workable ownership structure 
could be devised, unless of course 
the company is wholly in public 
ownership. The risk allocation 
between a private sector train 
operator and its public sector 

infrastructure other half would be 
extremely complex and fraught. 
Perhaps the Williams review will 
rescue Chris Grayling from his 
ill-thought through proposal to go 
for this model on the East Coast.

I believe there are three 
key changes to the present 
structure that would improve 
the operation and reputation 
of the industry and avoid major 
hiccups during implementation.

Government involvement 
should be the responsibility of an 
arm’s-length body, working in a 
statutory framework, with objectives, 
instructions and guidance from the 
Secretary of State. The Strategic Rail 
Authority, established then abolished 
under Labour, started with much too 
ambitious an agenda and powerful 
egos. If these risks are recognised 
and managed, the basic structure 
could work well, and distance the 
industry from tinkering by transient 
ministers and generalist civil servants.

The existing franchises should be 
replaced over time by concessions, 
with government holding the 
majority of the revenue risk and with 
the timetable structure specified 
by the SRA or regional transport 
bodies, as appropriate. This model 
has worked spectacularly well for 
London Overground, and would 
take away the systemic problem 
of over-bidding, so de-risking the 
franchise proposition and widening 
the market – for example, National 
Express is happy to bid on this basis in 
Germany, but won’t touch the current 
British model with a barge-pole.

Network Rail’s Systems Operator 
function needs to raise its game 
and get the timetable planning 
process fit for purpose, including 

properly assessing the performance 
implications of both enhancements 
and timetable proposals. It’s not much 
use easing operation of the throat at 
Manchester Piccadilly if this creates 
a potentially worse performance 
risk with the multiple flat junctions 
just to the west of the city. This is 
simply good management, and 
there are signs that Network Rail is 
beginning to address the issue.

Of course, everyone knows 
that everything is much 
better in Europe. Except, 

this simply isn’t true. For example, 
Deutsche Bahn is going through a 
crisis. Its long-distance punctuality 
was only 70.4% in November, its 
debts threaten to get out of control, 
and pressure is mounting to sell off 
all or part of Arriva and DB Schenker, 
its major international subsidiaries. 
Also, the impact of engineering 
work is at least as great as in Britain. 
On a visit to Berlin in November,                                           
a major section of the S-Bahn was 
closed for engineering work all 
weekend, and three friends making 
long-distance trips around the same 
time were also diverted, sometimes 
with desperately poor information –                                    
every train they used was late.

Sadly, suicides on the network 
continue to run at a high 
level, at 249 on the main 

line network and 43 on London 
Underground in 2017-18, despite 
determined work to tackle the 
problem, including ‘suicide watch’ 
staff at some stations. The impacts 
are horrific for all concerned, and also 
cause major delays. Fifty years ago, in 
a more brutal age, local supervisors 
were often expected to clear the track 

and reopen the railway as quickly 
as possible, before the local police 
arrived. However, society changes, 
and this is no longer acceptable. 
Working with the British Transport 
Police (BTP), the railway is generally 
reopened in around two hours. 
BTP estimates that each suicide 
costs the economy £1.7 million.

I recently travelled to Milton 
Keynes on a Euston – Birmingham – 
Edinburgh service on an afternoon 
when there had been a fatality 
between Birmingham International 
and Birmingham New Street, and 
later tracked the disruption and 
recovery using Realtime Trains. 
The conductor told us on departure 
that the train might be diverted 
direct to Stafford; approaching 
Milton Keynes, she announced 
that passengers for Coventry and 
Birmingham International should 
change there and catch a London 
Northwestern service, although she 
said this would only go to Rugby.

In the event, the normal route 
cleared, and the train went direct 
to the West Midlands, a pleasant 
surprise for Birmingham and 
Wolverhampton passengers. 
I have every sympathy with the 
conductor, who could only relay 
the information she was told, but 
I’m critical of Virgin’s Control. Given 
that the diversion would cause 
the service to wait time at Crewe, 
surely the contingency plan should 
allow additional stops at Rugby 
for Coventry and International, 
and Nuneaton for New Street?

Of course, the sensible thing 
to do as a passenger is to come 
back in an hour or so, by which 
time something like normal 
operation will have resumed! a

Concession model: newly-repainted London Overground unit No 378135 
in new livery approaches Hoxton on 20 December 2018. Antony Guppy
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It could be good news that 
the proposed renewal and 
upgrade of the approaches 

to King’s Cross has been further 
delayed so as to address the 
concerns of operators about the 
level of disruption during the 
work. And not only because it 
gives Govia Thameslink Railway a 
little longer to get its Thameslink 
act together. Because it will 
give operators and engineers 
time to reflect on the detail of 
the proposals in the light of the 
recent excellent but somewhat 
damning Holden report on the 
poor operational performance 
of South Western Railway (p10, 
November 2018 issue).

Among many other things, 
the report identifies that when 
the August 2017 blockade 
was planned, it was not fully 
realised that moving crossovers 
substantially further away from 
the platform ends, in many cases 
by a full signal section, would 
inevitably considerably extend the 
interval between a train departing 
and a platform being re-occupied, 
or that the time taken to negotiate 
and clear these and other 
junctions would be even further 
extended by the proposal to 
lengthen eight-car trains to 10 in 
the suburban area and to 12 on 
the main line. As a result, capacity 
has not increased as much as 
anticipated and performance 
has been worse than expected.

Why is this relevant to King’s 
Cross? Because much the same 
appears to be proposed there. 
The new track plan for the station 
approaches suggests that the 
current layout at the mouth of 
Gasworks Tunnel will be much 
simplified, with in particular the 
eradication of five sets of slip 
points, to be partially replaced by 
new crossovers on the existing 
tracks inside Gasworks Tunnel, 
while two new approach tracks 
through the currently disused 
third bore will be the only access 
to and from platforms 0 and 1. 
There will also be a new crossover 
further out on the existing 
tracks in Copenhagen Tunnel.

Following the diversion 
of Great Northern suburban 
services to St Pancras low level 
station, the number of platforms 
is to be reduced by one, with 
number 11 on the suburban 
side at King’s Cross abolished. 
But with the simplification of 
the existing throat layout others 
are to be extended, so there is 
presumably an expectation that 
trains will be longer in future.

Together with the burrowing 
junction at Werrington now under 
construction (and restoration 
of six miles of the erstwhile up 
slow line between Woodwalton 
Junction and Huntingdon, should 
it eventually be authorised), the 
revised layout at King’s Cross is 
intended to allow an increase 
in the number of long-distance 
train paths each hour from six 
to eight, implying a movement 
to or from the fast lines at least 
every three or four minutes.

That’s not particularly heroic 
compared with Waterloo, but with 
digital signalling planned for the 
East Coast south of Doncaster, 
pressure to use the additional 
line capacity provided will surely 
increase. Overall capacity on the 
digital railway will not be dictated 
by how many trains can follow 
each other in close proximity, but 
by the speed and dexterity with 
which trains can be turned around 
at journey’s end. When the project 
was first delayed for a year until 
December 2019 it was claimed 
that over £100 million could be 
saved on the then estimated cost 
of £240 million. While savings 
must be welcome, there was 
a fear that such a substantial 
percentage implied some 
improvements had been sacrificed 
along the way. Will platforming 
and routing options for arriving 
trains be improved, particularly 
during times of disruption?

In the light of recent experience 
at Waterloo and the strictures of 
Holden, advantage needs to be 
taken of the further time now 
available to reassure all concerned 
that the upgrading will not only 
be adequate for the greater 
number of trains planned each 
hour from 2021 but also for further 
increases in the next two decades.

Following its appalling 
performance in recent 
months, TransPennine has 

been pulling out all the stops to 
improve customer experience. At 
Scarborough, the cost of using the 
car park has been virtually halved 
from £8.20 to £4.20 for the day. 
Well, for non-rail users, anyway.

Previously, rail ticket holders 
could reclaim £4 from the ticket 
office. The car park, like the 
station, is ideally situated in the 
centre of the town and the ‘pay £8, 
claim half back when you buy a 
rail ticket’ scheme was intended to 
dissuade non-rail users of the car 
park, especially in summer when 
parking spaces in the town are at 
an absolute premium. Now, the 

charge is pretty much the same 
as the other public car parks and 
sure enough, any time after 10.00 
you need to hunt for a vacant 
space, hoping for a shopper to 
vacate a space and meanwhile risk 
missing your train. Not only does 
TPE now fill all its spaces, but sells 
the same space several times in a 
day. But of course, not to rail users.

Then there is the challenge 
of getting a car park ticket. 
First, you need to punch in your 
registration number (do you 
remember yours?) and then pay. 
Theoretically, you can do the latter 
by credit or charge card, but like 
many of the ticket machines I have 
encountered recently, all too often 
the service is unavailable. So you 
need a pocketful of pound coins 
and small change just in case, 
especially if you want to leave 
your car overnight. And no use 
resorting to the booking office, 
because even if it is open, they 
are no longer allowed to dispense 
car park tickets. So overall, a 
whole lot more time-consuming 
hassle before you even discover 
if your train is running anyway.

Of course, you could always 
get somebody to drop you 
off at the station. Well no, 
you couldn’t, unless you are 
disabled. Because, with a great 
splurge of yellow paint, TP has 
thoughtfully designated five of 
the six previously free short-term 
drop-off spaces outside the station 
(maximum stay 20 minutes) 
‘Disabled only’. Double yellow 
lines everywhere else, and don’t 
even think about nipping into 
that main car park for a couple 
of minutes instead, because it 
now also boasts number plate 
recognition cameras, so unless you 
pay the £4.20, you are likely to get 
a firmly worded letter demanding 
money with menaces from yet 
another outsourced company 
making a profit at your expense.

Alternatively, you could come 
by bike. Like most of the railway, 
TPE doesn’t encourage you to take 
your bike on its trains. Instead, 
two huge expensive-looking 
double-deck bike stands with 
64 spaces have appeared, exposed 
to the elements save for a fairly 
rudimentary roof. Maybe that’s 
why so far the maximum number 
of bikes I have seen in this 
splendid new facility is just seven. 
Would that such lavish provision 
is made of seats on trains!

Many station car parks were 
originally provided by British Rail 
for the benefit of its customers. 
Since then they have often been 

much enlarged, but there is no 
regulatory control over their 
operation, so train operating 
companies can charge what 
they like. For example, to park 
further north at Middlesbrough, 
also a TPE station with a similar 
hourly service, costs just 
£1 – the same as the nearby 
local authority run car park.

But charges at both 
Scarborough and Middlesbrough 
pale compared to those for the 
Northern-run station car park at 
Whitby, halfway between the two, 
where things are very different. 
Here it is £2.50 an hour, £5 for 
two or £10 for the day (although 
somewhat confusingly ‘not 24 
hours’), so clearly aimed at those 
who choose to come to the town 
by car, rather than local users of 
the infrequent rail service – and 
some would argue that we should 
be happy with this daily subsidy 
for the rail service. There is just 
one space for the disabled, and 
notices make clear that, unlike 
at Scarborough, they are not 
exempt from charges. Meanwhile 
locals, including me, railhead 
at one of the many stations 
along the line where parking 
is both convenient and free!

So are financially challenged 
train operators maximising car 
park revenue at the expense and 
inconvenience of their customers? 
Not so, says TransPennine. All 
this car park stuff and the bike 
sheds that almost nobody 
seems to use are, it claims, a 
franchise commitment. Do those 
who inhabit the Department 
for Transport really believe 
that 80% of all passengers 
dropped off at Scarborough are 
disabled, or that discouraging 
car parking at stations in 
favour of cycling will promote 
rail use? Certainly, there is no 
recognisable countrywide policy.

DfT stubbornly fails to 
recognise that the yardstick by 
which many potential rail users, 
even possibly some commuters, 
judge the attraction of rail 
travel is by comparison with 
the convenience, comfort and 
cost (and, here in the north, 
reliability) of the car in which 
many begin their journey. Make 
the transfer to rail along the way 
more difficult, time consuming 
and expensive and they will 
continue by road instead. If 
I thought for a moment that the 
DfT was capable of a coherent 
policy, I might even suspect 
that was part of the plan! a

awcolumn@yorkshire.net
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