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Ag;Enhegrated,Masﬁ‘ﬂransih Plam is key te pretecting our heme, our
earth, our c¢ity, our emvirenment, because it leaves a smaller feetprint
than asphalt ard comerete of our highway systea.

We have a ear eulture that iwprimts and affects erenyﬁhing‘we do froem
peace to war, A& culture that expectis am infiniie flow of eil amd
lew gzsoline priees.

The ground transpertatiom imprevements te be made mear the Mentreal-
Tradeau Airpert must be envirommentally Iriemdly and net a "spaghetti
network” .that enceurages more car travel amd the further destructien
af‘eaelegieallmysensitive zepes including the airpert®s neighbeuring
streans.

Currently, pedestriams, bicyclists and mass transit users are at a
great disadvantage: There is ne safe direct sidewalk or bikeway

frem the Dorval train statiemrs, the Dorval Circle and the airpert;
fIn&eed, the bus lines rumming teo and fre the adirpert terminal

do not make flor convenient transit. 1In general, buses only

appeal to studembts, the elderly amd these who den't own cars, Neither
the STM's, (Memtreal Transpert Cerp.), number 204 bus lime nor

the dewntewn air bus shuttle capture the metering public's imagination,

A rail shutile te the airport is a great idea because <¢enventional

trains are relatively cheap te eperate and are emergy efficient, Rail's
reliability tacter is an impertant draw te ridership. Urban rail

is seemn as a permanent fixture that impreves the quality ef life. They alse
effer more roem for baggage.

ATRPORT RAIL '

The Green Cealitien applauds the fact that the Dewntown to P, E.
Trudeauw Airport shuttle will not use the more expemsive and longer
nerthern route, thus maintzining the Doney Spur for future leecal light
rail use., (Please see attached articles: 1, "City considers dormant
rail line", by Andy Blatchford, The Chromicle, West Islamd Edition,




Aug, 24, 2005; 2, "W.Is on tramsit: Dem't forget us", by Iam Hewarth,
The Suburban, Aug. 24, 2005; 3. "West Ialand transit alley is a great idea',,

Henry Aubin, The Gazette, Montreal, Sept. 29, 2005.). ,
However, we need a true imntermodal, (integrated), terminal at Mentreal-

Trudeaw Airpert which compliments the Rigaud commuter train linme
and doesn't weaken it. There are seme glaring ommissiems in the
current prepesal:

1) The Darval commuter rail amd bus terminal are net being integrated
with the airpert facility. The AMT and ADM must recemsider and
create a true intermodal terminal,

2) The Rigaud commuter line will net step at the airport. This
will inconvemience Western M@ntgﬁg} as well as West Islanders whe
may want te take this serviece te~airpert. Although a new switch
will cennecct the CP line to the projected service, 1t is net
expeected te be'use@,regularly.in,the-mear term, The CPR route is
more direct., The southerm CN lime is lenger and it erosses the
Lachine €Canal twice.

3) To be successful, the rail service must be competitive with the
autemobile, The shertest reute is the mest legical. If the airpert
shuttle were te use CPR's Westmount Subdivisien, it would be able to
stop at Vendeme statier ~- am intermediate catchment station. The
nest successful train-te-plame services have suburban steps! Peeple

in the greater West End, (NDG, CDN, Cote St. Luc, etCe..), and

western downtown and Westmeunt will not head east te go west! Indeed,
with the advent of the new Me@ill Feospital and many eut-ef-tewn visiters
going to the mew Shrimer¥s Hespital, tramsit service between Vendome
Metre/train statien amd the airport terminal becemes even more vital.
One fully understands that VIA Rail's trains will step at Cemtral Statiom
as it is its terminal., But, the lecal RDC, (selfprepelled rail diesel
car) service should cempliment the Rigaud line =-- net undermime it!

k) The lecal train skuttle should be integrated in the AMT/STM system,



If rum en the Canadiam Paecifie track, it would impreve the
frequency and service of thke Rigand line., (Please see enclosed
letter te the editor regarding improved, increased and integrated

commuter rail and light rail serviee in the Montreal area and related arfcle:
Wi rational way of extending commuter trainmn lines™, by Henry Aubin, The Gazett
M?ntreal Taesda

Envlr@nmentaziysgplen52y a%ternatlve fuels sheuld be considered
for the rail shuttle as well as for the VIA Rail lecemeiives,Ex: Battery/dlesel
Zere emissiem fuel cell/flywheel electric techmolegy could alse hybrid
be comsidered.- (See, "Rail ultra-lite! $A‘pmwerfu1 case for self-
powered trams', by Christian Welmar, Rail-mapgazine.cem, #521l, p.3l.)s
Alse, englnes/lac@m@tlves should not idle thenby creating less

emissions at the terminal.
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WEST ISLAND NEWS

i 24 Aug, 2005 | City considers dormant rail line

BY ANDY BLATCHFQORD - The Chronicle
Concerned with the traffic woes of West Islanders and increasing air pollution, a
Montreal environmental group is lobbying to resurrect the seemingly
abandoned rail line that runs parallel to Highway 40, and the mega-city is
listening.
The Doney Spur railway passes through both St John's and Sources
boulevards at level crossings just north of Hymus Boulevard. It was brought up
" by the Green Coalition's Avrom Shtern during presentations at Montreal's first
public hearing on transportation last Thursday night.
With increasing pressure on city officials to provide soiutions fo traffic
congestion on major arteries and highways in the West Island, the Doney Spur
tracks, originaily constructed for freight transport in industrial areas, could
hecome the path for 2 frequent, light-rail commuter frain.
Shtern spoke about the dormant rail line to transportation commission members
at the meeting and referred to the Canadian National train tracks as “the
backbone of light-rail transit in the West Island.” The Green Coalition first
proposed the line's commuter possibilities in 1989 and Shtern said it could link
up io the Fairview Pointe Claire bus terminal via a pedestrian overpass or
tunnel crossing Highway 40 for a cost-efficient alternative with less impact on
the environment. “You're not going to get it for zere dollars, but it certainly
makes more sense ihan the three-station métro extension o Laval,” he said.
“The best way to go is with off-the-shelf technology that's proven, so it doesn't
break down. It leaves a very small footprint in comparison fo a road.”
Meanwhile, Claude Dauphin, Montreal's executive commitiee member
responsible for public transport, said the Doney Spur is being considered by the
mega-city as an alternative for West Island commuters.
“There's a group that is working on the transportation plan for the West [sland
and the Doney Spur,” he told The Chronicle following the hearing at Montreal
City Hall. “With the information that | have, it will be included in the
transportation plan of the West Island and they will recommend to use the
Doney Spur and | fully agree with that. | think it would be a good idea |f one day
we operate the Doney Spur. So we should look at that.”
The western end of the line begins at Stillview Avenue in Pointe Claire and runs
along the Trans-Canada — it passes over the highway nsar the Henri-Bourassa
Boulevard exit — past Highway 13 where it eventually connects with the Deux-
Montagnes/Montreal commuter line, which leads to the Bois-Franc station in the
St. Laurent borough.

Source: The Chronicle

http://www.westisland.ca/pub/News/print.jsp?71d=5910 29/08/2005



The Suburban - Quebec's largest English newspaper Q , Page 1 of 2

[Print this article] [Close this window]

W.I. on transit: Don't forget us

By Ian Howarth, The Suburban

The West Island Development Council {WIDC) wants to ensure that future
expansion plans for Montreal’s public transit network don‘t ignore the West
Isiand.

That was the crux of the brief presented at last week’s public consultations on
the future of the Montreal region’s trangportation network at city hall, the first
of three planned over the next two weeks. Leading the WIDC team was
Georges Nydam, director and industrial commissioner for the Centre local de
developpement de 'Ouest de I'fle.

“It's unfair that both Laval and Longueui! are a part of an expensive metro link-
up with Montreal when they don’t even pay taxes,” said Nydam, “The West
Isiand transpertation system still reflects @ 20-year-old plan when the suburbs .
was a place where people left to work.”

He reminded the megacity’s public transit committee the West Island is now an
economic satellite to Montreal, where almost 50,000 people come to wark
every day, many on a transit system built to handle a fraction of the current
ridership. Among the West Isfand’s complaints:

= The current Montreal-Rigaud rail line and bus service to both dewntown and
West Island are often slow and designed for rush hour scheduies;

» Almost three out of every four commuters is travelling by car;

» Morning and afternoon rush hours now regularly see back-Ups west of the
Dorval Circle in the morning and at Sources Road in the afterncon.

The WIDC favours construction of an airport rafl shuttle, part of the major
overhaul of the Dotval Circle scheduled to begin in 2008.

“We do insist that the planning take into account its future integration in the
public transportation system,” said Nydam. “That means it must tie in with the
metro system downtown and an intermodal bus station in Dorva

Group wants better use of rail lines to gat
(o West Islanders downtown.

Ste, Anne de Bellevue borough counciller, Bill Tierney, whd, ajong with Beaconsfield’s Anne Myles and Kirkland's John Meaney,
attended Thursday’s public consultations, put it more bluntly: "It's in their (Montreal) interest to invest in us,” he said. “"We
haven't gone into 2 bubble; weTe a cash cow.”

For Tierney and Myles, an improved transit system would mean easler access to the Baie d'Urfé and Ste. Anne's busingss parks as
well as improved service to John Abbott College and the Macdonald campus of McGill University and the nearby Ste. Anne
Veteran’s Hospital. Together, they account for roughly 25,000 dally commuters.

Jacques C&té, a volunteer technical consultant for the WIDC and former president of CP Rail’s eastern division, said expanding the
current Dorval intermodal station should be a part of any future plans for improving West Island commuter transport,

*Wa need to link bus passengers with the proposed airport shuttfe. The idea would be to have trains running more frequently and
then gradually extend that to Ste. Anne de Bellevue,

“We're not saying build a2 metro extension to the West Island,” Cté added. "We could have shorter trains for the less busy hours
and longer ones for rush hours.”

Green Coalition transportation spokesperson Avram Shtern said his group is on the same page as West Island borough mayors
and businesspecple,

“We know Montreal needs an integrated mass transit system, but we're not sure how committed the current administration is,”
Shtern said. “It depends on who you talk t0.”

Shtern's approach to improving the current transit system would be taken in steps, beginning with the use of old ral lines like the
Doney spur which runs from Stillview in Pointe Claire, south of the Trans-Canada highway, then hooks up with the Two Mountains
rail line near Highway 13. “We need to attract people by using conventional and available technelogy,” he said.

2005-08-24 10:41:54

hitp://www.thesuburban.com/dialog printarticle.jsp?sid=53436486316235048862030239... 29/08/2005
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did a double take at the elec-
toral platform of Gérald
Tremblay’s party, It contains
a promise to build a project
that’s long struck me as very

sensible — but which I'd given up -

writing abeut because it seemed
like such a hopeless cause.

The promise concerns an ob-
sctre rail line on the West Island
— the so-called Doney Spur
Tremblay’s Montreal Istand Giti-
zens' Union would convert itinte
the first new piece of major pub-
lic-transit infrastructure on the
West Island in decades.

The 1¢-kilometre spur line

staris at the bordér of Kirkland
and Pointe Claire at Stillview
Ave, Tt runs parallel tothe Trans-
Canada Highway and connects
1o the Deux-Montagnes rail line
in St. Laurent. Its original role as
a frefght line serving local indus-
try has become obsolete,

If transformed into a public-
trangit corridor feeding into the

 Deug-Montagnes commuter line

or inte a fuiure métro station at
Bois-Frane, it couid alleviate

HENRY AUBIN
ONTRANSIT
"It sounds like
a perfect project
for all the obvious
Kyoto reasons.”

sons. Still, tickled though I was
to see this item in the platform,
I'm holding my applause, Three

-important uncertainties cloud

the project’s prospects,

One concerns city hall’s readi-
ness to act. When I asked the
chief of Montreal’s urban plan-
Jhing division, Plerre Sainte-

Mane about the plan, he saidne .

ﬁmetable existed, Nor was there
evenra pre]Jmmary plan.

Doney Spur high on Tremblay's
agenda if he isre-elected?

Most West Island boroughs are
demerging and have become no-
litically irrelevant to MICU. The
exception is the Ioyal borough of
Pierrefonds-Roxboro, potentiaily
a good supplier of Doyiey Spuv's
corumuters. But it’s only one of
19 boroughs — and one of the

smaller ones at that. 1t's no sure '-

thing i1 have the dlout to make
thescheme a city hall priority
And then there’s the most sub-
stantive question of all: What
form of public fransit would be
best, alight train or a bus?
Environmentally, the answer
is plain: Trains produce less air
pollution and greenhouse gases
than buses, Indeed, the rail op-
tion has received the support of
the Green Cealition citizens’
proup for years and now 1t's &lso
picked up support firom a key lo-
cal pol - MICU’s main West Is-
lamd stalwart, Pierrefonds-Rox-
boro mayor Monique Worth. She
said yesterday she'd prefer
trains to buses because they'd be

‘True enough, Yet trains would
also be more expensive than bus-
es. Would they be cost effective?
© A 2002 study by MeGili's
School of Urban Planning casts
useful ight on this matter, Itesti-
mates the capital cost of a two-
train system at $125 million,
with amnual! operating costs
coming i at $5 million.

That’s a lot considering the

-ridership. The study estimates

the Doney Spur line would at-

Posslhla new pubiu:- .
transit line on Doney
Spur rail axis

THE GAZETTE

other trains, Another 2,500 or so
peaple who curvently patvonize
either the Deux-Montagnes or
Rigaud lines would also use the
new axis.

There is some beneﬁt t0 light-
ening the load on the Deux-Mon-
tagnes axis in particular That
line, now jammed, would be able
totake on more new passengers.

SHill, it would be hard to justify
the cost, The MeGill study did
notlook at the bus option, but it

- with buses. Sounds good. -

Yet it would be premature to

slam the door on rail. The
MeGill study concludes buses
might not retain their advantage
in the long run. T notgg-a
“remendous amount of *land

_that is sitting empty” at the

spur’s western end and that is
rlpe for housing. A dense hous-
ing development within walking
distance of a train might he gt-
tractive to many commuters.”
What Worth proposes goes
against her party’s platform, She
wants to take advaniage of the
fact.the concept is stll in infarfoy
by holding public hearings.
These would weigh all options
instead of proceeding blindly
If the West Island were to, con-
tinue to bé developed with: dig-
perséd homes on large lots;a

_new train line would never make

sense, But homes closer together
could change that, S otuh
"The dividends could be great.
Here’s something to consider
when paralyzed on the Trahs-
Canada. The MeGill study esti-

traffic onthe Trans-Canada. . Another gquestion has to do  less noisy and smelly when the  tract only about 1,000 et train -~ would be far more affordable. mates a train could go from

Tt sounds like a perfect project  with political pressure. Will routepassesthrough woodsfear usersevery day - new” mean- That is In fact the option that  Faiyview Centreto Cenlral &ia-
for all the obvious Kyoto rea- there be enough of it to push  BolsdeLiesse. ingriders whodon't alveady take  MICU's platform endorses, tion in 82 minutes. Vo
E 'ﬁministmtinn lac hoanm mennechins amase s mnmem—- a —=r — —_ It




Avrom David Shtersn,

(51L)~LB82~4882,

Tuesday, Sept. 27, 2005.
Letters, |
The Gazette,
suite 200,

‘1010 Ste. Catherlne Su. Way
Momtreal, QC,
3B BLl.

Dear Editor,

Indeed, rail commuting should be in harmomy with the environment!
Hénry Aubin's epinion piece about tramsit orieanted development 7
. along vassenger rail lines undersceres the need for prudent planming,
(Re: "A Rationsl Way of Extemding Commuter Train Lines"™,; Henry Aubin,
The Gazmstte, Sept. 27, 2005, p.A27. Y. Just rumning trains during

rush hour will not encourage motorists to abandon their ears for
publlc transit., Unlike the 1950%s, many people do mot live in the
nine to five straight jacket arymore! Workimg hours vary, lifestyles

- vary. Reverse comnmuting from the central core to ocutlying communities

is becoming more common,

The Montreal area needs full service commuter rail lines With‘freqﬁencies
or headways of at least every 20 minutes all day lomng. This would
obviate the need te ecomsult a schedule! Prezently, only the

Two Mountains linme comes close to being a full service train. Its
popularity has caused capacity problems., ‘Overcrowding and the lack

cf pérking strongly suggest the need for even more irains and parking
igcilities along the line.

The Rigayd linsfié alse in need of an upgrade: Imereased frequency reguires
full centralized traffic control éignalling, more power switches,

and continuous welded rail throughout. A third track between Vendone

anc Montreal West Stations would relieve congestion and increase flow.



Inconveniences such as the steep flight of stairs at Saintewﬁnﬂeede-
Bellevue Staticn should bé corrected.

‘i
Commuter rail is an ideal form of transport since it is relatively
cheap to operaté,, and is emergy effiecient, Ths relisbility facter
is a@_important.drawd_far ridership. Therefore, the proposed lines
to Saint-Jerome, Mascouche and Repentigny should just be the starting
point. Extensions to Chateauguay, Valleyfield and Varemnes should be a
priority. '

Moreover, lightly used or dormant secondary rsil lines must be
conserved for future light rail use. The Doney Spur in the West Island
and the Lasalle Loop have the potential to be the new surface metros,
operating with schedules and fares comparable to existing underground
metro lines and conveying passengers to snd from Montreal's downtown
core. Selfpropelled biodiesel trains could be used Initlally to

avoid the extra costs associated with electrification.

Proposals to place a BRT, (Bus. Rapid Transit), eorridor on the

Doney Spur is a recipe for failure. Bus service will not capture

the commuting public's imagination. Reserved bus lanes meke sense

on Highways 20 and 40. But they will not atiract riders in sigulficant
volume to Justify the destruction of a railway right ef way and the
expense of comstruching a reserved corridor. Im.gefieraly buses only
appeal to students, the elderly and those who don't own cars. Buses
do not "..,.,induce people to live mear them." (Henry Aubin, The Gazette,
Sept. 27, 2005, p.A27). But, commuter and light rail lines do! They
are seen as permanent fixtures that improve the quality of life.

Incremental improvements to rail lines and the use of proven off the
shelf technology are key to keeping capital costs down and increasing

ridership.
zzigi Sincerely, =

A mmm o imm TN —a®
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fve hundred east end resi-
F dents descended on Cen-

{ral Station on Sanday to
demand a new commuter-rail
line linking them to downtown.
They have a strong case. Asa
glance at the map will show, they
live on the only part of Montreal

 Inland without rail transport.

At a time of mounting con-
cerns over giobal warming,
train travel makes movre sense
than ever, Building more big
roads - such as the Charest gov-
ernment's cherished Highway

95, also in the east end - doesnot.

Some east-end residents would

_ prefer better métro service. Yet

extending the métré from Hon-
oré-Beangrand, the easternmost

station, to the end of Montreal

Island would mean digging a 12-
kilometre funnel; the cost woald
approach $2 billion. The rail
line’s capital costs, however,
would be only abouf §92 million,
according to the province's Met-
ropolitan Transport Agency: The

agency expects to propese the

project to the Charest govern-

. ment later this fall.

So far, so. good But here's the
hiteh.

The frain would not stop at the

HENRY AUBIN
ON TRAIN LINES
“Portland’s suburbs
can get commuter
trains only if they
commit to densely
developing the areas
immediately around
the stations.”
end C'!f the island. it would con-

tinue for 15 kilometres, making
stops at Charlemagne, Re-

pentigny/Le Gardeur and T/As-

somption.
¥ Would this mean that the Hne

‘would encourage people to live .
far off the island? Would it thus

accelerate urban sprawl and the
automobile-dependent, global-
warming-friendly lifestyle that

goes with it?

There are three ways to an-
swet:those questions.

The first way, embraced by

provincial and Jocal politicians, -

has in recent years produced
three new commuter lines - to
Mont St. Hifaire, Delsoni-Candi-
ac and Blainville, According to
this orthedoxy, urban sprawl is
not a-problem - and even if it
wefe, trains wouldn’t encour-

. age it. The trains simply serve
- people who already live off-is-"

land.
The second view is that the

_ trains do indeed influence peo-

ple to move to places far from the
city but irear the train, spurring
sprawl, Anecdotal evidence sup-
ports this idea. Just yesterday a
colleague menfioned she was
looking for a house near St. Eu-
stache precisely so that she
could commute on the Deux-
Montagnes line.

The third view is the most’

striking. It develops the second.
It is advanced by Richard Berg-
eron, who is running for Montre-
al mayor for the underdog Pro-
jectMontreal party:

Bergeron, whose day job is
that of urban planner, says it’s

#Stations
© Projecied stations

5 /Pﬂn]ected I.ram Ilnes § : 5

obvious that rail lines induce

people to live near them, instead.

of closer in. But, he.says, this
does not recessarily spur sprawl.
Sprawl does not mean the
growth of distant suburbs per
se; rather; it means the growth of
suburbs so thinly developed that
residents reguire cars for simple
errands like getting a carion of
milk. -

Muontreal, he says, might use-

Fully follow the example of Port-

land, Qre. Its suburbs can get
commuter trains but enly if they
first commit to densely develop-
ing the areas Immediately

y Repentign
i%ssum‘ﬁtfcn

1R 3
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around the stations with hous-
ing and stores, Oceans of park-
ing lots next to the station are
forbidden: People can walk from
Tome tothetrain.

‘There’s nothing new-fangled

_about this approach. Suburbs

along the Lakeshore sprouted up
yoluntarily next to the stations

-early in.the last century as did

Mount Royal.

Yet, somehow, the Montrealre— '
gion has forgotten this wisdom, .

Of all the subiirbs strung out
along the three recent lines, only
Ste. Thérése and St. Bruno are
concentrating . ‘development

Ilf,

" around the stations, Bergeron

says.

I should point out that mayoral -

candidate Gérald Tremblay
favouys the new east-end line in
its entirety Rival Pierrg
Bourque supports a rail line con,
necting the Honoré-Beaugranl
métro with Repentigny/Le
Gardeur. Bergeron is the only
one to take into account the efy

fectof the projectoff theisland..

There's no good reason why.-
the Charest government, which.

claims to favour sustainable de-

velopment, cannof insist on Ore:

gon-style growth around sta.

tions,
- Such a pohcy would be the
more timely since the rail line to.

I/ Assomption is not the enly- -

such project in the transport
agency’s eye. It.is also wurkmg-

on a proposal to connect Mas.”

couche with the island, And the.
Blainville line is {o extend to St
Jérbmenext year ’

Let's make rail commutmg
consistent with Kyoto. n
Henry Aubin is The Gazetta's |

vegional-affalrs columnlst. - ;..
haubin@

thegazefte,canwest.com :-;‘; .

s sy
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Rail ultra-lite! A powerful cc

Light rail schemes are notorious for their
high capital costs, but CHRISTIAN WOLMAR
‘believes there is another, cheaper way
forward for tramway projects that should be
taken more seriously.

he clearest casualties of the cost

escalation on the railways have been

tram schemes. When John Prescott

published his ten-year transport plan

five years ago, he promised there
would be up to 25 new light rail lines in
major citfes by 2010.

There is no way that target will be
reached even by 2020 at this rate. Indeed,
we will be lucky to see five by 2010, let alone
25, 50 a new approach is needed and there
may well be a very different type of light rail
that provides the answer.

Just a quick zowr d’horizon around the
country shows that virtually all proposed
light rail schemes are in trouble and many
face long years on the drawing board with
litrle chance of coming offit. In Manchestes,
the three proposed lines - the centrepiece
of the city’s regeneration programme - have
been promised £520 million by the govern-
ment, to cover the original expected bud-
get, but ministers have refused to sanction
the estimated £240m cost overrun, leaving
the situation in limbo. Indeed, they have
only reluctantly agreed under duress to pro-
vide £58m towards the £102m required to
upgrade the original Bury-Altrincham line
that has been, such a huge suceess.

In nearby Liverpool, the local council is
desperate to see a line from the city centre
to Kirkby built in time for the city’s inaugu-
ration as European City of Culrure in 2008
and the Merseytram scheme was promised
government support amounting to £170m.
However, the cost to the public purse has
risen to £325m, and now Alistair Darling,
the Transport Secretary, has refused to
sanction a £34m increase in his contribu-

tion which was needed to keep the project
on track (RAIL 518), even though this wag
pretty much in line with inflagon. Other
schemes in Leeds, Blackpool - where the
existing system needs major refurbishment
- South Hampshire, Croydon, Nottingham,
and Bristol are all stalled or proceeding ata
snail’s pace.

It has been pointed out in Private Eye that
the scheme where progress is most promis-
ing is in Edinburgh where, coincidentally,
Alistair Darling happens to have his con-
stituency, but that is just malicious political
tirtle-tattle.

The other exception is the Docklands
Light Railway, which is reaily a misnomer
anyway as it does not run on the streets and
is really a proper grown-up railway. The
DLR has sprouted extensions almost as fast
as bindweed takes over my garden and has
been given a further boost by the success of
the Olympics bid.

Probably Merseytram is the most inexpli-
cable of these since not much exira money
was being asked for and the scheme is an
important part of a major regeneration
project attracting nearly £1 billion of pri-
vate money. It seems that the government
is using the excuse of cost rises to withdravw
support it had promised initially in the hope
of being able to redeploy the money to the
cash-guzzling railways,

As the list above shows, the reasons for
the delays and cancellations are inevitably
cost increases, but contrast this with roads
projects. The Campaign to Protect Rural
England recently discovered that govern-
ment figures show the cost of new road
building has spiraled, with the bill for 96

... it seems obvious the idea of self-powered
trams should be considered in the light of the
huge infrastructure costs of providing new
lines and the lack of meney available.”

30 RAIL 521 August 31-September 13 2005

national and local road schemes increasing
by £1.3bn since first approved, an average of
more than £10m per scheme. CPRE points
out that ministers have been quick to zct on
rising costs on the railways by scrapping
or postponing light rail projects, but road
schemes always seem to get the go-ahead.

Light rail projects are indeed very expen-
sive in this country but the reasons have lit-
tle to do with the schemes themselves. For
example, the National Audit Office report
Dproving public transport in England through
light rail, published in April 2004, pointed
out that promoters of light rail schemes
have to pay the full cost of moving services
such as gas and electricity while those in
France or Germany do not; moreover, the
Department for Transport has insisted on
expensive procurement methods involving
transferring risk o the private sector which
is often not appropriate; and, as this column
pointed out recently (RAIL 510}, buses are
allowed to compete rather than be made to
integrate with tram services, which makes
them Jess viable economically.

One less-publicised conclusion of the
NAQ was its recommendation that funding
should be provided by the government for
‘inpovative light rail’ to be developed and
demonstrated. So it is strange that the DfT
has never given serious attention to a con-
cept that is gaining credibility and seems a
very obvious way forward: Ultra Light Rail.
This is not a new fat-free drink but an idea
whose time may have come.

Much of the high cost of light rail schemes
is in installing the infrastructure to provide
2 continuous supply of power for the whole
length of the route. What, instead, if you
had self-powered vehicles that would not
require the whole hassle of so much street-
work and which eould be powered by rela-
tively ‘green’ methods?

One of the main prometers of the idea,
James Skinner of Sustraco, has long been
lobbying the departinent about the con-
cept and has come up against a lot of brick
walls. The most bizarre is that he cannot
get support from the Low Carbon Vehicle
Partnership, a2 government-created agency
to support development of low-carbon vehi-
cles, because light rail is not categorised by
government as ‘road transport’. This means
that LCVP is prohibited from any involve-
ment with Ultra Light Rail, even though
nobody can dispute the fact that trams run
on roads and compete directly with buses.
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for self-powered frams

Skinner ran the Bristol Electric Railbus,
which operated a demonstration service
along the Bristol Harbourside, on existing
standard-gauge rail, from 1998 to 2000. It
carried 50,000 fare-paying passengers and
the tram proved highly popular with the
public. The six-ton vehicle, with capacity
for 35 passengers, was powered by ‘green’
electricity and ran on energy stored in &
flywheel. Tt therefore had zero emissions,
no pantograph or overhead wires and no
electric current to be earthed through the
rail. As a result, in 2000, Bristol included
an ULR project in its Local Transport
Plan but no money has been forthcoming
from the department, even though the cost
would be a handful of millions.

Skinner also recently gave evidence to
the public inquiry into the guided busway
proposed by Luton for the disused Luton
to Dunstable rail route, A report backed by
Amec, the engineering firm, estimated that
the cost of converting the route to ULR
would be around £25m, as compared with

the Luton proposal for 4 guided busway
costing £78m.

Skinner points out that diesel for buses is
subsidised to the tune of £1m per day, a cost
that is bound to increase dramatically as oil
prices top $60 per barrel. “Conventional
light rail schemes are very expensive,” he
says, “and I can see why the department is
reluctant to fund them. But why have they
not given proper consideration to the idea
of ulira light rail?”

Indeed. The whole idea of self-powered
trams seems an obvious one, The metal-on-
metal of rail systems is far more fuel effi-
cient than rubber-on-road, and trams have
all kinds of advantages aver buses in town
centres.

But Skinner’s ULR concept goes much
further. He would like to see fuel cell-
driven trams. A fuel cell operates like 2
battery, with oxygen passing over one elec-
trode and hydrogen over the other, gener-
ating electricity, water and heat. The only
problem is that because of the cost of pro-

Tram systems, while popular with the public,
require huge capital investment and often fail
to make a profit. The system in Sheffield had an
uncomfortable inttoduction but is now a very
appealing alternative to the citizens of the Steel
City. A Supertram passes Ponds Forge with a
service to Halfway on May 8. KEITH DUNGATE.

ducing the hydrogen, fuel cell power costs
100 times more than conventional diesel or
electzicity.

He envisages a prumber of ways of reduc-
ing that. The key is to have an on-board
energy storage system - a battery - similar,
in principle, to thatused in the Toyota Prius
and other cars and even in some buses. This
uses 4 conventional engine to top up a bat-
tery which powers the vehicle. By running
the engine at the optimum rate continu-
ously, it saves enormous amounts of fuel and
emissions. There are, too, ways of making
the vehicle lighter through modern design
techniques, which also saves fuel. Trams
also have a much longer life - up to 30 years
comnpared with eight to 13 for buses - which
also makes the more expensive initial cost
worthwhile.

Ultimately, a fiywheel system of stored
energy, as with the Bristol tram, may be

. commercizlly viable but, even without such

new technology, it still seems obvious that
the idea of self-powered trams should be
considered in the light of the huge infra-
structure costs of providing new lines and
the lack of money available.

Skinner estimates that the cost of lay-
ing the infrastructure could be as lirtle as
£1m per kilometre, compared with ten or
15 times that for conventioral light rail. Of
course the vehicles would be more expen-
sive and it may be only possible to have sin-
gle-coach vehicles, but the extra driver costs
would be less than the expense of servicing
the huge capital debt incurred by building
the infrastrocture.

Now there may be a major hole in this
suggestion. Or it may be that the vested
interests of manufacturers, and the timid-
ity of politicians, both local and national,
mean that only ‘heavy’ light rail - as it were
- schemes are ever considered. But surely
the concept of Ultra Light Rail deserves &
bit more attenticn than it has received hith~
erto, especially with subsidies for buses on
an ever-rising curve and tram schemes fall-
ing off the drawing board Iike flies hit by
killer spray.



