THE TRANSPORT ECONOMIST
Volume 20, Number 1

Contents

Spring 1993

Pages

Reports of Meetings
London and Paris Transport Comparison
Caralampo Focas, London Research Centre
London Transport's Fares Policy
Malcolm Fairhurst, London Transport
Economic Evaluation of Transport Safety
Andrew Evans, University of London Centre for Transport Studies

1- 8

9 - 12

THE
TRANSPORT
ECONOMIST

13 - 22

Article
The Absence of Certainty
John Hibbs, University of Central England

23 - 24

lEG News
Membership News

25

Annual General Meeting
Chairman's Report
Treasurer's Report and Accounts

26

Copy Dates

29

Meetings 1993

29

Committee 1993/94

30

Volume 20 Number 1
Spring 1993

27

The Journal of the Transport Economists' Group

TRIPS-The Complete Transportation

Planning Package

THE TRANSPORT ECONOMIST
Journal of the Transport Economists' Group
Volume 20 Number 1

Spring 1993

NEW StJI:YWARE.' NeW I&1SA,..'SEr-rEIl

~6SULTS

TRln.'

WIT""

Technically
•
superior
software

TRIPS leads the way in the field of

For more information.

transportatiol'l planning software,

contact:

providing

te<hnicaUy

methods

for Highway

Assignment.

Publk Transport Modelling and
Matrix Estimation.

OtHribu.O'Y in' AtlSntAUA;

,MII.AJIID:,....

r,.HkOy(J()'

"At Y: .syn_rir.

".11.

/II£W n:A~:

0 I,A (OJI &11 ""n. UtGltMf:
so.; "71.

rOG Ltd (0·4' U,

nflrEl NV (OJ) '1S

Gt.urANY:C~t."("'n1on1.

(1) 151 1.01) ...... LAySIA;

Qto4I,.

fSJtWtA,;

... -17 NOtfTH A.ElrICA:

Combined with a highly developed
Graphical User Interface and
advanced use of computer
technology TRIPS inueases

/n1~tHJroo

and efficiency

SY" ..... flu Nonh A""";c

•

.oI)

Manager

Way

Woking
Surrey GU21 100
England
Telephone:

0483 728051

Fax: 0483 755207

throughout

Teiex: 46601 BTBUREAU G

SntATUM' In

the world.

~ SJ] JM.

JHf' IIIIIfTHfJrlAIIIIDS: N£A (010) 1M v ...
rRI~

for

Products

MIJA House

hundreds of organisations

HON<iIl"QIIfG:MVAA.J4HdS)t10J1.HllNGAAY:SOrJ_lItil}lUI.1N

M'VA ComulUlr><y Sd" _tid (OJ) 717 117.

Sof1.ware

MVA Syste-matica
Victoria

•

productivity

please

superior

10. CbIolCO fnfr •• 't\K"Iu .... IlI1}'"

J1JO

Editor:
Laurie Baker,
Planning, Transport & Health Service, London Borough of Camden

1

CONTENTS

REPORTS OF MEETINGS

REPORTS OF MEETINGS

LONDON AND PARIS TRANSPORT COMPARISON

London and Paris Transport Comparison
Caralampo Focas, London Research Centre
October 1992

1

London Transport's Fares Policy
Malcolm Fairhurst, London Transport
December 1992

9

Economic Evaluation of Transport Safety
Andrew Evans, University of London Centre for
Transport Studies
January 1993

13

23

The above is from the introduction to a report* of the joint study by the
London Research Centre (LRC) and the Institut d' Amenagement
et
d'Urbanisme de la Region d'Ile-de-France
(IAURIF).
The speaker is
Head of Research and Consultancy of the Environment and Transport
Unit at the LRC and was one of the co-editors of the report.

25

The LRC was created after the abolition of the GLC in 1986 and is
funded by the London boroughs, although now one third of its budget
comes from consultancy. It provides information and research across a
range of local government and urban affairs. IAURIF is the research arm
of Conseil Regional d'Ile de France whom it advises on a broad number
of topics as well as carrying out planning studies on its behalf.

TEGNEWS
Membership

News

"In the 1950s and 1960s there was a keen interest by observers and
researchers in Paris to learn from successful transport systems abroad in
order that the transport fabric of the city could be improved. London offered
an example of a system which operated well and served the metropolis'
needs. The creation of the Greater London Council - as a single authority to
manage both public and private transportation; and the integration of public
transport provision within London Transport, provided useful models for
Parisians.
More than thirty years later we have come full circle. There is much debate
in London on the adequacy of its transport system; and Paris is increasingly
seen as the model to be followed."
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John Hibbs, University of Central England

Caralampo Focas. London Research Centre

Annual General Meeting
Chairman's Report
Treasurer's Report and Accounts

26
27

Copy Dates

29

Meetings 1993

29

Committee 1993/94

30

* Paris: London - A Comparison
(£23.99)
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The study itself comprised eight elements:
1.

a literature
review of post war studies that have compared
transport and planning systems of Paris and London;

2.

a comparison of the institutional arrangements for all the bodies
involved in the two cities' transport systems, including a comparison
of the different systems for funding public and private transport;

3.

definition of comparable spatial areas;

4.

precise measurement of the transport supply;

the

5.

comparison of journey patterns;

6.

comparison of the overall performance
of the public transport
systems, and of the road network for private transport;

7.

comparison of the attractiveness of the two cities to new business;

8.

summary and conclusions of the project team.

The main zone pattern used in the study is summarised in Table 1.

Several parameters describing the public transport systems of the two
issues are compared in Table 2. In addition to the tabulated figures it is
important to note that the Metro network is considerably denser in the
zones 1 and 2 than the Underground,
and hence the bus network in
Central London is correspondingly denser than in Central Paris.

Table 2: Comparison of Public Transport

Networks

Paris

London

MEIRO!UNDERGROUND

RATP

LUL

- number of lines
- route kilometres (now)
- route kilometres (inc. commitments)
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11 + DLR

199

334
356

224
zones 1 and 2 only,
but covers whole city

- coverage

extends into suburbia

- average distance between stations
- average speed
- peak frequency

650m

(> 50% in zones 3 & 4)
mainly north of Thames
BOOm

24km/h

33km/h

SUBURBAN

RER&SNCF

NSE

2070
A, B, C in operation
D under construction

Thameslink
(poor frequency)

RAIL NEIWORK.

- route kilometres
- cross city lines

Table 1: Zones used in the Study

twice that of London

3119

E is being planned

Zones

Paris

London

1

Central Paris

Central London

2

Dense zone - Central Paris

Inner London - Central London

3

Built-up Area - Dense Zone

Greater London - Inner London

4

Ile de France - Built up Area

Reduced South East
- Greater London

5

Enlarged Ile de France
- Ile de France

South East - Reduced South East

- coverage
- average speeds

'zones 1; 2; 3; 4 only
partially similar

1,2,3,4,5

BUSNEIWORKS

RATP

LT

- number of routes
- route kilometres

269

481

2899

- population served (m.)
- average speed
- buses owned

7.1

2920
6.7
24km/h
5267

15km/h
3981
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A comparison of season ticket fares (Carte Orange/Travelcard)
shows
that travel in London is clearly more expensive: twice as expensive in
zone 1; up to 3 times in zones 2 and 3; and up to 6.5 times in zones 4 and
5. Also, in Paris, half the cost of season tickets, including the carte
orange, is reimbursed to employees from their employer. Furthermore
the purchase in Paris of a camet of 10 tickets for Metro or bus usage
reduces the unit price by nearly 40%. Full-fare single bus fares are
similar in the two cities.

peripMrique.
In effect Paris has a network of urban motorways while
London does not. Overall, Paris has a 12% longer motorway network
than London.
On the other hand the London region has a longer
network of dual carriageways, particular in the outer zones. Taken
together London has a greater coverage of high capacity roads.

The extent of the motorway and dual carriageway networks in the two city
regions is shown in Table 3.

Table 3: Motorways

Zone

When comparing road access to the city centre (Chatelet in Paris and
Charing Cross in London),
figures for London were found to be
considerably better. The lower levels of car parking in London relative
Paris produced a greater level of restraint. London is less built-up, and
the main congestion occurs at the end of London's radial motorways.

and dual carriageway lengths (kms)

Orbital Routes
Paris

London

Radial Routes
Paris

London

Orbital
Paris

+

Radial
London

1

0

4

5

7

5

11

2

67

13

77

28

144

41

3

59

58

186

204

245

262

4

92

406

448

843

540

1249

5

14

300

316

395

330

695

232

781

1032

1477

1264

2258

Total

In the talk, Caralampo Focas concentrated
on access times, which
enabled him to make several other observations. The study adopted a
generalised cost approach and for London used output from the LTS
model and for Paris a similar model run by the Prefecture of the Paris
region. The period from 7 until lOam was considered.

The M2S circles London's zone 3 but is its only orbital motorway whereas
Paris has the PeripMrique within zone 2, the A86 (nearing completion) at
the border of zones 2 and 3, and the Francilienne (part of which is under
construction).
With the exception of the Ml, M3, M4 and Mll, radial
motorways in London end at the M25 while in Paris they end at the

It is easier to access airports by private car in Paris than in London, and
the difference is more pronounced when considering public transport.
The speaker drew attention to the difference between door to door time
and the time one allows for a journey,
the latter being the more
important. If one has to be at a place (eg. an airport) on time one allows
less time in Paris than in London. Reliability is a key issue here.
From interrogation of 1989-90 data, the study found that overcrowding is
the main determinant of delay. The main reason for overcrowding was
that simply demand for public transport exceeds supply. In Paris while
Line A is overcrowded, more capacity is being sought. London was not
reacting as well to demand. In the last 25 years the LUL network had
been increased by 20km, and BR's by Skm. In Paris 30kms had been
added to the Metro network, and 100km to Cross City rail links.
Caralampo Focas
network exceeded
was an example
replacement being

said that the amount being spent on London's rail
that in Paris, but the re-signalling of the Central Line
of maintenance
occurring
too late and hence
necessary.

The development areas of La Defense and Docklands were compared.
La Defense was attractive and commercially doing well, and the office
vacancy rate is low. In contrast, in Docklands the office vacancy rate was
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described as "enormous", and considerably above anywhere else in
London. The speaker blamed inadequate transport provision. La
Defense "grew out of' the transport system: initially an RER service, and
now further RER services and a Metro line. Docklands has the low
capacity DLR and the River bus (with an uncertain future). Limehouse
Link Road was described as "Europe's most expensive underground link
road."

Geoff Mileham (Network SouthEast) considered that Canary Wharf/La
Defense was a valid comparison as case studies, but had data generally
been normalised to permit a valid comparison. Caralampo Focas said
that he had not mentioned all such details in order to avoid a dull
presentation but all the facts were in the report.

In France it was a matter of national policy and pride that La Defense
would be successful. In England, after abolition of the GLC, LP AC
produced a 'Structure Plan for London.' "The Government ignored it"
and produced a short statement on planning guidance. There is no
strategic transport policy. In London there is a hope that private
companies would fund investment in public transport. There remain no
public transport links to London City Airport. "How is it possible?"
What of the future? "Paris wish to gain the premiership of Europe." They
are proposing orbital light rail lines, with stations every kilometre. They
have a very good system of roads in the centre. They are improving their
conventional rail systems: a new Metro line, a new RER line, and a new
extension to an existing RER line. And they are building something
equivalent to the M25. But in London, what improvements are
committed? Is CrossRail committed? How assured is the Jubilee line
extension? The DLR extension to Lewisham? Heathrow Express?

Discussion
Starting the discussion Peter White (Univ. Westminster) enquired
whether Paris followed similar criteria for economic evaluation of
schemes, ie, a fixed approach with defined values of time and discount
rate. Caralampo Focas said that no such comparison was undertaken in
the study, but he had the impression that Paris had a less structured
approach, with differences in outlook between the Government and the
Region.
Tony Flowerdew enquired about funding of transport projects.
Caralampo Focas said that in Paris employers contribute to transport
investment. A tax is payable by companies with more than 9 employees,
and they subsidise season tickets by 50%. In London, Canary Wharf was
the only private contributor to the Jubilee Line, subsidising other
Docklands developments.

Tony Flowerdew commented that La Defense had been 25 years in
creation. It had not been popular at the start. It had RER services since
1977, and a Metro Line only recently. He added that Centrepoint
remains not fully let after 15 years. The market was not there at the
asking price, but it does have good public transport access. Paul White
said that Canary Wharf was letting quite a lot of office space, but at a low
rent. Caralampo Focas countered saying that the vacancy rate in
Docklands was 3 times greater than in the West End, so something is
structurally wrong. Eurodisney, though hated by Parisians, was a great
success and had good public transport services. The London alternative
at Rainham Marshes had no public transport facilities.
Nigel Harris (London Underground) suggested that the Reichmann
Brothers had miscalculated. They had thought that an underground line
could be built within 6Y2 years.
Caralampo Focas dismissed a suggestion that some public transport
investment in parts of Paris was of a speculative nature. It was being
developed as infrastructure to stimulate a new pole of development.
Perhaps by building up a good image for the area it will attract
employment and investment and hence justify itself in the end.
John Cartledge (London Regional Passengers Committee) said that he
had recently visited Paris having read the report. One's point of viewwas
very important. For instance the RER might be said to have insufficient
asset utilization. Paris was not very clean. It had a poor bus service in
some areas. There is a high level of fare evasion. SNCF rolling stock is
not very good. Caralampo Focas accepted that there were some value
judgements in the way he had given the talk but the authors of the book
had tried to be objective.
Caralampo Focas identified the example ofThameslink. It has the
possibility of becoming an RER service with minimal investment, but the
opportunity had not been taken up by the Government.
Making Paris
great is a key objective. No British minister talks of London as a great city.
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Peter White then brought matters to a close saying that Caralampo
Focas's last point tied in well with the TEG talk on 19th May when Keith
Gardner of LPAC would consider "London - a World City."

Report by Ian Gilliver, W.S. Atkins Planning Consultants

LONDON TRANSPORT'S FARES POLICY
Malcolm Fairhurst, Economic Adviser, London Transport

1.

The Objectives of a Fares Policy
L T's Policy Statement
on fares, the publication
of which in
December 1991 had been prompted by the Monopolies & Mergers
Commission, states that fares should
Be Fair and Reasonable
Encourage mobility and access
Relieve congestion and improve the environment
Reflect the costs of provision.

2.

The Level of Fares
Between 1985 and 1992, LT's fares increased on average by 3% per
year in real terms, but this was no more than the increase in real
earnings in London.
The introduction
of Travelcard
has meant that fares per mile
travelled have gone up much less than this, because people are
travelling more.
Since 1963, fares have increased 75% relative to the Retail Price
Index but fares per mile have increased only 50% relative to RPI
and fares have decreased by 20% relative to London earnings (for
those in full time employment).
Looking at Travelcard fares in particular since 1985:
Zones 1 and 2 fares have gone up by 48% relative to RPI, but
BR travel is now included;
Whereas Zones 5 and 6 have gone up by slightly less than RPI,
in spite of offering a BR facility as well.
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3.

6.

Fares Structures

Revenue

On buses, passenger-miles have gone up as a result of Travelcard,
but there has been little increase in revenue, i.e. the fare per mile
reduced more or less in line.

Until 1981 fares on both buses and Underground were fully
graduated. In 1981 flat fare zones for buses were introduced in
some suburban areas. In 1983 travelcard was introduced for buses
and Underground, which extended the zonal system throughout
London. In 1985 Capitalcards were started, which gave travel on
BR as an add-on to the Travelcard concept. At the same time oneday off-peak Travelcards for bus and Underground were offered. In
1987 Capitalcard and Travelcard were merged, and the one-day
Travelcard included BR travel.

But on the Underground, the fare per mile reduced by less than the
increase in passenger-miles that Travelcard brought. The net result
was a 12% increase in revenue. It appears that Travelcard
succeeded in shifting the demand curve substantially.

7.
4.

The Current Market

Underground operating costs have not changed significantly as a
result of Travelcard, although some additional train-miles have been
introduced. Bus costs have actually reduced: for example, because
of the shift from bus to Underground in the central area, and faster
boarding by Pass holders some of the most expensive to operate busmiles have been converted to one person operation .

Shares of the different ticket types are:
Underground
(%)
Travelcard (period and one-day) 70
OAP concessions
5
Cash Fares
25
100

.,'"

Buses

(%)
45
25
30
100

Approximately 1 million people own a valid Travelcard, and 180,000
one-day Travelcards are sold on a typical day.

5.

Underground Travel

Passenger-miles on the Underground increased between 1985 and
1990by about 67%, made up as follows:
Travelcard
Real fare reduction
Employment increase

37
20
10
67

Most of this increase took place off-peak, but there was some peak
increase at the expense of bus and car, and because of increased
interchange with BR services.

8.

Future Strategy

The next development is likely to use Smartcard technology, by
which a machine on a bus can verify the validity of a ticket, and
amend the stored value on it. A small project is now underway on
bus route 212 in Walthamstow, with a bigger trial planned for Spring
1993,and possibly a trial covering all Underground stations in Zone
1 in Autumn 1994.
Two different types of Smartcards are envisaged:
(a) TravelcardlPass,
(b) A stored value card which could be bought on the bus or at the
station.

Discussion

Martin Higginson asked what is expected to happen if Smart cards
remove the free marginal travel currently available in Travelcards.
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Malcolm Fairhurst said that Market Research
address such issues.

was being considered

to

John Cartledge asked whether Smartcard would assist in the process of
revenue allocation between the different operators in the Travelcard
pool. The speaker agreed that it would.
Peter White queried why bus and rail fares should go up in real terms
when car operating costs have been coming down.
Andrew Evans asked whether there had been a change in consumer
surplus as a result of Travelcard. The speaker said he thought that there
had been a substantial increase in consumer surplus, which is larger than
the reduction in fare per mile.
Roland Niblett asked about LT's policy on admitting new operators to
the Travelcard pool. Malcolm Fairhurst replied that new bus operators
were admitted,
provided
the service proposed
makes a positive
contribution
to the overall bus network and did not simply duplicate
existing provision.
John Cartledge asked what was meant by the words fair and reasonable in
LT's statement on fares policy.
With regard to the structure being fair, the Speaker illustrated the point
by saying that Travelcard,
which is largely used by people in full
employment, had been increased in price more than single tickets, which
are used more by those not in employment, and that this was generally
felt to be fair.
With regard to fares being reasonable, the Speaker pointed to regular
research into passengers' attitudes towards LT's services, which did not
show fare levels to be amongst the issues of most concern.
Report by Roland Niblett. Network SouthEast

ECONOMIC EVALUATION OF TRANSPORT SAFElY
Andrew Evans. University of London Centre for Transport Studies

Andrew Evans began the talk by saying that he was going to review safety
from the point of view of a transport economist.

Accidents and Accident Rates
Some statistics on fatalities between 1986 and 1990 (table 1) showed
interesting comparisons between different methods of travel, at home and
at different types of employment location.

Table 1: Comparison of accidental deaths in Great Britain 1986-1990
Deaths per 100 Deaths/year
million hours
per 100,000
of exposure
people exposed
ALL ACCIDENTS
Road traffic
At home
In employment
TRANSPORT PASSENGER
Two-wheeled motor vehicles
Pedal cyclists
Pedestrians
of which over 70's
Car users
Bus/coach passengers
Rail passengers
Water passengers
Air passengers

4.2+
2
0.9
ACCIDENTS
342.0
64.0
27.0
(> 94)
12.4
1.4
6.0
16.0
20.0

24.5*
9.4*
8.6*
1.8

Deaths/
year in
G.B.

13,588
5,230
4,770
392

699
3.1*
10.9
4.1*

266
1,739
651
2,275
17
48
42
32
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ACCIDENTS IN EMPLOYMENT 1986/87 -1990/91 (HSE, 1992)
All industry
0.9
1.8
392
Extraction of ores
13.0
25.4
8
Railways
5.6
11.2
15
of which front-line
33
67.0
Construction
4.9
9.8
100
Chemical industry
1.1
2.2
7
Banking and fmance
0.17
0.34
8
HSE RECOMMENDED
For Employees
For third parties

INDIVIDUAL
50
1.7

RISK LIMITS
100
10

Table 2: Passenger fatality rates by transport

mode

Fatalities per 100 million Passenger
Kilometres
Trips
Hours
Bus or coach
Rail
Car
Water
Air
Foot
Pedal cycle
Two-wheeled motor vehicle

0.06
0.1
0.4
0.8
0.04
7.0
4.6
11.4

0.4
2.6
5.2
34.0
70.0
6.6
12.5
122.0

1.4
6.0
12.4
16.0
20.0
27.0
64.0
342.0

* Assumes whole population is exposed.
+ Risk averaged over 16-hour day.
Of all the transport modes, the two-wheeled motor vehicle user is the
most at risk although in absolute terms the car user and pedestrian have
the highest number of fatalities.
Although a large number of fatal
accidents occurred at home per 100 million hours is relatively low,
although given the amount of time spent there the total number is high at
4,770, approaching
the 5,230 road traffic fatalities.
Some types of
employment, notably ore extraction and construction had high rates with
construction
containing
25% of fatalities.
The Health and Safety
Executive (HSE) is developing guidelines for "maximum tolerable levels"
of risk for general industrial employees. British Rail's Safety Plan in 1992
stated that "while BR's average fatality rate for employees is close to 1 in
10,000 a level which might be seen as the 'maximum tolerable level' by the
HSE, the rate for 'exposed' workers is much higher. The staff who work
on and maintain the railway infrastructure
- track, signals, electrical
traction supplies - and other front-line operating staff such as drivers and
shunters, have a fatality rate of 1 in 1,500 per annum."
Looking in more detail at transport,
table 2 shows that in terms of
passenger kilometres, trips and hours, buses and coaches represented the
"safest" mode with rail travel in second place.

air, rail and water:
1979-88
bus or coach:
1984-88
car, foot, pedal and motor cycles: 1988

Value of Casualties
Road transport
The Department
of Transport (DoT) calculate the average costs of
casualties in road traffic accidents. This is mainly used by the DoT and
local authorities in cost benefit analyses of highway and traffic-related
schemes. In 1990 the average cost per road user casualty was:

Fatality
Serious casualty
Slight casualty
Average, all casualties

£
664,940
20,160
410
14,070

The empirical range for fatalities is between £600,000 and £2 millions of
which the DoT chose the lower end of the range. Andrew Evans went on
to compare the rates in Britain with other European countries based on a
common rate of ECU at 1989 prices (Table 3).
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Table 3: Cost of person being killed in a road traffic accident
Country

Austria
Belgium
Finland
France
German Federal Republic
Great Britain
Luxembourg
Netherlands
Norway
Portugal
Spain
Sweden
Switzerland

Reference
Year

1983
1983
1989
1985
1988
1988
1978
1983
1988
1987
1988
1989
1989

Table 4: Cost per life saved for safety improvements

Cost rate in
ECUs at
1989 prices
546,874
302,426
1,598,849
256,658
630,705
887,498
328,956
84,825
339,589
138,000
37,536
1,067,753
1,667,246

Source: Willeke, R. & Beyhoff, S. (1990) Economic Cost of Road
Accidents. Institute for Transport and Communications, University of
Cologne. A report to the European Commission.

The EC is likely to recommend using the principle of "willingness to pay"
which will raise the values placed on casualties. The most common way
for finding out values is by a questionnaire
which generally gets
reasonable results.
Air transport
The costs of various safety improvements have been translated into the
cost per life saved. Table 4 shows the costs per life saved for various
safety improvements.

Safety Improvement

(£ millions)

Cost per Life Saved

PPBE (smoke hood)
Water sprays
Improved access to over-wing exits
Improved sidewall and ceiling panels
Redefmed minimum seat pitch
Life jackets
Seat ftre blocking
Floor-level emergency lighting
Smoke detectors in toilets
Source: Ashford, R. (1991): Air Safety Regulation
Impact. Royal Aeronautical Society.

15.4
9.4
12.0
25.0
51.0
26.9
2.2
2.3
0.8
and its Commercial

The Civil Aviation Authority (CAA) does not decide its safety actions by
using cost-benefit
analysis. If an improved feature has a clear and
sufficient safety benefit then cost alone is not likely to prevent its
introduction. However, some regard is made to cost if introducing a new
feature would lead passengers to switch to foreign airlines which are
cheaper because they do not have the safety feature. The table shows
that improving safety standards and thereby reducing risk is becoming
progressively more expensive.

Industrial

risk analysis

Quantified risk assessment (QRA)
ORA involves managements examining:

*

the hazards that might occur and the measures that can be used to
reduce the chance of them happening and

*

by considering the steps that can be taken to reduce the probability
of people being killed or injured.
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The individual frequencies and probabilities
used in ORA should be
based on historical data. If that is not possible they should be determined
by the judgement of people familiar with the situation being examined. In
either case they are determined
on the conservative
side, i.e. the
frequency of the hazard is overestimated and the probability of mitigating
action being successful is understated.

Individual risk
The HSE has developed notions of what is acceptable when applied to
individuals. Here the tolerable risks for employees can be put at 1 in
1,000 whilst bystanders (or third parities) the tolerable risk is 1 in 10,000.
There is no notion of where passengers come within this range.

An HSE paper on transporting dangerous substances presents the ideas
of risk assessment.
Figure 1 shows the range of risk ranges from
, intolerable' where no risk can be justified and. therefore something must
be done to reduce it. At the other extreme is the area of negligible risk
where the only precaution is to keep it at that level. Between those two is
the ALARP (as low as practicably possible) region where hazards can be
ranked in order of risk, thus guiding operators where immediate action is
required. This method helps in determining where additional money and
effort can be targeted to reduce risks still further.

Multiple fatality accidents and FN curves
One unresolved issue is whether more concern is to be associated where
there are a large number of fatalities per incident or a large number of
incidents with few fatalities per event. Figure 2 and Table 5 show that
road, rail and air travel have very different characteristics where, for
example, road travel has a large number of events (frequency) and few
deaths (number) per event; the opposite is the case for air travel.

FIGURE 2: FN CURVES FOR TRANSPORT MODES IN BRITAIN
FIGURE 1: LEVELS OF RISK AND 'AlARP'
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Table 5: Transport

Fatal Accidents
Accidents Fatalities
per year per year

Fatalities
per
accident

% of fatalities
occurring in
accidents with
10 + fatalities

It is obvious that increased safety involves high costs and these are likely
to fall on the body regulated - the customer.
Also, there is now the
situation where a body such as the London Fire Brigade can say "you
prove to us there is no fire risk" which gives the danger of overemphasising the risk.

Discussion
Road (1988-90)
Rail (1963-90)
Air (1971-89)

4,766
58
19

5,214
69
73

1.09
1.20
3.77

o
David Maidment (BR Safety Directorate) involved in the safety case in
putting forward management
systems and their cost-effectiveness.
Managers are encouraged to look hard at prescriptive recommendations.

9
52

Source: compiled by Andrew Evans from Civil Aviation
(annual); DoT (1991 and annual); HSE (1991 and annual).

Authority
AE comment: any regulatory body does not lose by insisting something is
done.

Regulation and the regulators
Appleton Inquiry report on railway safety
This report, done after the incident on the Central Line around Bethnal
Green, looked at the nature and frequency
of stoppages
on the
Underground due to fire and bomb alerts. The balances of risks against
each other were studied and it was recommended
"that LUL use
Quantified Risk Assessment methods to judge where additional work is not
justified and seek exemptions as is allowed in the Regulations."
"Ensuring Safety on Britain's Railways"
Although there is always a danger of going over the top as far as safety is
concerned, he saw no problem with the view that: "if we sunnise that the
total costs of the Clapham Junction disaster would be at least £40m, then
even with its expanded workload HMRI (railway inspectorate) would only
need to prevent one such incident by its efforts every 14years (even if it did
nothing else in that time) to fully justify expenditure on its activities."
To summarise the economic issues: "there is little doubt that additional
resources for railway safety can be justified on 'value for money' grounds.
The consequences of even a single accident like that at Clapham Junction in
1988 can be severe, costing tens of millions of pounds. Without an effective
regulatory system to ensure that railway managers and key safety-critical staff
remain competent and that adequate working arrangements, infrastrncture
and plant are maintained, the risk of serious accidents is likely to increase as
the control of the network becomes increasingly fragmented. "

Peter White (Univ. of Westminster):
is aware that road safety is an
his t or i cal ass es s m ent. Is there any evidence offorecas
ting the
assessment?
AE: it originated
in the nuclear industry where there have been no
serious accidents, therefore use of risk analysis - ie. a judicial use of
historical data and what would happen if ....
Ed Thomson (Tecnecon): commented on the different between modes
for passengers but that workers appeared to be more unsafe on the
railways.
AE: the issues are now being thought of seriously.
David Maidment: dearly unsatisfactory for workers.
Roland Niblett (NSE): In recent years when things have gone wrong
there has been more walking to destination.
Roger Ford (Modern Railways): Is there any evidence on accidents
front line road workers?

to

Richard Allsop (University College): There is concern about front line
road workers but not sure how this is classified since they may be road
traffic accidents or an industrial accident if within coned-off area.
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"Mathematics has given economics rigour, but alas, also mortis"
Robert Heilbronner.

Planner, London Borough of

If you are one of the thousands who, like me, bought Stepheri Hawkings'
A Brief History of Time, (and the smaller number who actually read it as to those who really understood it, I cannot count myself among the
number, but, like you, I did try); if you are interested, as Harrod says we
should be, in matters outwith the "other things being equal" world of
economics; if you are on C P Snow's side of the cultural divide, and can
state the Second Law of Thermodynamics;
then you would enjoy The
Arrow of Time, by Peter Coveney and Roger Highfield (Flamingo
paperback, 1991 - at £5.99 it's a snip).
Or you might, until, on page 346, you came upon a footnote that reads:
''Any simple-minded
statement about the economy is causally linked to
variations in one or more parameters, for example interest or exchange rates,
is guaranteed baloney in the long term. The only statements that can be
made for chaotic systems are probabilistic ones, based on the inherent
uncertainties in the initial conditions."
If you thought behaviour was
deterministic, think again.
Now, I am no physicist (and certainly no mathematician),
but as an
economist I have for some time been suspicious of our claims to be able
to predict, beyond the abilities that lead to success, or failure, in the
markets. My own work has led me to question the validity of general
equilibrium
theory; first because it does not feel right, if you have
experience as an entrepreneur; and then as a result of reading in the neoAustrian school. The assumptions of perfect knowledge are so unreal
that the alternative of catallactics (a term coined by Whateley in 1831)
comes as a refreshing change from the "fallible forecasting" described by
John Telford Beasley in the summer 1990 issue of London Lines. (And
besides it would set Harold Wilson's resistance to Beveridge's statistical
generalisation, at the expense of people, described in Pimlott's recent
biography).
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May it not be, then, that the implication of "dynamical chaos" in terms of
our own analysis of reality has to throw doubt upon our ability to forecast
any more effectively than can the weather forecasters?
And that the
possibilities of "self-organisation"
to be found in far-from-equilibrium
systems may coincide
with Hayek's distrust
of "constructionist
rationalism"?
The arrow of time, which we find inescapable, and with
which physics is seeking to come to terms, implies ignorance of the
future, compounded
by the inability of linear equations
to handle
dynamical chaos, but neo-Austrian economics faces up to the problem,
which otherwise must call so much of our planning into question.
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MEMBERSHIP NEWS
Once again I have a substantial number of new members to report - 1992
has been a 'bumper' year for our membership, in spite of the increase in
membership subscription.
From the consultancy world I have four new members to record: Robert
Sheldon who is Managing Director, Accent Marketing & Research; c.P.
Buchanan, Transport Economist at Halcrow Fox & Associates; Chris
Devlin, Transport
Planner with the MV A Consultancy;
and Fintan
Geraghty, Transport Economist with W.S. Atkins Ltd. We already have
members from the three last named consultancies, but Robert Sheldon is
a first from Accent Marketing & Research.
There are two new members from British Rail: Richard Davies who is
Principal Investment Adviser, Major Projects and Martin Humphries who
is Transport Economist with the Policy Unit. Finally, there is Susie
Barragans who will be our representative
with the National Road
Transport Commission, Melbourne, Australia - a further addition to our
already significant membership 'down under',
Members will already know of the sudden death of John Roberts of
TEST, as an obituary notice by our Chairman, Peter White, appeared in
the Autumn issue of the Journal.
To conclude this membership news I must apologies to those members
who are wrongly recorded in the List of Members issued (in November)
to members only. Most of the errors arose because I omitted to change
'Polytechnics' to 'Universities'. A supplement to the original list should
already be in your hands.
Don Box, Treasurer & Membership Secretary

ANNUAL GENERAL MEETING
The AGM was held on Wednesday 17th March when the Chairman and
Treasurer reported as set out below. The Committee was re-elected to
serve for a further year.
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CHAIRMAN'S REPORT 1992

REPORT OF THE TREASURER & MEMBERSHIP

The year saw another successful series of monthly meetings in London,
and a well-attended one-day seminar.

1.

The year 1992was a very successful one for the Group fmancially
as the substantial surplus of £679 on all the years' activities was
achieved. This represented about one quarter of the year's
income from all sources.

2.

The breakdown of expenditure between the main items and
compared with the two previous years is:

Meetings were held on the themes of transport policy in Australia (Paul
Amos of Travers Morgan, January); Red Routes in London (Hugh Collis
of ave Arup, February); Use of urban models to analyse transport Policy
(Roger Mackett ofUCL, March); Property development and transport
investment (Andrew Gay of London Regeneration Consortium, April);
the North Atlantic Air Travel Market (Nigel Dennis of University of
Westminster, May); Rail Privatisation (a discussion introduced by Peter
White, June); London and Paris transport comparisons (Caralampo
Focas of LRC, October); New entrant airlines and European aviation
policy (Peter Morrell of Cranfield Institute of Technology, November)
and London Transport's fares policy (Malcolm Fairhurst of LT,
December). Peter Morrell's talk was originally scheduled for May, but
due to an overseas consultancy commitment (Mongolia, to be precise),
this was deferred to November. We are particularly grateful to Nigel
Dennis for stepping in at short notice to address the May meeting.

1992 (£)
Administration
Publications
Meetings
Seminar
Essay Competition

644
888
512
315

SECRETARY 1992

1991(£)
606
1174
280
487
350

1990 (£)
572
769
304

The formal accounts and balance sheet have been made available
to members at the Annual General Meeting and appear in this
issue of the Journal.

The third one-day seminar was held in February 1992, on the theme of
London bus deregulation. A wide audience, including many nonmembers, was attracted. At the time it was envisaged that, should the
government win the election, legislation to deregulate in London would
follow soon afterward. It is still proposed, but has not received the
urgency originally expected.

3.

The surplus made in 1992 was chiefly due to the very successful
seminar on bus deregulation. The profit on this venture was
£420, if the expense of printirig and distributing the special
supplement to the Journal is included in its costs.

The fourth one-day seminar, on rail privatisation, was held last month.
As usual, we have been able to select higWytopical subjects.

4.

Subscription rates are being held at £15 in the expectation of a
'break-even' in the coming year on activities other than the
seminar.

Following views expressed at the previous AGM, and a member survey,
the start time of London meetings has been brought forward to 18.00
since October.

5.

At 31 December there were 138 members fully paid-up for 1992.
Membership has, therefore, been buoyant, in spite of the
increase in subscription. Fourteen new members were enrolled
during the year.

Ian Gilliver joined the Committee at the March 1992AGM, as meeting
organiser. Thanks to him and all Committee members for their work
during the year, especially Don Box as Treasurer & Membership
Secretary, and Laurie Baker as Journal Editor.
Peter White, Chairman

S.D. Box, Treasurer & Membership Secretary
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INCOME & EXPENDITURE ACCOUNTS FOR 1992
Income
£
Subscriptions
- 1991
13
- 1992
2068
965
Seminar
24
Interest
18
Other
Expenditure
Administration - Secretary
- Other
Publications
Meetings - Room hire
- Entertainment/Expenses
-Insurance

576
68

315
127
70

COPY DATES
£

BALANCE SHEET
Accumulated funds at 31-12-91
Plus: Excess of income over expenditure
Creditors
Represented by:
Deposit Account
Current Account

690
679

Issue Date

Volume 20(2)
Volume 20(3)
Volume 21(1)

30 April 1993
31 July 1993
31 December 1993

June 1993
September 1993
March 1994

PROGRAMME OF MEETINGS
512

2409
Excess of income over expenditure for the year

Copy Date

644
888

315
42
8

Seminar
Bank Charges
Corporation Tax (@ 35%)

Issue Number

Meetings are held at 5.30 for 6pm at the University of Westminster, 35
Marylebone Road, London NW1 5LS, usually in Room 205. The building
is on the south side of the Marylebone Road, adjacent to Baker Street
Underground Station.
21 April

The application of Monetary Valuation Techniques to the
Environmental Effects of Transport Schemes
Keith Hargest, Rendell Planning

19 May

London· A World City
Keith Gardner, London Planning Advisory Committee

16 June

Motorway Widening Issues
Richard Cuthbert, W.S. Atkins

679

1369
530
1899

834
1065

REPORT OF THE AUDITOR
To members of the Transport Economists Group:
I have examined the books and records of the Transport Economists
Group and have received explanations from your Treasurer as necessary.
In my opinion the Balance Sheet gives a true and fair view of affairs as at
31 December 1992 and the Income & Expenditure
Account properly
reflects the excess of income over expenditure for the year then ended.
I would recommend,
however, that improved systems of recording
income & expenditure be introduced for future seminars.
J.e. Bentley, FCCA, 24 Phillimore Road, Emmer Green, Reading.
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1993/94

CHAIRMAN
PeterWhite,
Professor,
Transport
Studies Group,
Westminster, 35 Marylebone Road, London NW15LS
Tel: 071-9115000 x3104
VICE CHAIRMAN & SECRETARY
Peter Collins, Commercial & Transport
Broadway, London SW1H OBD
Tel: 071-2273368

University

Manager, London Transport,
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TREASURER & MEMBERSHIP SECRETARY
Don Box, 73 Silverdale Road, Earley, Reading RG6 2NF
Tel: 0734-264064
PUBLICATIONS EDITOR
Laurie Baker, Planning & Transport
Service, London Borough
Camden, Town Hall Extension, Argyle Street, London WC1H 8EQ
Tel: 071-8605962; Fax: 071-8605713
PUBLICITY OFFICER
Martin Lawrence, Oscar Faber Traffic, Marlborough
Marlborough Street, St. Albans, Herts ALI 3UT
Tel: 081-7845830

of

House, Upper

PROGRAMME ORGANISER
Ian Gilliver, W.S. Atkins Planning Consultants, Woodcote Grove, AsWey
Road, Epsom, Surrey KT18 5BW
Tel: 0372-726140 Xl737
COMMITTEE MEMBERS
Stuart Cole, The University of North London Business School, Stapleton
House, 277-2f51 Holloway Road, London N7 8HN
Tel: 071-7535080
Roland Niblett, Chief Transport Planner, Network SouthEast,
House, Euston Station, 1 Eversholt Street, London NW11DN
Tel: 071-2149158

Network

Andrew Spencer, Senior Lecturer, Transport Studies Group, University
of Westminster, 35 Marylebone Road, London NW1 5LS
Tel: 071-9115000 x3090

ECONOMISTS'

GROUP

The Transport Economists' Group was formed in 1973 to provide a forum
in which those involved in transport economics can meet regularly to discuss
matters of mutual interest. Membership is open to economists working in
transport and others whose work is connected with transport economics.
The aim of the Group is to improve the quality of transport management,
planning and decision making by promoting lectures, discussions and
publications related to the economics of transport ;lnd of the environment
within which the industry functions.
Meetings are held usually on the third Wednesday of every month from
October to June at the University of Westminster, Marylebone Road. The
meetings consist of short papers followed by discussion with speakers drawn
from both within the Group's membership and elsewhere.
The Journal, The Transport Economist', is published three times a year
reporting on meetings and other activities of the Group. It reviews recent
publications of interest and contains papers or short articles from members.
The editor welcomes contributions.
The current membership of over 150 covers a wide range of transport
modes and types of organisation.
Members are drawn from transport
operators, consultancies, universities, local and central government and
manufacturing industry. All members are provided with a full membership
list, updated annually, which serves as a useful source of contacts within the
profession. Applications from people in all sectors are welcome.
Applications for membership should be made to the Committee indicating
relevant academic and professional qualifications and recent experience.
Application forms are obtainable from the Membership Secretary (Don
Box, 73 Silverdale Road, Earley, Reading RG6 2NF) and should be
returned to him with the current subscription of £15.

