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1 Introduction 
1. The Committee held an evidence session on 16 November 2005 at which the Secretary of 
State for Transport, Rt Hon Alistair Darling MP, and the Permanent Secretary, Mr David 
Rowlands, gave oral evidence about the Department for Transport’s Annual Report 2005.1  

2. We are grateful to our witnesses, to officials of the Department for answering a number 
of supplementary questions, and to Dr Greg Marsden, our Specialist Advisor. 

 
1 Department for Transport Annual Report 2005 Cm 6527. Published June 2005 
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2 Targets, policies, delivery 
3. The Department’s aim is ‘transport that works for everyone’. It seeks to achieve this aim 
by means of a strategy made up of ‘sustained investment’, ‘improvements in transport 
management’, and ‘planning ahead’. The strategy is in turn fulfilled by means of a number 
of objectives, targets and policies. Some of these are delivered in collaboration with 
partners, such as other Government Departments and Agencies, and local authorities.2 
There is evidence however that, in some cases, the Department’s targets, policies, and 
delivery are flawed.  

Congestion 

4. Following the publication of the 10 Year Plan for Transport, the Department spent 
several years attempting to identify a more meaningful indicator of congestion than that 
used in setting the 2010 congestion target.3 In addition, the Department acknowledged 
three years ago that it would be difficult to meet the 10 Year Plan target for congestion 
which was to reduce congestion levels below those in 2000 by 2010.4 That congestion target 
was finally replaced in July 2005. There are two new congestion indicators: one for the 
strategic road network; and one for urban roads, although specific targets for the latter are 
not due to be set until July 2006.5 

Strategic road indicators  

5. The Department’s indicator for the strategic road target has been developed after a long 
delay. We look forward to the first report of progress against the target in the Annual 
Report for 2006. The baseline for the target is August 2004 - July 2005. Regrettably however 
baseline data was not published with the indicator.6  

6. The Department also told us that “It is likely that some routes will be excluded from the 
target because data for these routes will not be of good enough quality.”7 The Department 
gave the A30 from Exeter to Bodmin and some sections of the M42 and M40 near to 
Silverstone and Castle Donnington as examples.8  

7. Baseline data should always be published with targets. In the absence of data, targets 
cannot be measured and are consequently useless. Baseline data for the strategic roads 
indicator were set late and after the publication of targets. This is evidence of poor 

 
2 Department for Transport, Annual Report 2005, Cm 6527, pp 20-25 

3 ‘average time lost in seconds per vehicle kilometre’, Department for Transport, Delivering Better Transport 
Programme Report, December 2002, page 100, ft 2 

4 Ibid, page 119 

5 The measure for strategic roads is ‘By 2007-08, make journeys more reliable on the strategic road network (PSA1); 
the measure for urban roads is ‘By 2010-11, the ten largest urban areas will meet the congestion targets set in their 
Local Transport Plan relating to movement on main roads into city centres (PSA4)’, Department for Transport, 
Autumn Performance Report 2005, Cm 6708, page 9 

6 The data was published eventually by the Department for Transport on 14 February 2006, “Journey Time Reliability 
on Motorway and Trunk Roads: Measure for PSA Target Published”. 

7 Ev 46 

8 Ev 46 
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Departmental administration. Data from some strategic routes has been excluded from 
the new congestion target because of quality problems. The Department needs to 
ensure this data is made available as soon as possible, and to apply the congestion target 
to the excluded routes quickly. 

Urban road indicators  

8. Targets for urban roads have not been set and consequently progress will not be 
reported until 2006-07. The number of urban road targets has been restricted to a limited 
number of routes in the ten largest urban areas.  

9. Local authorities have a vital role to play in tackling congestion in towns and cities. New 
Local Transport Plans (LTPs) have recently been submitted and are unlikely to be revised 
until 2011. The Secretary of State announced on 7 February that correct data would not be 
available in time to set congestion targets in the Local Transport Plans in March 2006. 
LTPs are now expected to include ‘congestion tackling strategies’, quantifiable targets being 
set in July when the Public Service Agreement is established.9  

10. The next series of Local Transport Plans have been submitted. The targets for 
congestion on urban roads will not however be set in time for the new LTPs. Given that 
it is the intention that the LTPs will contain the urban road targets, this represents 
particularly poor internal planning by the Department. In the meantime we expect the 
Department to give local authorities clear and consistent guidance on congestion 
strategies. This must be coordinated properly with the targets when these are set finally 
in July 2006. The Department should include urban congestion performance 
information in all subsequent Annual Reports. 

Is congestion policy ‘joined up’? 

11. We are pleased that at long last the Department has adopted indicators for congestion 
on strategic and local roads, but we are concerned that the measure for strategic roads is 
restricted to ‘vehicle delay’ and fails to take account of ‘person delay’. This is disappointing 
because other Departmental policies have demonstrated a focus on the number of people 
on the network and not simply the number of vehicles. 

12. For example, the Department has announced plans to introduce ‘high occupancy 
vehicle lanes’ on the strategic road network; and the Highways Agency has won an award 
for a scheme on strategic roads in Hampshire which is designed to encourage people to 
share vehicles.10 By ignoring the ‘person delay’ aspect of congestion measurement on the 
strategic road network, the Department may risk losing the impact of other significant 
policy initiatives , for example, car share lanes. 

 
9 Rt Hon Alistair Darling MP, Written Parliamentary Statement, 7 February 2006 

10 ‘Innovative Highways Agency green travel scheme eases M27 congestion and wins award’ , Highways Agency Press 
Notice, 8 March 2006 
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Can traffic officers help tackle congestion? 

13. Highways Agency Traffic Officers are being introduced to the strategic road network to 
“patrol the network, assist motorists and work closely with the police, to help keep traffic 
moving and ensure that roads operate safely.”11 There is a staged roll-out, so full service 
benefits are not expected to accrue before 2008. The West Midlands is the only area to have 
reached full capacity and now has targets for attending and clearing incidents.  

14. Traffic Officers in the West Midlands have been given targets for attending and 
clearing incidents. This is welcome. Targets for Traffic Officers in other areas must be 
published as soon as possible. We also expect the Department to explain how it will 
measure the overall impact of the new Traffic Officers on road congestion and safety. 

What affect would the fuel duty escalator have had on congestion? 

15. We raised the link between fuel prices and congestion. The Department provided data 
showing that traffic fell slightly during the steep prices rises in the late 1990s and then rose 
steadily again as fuel prices fell from 2000 when the fuel duty escalator was discontinued. It 
concluded that “traffic growth since 2000 would have been slower had the fuel duty 
escalator still been operating.”12  

16. The Government is not pursuing the fuel duty escalator as part of its strategy to 
constrain traffic growth. Yet it admits that traffic growth would have been slower over 
the last 6 years had the escalator still been operating. The Department should publish 
its estimate of the quantity of traffic which would have been removed from roads in 
England and Wales over the past 6 years had the Fuel Duty Escalator been applied. 

Lorry Road User Charging 

17. The Annual Report 2005 states that Lorry Road User Charging will come into effect in 
2007-08.13 Since then, the Secretary of State has announced that the project will not 
continue.14 It remains in abeyance until national road user pricing, applicable to all 
vehicles, is developed.  

18. But national road pricing is not expected for almost a decade. Lorry Road User 
Charging was expected to contribute to the congestion, air quality and greenhouse gas 
targets.15 The Department is already struggling to achieve these two environmental targets, 
and the abandonment of this scheme may prevent them being met. Unfortunately the 
Department told us it had not attempted to quantify what reduction in pollution would 
result from a Lorry Road User Charging scheme with the capacity to differentiate charges 
according to emissions standards, the sort of scheme which Government was procuring.16 

 
11 Department for Transport, Annual Report 2005 page 58, paragraph 3.21 

12 Ev 47 

13 Department for Transport, Annual Report 2005, page 65, paragraph 3.43 

14 HC Deb, 5 July 2005, col 173 

15 Ev 46 

16 Ev 64 
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19. Lorry Road User Charging was intended to apply to all lorries on UK roads, including 
foreign registered vehicles. All lorry drivers that bought fuel in the UK were to receive a 
reduction in fuel duty payments as they would be contributing already towards the road 
costs. The delay therefore prolongs the inequity of the current arrangements in which 
British hauliers contribute to mitigating the wear and tear on UK roads but the increasing 
numbers of foreign vehicles on UK roads escape.17  

20. The Department abandoned its intention to launch Lorry Road User Charging 
when it decided to consider a national road user pricing strategy. This has been an 
embarrassing muddle which might have been avoided with appropriate foresight. Any 
full road pricing scheme is perhaps 10 years away, but we expect the Department to give 
priority to ensure that a viable scheme is developed without undue delay. The 
Department must pursue a practical plan to ensure that foreign lorries make a financial 
contribution to UK road damage costs. 

Road safety 

Are safety targets challenging? 

21. The Department is on course to meet its road safety targets.18 Under SR2004 the road 
safety target has been expanded to provide increased focus on tackling the higher accident 
rate in disadvantaged communities. More challenging targets for the 88 areas eligible for 
Neighbourhood Renewal Funding (NRF) have been added.19 While this is welcome, the 
overall target may not be sufficiently challenging. The Mayor of London has met the 
national target of 40 per cent reduction in road casualties five years early, and has 
announced a new target of 50 per cent by 2010.20 

Cyclists and young pedestrians  

22. Despite record low numbers of road casualties in 2004, cyclist fatalities increased by 18 
percent and drink drive fatalities by 2 per cent. The number of 12-15 year old pedestrians 
and cyclists killed or seriously injured also rose, by 10 and 17 per cent respectively.21 These 
are significant increases and the Department should be very concerned about them. We 
hope the new Road Safety Bill currently proceeding through Parliament will introduce 
measures to enable police and local authorities to reduce casualties. The Department told 
us that:  

The Government recognises the need for lower vehicle speeds in areas where 
children and other vulnerable road users are likely to be, and local authorities are 

 
17 HM Treasury, HM Customs and Excise, Department for Transport, Modernising the Taxation of the Haulage Industry: 

lorry road user-charge, Progress Report 3 (March 2004) 

18 Autumn Performance Report 2005, page 19 

19 NRF is a strategy sponsored by the Office of the Deputy Prime Minister designed to tackle the root causes of 
declining neighbourhoods. See, www.neighbourhood.gov.uk  

20 Mayor of London, Press Notice 14 February 2006 

21  Road Casualties Great Britain 2004: Annual Report, Table 2, page 49, Table 6c, page 59, Table 2a, page 27. In 30 mph 
zones, 50 per cent of cars exceeded the limit; 21 percent of cars exceeded 35 mph; 46 percent of 2-axle heavy goods 
vehicles exceeded 30 mph. Department for Transport, Vehicle Speeds in Great Britain 2005. Published 6 April 2006 
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recommended to consider 20 mph zones. Research has shown that the risk of an 
accident involving a child is reduced by around two-thirds wherever 20 mph zones 
are introduced.22 

20 mph zones  

23. We support the introduction of 20mph speed zones to protect children. Since taking 
evidence on the Annual Report 2005 we have held hearings into traffic policing and 
technology.23 In our report we will address in detail some of the road safety challenges 
identified above. 

24. The Department’s road casualty reduction target is insufficiently challenging and 
needs to be strengthened. Where local safety targets are not being met, the Department 
must press local authorities to introduce 20 mph zones where appropriate and monitor 
the results carefully. There is an alarming upturn in ‘drink drive’ casualties. We expect 
to see an effective publicity campaign reaffirming the message that ‘drink driving’ kills. 
This should be supported by a specific enforcement effort by the police. 

Rail 

Low targets  

25. The rail performance target, measured by the Public Performance Measure (PPM), 
combining figures for punctuality and reliability, appears from provisional figures to have 
been met already.24 Given that we are only at the start of the period over which this target 
was designed to apply, it is clear that the target of 85 per cent was set far too low. The 
Department told us that it is in discussion with the industry to set a more challenging 
target.25  

26. The Public Performance Measure is assessed against the published timetable. Timetable 
changes at South West Trains in December 2004 led to an immediate, significant 
improvement in its PPM measure.26 The Department told us that a comprehensive 
timetable review was underway covering the Manchester suburban network, and that 
another review covering the East Coast Main Line was due in early 2006. These timetable 
revisions alone may lead to further increases in PPM performance. But what is actually 
required is improvement based on better performing services if passengers are to experience 
real improvements. 

27. The punctuality and reliability of the UK rail network is not yet good enough for a 
major Western country. The Government must set a tough new target that provides a 
genuine challenge for the industry to improve its performance. Where apparent 

 
22  Ev 52 

23 Hearings held on 8 and 15 March 2006. ‘Traffic Policing and Technology: getting the balance right’. Transport Select 
Committee Press Notice, 25 January 2006 

24 Department for Transport, Autumn Performance Report, Chapter 3 

25 Q 81 

26 From a PPM of 72 in October – December 2004-05 to 85.8 in January - March of 2004-05, National Rail Trends 
Yearbook, Office of Rail Regulation 
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improvements in punctuality and reliability arise merely from slackening the timetable, 
targets must be toughened still further if real improvements are to be produced. Clear 
interim milestones should be set to help measure progress towards achieving targets. 

Inconsistent policies between heavy rail and local transport 

28. There is an inconsistency between strategies for rail and local transport. The PSA target 
for buses and light rail focuses on increasing passenger use but the rail PSA no longer 
contains a passenger use target. The Strategic Rail Authority had a duty to promote the 
growth of the railways but the Authority has now been dissolved. The Department for 
Transport has not adopted this particular duty along with the Authority’s other 
responsibilities.  

29. One explanation we were offered for this change is the role of the Secretary of State: 

One of the Strategic Rail Authority’s formal objectives was to promote the use of the 
railway. Ministers considered whether, with the abolition of the SRA, the Railways 
Act 2005 should place a corresponding duty on the Secretary of State. They 
concluded, however, that while a duty of this sort was appropriate to the SRA with its 
exclusively rail-related functions, it would not be appropriate to the Secretary of State 
in view of his Departmental responsibility for all transport modes.27 

A second reason given by the Department is that while there is a need to reduce a historic 
decline in bus use, this is not the case for rail:  

On many long distance and commuter routes…the issue is one of managing growth. 
These lines are often operating at or near capacity and the priorities are more likely 
to be infrastructure improvements and investment in new rolling stock. 28  

This is not invariably the case however as the Department also told us that “On some 
routes, and particularly those in rural areas, the need is still to increase passenger 
numbers.”29  

30. We see no inconsistency between the Secretary of State’s wider responsibilities and 
encouraging passenger ‘take-up’ on the railways, and we do not therefore accept the 
Department’s rationale for abandoning a heavy rail growth target. We hope that the 
Government’s position does not mask plans to reduce sensible spending on the railway. 
While a reduction in subsidy payments to train operators would be welcome; and 
making the operations of Network Rail more efficient would save money; controlling 
financial resources for the railway must not mean abandonment of the policy of 
encouraging rail use. The Department’s approach also appears at odds with the 
aggressive approach to increasing passenger numbers being promoted by recent rail 
franchise winners. 

 
27 Ev 1 

28  Ev 64 

29 Ev 64 
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31. We invite the Secretary of State to reconsider this issue. He should look in particular 
at identifying a growth target for rail which encourages patronage in the regions where 
passenger numbers are often low and road congestion is severe. 

Staff in the Department’s new Rail Group 

32. Following the Railways Act 2005 most of the responsibilities of the Strategic Rail 
Authority (SRA) were transferred to the Department for Transport between April and 
August 2005. The Department told us that it had around 10 per cent of posts in its new rail 
group unfilled. In particular, it is short of rail engineers.30 We are concerned that 10 per 
cent of rail posts in the Department remain unfilled. We expect the Department to tell 
us what steps it is taking to make up this shortfall. 

Local transport 

33. Bus and light rail patronage continues to decline in all regions outside London. The 
PSA target has been strengthened to include a requirement for growth in all regions to 
address this. The Department’s Autumn Performance Report 2005 however notes that:  

there is no expectation that growth in all regions can be achieved during the SR2004 
period (April 2005-March 2008). Instead, we would expect year on year growth in 
every region during the final three years of the PSA target period (April 2008-March 
2011). The extent to which this is achievable will largely depend on how local 
authorities in every region respond to the challenge set out in “The Future of 
Transport”.31  

This amounts to a protracted delay for high quality bus services which will attract new 
passengers.  

34. In addition, the prediction itself may be merely wishful thinking. Local authorities have 
been working to improve bus services as part of their Local Transport Plans since 2000. But 
success has proved largely elusive. The Department has failed to present evidence to 
convince us that the next five years will bring a step-change in delivery on bus patronage 
growth across all regions. The lack of progress in increasing bus patronage outside London 
reflects, in part, deterioration in working relationships between bus operators and local 
authorities. 

Quality Bus Partnerships and bus policy 

35. There seems to be a slowly dawning realism in Government about the failure of Quality 
Bus Partnerships. Mr Darling told us that “We are looking at what further improvements 
we can make in relation to the Quality Bus Partnerships regime, which patently is not 
working at the moment and does need to be looked at.”32  

 
30  Q118 

31 Department for Transport, Autumn Performance Report 2005, page 15 

32 Q22 
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36. But the Secretary of State needs to be bolder than this. It would be wrong to continue 
with a scheme that has failed to provide local authorities with the kind of powers needed to 
improve bus services. Not a single Quality Contract has been established.33 The 
Government needs to show a fresh dynamism in devising policies to stimulate bus usage. 
While it may not be the entire answer, we believe that the unique franchising and subsidy 
system operated in London may be a key to increasing bus use outside the capital.  

37. Lessons from the success of London’s bus strategy must be identified and, where 
appropriate, applied throughout England and Wales. The Secretary of State has now 
acknowledged that the bus Quality Contract scheme has failed. It must be 
discontinued. We recommend that the Department grants the additional powers to 
local authorities to enable them to have more effective control over local public 
transport, and buses in particular. 

London Underground 

38. Performance against the London Underground PSA target has deteriorated since the 
publication of the Annual Report 2005. The terrorist attacks of 7th and 21st July contributed 
to this.34  

The Public Private Partnership 

39. Before these attacks however, Transport for London had issued a public warning about 
the inadequate performance of the Public Private Partnership (PPP) at the close of its 
second year on 31 March 2005 stating that it “is not good enough and is less than what was 
promised.”35 It also highlighted an increase in overruns of engineering work, which it 
attributed to poor project planning and execution. A clear example was the prolonged 
disruption on the Northern Line in October 2005 caused by concerns over in-train 
signalling and other safety issues. 

40. We challenged the Secretary of State on these points. Whilst pointing out, rightly, that 
contract decisions are for Transport for London to make, Mr Darling considered that the 
PPP contracts should be left unchanged as he believes overall improvements are being 
made.36 We think that this is an over-optimistic judgement. 

41. The Public Private Partnership contracts do not appear to be delivering the 
promised improvements to the London Underground. The travelling public deserves 
much better. We are aware that the Underground is now the direct responsibility of 
Transport for London. But, despite the small print, the Department cannot escape 
ultimate responsibility for so significant a part of London’s transport infrastructure. It 
is a truism that London could not function on a daily basis without the Underground; 

 
33 Ev 1  

34 Department for Transport, Autumn Performance Report 2005, page 31 

35 Transport for London ‘London Underground and the PPP: the second year 2004/2005, page 3 

36 Qq 38 – 40 
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but we have also pointed to its importance to the success of the London Olympics in a 
separate report.37 

42. The Government must continue to take a very close interest in the performance of 
the London Underground. In order to force up standards of passenger satisfaction on 
the Underground: regular and stringent reviews of the PPP contracts should be 
undertaken by Transport for London; changes which may improve performance should 
be identified clearly; and Transport for London should be able to count on the 
Government’s strong and continuing support to build momentum for major 
improvements. Having set up the PPP contracts, the Department cannot wash its hands 
of the London Underground. 

Air quality 

Targets for local air pollutants 

43. The Department for Transport target for air quality which is held jointly with the 
Department for the Environment, Food and Rural Affairs (DEFRA), is to reduce the 
concentrations of seven pollutants, measured at 100 monitoring sites around the country. 
The Departments are failing to meet the required target for two pollutants, nitrogen 
dioxide (NO2) and particulate matter (PM10). Transport is the primary source of pollution 
in approximately 95 per cent of places where these two targets are being, or are likely to be, 
exceeded.38 

44. According to the Department, “Even with current policies and technologies, it is likely 
that there will still be some sites in urban areas and beside busy roads where the NO2 and 
PM10 objectives will not be met by the relevant dates.”39 While local authorities have no 
obligation to meet the air quality objectives, the Department expects them to use their 
traffic management powers and to work closely with the Highways Agency to that end.40 
The Department’s inability to enforce compliance by local authorities may be delaying 
the achievement of some air quality targets. We are alarmed by the Department’s 
complacency towards the very serious health risk posed by transport generated 
pollutants. 

45. A review of air quality has been underway for over a year. Our predecessor Committee 
noted the ongoing interdepartmental review in the Departmental Annual Report 2004.41 
We are concerned that valuable time is being lost and strategies will not be implemented in 
time to ensure the target is met.  

46. The Department is failing to display dynamic leadership in tackling air quality and 
is taking too long to address underperformance in reducing pollutants. We recommend 

 
37 Transport Select Committee, Third Report of Session 2005-06, ‘Going for Gold’: Transport for London’s 2012 Olympic 

Games (HC 588-l), page 40. Report published on 16 March 2006 

38 Ev 21, question 54 

39 Department for Transport, Autumn Performance Report 2005, page 22 

40 Ev 56 

41 Transport Select Committee, Fourth Report of Session 2004-05, The Departmental Annual Report 2004 (HC 409), 
paragraph 32 
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that it sets a firm deadline in the near future for producing and implementing a 
strategy which deals effectively with air pollutants from the transport sector. These 
local pollutants have a negative impact on public health. We expect the Department to 
use all available tools to ensure the best possible standard of air quality. 

Greenhouse gases 

47. The new greenhouse gas target, which is shared with the Department for Environment, 
Food, and Rural Affairs (DEFRA) and the Department of Trade and Industry, has two 
elements: an overall reduction of greenhouse gases, in line with our Kyoto commitment; 
and a 20 per cent reduction in carbon dioxide below 1990 levels by 2010. Whilst the 
Departments are on course to meet the Kyoto target, the Autumn Performance Report 2005 
indicates that the UK is falling short of the carbon dioxide domestic target.42  

48. There is little evidence that the Department for Transport has a realistic strategy to 
ensure it plays its part in reducing carbon emissions. As with air quality, a review of 
strategy is underway and so the same dangers of delay, outlined above, apply. The Annual 
Report 2005 stated that the revised Climate Change Programme was due to be published in 
late 2005.43 By the time the Autumn Performance Report 2005 was published this had 
slipped to 2006.44  

49. The report ‘Avoiding Dangerous Climate Change’ published by DEFRA identified that 
2005 was the second warmest year on record and the Arctic sea ice shrank to its lowest 
extent last summer.45 The report identified the key impacts of climate change on different 
regions. The Department for Transport must demonstrate more dynamism in seeking to 
contribute to the UK meeting its domestic target for reducing carbon dioxide emissions. 

Changing travel behaviour 

50. Recent research commissioned by the Department for Transport concluded that 
changes to travel behaviour will be more effective than technological change in reducing 
greenhouse gas emissions from the transport sector, though both approaches will be 
necessary.46 The Department must not therefore place too much reliance on long-term 
vehicle technology solutions.  

51. We were disappointed that the Secretary of State’s oral evidence failed to catch fire 
with the sense of conviction and urgency we had expected him to demonstrate on this 

 
42 Department for Transport, Autumn Performance Report 2005, Chapter 7 states that the UK is forecast to cut carbon 

dioxide emissions by 14 per cent by 2010, which falls short of the joint target between DTI, DEFRA and DFT to cut 
CO2 by 20 per cent. New inquiries into carbon emissions and bio-energy and climate change respectively were 
announced by the House of Commons Environmental Audit Committee ‘Reducing Carbon Emissions from Transport’ 
on 19 January 2006; and the Environment, Food and Rural Affairs Committee on 15 December 2005  

43 Department for Transport, Annual Report 2005, page 167, paragraph 9.19 

44 Department for Transport, Autumn Performance Report 2005, page 25 

45 Department for the Environment, Food and Rural Affairs, “Avoiding Dangerous Climate Change”, Press Notice,30 
January 2006 

46 As part of the ‘Horizons Programme’ Robin Hickman and Professor David Banister, University College London, have 
conducted Department for Transport-sponsored research into ‘Visioning and Backcasting for UK Transport Policy”. 
This study considers the potential for a 60% reduction in carbon dioxide emissions in the transport sector in the UK. 
Preliminary results suggest that the 60% reduction could not be met through technological change alone. 
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issue. Measures are available to influence transport behavioural changes in the short 
term, for example those set out in the Department’s own report Smarter Choices – 
Changing the way we travel, need to be given a much higher profile.47 We see no reason 
to delay the rapid and widespread introduction of these inexpensive, yet highly 
effective, measures. 

52.  We are also concerned by responses which indicated that the Department may be 
unwilling to use measures such as enforcement of existing speed limits to reduce emissions 
around the strategic road network.48 The Department told us that savings in the region of 
half a million tonnes of carbon per annum could be achieved if no vehicles exceeded the 
existing speed limit. In a strategy with several strands, it is important that the Department 
publicises with imagination and gusto the important message that excessive speed is 
helping to destroy the planet if a real affect is to be felt. 49 

53. Transport is a major contributor to the problem of climate change. The 
Department for Transport must take a lead in mitigating its destructive effect. We 
recommend that the Departmental Annual Report for 2006 sets out clearly the 
Department’s commitments, the action plan to achieve reductions in destructive 
emissions, and appropriate milestones. The Department will receive the support of this 
committee in whatever reasonable and practical measures it proposes. It must not be 
deterred from implementing strategies that may prove unpopular in the short-term if 
these are likely to prove the most effective solutions. 

Joint working 

54. Both the air quality and greenhouse gas emissions targets are joint Departmental 
targets with the Department for the Environment, Food, and Rural Affairs, and the latter 
also with the Department of Trade and Industry. DEFRA appears to ‘own’ the data systems 
underlying both these targets, and we are concerned that the Department for Transport is 
as fully involved as possible in delivering the targets.50 

55. A recent National Audit Office report on joint targets found that such targets are most 
successful where Departments had formal, joint planning arrangements; joint rather than 
individual delivery plans, including interim performance indicators or milestones; and 
joint monitoring and reporting arrangements.51 A pooled budget was also identified as 
helpful.  

56. We would like the Department for Transport to explain exactly what inter-
departmental arrangements it has with the Department for the Environment, Food, 
and Rural Affairs (DEFRA) and the Department of Trade and Industry (DTI) for 
delivering joint targets for greenhouse gas emissions; and whether these follow recent 
guidelines set by the National Audit Office. 

 
47 Qq 88-89 

48 Q48 – Q53 

49 Ev 55 

50 Department for Transport, Autumn Performance Report 2005, page 25 

51  National Audit Office, Session 2005-2006, Joint Targets (HC 453). Report published 14 October 2005  
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Diversity 

Targets 

57. Government departments have an obligation to work towards the Cabinet Office 
targets for staff diversity in the Senior Civil Service. The Department exceeded its target for 
2004/05 to employ ethnic minority staff, 3.6 per cent against a target of 3.2 per cent.52  

58. It failed however to meet 2004/05 targets for women and people with disabilities by 
some considerable margin. It achieved only 26.5 per cent for women against a target of 35 
per cent; and 1.2 per cent for people with disabilities against a target of 3 per cent.53 More 
challenging targets have been set for 2005/06 but it seems highly unlikely that the 
Department will meet these. The situation has been compounded by the fact that all the 
senior staff transferred from the Strategic Rail Authority to the Department are male.54  

59. The Department needs to adopt imaginative and effective strategies for increasing 
representation by women and staff with disabilities in the Senior Civil Service. It has 
failed to meet targets in these areas for 2004/05. Targets for 2005/06 have been 
toughened. We wish to know what specific measures the Department will adopt to meet 
these. Setting more difficult targets is laudable. But there needs to be a sound, 
underpinning delivery strategy. If there is not, the exercise will be cosmetic and the 
Department will fail again. 

60. The Department is to be congratulated for meeting the target for recruiting staff 
from ethnic minorities. We invite it to set the pace in Whitehall by adopting a further, 
and yet more challenging, target for improving future ethnic minority representation. 

 
52 Department for Transport, Annual Report 2005, page 46 

53 Ibid 

54 Q130 
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3 Evidence based policy 
61. Departmental guidance to local authorities on Local Transport Plans places emphasis 
on evidence as the proper basis of action.55 Despite this excellent approach, a number of the 
Department’s own recent decisions appear not to be based on sound evidence.  

Reducing penalties for speeding 

62. For example, in relation to road safety, the Department’s research has shown that the 
difference between driving at 30 miles per hour and 40 miles per hour on residential roads 
is key to survival rates for pedestrians and cyclists. A 50 per cent survival rate at 30 miles 
per hour reduces at 40 miles per hour to 20 per cent for children and 10 per cent for adults.  

63. Despite this clear empirical evidence, the Department has proposed a reduction in 
penalty points from 3 to 2 points, for breaking the 30 miles per hour speed limit by up to 9 
miles per hour, with little apparent concern for the increase in casualties this is likely to 
cause.56 Such an apparently quixotic decision contradicts directly the Department’s own 
road safety messages to drive at appropriate speeds in urban areas. We are alarmed and 
perplexed at the Government’s proposal to reduce the penalties for breaking speed 
limits in urban areas. This flies in the face of evidence that this will cause casualties to 
increase. We recommend that the Government reverses its position. 

M6 consultation 

64. Responses to the Department’s public consultation on the future of the M6 showed a 
50:1 ratio against extending the M6 Toll road north of Birmingham to Manchester. 57 On 
19 July 2005 the Department announced that further work would be commissioned into 
the feasibility of this option. It appears the Department had already made the decision to 
proceed, and that the consultation was cosmetic. There was a 50 to 1 response on the part 
of the public to extending the M6 Toll road north of Birmingham to Manchester but 
further feasibility studies have been ordered by the Department. The Department 
should explain the point of consulting the public when it simply ignores the result. 

Financial protection for air passengers 

65. In its advice to Government on the future of financial protection for passengers, the 
Civil Aviation Authority recommended funding an increase in the scope of protection to 
all UK-originating international flights by a levy on each passenger. Modelling work, 
carried out at considerable expense by Ernst and Young, showed persuasively that the most 
efficient option, and the one that minimised the cost of collapses to the travelling public, 
was the mandatory protection of all flights by a £1 levy on air tickets. Despite the evidence, 

 
55  Department for Transport, Guidance to local authorities on Local Transport Plans (2nd edition), paragraph 145 

56 Road Safety Bill [HL] Clause 17 

57 Department for Transport ‘M6: Giving Motorists a Choice’ 
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the Department rejected this proposal.58 The Government rejected the Civil Aviation 
Report’s advice on financial protection for air passengers. This was a well researched 
proposal, as the Government itself admitted, which would have provided universal 
protection for UK passengers from air carrier insolvency at a modest price. 

Evidence based policy 

66. When the Government decides on a policy, the reasons for that policy need to be made 
clear. Where people are presented with the evidence on which a particular policy is based, 
then support for it is likely to increase. In circumstances where opinion is polarised it is 
particularly important that the Government is punctilious in demonstrating the rationale 
underlying its final decisions. We expect the Department to base policy on sound 
evidence and not to develop proposals that conflict with known evidence. Where the 
Department sets aside expensive consultation and research, public money may be 
wasted. Where this happens it is of particular importance that a full and convincing 
explanation should be provided. 

Sir Rod Eddington- Departmental transport advisor 

67. We questioned Sir Rod Eddington, the Government’s specialist transport advisor, on 2 
November 2005 about his study of UK transport and economic development from 2015.59 
Sir Rod was confident that his proposals will be acted on. But the examples we have 
outlined above place a question mark over whether this will happen. He has agreed to give 
evidence to us again later in the year once his report has been produced, and we shall probe 
the evidential bases of his conclusions carefully. We expect to see Sir Rod Eddington’s 
study of transport and economic development based on sound evidence and thorough 
analysis. We shall watch with interest to see how his findings inform a post-2015 
transport strategy which dovetails with the Department’s short and medium term 
transport policies, targets, and spending commitments. 

 
58 The Transport Select Committee, Second Report of Session 2005-06, Financial Protection for Air Travellers: Second 

Report Abandoning Effective Protection (HC 636). Report published 4 February 2006. 

59 Transport Select Committee, Sir Rod Eddington, Government Specialist Transport Advisor, HC 737-i, published 19 
December 2005 
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4 Finance, efficiency 

Financial management 

Effective financial operations 

68. In March 2005, HM Treasury, working with the Department’s central finance team and 
staff from the National Audit Office, conducted a review of financial management in the 
Department for Transport. The Department told us that the review “recognised the 
significant progress made by the Department in improving its financial management 
capability since it was created in 2002.”60 Agreed actions to improve financial management 
are to:  

continue to improve its financial planning process and long-term forecasting  

focus on enhanced integration of risk management, and financial planning and 
monitoring processes  

enhance the finance capability supporting budget holders, and, 

develop a strategy to identify gaps in specialist finance and project management 
capability.  

69. It is absurd that in the twenty-first century the financial operations of a central UK 
Government department cannot be described as completely effective. The Department 
must publish a firm timetable for improving its financial management; it should tell us 
when the appropriate systems will be in place to ensure sound financial governance 
throughout the Department; and should provide us with an update of progress made 
since the 2005 Review. 

Resource accounts 

70. The 2004-05 Resource Accounts were laid in October, three weeks earlier than the 
previous year. All departments are required to lay their 2005-06 Resource Accounts before 
the Summer Recess. This will require the timetable to be brought forward by a further two 
months, a challenging target. Nevertheless, we have been told by the Department that it has 
“agreed a project plan, which includes the completion of audited 9-month consolidated 
Departmental Resource Accounts. This has been drawn up in consultation with our 
agencies, their NAO auditors and the Departmental NAO auditors.”61  

71. The Department has agreed a project plan aimed at enabling its 2005-06 Resource 
Accounts to be laid in Parliament before the Parliamentary Summer Recess. We invite 
it to inform us without delay of any significant variation to that timetable. 

 
60 Ev 5, Question 6 

61 Ev 63 
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Efficiency target 

The validation of efficiency savings 

72. The Department has an SR2002 PSA target to achieve annual efficiency improvements 
of 2.5 per cent of its Administration Cost Limit. This target has been met for 2004-05 and is 
on course for 2005-06.62 Progress against this target is validated by Internal Audit, and the 
data systems are reviewed by the National Audit Office. 

73. The Department’s agreed target for SR2004 and beyond is to realise total annual 
efficiency gains of at least £785 million by 2007-08, at least half of which will be ‘cashable’ 
releasing resources for so-called ‘front-line’ activities.63 This target will be measured against 
both programme and administration expenditure and covers spending on transport 
services by local authorities, as well as by the main Department and its agencies. The 
Department published a revised Efficiency Technical Note in December 2005 outlining 
clearly how savings will be made under six key workstreams.64 

74. The Department states in the Annual Report 2005 that “For the majority of 
workstreams, validation is expected to be carried out independently by either the National 
Audit Office or the Audit Commission.”65 Examination of the Department’s revised 
Efficiency Technical Note shows however that a considerable amount of validation will still 
take place internally.  

75. We wish to see independent validation of the Department’s efficiency savings. Although 
the Efficiency Technical Note gives some indication of the data and evidence that will be 
used to validate savings, it does not always explain when validation will take place, or how 
frequently it will be done; nor is it clear whether this will provide full or only partial 
validation of the savings.  

76. We recommend that the Department seeks independent validation of its efficiency 
savings and provides clear details of how and when validation will take place. We 
recommend that the Department publishes the result of future validations in its 
Annual Reports and Autumn Performance Reports. 

Local authority savings 

77.  The Department plans that local authorities will contribute £122 million (15 per cent 
of the total) to the annual efficiency savings, 66 with a further £125 million annually from 
Transport for London.67 But the Department rightly identifies a weakness here. “The DfT 
Efficiency Programme recognises that it has insufficient levers in place to gain direct 
commitment from local authorities to delivery of transport related efficiency gains.”68 Early 

 
62 Department for Transport, Autumn Performance Report 2005, page 29 

63 Department for Transport, Annual Report 2005, page 38, paragraph 2.56 

64 http://www.dft.gov.uk/stellent/groups/dft_about/documents/page/dft_about_032527.hcsp 

65 Department for Transport, Annual Report 2005 page 39, paragraph 2.62 

66 Ibid, page 41, paragraph 2.69 

67 Department for Transport, Annual Report 2005, page 40, paragraph 2.68 

68  Ev 61 
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indications are that local authority transport savings are ahead of plan. But we remain 
concerned by the Department’s lack of power to enforce these savings.  

78. The Department is relying upon local authorities to make £122 million worth of 
efficiency savings. These savings will contribute to the Department’s overall saving. But 
it has no powers to guarantee that the local authority savings will be made. This is 
quixotic. The Department should identify another, guaranteed, £122 million savings 
over which it does have full control. We would like the Department to say what 
proposals it has to solve this administrative anomaly. 

Local authority efficiency savings 

79. Efficiency savings made by local authorities are not subject to rigorous audit. The Audit 
Commission conducts a high level review of local authorities’ Backward Look Annual 
Efficiency Statements.69 But we are not convinced that this review provides a sufficiently 
sophisticated validation of these savings.  

80. We doubt that the validation provided by the Audit Commission of efficiency 
savings by local authority transport departments and Transport for London is 
sufficiently rigorous. We recommend that the Department assesses whether, in its view, 
the degree of validation achieved by the Audit Commission in these areas is providing a 
clear and verifiable picture of savings that are required. We wish to be informed of the 
result. Savings must represent genuine efficiencies, and must not lead to unwarranted 
cuts in local transport services. 

Consultants 

The Department’s external consultants 

81. The Department told us that the £10 million spent, by July 2005, on external 
consultants at IBM, Deloitte, KPMG, and Halcrow to assist in implementing the Gershon 
Review “has supported a number of projects that contribute to the delivery of the DfT 
Efficiency Programme. However, it is not possible to directly relate expenditure on 
consultants to efficiency gains (emphasis applied).”70 This inability to link expenditure to 
outcomes indicates unacceptable gaps in the Department’s financial management and 
monitoring systems.  

82. The Department has told us that it cannot “directly relate expenditure on 
consultants to efficiency gains”. This is outrageous and needs to be rectified. The 
simplest financial transaction has at its core an understanding on the part of the 
purchaser about what he is purchasing and what benefit will accrue to him as a result of 
the purchase. It seems however that this is beyond the capacity of the Department’s 
financial managers. 

 
69 Ev 61 

70 Ev 61 
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83. The Department should provide us with a detailed explanation of the expenditure 
of the £10 million spent on consulting fees to implement the Department’s Efficiency 
Programme. If this explanation proves unsatisfactory it is likely that we shall we shall 
hold a further hearing specifically on the Department’s consultancy expenditure. It is 
absolutely essential that the Department should be able to identify clearly and 
concretely the benefits to the Efficiency Programme which have been purchased by the 
considerable expenditure made on external consultants. 
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5  Departmental Agencies 
84. Since holding our evidence session with the Secretary of State on the Annual Report 
2005, we have examined separately the Department’s Driver and Vehicle Operator (DVO) 
Group of Agencies and the Highways Agency. We shall report on them in due course. We 
wish nevertheless to touch briefly on a small number of issues. 

Agency financial management and administration 

85. Last year our predecessor committee expressed concern about the extent to which the 
Department is in control of its Agencies’ finances. 

86. The Department told us that the actions that were agreed following the HM Treasury 
review of the Department’s financial management include “An enhanced group focus by 
the Board on overall management of the Departments plans, budget and financial risks, 
including all aspects of policy, resource and long-term capital expenditure of agencies and 
NDPBs.”71 In addition, there was to be the appointment at the earliest opportunity of a 
professional group finance director at Director General level.72  

87. We were told about the commitment to a stronger group identity and improved 
financial governance for the executive agencies of the Department. This is all very well. 
But what we wish to know is what direct and demonstrable benefits a strong group 
identity has brought for those using the Agencies’ services and the wider travelling 
public. The Department should explain what these are in the Government’s reply to 
this report. 

Changes in working practices and staff morale  

88. The move towards a stronger group identity will require the Department and its 
agencies to share a single IT ‘platform’. This will include the introduction of a ‘self-service’ 
function enabling employees to change their own details and to record absence.  

89. We understand that there has been concern expressed by the Trade Union Side about 
the impact of this so-called ‘shared services’ agenda, and the introduction of ‘self-serving’.73 
The unions have particular concerns relating to staff not based at desks and so have limited 
access to computers. We expect the Department to minimise staff concerns about 
changes to working practices in the Executive Agencies arising from the ‘shared 
services’ agenda and the introduction of ‘self-serving’. We would like the measures 
taken to ameliorate staff concerns itemised in the Government’s reply to this report. 

 
 

72 Ev 5 

73 Correspondence from DfT Trade Union Side 
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Estimates for Highways Agency road construction costs  

90. We have become increasingly concerned by regular cost increases on the Highways 
Agency’s road construction projects. This is a poor record which we shall be 
considering in more detail in our forthcoming report into the Executive Agencies. 

91. It appears evident that there is still far too much complacency on the part of the 
Highways Agency about cost overruns on road construction projects. Overruns may 
adversely affect the Agency’s ability to implement other planned projects. To ensure 
financial transparency, the Department must help the Agency to identify which overruns 
are a result of accounting changes, and which overruns are genuine costs beyond the 
budget. Given the poor record of the Highways Agency in controlling road construction 
costs, we are concerned that the Agency is to advise local authorities on road procurement 
matters.74 

92. During our evidence session with the Secretary of State he made a commitment to 
act with increasing rigour on costs, including road projects.75 We shall hold him to his 
word and expect him to act on this, including “pulling the plug” on road projects where 
necessary. We understand the complexity of many road schemes. But this is no excuse 
for the production of grossly inaccurate financial forecasts. The Department must work 
closely with the Highways Agency to ensure realistic early assessments of project costs. 
We want the Department to spell out what measures it is taking to correct this 
unacceptable failure on the part of the Highways Agency. 

Timetables for the electronic ‘delivery’ of Departmental services  

93. The Annual Report 2005 outlines a number of developments in the electronic ‘delivery’ 
of the Department’s services. For example, ‘Transport Direct’ is a ‘one stop shop’ website 
which is designed to provide access to a wide range of travel information for public and 
private transport;76 lorry and public service vehicle operator self service; driving test 
bookings; automated Driving Licence issue; and improvements in car taxing.  

94. Our inquiry raised concerns however. For example, the electronic car taxing scheme 
faces significant delays. This has been caused by the schedule of the MOT computerisation 
project falling behind by a number of years. We welcome the move to increase the 
electronic ‘delivery’ of the Department’s services. But Government’s overall success in 
managing computerisation projects is notorious; frequently promise is oversold, 
‘delivery’ proves disappointing, and schedules for completion are often not worth the 
paper they are written on. The MOT computerisation project has had its timetable 
revised. It is likely that we shall wish to look in more detail at this aspect of the 
Department’s activities in the future. 

 
74 Department for Transport, Departmental Annual Report 2005, Page 56, para 3.18 

75 Q 33 

76 Department for Transport, Annual Report 2005, page 198 
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Funding of ‘Transport Direct’ 

95. We were surprised by the lack of clarity in the Department’s response to questions 
about the funding of ‘Transport Direct’. The Permanent Secretary told us that Transport 
Direct was designed, built and operated in-house by the Department for Transport.77 The 
facts however appear to be that Atos Origin IT Services UK Ltd received almost £25 
million to design, build and operate the ‘Transport Direct’ portal between May 2002 and 
July 2005.78 The Department told us in its Supplementary Memorandum, received after 
oral evidence was taken from the Secretary of State and the Permanent Secretary, that “The 
specialist work of software design and system build, and the day to day operation of the 
portal, is carried out by Atos Origin under a contract awarded in 2002.”79 

96. The Permanent Secretary appeared not to be aware that almost £25 million had 
been paid to Atos Origin IT Services Ltd for the Department’s ‘Transport Direct’ 
electronic information system designed to offer the public a wide range of travel 
information. We were very concerned that the Department seemed not to know the 
details of so large a payment We would like the Government’s reply to this report to 
provide full details of the procurement of ‘Transport Direct’. 

 
77 Q125 

78 http://www.dft.gov.uk/stellent/groups/dft_foi/documents/page/dft_foi_040168.pdf 

79 Ev 46 
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6 Presentation  
97. The Departmental Annual Report is a key document in the Department’s duty of 
accountability to Parliament. It must be constructed and written to the highest standards of 
literacy and transparency. Failure of transparency will obscure both Departmental 
successes and failures, to the detriment of Parliamentary accountability.  

98. The work of the Department for Transport is often technical and therefore relatively 
impenetrable. We expect its Departmental Annual Report to demonstrate high standards 
of transparency, accuracy, and completeness. Such a report should be prepared with the 
general reader in mind, not the specialist or expert. This is a considerable challenge. 

Structure of the Departmental Annual Report  

99. Last year our predecessor committee recommended that the Department should 
improve coherence between the various documents in which it reports progress and, in 
particular, restructure the Annual Report to ensure that chapters could be more clearly 
related to the Department’s strategy and Public Service Agreement (PSA) targets. 

100. Unfortunately progress in the 2005 documents has been limited. The structure 
adopted for the Departmental Annual Report 2005 does not clearly reflect the Department’s 
objectives and lacks coherence. For example, despite the inclusion of an index in the 
Report showing where each PSA target is reported, it is not straightforward to locate 
performance information within the main body of text. The Appendix, which deals with 
Public Service Agreement (PSA) targets, is considerably clearer. 80 

101. There has been an improvement in the quality of the core expenditure tables where 
expenditure is reported by objective. But unfortunately there is an important mismatch: 
the tables use the Spending Review 2004 (SR2004) objectives whereas the text reports 
performance against the Spending Review 2002 (SR2002) objectives. This makes it difficult 
for the reader to relate progress against targets to use of resources. In addition, investment 
information is not reported by objective which detracts from its usefulness. 

102. The Departmental Annual Report is intended to be both forward and backward 
looking, and in general we found that a reasonable balance has been achieved. This year 
marks a transition from the SR2002 PSA targets to those of SR2004. It is reasonable 
therefore that there will be some discussion of the new targets. But HM Treasury guidance 
requires that Annual Reports should focus on progress against the SR2002 targets. While 
some PSA targets have continued unchanged from SR2002 to SR2004, parts of two of the 
SR2002 PSA targets - improving rail use, and accessibility, punctuality and reliability of 
buses and light rail – have been dropped. In these cases, the relevant Annual Report 2005 
chapters focus more on the SR2004 targets, the dropped elements being relegated to later 

 
80  Department for Transport, Annual Report 2005, Appendix D 
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parts of the text.81 For a slightly clearer report of progress the reader needs to search out 
material in the Appendix on PSA targets.82  

103. In addition, there is insufficient explanation in the Annual Report 2005 of why some 
changes to targets have been made. For example, there is no explanation that separate 
projections indicate the rail use target will not be met by 2010.83 

104. The Autumn Performance Report 2005 is similarly patchy. While the chapter on buses 
and light rail contains a reasonably full account of the changes to the target, that on rail 
contains insufficient explanation. Where the Department’s own key documents fail to 
demonstrate the highest standards of coherence and transparency, its efforts to disseminate 
good practice to local authorities - whose targets and performance it monitors- will lack 
credibility.  

105. The Department is falling short of the high standards of coherence and 
transparency we expect to see in its Annual Report. The Report must be structured 
directly around Departmental strategic objectives. Progress against Public Service 
Agreement and other Departmental targets, and resources allocated to each target need 
to be highlighted clearly. The Department should explain clearly in its Annual Report 
why any changes to targets have been made. Reporting the Department’s Investment 
Strategy by objective would enhance clarity. 

Editorial problems  

106.  Why do these problems persist? A part of the problem appears to lie in uncertain 
editorial control. The Annual Report 2005 lacks a single coherent ‘voice’. Individual 
chapters do not have a common style or structure.  

107. In addition, there is a lack of consistency. For example, Chapter 5, about buses, starts 
with a section on responsibility for delivery and then goes on to discuss progress against 
the objectives; but Chapter 3, covering congestion, reverses this structure. In Chapter 4, 
dealing with rail, the section on responsibility is left to the end of the chapter; but Chapter 
10, which covers the road safety target, contains no explicit description of responsibility for 
delivery. Inconsistency undermines presentational clarity.  

108. Editorial control could be improved by the systematic quotation of useful website 
addresses. Chapter 4 of the Annual Report 2005 lists the addresses at the end of the chapter. 
Other chapters give addresses in the body of the text or in footnotes. In addition, Chapters 
5 and 6 contain extensive sections on financing and resources; but Chapters 9 and 10 
contain only limited financial information. 

109.  There is surprisingly little attention given to imaginative design and presentation in 
the Report which, combined with its considerable length (over 300 pages) makes it frankly 
dull. More diagrams, boxes, colour, pictures and other common graphic devices, could 

 
81  Department for Transport, Annual Report 2005, Chapters 4 and 5  

82 Department for Transport, Annual Report 2005, Appendix D 

83 Department for Transport, Autumn Performance Report 2005, page 13. The Report indicates an 11% rise on the 
2000-2001 baseline by March 2005  
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have been used to split up the often unrelieved text and stimulate the reader’s attention. 
The Annual Report 2005 lacks presentational sparkle. 

110. We are pleased that the Department has responded to our predecessor committee’s 
requests for more information.84 This has resulted in a considerably longer report than in 
previous years. Stronger editorial control might have resulted in a qualitatively enhanced 
document which was nevertheless more tightly written. A focus on presenting key 
information in a clear and attractive way using the presentational techniques noted above 
would have increased the impact of the Annual Report greatly.  

111. The editorial control of this year’s Annual Report is relatively weak. Improvements 
are likely to follow where the writing style is made more vigorous, straightforward and 
consistent in tone; where the presentation and design of the report uses a full range of 
imaginative graphic aids; and where the requirements of the general reader are kept 
firmly in mind throughout. We do not underestimate the problems of editing the 
output of a large central Department. But it is neither an unusual task, nor one in 
which officials and Ministers are unpractised. Production of the Departmental Annual 
Report is not a chore but an opportunity; and it must be done better. 

112. It may be that the flow of information from the various parts of the Department to 
the Report’s editorial team is too slow. We recommend therefore that the Permanent 
Secretary reviews the resources put into the production of the Annual Report to ensure 
that sufficient time is allowed for imaginative editorial interventions which will ensure 
a top class production. We hope that action taken to address our constructive criticisms 
of the way in which the Annual Report 2005 has been presented will result in livlier 
reports in 2006 and beyond. 

 

 
84 Transport Select Committee, Fourth Report of Session 2004-05, The Departmental Annual Report 2004, (HC 409), 

paragraphs 11 - 13 
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7 Conclusions 
113. Our overall impression is of a well intentioned but sluggish and sometimes 
muddled Department which needs to ‘raise its game’ if it is to meet the considerable 
challenge of leading clear improvements to UK transport infrastructure and services 
while doing its bit to safeguard the quality of life in Britain. Inspirational leadership is 
needed at official level, but appears lacking. This needs to change. 

114. We shall invite the Secretary of State and the Permanent Secretary to give evidence 
about the Department’s Annual Report 2006 after its publication later this year. By 
then, we expect the Department’s potential for focused and energetic leadership in 
pursuing its aim of ‘better transport for all’ to be more clearly realised; and for that aim 
to be articulated with much more clarity and panache in the next Report. The 
Department can and must do better. 

Conclusions and recommendations 

Targets, policies, delivery 

1. Baseline data should always be published with targets. In the absence of data, targets 
cannot be measured and are consequently useless. Baseline data for the strategic 
roads indicator were set late and after the publication of targets. This is evidence of 
poor Departmental administration. Data from some strategic routes has been 
excluded from the new congestion target because of quality problems. The 
Department needs to ensure this data is made available as soon as possible, and to 
apply the congestion target to the excluded routes quickly. (Paragraph 7) 

2. The next series of Local Transport Plans have been submitted. The targets for 
congestion on urban roads will not however be set in time for the new LTPs. Given 
that it is the intention that the LTPs will contain the urban road targets, this 
represents particularly poor internal planning by the Department. In the meantime 
we expect the Department to give local authorities clear and consistent guidance on 
congestion strategies. This must be coordinated properly with the targets when these 
are set finally in July 2006. The Department should include urban congestion 
performance information in all subsequent Annual Reports. (Paragraph 10) 

3. By ignoring the ‘person delay’ aspect of congestion measurement on the strategic 
road network, the Department may risk losing the impact of other significant policy 
initiatives , for example, car share lanes. (Paragraph 12) 

4. Traffic Officers in the West Midlands have been given targets for attending and 
clearing incidents. This is welcome. Targets for Traffic Officers in other areas must 
be published as soon as possible. We also expect the Department to explain how it 
will measure the overall impact of the new Traffic Officers on road congestion and 
safety. (Paragraph 14) 

5. The Government is not pursuing the fuel duty escalator as part of its strategy to 
constrain traffic growth. Yet it admits that traffic growth would have been slower 
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over the last 6 years had the escalator still been operating. The Department should 
publish its estimate of the quantity of traffic which would have been removed from 
roads in England and Wales over the past 6 years had the Fuel Duty Escalator been 
applied. (Paragraph 16) 

6. The Department abandoned its intention to launch Lorry Road User Charging when 
it decided to consider a national road user pricing strategy. This has been an 
embarrassing muddle which might have been avoided with appropriate foresight. 
Any full road pricing scheme is perhaps 10 years away, but we expect the 
Department to give priority to ensure that a viable scheme is developed without 
undue delay. The Department must pursue a practical plan to ensure that foreign 
lorries make a financial contribution to UK road damage costs. (Paragraph 20) 

7. The Department’s road casualty reduction target is insufficiently challenging and 
needs to be strengthened. Where local safety targets are not being met, the 
Department must press local authorities to introduce 20 mph zones where 
appropriate and monitor the results carefully. There is an alarming upturn in ‘drink 
drive’ casualties. We expect to see an effective publicity campaign reaffirming the 
message that ‘drink driving’ kills. This should be supported by a specific enforcement 
effort by the police. (Paragraph 24) 

8. The punctuality and reliability of the UK rail network is not yet good enough for a 
major Western country. The Government must set a tough new target that provides 
a genuine challenge for the industry to improve its performance. Where apparent 
improvements in punctuality and reliability arise merely from slackening the 
timetable, targets must be toughened still further if real improvements are to be 
produced. Clear interim milestones should be set to help measure progress towards 
achieving targets. (Paragraph 27) 

9. We see no inconsistency between the Secretary of State’s wider responsibilities and 
encouraging passenger ‘take-up’ on the railways, and we do not therefore accept the 
Department’s rationale for abandoning a heavy rail growth target. We hope that the 
Government’s position does not mask plans to reduce sensible spending on the 
railway. While a reduction in subsidy payments to train operators would be 
welcome; and making the operations of Network Rail more efficient would save 
money; controlling financial resources for the railway must not mean abandonment 
of the policy of encouraging rail use. The Department’s approach also appears at 
odds with the aggressive approach to increasing passenger numbers being promoted 
by recent rail franchise winners. (Paragraph 30) 

10. We invite the Secretary of State to reconsider this issue. He should look in particular 
at identifying a growth target for rail which encourages patronage in the regions 
where passenger numbers are often low and road congestion is severe. (Paragraph 
31) 

11. We are concerned that 10 per cent of rail posts in the Department remain unfilled. 
We expect the Department to tell us what steps it is taking to make up this shortfall. 
(Paragraph 32) 
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12. Lessons from the success of London’s bus strategy must be identified and, where 
appropriate, applied throughout England and Wales. The Secretary of State has now 
acknowledged that the bus Quality Contract scheme has failed. It must be 
discontinued. We recommend that the Department grants the additional powers to 
local authorities to enable them to have more effective control over local public 
transport, and buses in particular. (Paragraph 37) 

13. The Public Private Partnership contracts do not appear to be delivering the promised 
improvements to the London Underground. The travelling public deserves much 
better. We are aware that the Underground is now the direct responsibility of 
Transport for London. But, despite the small print, the Department cannot escape 
ultimate responsibility for so significant a part of London’s transport infrastructure. 
It is a truism that London could not function on a daily basis without the 
Underground; but we have also pointed to its importance to the success of the 
London Olympics in a separate report. (Paragraph 41) 

14. The Government must continue to take a very close interest in the performance of 
the London Underground. In order to force up standards of passenger satisfaction 
on the Underground: regular and stringent reviews of the PPP contracts should be 
undertaken by Transport for London; changes which may improve performance 
should be identified clearly; and Transport for London should be able to count on 
the Government’s strong and continuing support to build momentum for major 
improvements. Having set up the PPP contracts, the Department cannot wash its 
hands of the London Underground. (Paragraph 42) 

15. The Department’s inability to enforce compliance by local authorities may be 
delaying the achievement of some air quality targets. We are alarmed by the 
Department’s complacency towards the very serious health risk posed by transport 
generated pollutants. (Paragraph 44) 

16. The Department is failing to display dynamic leadership in tackling air quality and is 
taking too long to address underperformance in reducing pollutants. We 
recommend that it sets a firm deadline in the near future for producing and 
implementing a strategy which deals effectively with air pollutants from the transport 
sector. These local pollutants have a negative impact on public health. We expect the 
Department to use all available tools to ensure the best possible standard of air 
quality. (Paragraph 46) 

17. We were disappointed that the Secretary of State’s oral evidence failed to catch fire 
with the sense of conviction and urgency we had expected him to demonstrate on 
this issue. Measures are available to influence transport behavioural changes in the 
short term, for example those set out in the Department’s own report Smarter 
Choices – Changing the way we travel, need to be given a much higher profile. 
(Paragraph 51) 

18.  We see no reason to delay the rapid and widespread introduction of these 
inexpensive, yet highly effective, measures. (Paragraph 51) 

19. Transport is a major contributor to the problem of climate change. The Department 
for Transport must take a lead in mitigating its destructive effect. We recommend 
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that the Departmental Annual Report for 2006 sets out clearly the Department’s 
commitments, the action plan to achieve reductions in destructive emissions, and 
appropriate milestones. The Department will receive the support of this committee 
in whatever reasonable and practical measures it proposes. It must not be deterred 
from implementing strategies that may prove unpopular in the short-term if these 
are likely to prove the most effective solutions. (Paragraph 53) 

20. We would like the Department for Transport to explain exactly what inter-
departmental arrangements it has with the Department for the Environment, Food, 
and Rural Affairs (DEFRA) and the Department of Trade and Industry (DTI) for 
delivering joint targets for greenhouse gas emissions; and whether these follow 
recent guidelines set by the National Audit Office. (Paragraph 56) 

21. The Department needs to adopt imaginative and effective strategies for increasing 
representation by women and staff with disabilities in the Senior Civil Service. It has 
failed to meet targets in these areas for 2004/05. Targets for 2005/06 have been 
toughened. We wish to know what specific measures the Department will adopt to 
meet these. Setting more difficult targets is laudable. But there needs to be a sound, 
underpinning delivery strategy. If there is not, the exercise will be cosmetic and the 
Department will fail again. (Paragraph 59) 

22. The Department is to be congratulated for meeting the target for recruiting staff 
from ethnic minorities. We invite it to set the pace in Whitehall by adopting a 
further, and yet more challenging, target for improving future ethnic minority 
representation. (Paragraph 60) 

Evidence based policy 

23. We are alarmed and perplexed at the Government’s proposal to reduce the penalties 
for breaking speed limits in urban areas. This flies in the face of evidence that this 
will cause casualties to increase. We recommend that the Government reverses its 
position. (Paragraph 63) 

24. There was a 50 to 1 response on the part of the public to extending the M6 Toll road 
north of Birmingham to Manchester but further feasibility studies have been ordered 
by the Department. The Department should explain the point of consulting the 
public when it simply ignores the result. (Paragraph 64) 

25. The Government rejected the Civil Aviation Report’s advice on financial protection 
for air passengers. This was a well researched proposal, as the Government itself 
admitted, which would have provided universal protection for UK passengers from 
air carrier insolvency at a modest price. (Paragraph 65) 

26. We expect the Department to base policy on sound evidence and not to develop 
proposals that conflict with known evidence. Where the Department sets aside 
expensive consultation and research, public money may be wasted. Where this 
happens it is of particular importance that a full and convincing explanation should 
be provided. (Paragraph 66) 
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27. We expect to see Sir Rod Eddington’s study of transport and economic development 
based on sound evidence and thorough analysis. We shall watch with interest to see 
how his findings inform a post-2015 transport strategy which dovetails with the 
Department’s short and medium term transport policies, targets, and spending 
commitments. (Paragraph 67) 

Finance, efficiency 

28. It is absurd that in the twenty-first century the financial operations of a central UK 
Government department cannot be described as completely effective. The 
Department must publish a firm timetable for improving its financial management; 
it should tell us when the appropriate systems will be in place to ensure sound 
financial governance throughout the Department; and should provide us with an 
update of progress made since the 2005 Review. (Paragraph 69) 

29. The Department has agreed a project plan aimed at enabling its 2005-06 Resource 
Accounts to be laid in Parliament before the Parliamentary Summer Recess. We 
invite it to inform us without delay of any significant variation to that timetable. 
(Paragraph 71) 

30. We recommend that the Department seeks independent validation of its efficiency 
savings and provides clear details of how and when validation will take place. We 
recommend that the Department publishes the result of future validations in its 
Annual Reports and Autumn Performance Reports. (Paragraph 76) 

31. The Department is relying upon local authorities to make £122 million worth of 
efficiency savings. These savings will contribute to the Department’s overall saving. 
But it has no powers to guarantee that the local authority savings will be made. This 
is quixotic. The Department should identify another, guaranteed, £122 million 
savings over which it does have full control. We would like the Department to say 
what proposals it has to solve this administrative anomaly. (Paragraph 78) 

32. We doubt that the validation provided by the Audit Commission of efficiency 
savings by local authority transport departments and Transport for London is 
sufficiently rigorous. We recommend that the Department assesses whether, in its 
view, the degree of validation achieved by the Audit Commission in these areas is 
providing a clear and verifiable picture of savings that are required. We wish to be 
informed of the result. Savings must represent genuine efficiencies, and must not 
lead to unwarranted cuts in local transport services. (Paragraph 80) 

33. The Department has told us that it cannot “directly relate expenditure on consultants 
to efficiency gains”. This is outrageous and needs to be rectified. The simplest 
financial transaction has at its core an understanding on the part of the purchaser 
about what he is purchasing and what benefit will accrue to him as a result of the 
purchase. It seems however that this is beyond the capacity of the Department’s 
financial managers. (Paragraph 82) 

34. The Department should provide us with a detailed explanation of the expenditure of 
the £10 million spent on consulting fees to implement the Department’s Efficiency 
Programme. If this explanation proves unsatisfactory it is likely that we shall we shall 
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hold a further hearing specifically on the Department’s consultancy expenditure. It is 
absolutely essential that the Department should be able to identify clearly and 
concretely the benefits to the Efficiency Programme which have been purchased by 
the considerable expenditure made on external consultants. (Paragraph 83) 

Departmental Agencies 

35. We were told about the commitment to a stronger group identity and improved 
financial governance for the executive agencies of the Department. This is all very 
well. But what we wish to know is what direct and demonstrable benefits a strong 
group identity has brought for those using the Agencies’ services and the wider 
travelling public. The Department should explain what these are in the 
Government’s reply to this report. (Paragraph 87) 

36. We expect the Department to minimise staff concerns about changes to working 
practices in the Executive Agencies arising from the ‘shared services’ agenda and the 
introduction of ‘self-serving’. We would like the measures taken to ameliorate staff 
concerns itemised in the Government’s reply to this report. (Paragraph 89) 

37. We have become increasingly concerned by regular cost increases on the Highways 
Agency’s road construction projects. This is a poor record which we shall be 
considering in more detail in our forthcoming report into the Executive Agencies. 
(Paragraph 90) 

38. During our evidence session with the Secretary of State he made a commitment to 
act with increasing rigour on costs, including road projects. We shall hold him to his 
word and expect him to act on this, including “pulling the plug” on road projects 
where necessary. We understand the complexity of many road schemes. But this is 
no excuse for the production of grossly inaccurate financial forecasts. The 
Department must work closely with the Highways Agency to ensure realistic early 
assessments of project costs. We want the Department to spell out what measures it 
is taking to correct this unacceptable failure on the part of the Highways Agency. 
(Paragraph 92) 

39. We welcome the move to increase the electronic ‘delivery’ of the Department’s 
services. But Government’s overall success in managing computerisation projects is 
notorious; frequently promise is oversold, ‘delivery’ proves disappointing, and 
schedules for completion are often not worth the paper they are written on. The 
MOT computerisation project has had its timetable revised. It is likely that we shall 
wish to look in more detail at this aspect of the Department’s activities in the future. 
(Paragraph 94) 

40. The Permanent Secretary appeared not to be aware that almost £25 million had been 
paid to Atos Origin IT Services Ltd for the Department’s ‘Transport Direct’ 
electronic information system designed to offer the public a wide range of travel 
information. We were very concerned that the Department seemed not to know the 
details of so large a payment We would like the Government’s reply to this report to 
provide full details of the procurement of ‘Transport Direct’. (Paragraph 96) 
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Presentation 

41. The Department is falling short of the high standards of coherence and transparency 
we expect to see in its Annual Report. The Report must be structured directly around 
Departmental strategic objectives. Progress against Public Service Agreement and 
other Departmental targets, and resources allocated to each target need to be 
highlighted clearly. The Department should explain clearly in its Annual Report why 
any changes to targets have been made. Reporting the Department’s Investment 
Strategy by objective would enhance clarity. (Paragraph 105) 

42. The editorial control of this year’s Annual Report is relatively weak. Improvements 
are likely to follow where the writing style is made more vigorous, straightforward 
and consistent in tone; where the presentation and design of the report uses a full 
range of imaginative graphic aids; and where the requirements of the general reader 
are kept firmly in mind throughout. We do not underestimate the problems of 
editing the output of a large central Department. But it is neither an unusual task, 
nor one in which officials and Ministers are unpractised. Production of the 
Departmental Annual Report is not a chore but an opportunity; and it must be done 
better. (Paragraph 111) 

43. It may be that the flow of information from the various parts of the Department to 
the Report’s editorial team is too slow. We recommend therefore that the Permanent 
Secretary reviews the resources put into the production of the Annual Report to 
ensure that sufficient time is allowed for imaginative editorial interventions which 
will ensure a top class production. We hope that action taken to address our 
constructive criticisms of the way in which the Annual Report 2005 has been 
presented will result in livlier reports in 2006 and beyond. (Paragraph 112) 

Conclusions 

44. Our overall impression is of a well intentioned but sluggish and sometimes muddled 
Department which needs to ‘raise its game’ if it is to meet the considerable challenge 
of leading clear improvements to UK transport infrastructure and services while 
doing its bit to safeguard the quality of life in Britain. Inspirational leadership is 
needed at official level, but appears lacking. This needs to change. (Paragraph 113) 

45. We shall invite the Secretary of State and the Permanent Secretary to give evidence 
about the Department’s Annual Report 2006 after its publication later this year. By 
then, we expect the Department’s potential for focused and energetic leadership in 
pursuing its aim of ‘better transport for all’ to be more clearly realised; and for that 
aim to be articulated with much more clarity and panache in the next Report. The 
Department can and must do better. (Paragraph 114) 
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Formal minutes 

Wednesday 26 April 2006 

Members present: 

Mrs Gwyneth Dunwoody , in the Chair 

Mrs Louise Ellman 
Mr Robert Goodwill 
Mr John Leech 

 Mr Eric Martlew 
Graham Stringer 

 

The Committee deliberated. 

Draft Report (Departmental Annual Report 2005), proposed by the Chairman, brought up 
and read. 

Ordered, That the draft Report be read a second time, paragraph by paragraph. 

Paragraphs 1 to 114 read and agreed to. 

Ordered, That the Appendices to the Minutes of Evidence taken before the Committee be 
reported to the House. 

Ordered, That the provisions of Standing Order No. 134 (Select committee (reports)) be 
applied to the Report. 

Ordered, That the Chairman do make the Report to the House. 

[Adjourned till Wednesday 3 May at half past two o'clock. 
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Rt Hon Alistair Darling MP, Secretary of State for Transport, Mr David 
Rowlands, Permanent Secretary, Department for Transport 

Ev 28

 
 

List of written evidence 

01 Department for Transport  Ev 1 

02 Department for Transport, Supplementary memorandum Ev 46 

03 Department for Transport, Supplementary memorandum Ev 64 

 



37 

 

Reports from the Transport Committee 
since 2005 

Session 2005–06 

First Special Report The Performance of the London Underground: 
Government Response to the Committee’s 6th 
Report of Session 2004-05 
 

HC 431 

Second Special 
Report 

The Departmental Annual Report 2004: 
Government Response to the Committee’s 4th 
Report of Session 2004-05 
 

HC 432 

Third Special Report Integrated Transport: the future of light rail and 
modern trams in the UK: Government Response 
to the Committee’s 10th Report of session 2004-
05 
 

HC 526 

Fourth Special 
Report 

Search and Rescue: Government Response to the
Committee’s 8th Report of Session 2004-05 
 

HC 586 

Fifth Special Report Rural Railways: Government Response to the 
Committee’s 5th Report of Session 2004-05 
 

HC 587 

Sixth Special Report Tonnage Tax: Government Response to the 
Committee’s 2nd Report of Session 2004-05 
 

HC 611 

Seventh Special 
Report 

Financial Protection for Air Travellers: 
Government and Civil Aviation Authority 
Responses to the Committee’s 15th Report of 
Session 2003-04 
 

HC 639 

First Report UK Transport Security – preliminary report 
 

HC 637 

Second Report Financial Protection for Air Travellers: Second 
Report Abandoning Effective Protection 

HC 636 

Eighth Special 
Report 

European Community Competence and 
Transport: Government Response to the 
Committee's Ninth Report of Session 2004–05 
 

HC 976 

Third Report Going for Gold: Transport for London’s 2012 
Olympic Games 
 

HC 588 

Ninth Special Report Financial Protection for Air Travellers: 
Abandoning Effective Protection: Government 
and Civil Aviation Authority Responses to the 
Committee's Second Report of Session 2005–06 
 

HC 996 

 





323335PAG1 Page Type [SO] 28-04-06 10:01:35 Pag Table: COENEW PPSysB Unit: PAG1

Transport Committee: Evidence Ev 1

Oral evidence

Taken before the Transport Committee

on Wednesday 16 November 2005

Members present:

Mrs Gwyneth Dunwoody, in the Chair

Mr David Clelland Mr John Leech
Mr JeVrey Donaldson Mr Eric Martlew
Clive EVord Mr Lee Scott
Mrs Louise Ellman Graham Stringer
Mr Robert Goodwill

Memorandum submitted by the Department for Transport

This memorandum responds to the questions put to the Department by the Committee prior to taking
oral evidence at the hearing on the Department for Transport’s Departmental Annual Report 2005. These
questions were set out in a letter dated 11 August from the Committee Secretariat to the Department’s
Parliamentary Clerk.

Efficiency and Regulation

1. The Department for Transport’s eYciency technical notes have been reviewed by the National Audit OYce
(NAO) and the Audit Commission. Would the Department be willing to make available to the Committee any
recommendations or conclusions resulting from this work?

The periodic review of the Department’s EYciency Technical Notes (ETNs) is undertaken in conjunction
with a number of Government departments including the OYce of Government Commerce (OGC), Her
Majesty’s Treasury (HMT), the National Audit OYce (NAO). The review of evolving ETNs is part of a
consultative process between DfT and these organisations.

Initial feedback from OGC, HMT and NAO following a workshop in August 2005 indicated that the
existing ETNs are well structured and clear, provide a good summary of the programme and contain an
appropriate level of detail. They suggested that the main task for DfT would be to update those areas of the
ETNs where measurement has become more developed since last year.

The Department submitted the first of the updated ETNs to HMT, OGC and NAO on 16 September
2005. They will give the Department any further feedback and comments by 30 September. Updated ETNs
are to be published on the Department’s website by 31 October 2005.

2. The Department plans to make eYciency gains of at least £785 million by 2007–08, of which at least half
will be cashable (page 38). To what extent is the Department relying on these savings to deliver performance
in 2005–06 to 2007–08?

In particular do the spending plans outlined in Appendices A and F rely on money released through
eYciency savings?

The Department will use the cashable eYciency savings (other than those from reduced tax evasion) to
deliver improved front-line performance while remaining within existing spending plans.

In the light of the fact that the 2006 Spending Review has been postponed until 2007 what contingency plans
does the Department have if eYciency savings are not achieved or are delayed?

The Department is fully committed to delivering the level of eYciency required by 2007–08. The
Department’s eYciency target of £785 million by 2007–08, as set out in the Gershon Review, is currently
being delivered by activities and initiatives in a number of workstreams across the Department. Some of
these workstreams have identified and are working towards delivery of eYciencies above and beyond those
originally identified. For example, up to £390million of eYciencies are expected to come from theHighways
Agency and local authority road procurement workstreams. If they were to achieve the full £390 million,
we would significantly exceed (by up to £120 million) the Department’s target of £785 million in eYciency
gains overall.
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3. The Department plans to make £122 million annual eYciency gains in local authorities’ spending on
transport, and Transport for London (TfL) plans to deliver £125 million savings by 2007–08 (pages 40–41).
What procedures does the Department have in place to prove that these savings were achieved?

With regard to local authorities, the Department has adopted a light-touch approach in accordance with
ODPM guidance and the wider governmental steer to minimise burden on local authorities. Local
authorities report eYciency gains to the ODPM via Annual EYciency Statements (both forward and
backward looking). These are also reviewed mid-year. The Audit Commission provides assurance that
eYciency gains have actually been achieved.

TfL has developed measurement metrics to confirm what eYciency savings have been delivered in
conjunction with OGC and DfT.

The savings that are being realised by TfL are subject to continual review and scrutiny as follows:

— TfL report to their Finance Board quarterly on progress with their eYciency programme.

— TfL report to the DfT EYciency programme team monthly as part of the Non-Roads Local
Authority workstream.

— The DfT EYciency programme team reports progress to OGC quarterly,

— OGC formally assess the DfT EYciency programme twice a year.

— In common with other local authorities, TfL are subject to on-going scrutiny by the Audit
Commission.

What powers does it possess to intervene if a local authority fails to make progress against planned
eYciency savings?

DfT has no powers to intervene directly with local authorities if they fail to make progress against
delivering planned eYciency savings. The OYce of the Deputy Prime Minister (ODPM) is the lead
department with regard to direct contact and eYciency planning with local authorities.

TheDfT seeks to encourage delivery of its eYciency targets by encouraging, influencing and collaborating
with local authorities.

4. The Department intends to achieve a net reduction of 200 posts in the central Department (11% of the work
force) and 500 posts in the Driver and Vehicle Licensing Agency (7.6% of the work force) (page 39). Can the
Department detail how it will achieve these without aVecting front-line services?

Achieving the Department’s target of a net reduction of 200 posts will not be at the expense of front line
services. All the staV reductions that have been identified will take place within the core Department, with
the greatest share of these occurring within central Directorates such as Business Services, Human
Resources and Finance. These areas will maintain current levels of output, with the reduced headcount, by
working in a more eYcient manner, facilitated by initiatives which include the Flexible Deployment
Programme, Improving Financial Management, and the Shared Services Programme.

Alongside the headcount target for the core Department, DfT’s Transport Security Directorate and the
three Accident Investigation Branches have each been allocated additional staV to reflect increasing
demands in these front line areas.

The table below shows the planned reduction in the core Department alongside the planned growth in
the front line between April 2004 and March 2007.

Full time equivalents (FTEs) including 2003–04 2005–06 2006–07
casuals but excluding overtime Actual Plans Plans

Core Department1 1,605.8 1,476.8 1,411.8
Front line units 225.2 353.7 353.7
Total 1,831.0 1,830.5 1,765.5

Note 1: The figures for 2005–06 and 2006–07 for the coreDepartment include an increase of six posts, agreed
with HM Treasury, to reflect identified new burdens.

The 500 reduction in headcount at DVLA will primarily be achieved through channel shift ie by making
transactions available and attractive to customers and intermediaries through electronic channels as an
alternative to existing paper forms. This will make the services available at the users’ convenience and reduce
the need for data entry and document handling by DVLA.

In addition, overtime has increased in the central Department (page 220). How will the Department ensure
that reducing posts will not lead to further overtime increases for remaining staV?

The overtime figure for 2004–05 included in table A6 in Appendix A of DAR is an estimate and a re-
calculation shows that the correct figure is 30 rather than 85 person years.
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The estimate was necessary because DfT(C) shared a payroll with ODPM and overtime data could not
then be split. We are now able to identify DfT(C) specific overtime data. The new figure will be included in
future versions of table A6.

For 2005–06, for the period April to August, 10 person years of overtime have been worked. We expect
the rate of overtime to increase during the second part of the year, and the outturn to again be around 30
person years.

There is no central control on the amount of overtime, so the level will change in future to meet business
pressures. However, all overtime has to be approved at senior management level and must be paid for from
the line’s pay budget.

The planned reductions do not appear to be reflected in the figures on page 220, can the Department
explain this?

As footnote 1 to the table on page 220 of DAR explains, the staYng figures for the DfT reflect both a
planned reduction in staV numbers within the core Department and a planned increase in staV within the
front line. A more detailed explanation of the planned growth within the front line is given in the answer to
the first part of Question 4.

DfT(C) must still achieve a net 200 headcount reduction by 2007–08, and this is measured against a
baseline figure agreed with the Treasury. This baseline will vary as DfT(C) takes on or loses significant areas
of responsibility. For example, it will increase to reflect the take on of SRA functions.

5. Seven out of 26 entries relating to DfT in the Regulatory Reform Action Plan have been completed (page
284). It is not clear from the DAR what the progress is against the remaining 19 entries. Can the Department
please update the Committee on this, giving expected completion dates and explaining, where appropriate, why
actions have been delayed or abandoned?

The Government’s Regulatory Reform Action Plan (RRAP) was published in February 2002 and
updated in December 2003. In total the Department has submitted 27 potential reforms for publication in
the plan (responsibility for one of these was transferred to the Home OYce).

Seven items have been completed:

— Relaxation of controls on the Joint Aviation Authorities’ (JAA) requirements for a Private Pilot’s
Licence (RRAP number 1.44). This benefited recreational pilots.

— Implementing the four sets of EC regulations that set up the single European sky for air traYc
management (RRAP number 1.45). This will benefit the aviation industry and its customers.

— Creating a single direction on mandatory safety requirements for the whole of the aviation
industry (RRAP number 1.46). This benefited the aviation industry.

— Simplifying the biennial update of the transport of dangerous goods by road and rail (RRAP
number 1.151). This benefited the freight transport industry.

— The creation of a single vehicle type-approval scheme for motorcycles and other light vehicles
(RRAP number 1.152). This benefited the retail motor trade and consumers.

— Vehicle identity checks to prevent stolen vehicles being sold back in the trade with false identities
(RRAP number 1.156). This benefited consumers, insurers and the motor trade.

— The permission of simultaneous first registration and assignment of a purchased registration
number (RRAP number 3.40). This benefited the motor trade and motorists.

Two items are not being pursued:

— Removing the requirement to surrender a driving licence when changing personal details (RRAP
number 3.4).

Further investigation showed that this could be liable to abuse.

— Addressing criticism that section 59 of the Merchant Shipping Act 1995 infringes seafarers’ rights
to withdraw their labour (RRAP number 3.26).

The original interpretation of the impact of section 59 has been challenged by the Maritime and
Coastguard Agency who believe that there is now no need to alter this regulation.

One item has been transferred to the Home OYce:

— Mutual recognition of driving disqualifications and penalties between Great Britain andNorthern
Ireland (RRAP number 3.15).

Action is continuing on 17 items:

— Amendments to Transport Act 1985 provisions on various bus issues (RRAP number 1.254).

A copy of theRegulatoryReformOrder (RRO)will be sent to ParliamentaryCommittees for “first
stage” scrutiny by October 2005, we aim to complete by spring 2006, subject to scrutiny responses.
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— Simplifying the requirements for driver’s from diVerent countries who need to exchange licenses.
(RRAP numbers 3.13 and 3.14 have been amalgamated and will be included in one RRO).

A draft RRO has been approved by Cabinet OYce and will go to consultation in December.
Subject to responses to this and parliamentary scrutiny this could be completed 2006–07.

— Creating electronic links to Benefits Agency to assist re-licensing for disabled drivers (RRAP
number 3.17).

Regulations allowing the disclosure of information to DVLA by the Department for Work and
Pensions (DWP) and the Veterans Agency are due to be laid in October 2005.

— Removing the need for a paper counterpart to a photo-card driving licence (RRAP number 3.5)

This has been included in theRoad Safety Bill. RoyalAssent is expected in spring 2006. The clause
(9) leading to the abolition of the counterpart is subject to a separate commencement order and is
likely to be implemented in 2007–08.

— Creating electronic links to United Kingdom Passport Service (UKPS) (RRAP number 3.18).

The Driver and Vehicle Licensing Agency has agreement from the OYce of the Information
Commissioner to go ahead with the scheme and the service went live in July 2005.

Improving the provision of electronic services for transactions by commercial services (RRAP
number 1.65).

Operators can now notify changes to vehicles on line (around 50% of changes are now notified
in this way). Further on line licensing transactions will be rolled out later this financial year and
in 2006–07.

— Allowing the exchange of driver and vehicle registration details between signatories of EUCARIS
Treaty (RRAP number 3.39).

This has been included in the Road Safety Bill. Royal Assent is expected in spring 2006.

— Streamlining elements of rail access provisions in the Disability Discrimination Act and Rail
Vehicle Accessibility Regulations (RVAR) (RRAP number 1.232).

This has been included in the Disability Discrimination Act 2005. This should be implemented by
December 2006.

— Review of the headlight aim standards for vehicles in the MOT test (RRAP number 3.62).

The research project has been completed and a tender has been set up for provision and installation
of new testing equipment. This should be complete by the end of the year.

— Reorganisation of the TraYc Area Network and Operator Licensing system (RRAP number
1.255).

A Consultation paper on these proposals will be issued in October 2005. We aim to implement
changes in 2006–07.

— Road traYc regulation review (RRAP number 1.125).

Because the legislation is itself spread around several Acts, a single RRO is not possible. We
therefore plan to continue to take opportunities as they arise to pick oV individual or groups of
measures. We aim to complete these changes by 2008.

— Taxi/private hire vehicle regulation (England outside London andWales) (RRAP number 1.147).

This consisted of four elements, one of which was incorporated into the Local Authority Consent
Regime RRO. Two items have been completed. The final item which clarifies the position of PHV
hirings across the borders of diVerent licensing authority area will be addressed in the next wide-
ranging review of taxi and PHV legislation. A date has not been set for the review.

— Providing information to car checking companies to assist people purchasing vehicles (RRAP
number 1.153).

This issue has been wrapped up in a wider consideration of the powers of DVLA to release data
and will be considered as part of the accreditation under the Information Fair Trading Scheme.

— Allowing third parties to have entitlement to a “cherished” vehicle registration (RRAP number
1.154).

This is the subject of a Private Members bill currently before Parliament. It will go for second
reading in November 2005.

— Vehicles: exemptions from goods vehicle operator licensing (RRAP number 1.155).

The Statutory Instrument is being finalised to include a few additional exemptions.We expect this
to come into force autumn 2005.

— Mandatory mileage recording for vehicles (RRAP number 1.157).

Primary powers are being sought in the Road Safety Bill. Following Royal Assent we will go out
to consultation (probably in Summer 2006).
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Financial Information

6. The Treasury and the National Audit OYce are currently undertaking a review of the adequacy of financial
management in Departments. Would the Department be willing to make available to the Committee any
recommendations or conclusions resulting from this work?

A review of financial management in the Department was undertaken by the Treasury, working with the
Department’s central finance function and with staV from the National Audit OYce, and was completed in
March 2005. The review recognised the significant progress made by the Department in improving its
financial management capability since it was created in 2002. The agreed actions and the associated
timescales were summarised by the Treasury as follows:

1. An enhanced “group” focus by the Board on overall management of the Department’s plans,
budget and financial risks, including all aspects of policy, resource and long-term capital
expenditure of agencies and NDPBs. Given the nature of the Department’s business, we have
specifically recommended that the Board should receive regular reporting on all major projects,
including spend to date and forecasts to complete. To be implemented by October 2005.

2. To assist in this process, clear definition of the respective roles and responsibilities of the central
finance function and of the finance teams of agencies. To be implemented initially by July 2005, but
with further development of the respective roles by April 2006.

3. Consistent with 1 and 2 above, appointment at the earliest opportunity of a professional group
finance director at Director General level. To be implemented at the latest by December 2006.

4. A continuing drive to improve the Department’s financial planning process, in terms of both the
longer-term forecasting necessary to underpin the Department’s major capital infrastructure
planning and identification of the resource inputs driving agreed outcome targets. This process of
improvement should also focus on enhanced integration of the risk management and financial
planning and monitoring processes. A process of continuing improvement, to be reviewed again in
the Autumn of 2005.

5. Clarification of the budget management responsibilities of your senior management (Director
General) team and enhancement of the finance capability supporting budget holders. To be
implemented for the year beginning April 2005, though with recognition that it may take at least
another six months to build finance capacity.

6. Developing a centre of expertise on managing interactions with the private sector. This might be
achieved through giving the Major Projects Directorate a broader and more proactive role but,
however it is achieved, it should include increasing the number of projects within scope, providing
assurance to management that best practice on private sector interactions and PPM is being
followed, and triggering intervention where it is not. Regular reports on all major projects should
be made to the Board. To be implemented by September 2005.

7. Related to points 1, 2, 5 and 6 above, developing an overall strategy to identify specialist finance
and projectmanagement capability gaps across theDepartment and its agencies, and taking action
to build the relevant capability. To be implemented by April 2006.

8. Progressing your plans to develop a shared services function for transaction processing across the
Department and its agencies, in order to enhance the eVectiveness (and eYciency) of group
information flows. To be progressed in liaison with the eGU and OGC as soon as those services have
developed suitable capability.

7. The Department’s estimated outturn for 2003–04 published in the 2004 DARwas reasonably accurate being
within 4% of the actual outturn published in the 2005 DAR. Can the Department provide the actual outturn
figures for 2004–05 so that the Committee can see if this pleasing pattern has continued?

The final outturn figures for 2004–05 are not yet available. However, as soon as they become available
we will forward them to the Committee.

8. Resource spending for 2004–05 on objectives one and two has fallen from 2003–04 by 4% and 7%
respectively. Why is this?

This is accounted for in PSA Objective 1, by the fall in Railways from £4,529 million to £3,797 million
between 2003–04 to 2004–05. For PSA Objective 2 it can be ascribed to the fall in GLA Transport Grant
from £1,568 million to £1,379 million.
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Rail

The main reason for the reduction in spending on Rail in 2004–05 is that in 2003–04 a new provision of
£970 million was set up for the de-risking of additional Channel Tunnel Rail Link grants and domestic
capacity charge, and to cover an increase in the net present value of existing provisions.

The de-risking of additional grants and part of the domestic capacity charge was implemented in 2003–04
to enable London and Continental Railways (LCR) to raise further finance (ie in addition to the bank
finance facilities secured against the grants that were de-risked in 2002–03). The finance was raised in the
form of bank loans and bonds and was required to assist with funding the cost of construction of the
Channel Tunnel Rail Link. The de-risking of the grants and the domestic capacity charge enables LCR to
maximise amount of finance raised andminimise the cost of this financing. The additional grant instalments
that have been de-risked will be payable in 2006. The domestic capacity charge payments that have been de-
risked will be payable over the period between 2005 and 2022.

GLA Transport Grant

There are two reasons for the reduction of resource spend in 2004–05. Firstly TfL’s grant settlement letter
of December 2002 (following the 2002 spending review) proposed a higher grant in 2003–04 than in 2004–05
primarily because £103 million of grant needed to be brought forward for 2003–04 from 2004–05 and
2005–06 in order to provide credit cover for the DLR City Airport extension PFI (to meet a requirement of
the old local authority capital financing regime). Secondly further grant was provided for London
Underground in 2003–04 beyond the 2002 settlement letter (as part of the transfer of LU to TfL). This
additional funding included £50 million for Jubilee Line extension and Canary Wharf agreement costs.

9. Capital spending on objective one in 2003–04 was about half the previous year’s figure. What was the reason
for this dramatic reduction?

The main reason for the reduction was a £233 million Programme Capital underspend by the Highways
Agency, of which £200 million was due to the change in the accounting policy for providing for future land
and property purchase and compensation liabilities. Previously, a capital provision was made when a
scheme entered TPI, but, following discussionwith theNAO, it was decided to delay the point of making the
provision until the schemewas at Compulsory PurchaseOrder stage, significantly later thanTPI, resulting in
a lower requirement for provisions.

A loan of £65 million to NATS was also included in the 2002–03 figures, as mentioned in the footnotes
to table A3.

10. Table A5 on page 219 shows administration costs. Paybill figures for 2005–06 onwards are unavailable.
Why is this?

Are these figures available now?

It is not Departmental policy to publish separately from other administration costs, figures for pay which
are still subject to negotiation and agreement. This is not a practice exclusive to DfT. Treasury, for example,
do not publish pay figures separately for future years in their Annual Report either. Pay negotiations for
2005–06 have still not been concluded, so no further information is available at this moment.

11. Can the Department explain why the total public spending for the OYce of Rail Regulation is negative
(page 212)?

Treasury and the OYce of National Statistics calculate the measure of total public expenditure (or the
total Departmental Expenditure Limit (DEL)) by adding a Department’s Resource DEL expenditure and
Capital DEL expenditure, excluding the costs of depreciation or impairment of fixed assets.

The OYce of Rail Regulation covers all resource costs through licence fees charged to the rail industry,
and therefore generally has a Resource DEL of £1,000. Higher historical capital expenditure has generated
an in year depreciation charge which in recent years has exceeded Capital DEL expenditure resulting in a
negative value for the measure of public expenditure.

For example, in the 2003–04 financial year ORR had a net Resource DEL of £2,000. Capital DEL
expenditure for the year was £339,000, but net Resource DEL included £350,000 cost of depreciation that
had to be excluded from the total. This total results in a net measure of public expenditure of minus £9,000.
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12. Note 10 in the 2003–04 resource accounts shows some significant under spends compared to the estimate
for some functions. The most significant of these is a £90.5 million (21%) under spend on Railways. Can the
Department explain this under spend?

The £90.5 million underspend on Railways, section K is mainly due to three programmes. Firstly there
is a £17.7 underspend on the BR pension liability due to the end year adjustments being less than originally
budgeted for following the government actuaries annual calculation.

Secondly there was a £25 million underspend against the Thameslink provision, the provision taken out
in 2002–03 was not needed and was reversed in 2003–04.

Finally, there was a £44 million underspend against the CTRL cost of capital budget, which was due to
the cost of capital credit for DfTs assets and liabilities being charged to Railways rather than being split
across the Department.

Can the Department explain what measures it has in place to ensure more accurate forecasting and budgeting
for future years?

During 2003–04, the Department, as part of its Improving Financial Management (IFM) programme,
strengthened its financial capabilities by recruiting a number of professionally qualified accountants. Aswell
as placing the resource accounts on a firm footing, and enabling the delivery of the 2003–04 Resource
Accounts some three months earlier than 2002–03 (in October 2004), Finance established a team of Budget
Support Executives to advise and monitor the quality of forecasting and budgeting in year. April 2004 saw
the roll out of “bottom-up” budgeting across the Department, which has led to significant improvements
to in-year budgeting.

Forecasting the budgetary consequences of capital charges and provisions for example, is complex and
technically demanding. Following on from the systems put in place to predict and monitor contingent
liability risks, we have carried out a pilot exercise to estimate these costs more eVectively. In future, the
system will require closer in-year management of their full budgetary consequences.

Under the next phase of the IFM programme, devolved financial management responsibilities will be
supported by “finance, planning and performance” managers at Director General level. This will see the
incorporation of financial measures into Business Plans and it will be enabled by better reporting and
improved financial skills training across the Department. This is also underpinned by the Professional Skills
for Government initiative.

In parallel with these changes, work is being undertaken to scope the provision of three to five year
planning information, making better use of the capabilities of our finance computer system.

In addition to the formal training, one-to-one support is providedwhere required and all finance guidance
is currently being updated.

Can the Department provide the analysis of net resource outturn by function for 2004–05 to enable the
Committee to identify areas where under spending has occurred?

Note 10.

ANALYSIS OF NET RESOURCE OUTTURN BY FUNCTION AND RECONCILIATION TO
OPERATING COST STATEMENT

Net Total
2004–05 Outturn

Gross compared 2003–04
Other Resource with Net Total

Admin Current Grants Expenditure A-in-A Net Total Estimate Estimate (restated)

RfR Spending in
Departmental
Expenditure
Limits (DEL)
Central
Government
Expenditure £000 £000 £000 £000 £000 £000 £000 £000 £000

A Ports and
Shipping
Services — 15,235 880 16,115 (1,297) 14,818 14,694 124 8,559

B Maritime and
Coastguard
Agency — 127,460 — 127,460 (9,203) 118,257 116,972 1,285 110,986

C Aviation
Services — 31,383 10,368 41,751 (53,556) (11,805) 23,067 (34,872) 15,164

D Transport
Security and
Royal Travel — 5,793 5,384 11,177 — 11,177 14,757 (3,580) 11,270
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Net Total
2004–05 Outturn

Gross compared 2003–04
Other Resource with Net Total

Admin Current Grants Expenditure A-in-A Net Total Estimate Estimate (restated)

E Highways
Agency 94,823 1,763,816 — 1,858,639 (37,168) 1,821,471 1,831,267 (9,796) 1,755,825

F Publicity and
Advice — 16,081 13,487 29,568 (1) 29,567 28,668 899 20,110

G Research — 21,913 — 21,913 (155) 21,758 23,906 (2,148) 26,016
H Statistics,

Censuses and
Surveys — 10,964 119 11,083 (16) 11,067 10,385 682 8,084

I Consultancies
and Other
Services for
Roads and
Local Transport — 4,690 500 5,190 (24) 5,166 5,642 (476) 7,759

J Mobility and
Inclusion Unit — 857 2,215 3,072 (22) 3,050 3,768 (718) -

K Strategic
Transport
Studies — 781 — 781 (232) 549 1,200 (651) 2,694

L Railways — (24,099) 274,551 250,452 (104) 250,348 323,500 (73,152) 336,302
M Commission for

Integrated
Transport — 422 — 422 — 422 800 (378) 668

N Water Freight
Grants — 246 3,286 3,532 — 3,532 7,338 (3,806) 9,108

O Bus Service
Operators
Grant — 362,109 967 363,076 — 363,076 365,740 (2,664) 344,263

P Vehicle Exercise
Duty
Enforcement — — — — (32,107) (32,107) (35,110) 3,003 —

Q Vehicle and
TraYc
Enforcement — 1,098 37 1,135 — 1,135 1,127 8 1,260

R Vehicle
Certification
Agency — 7,834 — 7,834 (7,333) 501 (36) 537 234

S PowerShift and
Clean Up — 20,938 — 20,938 — 20,938 23,480 (2,542) 26,221

T Dartford River
Crossing — 39 — 39 (69,528) (69,489) (67,000) (2,489) (69,083)

U Driving
Standards
Agency Trading
Fund — 561 — 561 (673) (112) 1 (113) 4,054

V Vehicle and
Operator
Service Agency
Trading Fund — — — — (2,533) (2,533) 1 (2,534) 9,493

W Vehicle and
Operator
Service Agency
Enforcement — 19,467 1,014 20,481 (751) 19,730 17,335 2,395 25,838

X Central
Administration 134,413 18,146 — 152,559 (14,542) 138,017 144,326 (6,309) 119,249

Y Trans European
Network
Payments for
Transport — (224) — (224) — (224) 3 (227) 76

Z Haulage
eYciency and
modernisation
projects (net) — 1,997 — 1,997 — 1,997 2,700 (703) —

2003–04 Road Haulage
Modernisation
Fund — — — — — — — — 7,803

2003–04 Driver and
Vehicle
Licensing
Agency — — — — — — — — —

2003–04 Railtrack plc (in
administration) — — — — — — — — (7,239)
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Departmental Investment (Appendix E)

13. The 2004 DAR contained plans for total gross investment in 2005–06 of £8.5 billion (table E1, page 142).
In the 2005 DAR planned total gross investment in 2005–06 has fallen to £7.2 billion, a 15% decrease (table
E1, page 259). Can the Department explain the reason for the fall in planned investment and outline how it will
ensure that the cut in planned investment will not adversely aVect performance against its PSA targets?

Although planned investment has decreased between the 2004 and 2005 DARs, planned total spending for
2005–06 has increased by 5% from £9.9 billion to £10.6 billion (appendixA). Are increases in resource spending
aVecting the Department’s ability to commit to investment as planned?

Regrettably, a significant part of the apparent decrease in investment spending plans reflects errors in the
content and structure of table E1 of the 2005DARwhichmean that not all of the planned public investment
spending has been included in the figures. In reality, the underlying planned spending on direct investment
and capital grants in 2005–06 remains unchanged, and the planned increase in Resource is an addition not
a substitution.

The figures shown for spending through the Private Finance Initiative have been revised, however, as
discussed in the response to question 15.

14. Planned investment in Local Authorities in 2005–06 has dropped from £2.7 billion in the 2004 DAR (table
E1, page 142) to £1.4 billion in the 2005 DAR. Why is there such a fall in planned investment funding?

How far will other sources of investment funding compensate Local Authorities for this drop?

The largest component of the errors in table E1 referred to above relate to the figures for LA spending.
In particular, some £730 million of funding for Transport for London which is scored within Capital DEL
was omitted from the 2005 version of the Table whereas it was included in the 2004 version.

However, there are reductions in the current plans for LA investment of some £340million (in comparison
with the plans made originally in 2002)—these are balanced by a corresponding increase in planned
investment spending on strategic roads by the Highways Agency and in capital grants to the rail industry.

15. Planned investment in PFI in 2005–06 has dropped from £2.1 billion in the 2004 DAR (table E1, page 142)
to £1.7 billion in the 2005 DAR, a fall of 20% (table E1, page 259). Can the Department explain what schemes
this has aVected and how those services will now be delivered?

PFI investment in the transport sector covers a large number of diVerent types of projects ranging from
street lighting to light rail schemes. The timing of these projects is subject to a range of factors which means
that projections of expenditure necessarily vary over time. The change in the 2005–06 planned investment
profile reflects a variety of pressures on the timing of the projects, for example, the July 2004 decision to
revoke the PFI credit allocations for the Leeds Supertram and South Hampshire Rapid Transit projects.

16. The 2004DAR showed the 10 year plan of investment and expenditure up to 2011–12 (table E2, page 144).
The 2005 DAR only contains investment plans up to 2007–08 (table E2, page 261). Do the plans published in
the 2004 DAR still stand?

If not can the Department clarify what has changed and the reasons for any changes?

The table in the 2004DAR shows planned investment and expenditure by sector. Can theDepartment provide
updated investment and expenditure plans split by sector for at least the years up to 2007–08?
Can the Department please also provide the actual investment and expenditure in 2003–04 split by sector and
those for total gross investment in 2003–04 for comparison with the plans published in the 2004 DAR (tables
E1 and E2)?

The plans shown in the 2004 DAR predate the strategy set out in The Future of Transport—a network
for 2030 (Cm 6234) and the outcome of the 2004 Spending Review. As these increased overall transport
spending plans, the planned spending figures reported in 2004 do not stand. In addition, DfT no longer sets
out detailed breakdowns of long-term plans for spending. Previous reports provided illustrative
breakdowns, noting that plans could change, for example in subsequent Spending Reviews. But with the
creation of the Transport Innovation Fund and themove towards regional indicative budgets, both of which
may aVect the allocation of funding to diVerent sectors, it is now considered that any illustrative breakdown
would potentially be too misleading.

The following table sets out public investment spending outturns and plans using the categories formerly
used in table E2 of the 2004 DAR.
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Public 2003–04 2003–04 2004–05 2005–06 2006–07 2007–08
Investment 2002 Plans Outturn Prov outturn Plans Plans Plans
£ Billions

Strategic Roads
0.6 0.4 0.6 0.8 1.1 1.1

Rail 2.7 2.7 2.7 3.2 3.9 2.9
Local Transport

1.6 1.5 1.7 1.6 1.7 1.7
London 1.0 1.0 0.9 0.7 0.8 0.8
Other 0.1 0.1 0.2 0.2 0.6 0.6

17. The Strategic Rail Authority (SRA) is due to be wound up later this year. The DAR shows investment in
the SRA continuing until 2007–08. Presumably future investment will be central DfT investment as the
Department will assume most of SRA’s functions. Can the Department clarify this?

At the time of publication of the DAR, detailed arrangements for the transfer of the SRA’s functions to
DfT had not been finalised. Therefore rather than attempt to anticipate changes, the figures were presented
on a roll-forward basis.

In addition, planned investment for 2005–06 in the 2004 DAR was £12 million but has fallen to £10.6 million
in the 2005 DAR. Is this fall related to DfT assuming SRA’s functions (eYciency savings for example) or for
some other reason?

The apparent reduction in planned investment by the SRA results from a technical change in the way
investment spending by the British Transport Police is scored—previously this was included within the
figures for the SRA; now it is separately identified.

18. Page 256 of the DARmentions proposals for the better management of transport assets. Have any of these
proposals been taken forward?

What is the timetable for securing improvement?

As part of asset management, in line with the recommendations of Sir Michael Lyons, DfT is creating a
Property Assets Board (PAB) to ensure that all DfT property held by the Department, its agencies and
associated bodies are: identified; recorded in accordance with the guidance of HMTreasury to Accounting
OYcers (DAO 08–05); and eVective use is made of them in accordance with current and future business
needs.

Performance Management

19. Earlier this year theNAO reviewed the data systems underlyingDfT’s PSA targets.Would theDepartment
be willing to provide the Committee with a copy of the report?

The findings in theNAO’s report on the data systems underlying theDepartment’s targets will be fed into
an omnibus report on targets for a number of government departments which is due to be published in
January 2006. The NAO’s report concluded that the Department had operated sound controls over most
of its systems, but should take greater responsibility for assuring the fitness for purpose and quality of data
provided by third parties.

20. There is no mention in theDAR of the 1998 Comprehensive Spending Review. Can theDepartment confirm
that there are no outstanding targets from this spending review?

Comprehensive Spending Review targets were all met and reported on in previous annual reports, with
the exception of the cycling target whichwas considered to be unrealistic. TheFuture of Transport published
in July 2004, said that “one-size-fits-all” targets for cycling were counterproductive at local level and that
we would instead look to agree sharper, more focused plans and targets with local authorities around
walking and cycling. The aim is for this to be achieved through the Local Transport Plan process.

21. Page 262 of the DAR says that the Department will be developing a suite of monitoring and reporting
systems to enableMinisters, the Board and senior managers to identify progress towards targets and objectives
and action needed to improve progress. What is the timetable for developing and implementing these systems?

Since the start of the 2005–06 financial year, the Board has been monitoring delivery against PSA targets
and other objectives set out in the Department’s business plan at bi-monthly intervals. This gives the Board
high-level oversight of progress against the full range of commitments, targets and milestones in the plan,
and allows it to address issues or risks arising which threaten delivery. Work is going on to develop
management accounts on a quarterly basis and financial reporting is under review more widely as part of
the shared services project.
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PSA 1—Congestion

22. The Department published new congestion targets in July 2005. The target for the strategic road network
will be met if the measure in 2007–08 is less than for the baseline period. This means that the target can be met
by achieving a negligible fall in congestion. Can the Department quantify what fall it would expect to achieve
over the period?

Our forecasts suggest that national traYc volumes will grow by about 35% from 2003 to 2025 under a
business as usual scenario. The new congestion target for the strategic road network is by 2007–08 to make
journeys more reliable. In the context of relentless traYc growth, even a marginal improvement against the
baseline period would represent a significant achievement.

The indicator has been designed to focus the Highways Agency’s attention on the causes of delay that it
is best equipped to influence in the short to medium term—the roadworks and incidents that are often
behind the lengthy delays experienced on the slowest 10% of journeys on each route—and to incentivise
interventions that will make a diVerence. This includes improving management of roadworks and planned
events, better incident management and response (with national roll-out of the Highways Agency TraYc
OYcer service and network of Regional Control Centres and Regional Intelligence Units), and providing
better information to road users about network conditions to allow them to plan their journeys.

23. The technical note for the local roads congestion target says that the local transport authorities for the 10
largest urban areas are the only ones obliged to set congestion targets in their Local Transport Plans. The DAR
implies that all local authorities have to set targets (page 65). Can the Department please clarify this?

Congestion targeting requirements for local transport authorities are specified in more detail in the “Full
guidance onLocal Transport Plans” and the accompanying technical guidance published inDecember 2004,
but the key point as stated on page 65 of the DAR is: “The 10 largest urban areas will set provisional targets
during 2005.”

The congestion indicator is a mandatory indicator only for the 10 largest urban areas and theDepartment
has beenworking closely with these 10 urban areas to develop new indicators of congestion; the Department
announced in July 2005 that it was introducing a new indicator of “average person delay” and continues to
work with the 10 largest urban areas to enable them to monitor and set targets against this new indicator
in March 2006. This includes provision of speed and journey time data by the Department to the 10 largest
urban areas.

The LTP guidance encourages other authorities that have identified congestion as a problem to set
appropriate targets, but they are not at present required to do so in this round of LTPs.

What system does the Department have in place to ensure that targets set are appropriately challenging?

The Department is engaging in a process of discussion and negotiation as to the appropriate level of
ambition to be oVered by the local authorities who are required to set mandatory targets. This process also
involves the Government OYce Transport Teams and the Treasury.

Our assessment of local authority targets will be made in the light of the full LTP package including the
other shared priorities for transport (safety, accessibility and air quality), planned interventions and the
funding to be provided by the Department.

A good LTP will also take account of and include information on the wider local and regional agenda,
with transport plans influencing and taking account of economic regeneration and job creation, housing
growth, land use and other related issues, enabling a balanced assessment by the Department.

24. The DAR states that there will be £1 billion investment in strategic roads of national importance and £900
million for routes of regional importance over the next three years (page 16). What criteria are used to
distinguish whether a road is of national importance or regional importance?

For the purpose of decisions on the funding of major road schemes, the trunk road network has been
divided into two categories—routes of strategic national and international importance and routes of
regional importance. Major road schemes on routes of strategic national and international importance will
continue to be funded through national transport budgets. Major road schemes on routes of regional
importance will be funded through regional funding allocations. These bring together capital financing for
major transport schemes promoted by local authorities under the Local Transport Plan system and major
schemes promoted by the Highways Agency on trunk roads categorized as of regional importance.

The following set of criteria, which all need to apply, were drawn up to help to identify the strategic
national routes:

— Having average daily traYc flows, along the length of the route, of more than 60,000 vehicles;

— Linking at least two of the top 20 English cities by population, or linking one of the top 20 cities
with an airport/seaport or Wales/Scotland;
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— Carrying heavy goods vehicle traYc equal to or in excess of 15% as a percentage of all traYc, as
an average along the length of the route; and

— Being represented on the European Union’s trans-European transport network.

Routes which do not meet these criteria fall into the regional category. Routes categorised as of primarily
regional importance are not being downgraded in importance. They will still be protected, managed and
maintained by theHighways Agency alongside strategic national routes as part of a single strategic network
serving each region and connecting it to the rest of the country.

25. The Public Accounts Committee published its report “Tackling Congestion by Making Better Use of
England’s Motorways and Trunk Roads” in June 2005 following a NAO report on the same theme. Will the
Department be taking forward the recommendations in these reports?

The Department’s formal response to the Public Accounts Committee’s report will be published in a
Treasury Minute in October. Many of the recommendations have already been implemented or are in the
course of being implemented, subject to availability of funding. The Highways Agency’s budgets for traYc
management are set out in its Business Plan for 2005–06, which also covers 2006–07 and 2007–08. About
£100 million a year is allocated to its new traYc management responsibilities.

26. The Highways Agency (HA) announced a Priority Action Scheme programme in October 2002, (page
55). 90% of these road improvement schemes are expected to be addressed by the deadline of April 2008. Why
are 10% of these schemes behind schedule?

Delivery of this programme is on schedule. The Highways Agency Business Plan for 2005–06 sets out its
targets for completing priority action sites, with 87 out of 92 sites (or 95%) due to be complete by the end
of 2007–08. The sites were identified at an early stage of investigation and at some sites, a viable solution
may not be possible.

27. The DAR (page 65) states that the Lorry Road User Charge will be coming into eVect in 2007–08, but the
Secretary of State has since announced that the current procurement for Lorry Road User Charging will not
continue.Without Lorry RoadUser Charging, howwill the Department ensure that all goods vehicles, including
those from overseas, make a financial contribution to road wear?

Has research and development work into Lorry Road User Charging technology and trials now been
completely halted?

Will the outcomes of the technology trials that have already been undertaken be made available to the
Committee?

As the Secretary of State for Transport set out on 5 July 2005, the Government is now taking forward the
plans for distance-based lorry charging as part of its wider work on national road pricing—to work for a
single comprehensive, cost-eVective system.

TheGovernment will continue to engage with the haulage industry to ensure that its needs are represented
as it takes forward work on road pricing for cars and lorries, and will ensure that the full experience gained
from the project is carried forward into that development work. Any scheme would need to ensure an
adequate mechanism for foreign users.

HM Revenue and Customs (HMRC) engaged in “Proof-of-Solution” testing with their shortlisted
bidders from January 2005, and the first phase of this testing was completed at the end of June. Work is
continuing to analyse and interpret those tests and to ensure that all the lessons learned can be taken forward
as part of the wider work on national road pricing.

Much of the information gained by HMRC as part of their “Proof-of-Solution” testing is subject to
binding agreements with their shortlisted bidders to protect the commercial interests of the organisations
involved. HMRC is currently undertaking discussions with the bidders on the implications on their
confidentiality agreements of ensuring that the test analysis is available for the ongoing work on national
road pricing.

28. When will the Department publish its response to the Road Pricing Feasibility Study?

The Secretary of State responded to the Road Pricing Feasibility Study in his statement to the House of
Commons on 5 July, reflected in the response to the Committee’s own report. The response included a
statement that a programme of work was underway to examine further the potential to move away from
existing taxes and towards a new system of road pricing.
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29. The Secretary of State has announced the Transport Innovation Fund. How much of this is new money
allocated to transport and how much comprises that planned in the 10 Year Plan for Transport?

The Transport Innovation Fundwas announced in the The Future of Transport and comes into existence
from 2008–09 onwards. The White Paper rolled forward the Department’s guideline budget to 2014–15 in
light of the settlement from SR2004. That settlement provided for an additional transport reform budget
of some £1.7 billion, principally for the railways, over and above 10 Year Plan provision. And it increased
10 Year Plan spending by an annual £0.5 billion from 2006–07 onwards.

The DAR states that some of the Transport Innovation Fund will be provided for “local schemes with the
capacity to make a contribution to national productivity” (page 115). Would transport services to deprived
areas in need of regeneration qualify under this remit?

In a paper published in July The Transport Innovation Fund, and placed in the Library of the House, we
explained how the Department will assess contributions to national productivity when considering how to
allocate money from the Fund. Schemes from across England which meet the objectives of the Fund and
oVer good value for money when assessed against this criteria will be eligible to compete for funding.

PSA 2—Rail

30. It is not clear from theDARwhether theDepartment is likely tomeet its 2006 Public PerformanceMeasure
(PPM) target. Can the Department provide current projections for the expected change in PPM up to 2006
and highlight what factors may aVect this expectation both positively and negatively?

The latest available projections show that by March 2006, the PPMMoving Annual Average will stand
at 85.64%.Factors thatmay influence this figure include unforeseeable incidents such as the terrorist attacks,
the severity or otherwise of autumn weather and the continued maintenance of and improvements to
performance to which individual train operators have committed.

The Spending Review 2004 target says that further progress will be made by 2008 but does not specify by
how much. Would the Department quantify the expected progress by 2008?

The Department is currently in the process of developing the 2008 PSA target. No target value has yet
been agreed.

31. Teething problems with the west coast route modernisation led to poor performance (page 76). The DAR
says that further work remains to be done to return performance to acceptable levels. When does the
Department expect performance to have recovered?

Significant performance improvements have been achieved already and are expected to be maintained. In
September 2004 the Pendolino trains (which nowoperate almost all VirginWestCoast services) began tilting
operation. This allowed them to run at higher speeds and performance has steadily improved ever since. By
August 2005, 88.3% of trains were arriving within 10 minutes of their scheduled times and for morning peak
business services the figure is 94%.

Can the Department provide more detailed information on the nature of the action plans, referred to on page
76, and if possible provide an example of an action plan for the Committee?

So far as the trains are concerned, the organisation which supplies many of the critical spare parts has
been brought in-house by Alstom (the firm which built the Pendolino trains); shift patterns at depots have
been changed to ensure more staV are available to deal with the critical morning peak period; and an
engineering helpline has been established to ensure that, where possible, faults are rectified on the spot
without having to take trains out of service. There has also been a programme of modifications to deal with
air conditioning, doors and toilets, the areas which have been especially prone to failure in the past.

Infrastructure problems have been largely due to failures of particular signalling and points systems.
Network Rail has assembled dedicated teams to reduce the incidence of failures and to minimise the eVects
when they do occur. Early indications are that the number of failures, and the resulting disruption, are
reducing.

Action plans are owned by the relevant component parts of the industry and not the Department. We
monitor progress and hold the industry to account for delivery against these plans.

What lessons have been learnt that will help prevent similar drops in performance after infrastructure changes
elsewhere on the network?

A significant cause of the dip in performance on the West Coast Main Line was the fact that a large fleet
of new tilting trains was introduced at the same time as major track and signal upgrades were being carried
out. That raised some complex technical issues. They were dealt with by the process of thoroughly
investigating failures, drawing up action plans to deal with them and establishing dedicated, cross-industry,
teams to see them through. The approach has been very successful and has been promulgated widely across
the industry. We will expect it to be applied to comparable projects in the future.
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32. The Department is dropping the part of the PSA target relating to passenger kilometres because a 50%
increase by 2010 is unrealistic.Will the Department continue to report against this target in its DAR up to 2010
as required by the Treasury?

This is no longer a formal target. However, the Department will continue to report passenger kilometres
as required by the Treasury.

Can the Department provide data showing the projected increase in passenger kilometres up to 2010?

Projections for increases in passenger kilometres up to 2025were published in theDepartment’s document
“The Future of Transport: Modelling and Analysis”. Paragraph 3.4 states “Our central projection shows
rail passenger kilometres increasing by 33% between 2000 and 2010. This implies a pick up in growth to
around 3.5% a year for the rest of this decade; this is higher than recent figures but less than the second half
of the 1990s”.

How will the Department ensure that dropping this aspect of the target will not mean rail usage falling oV
the Departmental agenda?

As noted above, this is no longer a PSA target but the Treasury still requires the Department to report
passenger kilometre figures. Furthermore, driving increases in rail use is crucial to delivering the
Government’s priorities for Britain’s railway identified in theWhite PapersThe Future of Transport and The
Future of Rail.

33. The only significant increases in passenger kilometres seen are in London and the South East (Figure 4b,
page 73). What is the Department doing to promote rail use on long distance and regional routes?

One of the Strategic Rail Authority’s formal objectives was to promote the use of the railway. Ministers
considered whether, with the abolition of the SRA, the Railways Act 2005 should place a corresponding
duty on the Secretary of State. They concluded, however, that while a duty of this sort was appropriate to
the SRA with its exclusively rail-related functions, it would not be appropriate to the Secretary of State in
view of his Departmental responsibility for all transport modes.

Nevertheless,The Future of Railmade it clear that theGovernment was committed to securing the growth
of the industry as well improvements in its performance.Wewill set targets for the industry in theHigh Level
Output Statement to ensure that the industry delivers the improvements that the Government expects from
the changes made through the Railways Act 2005.

34. The DAR says that the Department is on course for removing slam door trains from all lines south of the
Thames by mid-2005. Has this now been achieved?

Of the three South-of-the-Thames operators, SouthWest Trains have already eliminated slam door trains
other than six vehicles on the Lymington branch where they expect to receive an exemption to retain them;
South East Trains expect to have removed all slam door trains by early October; and Southern retain a small
number to cover for failures which they plan to eliminate by November.

35. Page 75 of the DAR refers to the £600 million project to upgrade the power supply, due to be completed
mid-2005. Is this upgrade complete? If not, when will it be finished?

The power supply upgrade is still in progress and is expected to be substantially complete by the end of
2005. Thereafter, some further upgrade work may be undertaken in 2006 if the results of trial running and
testing show that further work could be a cost eVective way of delivering further improvements to services.

36. The OYce of Rail Regulation performance assessment of Network Rail said that it has started to get
control of the management of the rail infrastructure but there is still more to be done. What input does the
Department have into developing Network Rail’s plans for management of the infrastructure?

What assurances does the Department have that these management plans are adequate?

Network Rail is a private sector company regulated by the OYce of Rail Regulation rather than by
Ministers. A primary ORR function is to ensure that Network Rail meets its key targets.

The Secretary of State is nevertheless Network Rail’s major funder. Recognising this, the White Paper
The Future of Rail proposed a binding agreement between the Secretary of State and Network Rail under
which the Secretary of State will set the strategic framework within which Network Rail will be required to
operate. Within this framework it will remain ORR’s responsibility to set the targets which Network Rail
will be required to meet. The binding agreement does, however, include a reporting requirement to ensure
that the Secretary of State is kept fully informed of progress towards the targets and of the steps being taken
to deal with any problems.
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PSA 3—Local Transport

37. The Spending Review 2004 target includes a commitment to growth in every region. Outside London
bus use is falling (page 241). How many regions currently have a positive trend in bus use?

Statistics published on 8 September for the year April 2004 to March 2005 showed that passenger
journeys on local buses in England rose by 0.9% compared to the previous year. Since 2000–01 growth
has been 7.9%. London was the only area where growth was seen over 2004–05. South East and South
West of England remained static over the last year but other regions saw falls. However, we expect that
the introduction of the 100% concessionary fare scheme in April 2006 will deliver a positive uplift to the
bus patronage trend in all regions. We have not yet completed our assessment as to what the extent of
this uplift will be.

Despite the decline in patronage outside of London, there have been some good examples of areas
where a strong partnership between the local authority and the bus company have delivered patronage
growth. These include Cambridge (14% increase since 2001–02), Brighton (17% increase since 2000–01)
and York (50% increase since 2000–01).

What plans does the Department have to monitor bus use in rural areas and address significant declines?

The statistics collected by the Department on bus passenger numbers enable bus use in the most rural
local authority areas to be monitored, though it is recognised that even these areas include a mix of
urban and rural communities. In addition, The National Travel Survey (NTS) monitors access to bus
services specifically in rural areas. The latest survey, published in July, shows that the proportion of
households in rural and small–medium urban areas within about 10 minutes walk of an hourly or better
bus service has increased significantly in the last five years. In rural areas in 2004 57% of households
had this access, compared with 46% in the 1998–2000 survey. The NTS also shows that there has since
1997 been a small increase in the number of bus trips made by residents in rural areas.

The Department will continue to support rural bus services through Rural Bus Subsidy Grant paid
to local transport authorities; allocations to authorities for 2005–06 total £53 million. Local authorities
report annually to the Department on the use made of this grant. Returns for 2003–04 show that some
29 million passenger journeys were made on services supported by this grant in that year. Following the
introduction of accessibility planning the reports for 2004–05, and future years, will in particular monitor
the resulting improvements to access to key services and facilities.

38. Figure 5b on page 90 shows that bus spending by central government is planned to decrease in real
terms. How will this impact on the Department’s ability to meet this target?

There will be a small (0.5%) decline in funding in real terms between 2005–06 and 2007–08. This is
due to the ending of the Rural and Urban Bus Challenge schemes and their replacement by the
“Kickstart” scheme described in the Department’s report.

After five years, it was felt that the Challenge schemes had achieved their aim of stimulating the
development of innovative bus solutions by local authorities. The intention of these schemes was always
that the funding from central Government should be time-limited so that it should in time be replaced
by funding from alternative sources, generally local authorities or the fare box. The services supported
have particularly emphasised social inclusion and accessibility objectives, rather than patronage growth
as such.

The figures in Figure 5b should not be considered in isolation but instead within the overall context
of all the other sources of funding available to the bus industry. This includes Kickstart which is
particularly aimed at providing initial support for services which have good potential for significant
patronage growth.

In addition to the figures in Figure 5b, the Government will now be providing an additional £350
million in 2006–07 to raise the statutory minimum requirement for older and disabled person’s travel
concessions. It will improve from the current half-fare entitlement to guarantee free oV-peak travel on
local buses. This will increase bus patronage.

On this basis, we feel that the small decline identified above will not aVect the Department’s ability
to deliver the Bus Patronage PSA target.

39. The NAO and the Audit Commission are currently undertaking a joint study of the eYciency of local
government spending on buses (DAR page 94). Have there been any conclusions from this study yet, and
if so can they be forwarded to the Committee?

We understand that the report of this joint study on the eYciency of the “delivery chain” for bus
services in England is nearing completion and will be published this autumn.
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40. At the time the DAR was published in June 2005 no local authorities had submitted bus Quality Contract
Schemes. In March 2005 the time between making a bus Quality Contract Scheme and its implementation
was reduced from 21 to six months. How many local authorities have submitted Quality Contract Schemes
since March 2005?

If it remains the case that no local authorities have used the power to implement contracts with bus
operators when will the DfT review the applicability of the scheme?

The Department has not, to date, received any applications to approve bus Quality Contract Schemes.
However, we are aware of considerable interest from Passenger Transport Authorities and others. Some
are actively working up proposals—which they will then need to consult on locally as required by the
Transport Act 2000—and we expect to receive applications from them if the outcome of these
consultations is positive.

An additional reason why we may not have had an earlier response is that local transport authorities
are currently reviewing their Bus Strategies, as part of the second round of Local Transport Plans, and
the criteria for approving a Quality Contracts Scheme are related to the implementation of policies in
the Bus Strategies. The Department does not see the need for any further moves on its part to encourage
local authorities to use the power available under the Transport Act 2000 which, by its nature, was always
intended to be used in particular circumstances rather than as a general rule.

41. Some low floor buses, although suitable for wheelchair access do not have PSVAR 2000 certificates
because they were introduced before 2000 (page 99). According to the DAR, although accessible, these
would be illegal after 2016 or 2017. What is the Department going to do to ensure that accessible buses
are not taken out of service simply because they were introduced before the certification process was in place?

The regulations made under the DDA cover land based transport and when fully implemented will
provide consistent standards across transport modes. The end dates for buses were set following detailed
consultation with industry and allow a full economic life for each vehicle type. There is no intention to
extend these dates, but operators would be able to modify older vehicles to meet the requirements of
PSVAR if they consider it worthwhile.

42. Light rail use has been increasing (page 241). Following an NAO report in 2004 questions have been
raised about light rail due to escalating costs and disappointing passenger numbers. What impact will
escalating costs have on the Department’s ability to deliver this target?

Light rail patronage has grown by 28% from 124 million passenger journeys in 2000–01 to 159 million
journeys in 2004–05. In 2004–05, light rail accounted for 3.8% of the total patronage figure included
within the public transport PSA target, up from 3.2% in 2000–01.

In addition to growth on existing lines, the London City Airport and Woolwich extensions to the
Docklands Light Rail system are currently being constructed and will deliver further patronage growth
during the PSA target period.

If cost escalations mean that a proposed light rail scheme can no longer oVer value for money then
the Department would not support it. However, the Department would expect to work with the local
authority on improving other modes of public transport aimed at delivering patronage growth and
therefore contributing towards the combined PSA target.

Passenger forecasts have diVered from actual take-up and for some schemes patronage has been over-
estimated by promoters. The Department does commission independent audits of promoters’ models but
this is based on existing modelling guidance. The Department has undertaken a peer review of the
modelling guidance and a draft revised version of the guidance will shortly be published for consultation.
The new guidance will provides advice to promoters and consultants on the design and use of public
transport forecasting models and will cover best practice.

The Department is working with promoters of proposed light rail schemes to ensure that schemes are
developed as part of an integrated package, including integration of buses, through ticketing, appropriate
park and ride facilities, and measures to manage traYc. This will ensure that investment in light rail
is helping local authorities to deliver wider transport goals such as tackling congestion and minimising
pollution.
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43. The Department allocates 75% of the integrated transport block to local authorities according to
formula, and 25% according to track record, strong plans and high ambition. The DfT has now received
five years worth of Local Transport Plan Annual Progress Reports. Given the Department has received five
years worth of progress reports, how many local authorities does it expect will receive their full allocation of
integrated transport block; and how many will be penalised through reductions in the flexible 25% of funding?

The Department has published planning guidelines distributing all of the available funding between
local authorities. Local authorities are guaranteed at least 75% of their planning guideline. The remaining
25% will be reallocated between councils—any funding in excess of the guidelines for some would be
matched by reductions for others. Recent experience of progress reports and also the first local transport
plans suggests that most authorities will demonstrate at least satisfactory performance. The Department’s
best estimate is that most authorities will receive funding close to their planning guidelines, a few
substantially more and a few substantially less. However there is a range of policy options for the
distribution of the 25% of funding and no decisions have been made.

What assessment has the Department made of the impact on local authorities’ performance of awarding
a quarter of the integrated transport allocation according to past record and planning abilities?

The Department commissioned consultants to evaluate the impact of the local transport plan policy.
The consultants are part way through their contract but the Department has published a summary report
on their work with weaker authorities. One overall conclusion of this is that “it is clear that the ranking
of annual progress reports acts as a trigger to drive improvements and, hence, a valuable contributor to
engendering higher standards of performance.” However the report also concludes that “it is less clear . . .
how much [withholding] performance funding in addition to being classified as weak triggers a
commitment to improvement.”

44. Page 17 of the DAR states that a separate fund to support transport schemes in growth areas is being
established. Please could the Department provide more detailed information on this fund?

As part of the 2004 Spending Review the Treasury announced a Community Infrastructure Fund (CIF)
to support transport investment to facilitate housing in ODPM’s four growth areas identified in the
Communities Plan: Sustainable Communities: Building for the Future, published in February 2003.

The four growth areas are: Thames Gateway; Milton Keynes/South Midlands; Ashford; and London-
Stansted-Cambridge-Peterborough.

CIF consists of a capital grant allocation of £200 million fund (£50 million in 2006–07 and £150 million
in 2007–08). CIF is on DfT’s budget but it is subject to a “dual key” requiring spending decisions to be
taken jointly with ODPM. It is intended to complement rather than replace mainstream transport
investment and comes on top of around £3.5 billion of other planned expenditure by DfT in the
growth areas.

£34 million from the fund was earmarked in November 2004 for two transit schemes in the Thames
Gateway area (East London and Greenwich Waterfront) in order to support the 2012 Olympic bid. Under
a two-stage process, initial bids for the remaining £166 million were received in January 2005. In March
2005 Ministers asked promoters to work up about 40 of the suggested projects in more detail. Detailed
bids were submitted at the end of July 2005 and these are currently being assessed.

45. Following the OYce of Fair Trading (OFT) report on the regulation of taxi and private hire vehicle
services in 2003, local licensing authorities that restrict taxi licences have been asked to review that policy
and justify the restriction (page 101). How many licensing authorities have lifted their policy on restricting
the number of taxi licences following the OFT report?

As at 9 September, 35 licensing authorities have replied to the Department that they have removed
their limit on the number of taxi licences in their area.

46. The Department provided local authorities with a bespoke software tool called “Accession” for use in
accessibility planning as required in the second round of Local Transport Plans (page 112). Was Accession
made available according to timetable? If not, what was the length of delay and what eVect did this delay
have on local authorities’ ability to undertake accessibility planning?

With reference to the timetable set out in the consultation draft of Guidance on Accessibility Planning
in Local Transport Plans there was a five month delay in making “Accession” available to local authorities
to ensure that the package was fit for purpose. This is unlikely to have significantly aVected local
authorities’ ability to undertake accessibility planning, as the timetable for the process was revised and
extended to allow for the delay and as there are significant elements of the process that can be progressed
in the absence of Accession or other software.

Following the consultation period, and in response to concerns raised by local authorities, the
Department relaxed the date for submission of completed accessibility strategies from November 2005
to March 2006, and for submission of full LTPs from July 2005 to March 2006. Also, whilst authorities
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were expected to submit framework accessibility strategies within the provisional LTPs by July 2005,
the Department’s expectations as regards the expected components of these framework strategies was
significantly revised between the consultation and final drafts of “Guidance on Accessibility Planning in
Local Transport Plans” to take account of the delay in issuing “Accession”. The original timetable
therefore envisaged a 17 month period between the availability of “Accession” and the submission of
completed accessibility strategies. As the actual period of time will be 16 months, the eVect of the delay
in delivery of “Accession” should be minimal.

Whilst accessibility planning is an evidence-based process, and whilst the Department has provided a
free licence of the software to each LTP authority, the use of Accession by local authorities is not
mandatory. Associated technical guidance, issued to local authorities, discusses what analyses those using
other software, and those with no software or limited data may be able to do. Accessibility planning
should also be seen as an evolving process throughout the LTP period and beyond, and the use of
accessibility planning techniques, including Accession, should not stop once LTPs have been submitted.

PSA 4—London Underground

47. This target has transferred to TfL. It however remains a live target for the Department as its deadline
is 2010. Will the Department continue to report against this target in its Autumn and Annual Performance
reports until 2010?

We will continue to monitor regularly the performance of London Underground (LU) against the six
key performance indicators agreed with the Mayor until 2010–11, as set out in Focus on: London’s Tube.1

The Department has included information on LU’s performance against these targets in its 2005 Annual
Report and will do so in future wherever relevant to its responsibilities. Both Transport for London and
LU will also continue to publish performance information on their websites.

48. The new signalling system will be installed on the Jubilee line by 2009 and the Northern line by 2011
(page 246), there is no indication of when it will be installed on other lines. Why will it take so long for
these systems to be installed?

What is the timetable for installing the system on the rest of the underground network?

What percentage of the network still uses manual or semi-manual signalling systems? What is the impact
of this on safety and eYciency?

The dates for the PPP companies to upgrade the performance of the various Underground lines are
provided by the PPP contracts. The upgrade of individual lines has been scheduled for dates that are
realistic in terms of lead-in times that minimise disruption on multiple lines at the same time, and avoid
the creation of resource shortages by programming all the work together. They also reflect the average
age and life expectancy of the existing assets, including train fleets and signalling systems, so that decisions
can be made on the basis of whole life asset cost. The table below provides further details of the
programme to upgrade each line.

The commissioning of a new signalling system is a lengthy process, especially on existing lines. The
system that will be installed on the Jubilee and Northern lines will be a state of the art system, providing
improved capacity, reliability and safety for the lines. The system has to be designed, thoroughly tested
and installed before it can be used. This will include extensive safety testing before the system is introduced
and it has to be accepted by the Health and Safety Executive at each appropriate stage. It is worth noting
that testing on the tracks, which is a crucial part of the upgrade process, can only be done during
engineering hours (normally between 12.30 am and 5.00 am) and weekend closures.

Tube Lines, who are responsible for both the Northern and Jubilee systems, were awarded their PPP
contract on 31 December 2002. The Jubilee line system is programmed to be introduced by the end of
December 2009, seven years after their contract commenced. The programme for installing the new system
consists of, with overlaps, three years of design, two years installation and three and a half years
commissioning. The Northern line signalling upgrade commenced at the beginning of 2004, and will be
completed by January 2012, a period of eight years. This will include three years of design, two and half
years for installation and three and a half years of commissioning. This reflects the greater length and
complexity of the Northern line, and that the construction of entire line dates from between 1890 and
1941.

Tube Lines are currently on schedule for delivering these line upgrades, having awarded contracts to
install the Alcatel S40 signalling system on the Jubilee and Northern lines. They have completed the
conceptual design for both signalling systems and achieved a prototype demonstration for the Jubilee
line. The decision regarding the new signalling system for the Piccadilly line, also the responsibility of
Tube Lines, has yet to be made. Metronet, with responsibility for the other lines, intend to install a DTG-
R signalling system (Distance to Go by Radio supplied by Westinghouse Rail Systems Ltd) on the
Victoria and Sub-surface lines.

1 Published in July 2003 by Transport for London.
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Line Existing type Proposed new Further details
of signalling signalling system

Waterloo and City Two aspect signalling system 2007 Improved signalling system
with tripcock and track conditions,
/trainstop protection. together with an additional

train will deliver a 25%
increase in peak hour
capacity and shorter journey
times.

Victoria Automatic train operation 2013 Together with new trains
(ATO) with automatic train that will be introduced in
protection. 2009 the line will receive a

35% increase in capacity and
a 16% reduction in average
journey times.

Piccadilly Two aspect signalling system October 2014 Together with new trains the
with tripcock/trainstop line will receive 35% increase
protection. in capacity and a 19%

reduction in journey times.
Circle Two aspect signalling system New signalling Together with new trains
District with tripcock/trainstop system for all the this will deliver overall a
Hammersmith and City protection. “sub-surface” routes 19% increase in capacity.
Metropolitan by 2018
Bakerloo Two aspect signalling system 2020 Together with new trains the

with tripcock/trainstop line will receive a 23%
protection. increase in capacity and an

18% reduction in average
journey times. The signalling
system on this line is newer
than some other lines and so
is less of a priority.

Central Automatic train operation No plans The line was extensively
(ATO) with automatic train modernised during 1990s,
protection. when new signalling was

introduced. There are no
plans to replace the
signalling system at present.

East London Two aspect signalling system The signalling system will be
with tripcock/trainstop addressed as part of the East
protection. London Line Extension

Project.

Both the Jubilee andNorthern lines have two aspect signalling systemwith tripcock/trainstop protections.
The replacement of the older signalling systems, together with new rolling stock and improvements to the
condition of other assets such as track, will produce the eYciency improvements illustrated above. The
existing systems are safe and their use has been agreed by the Health and Safety Executive when they
accepted LU’s Safety Case.

49. Other capacity increases are expected by 2012 (page 246). Given the rise in use of London Underground
can it aVord to wait this long for the expected capacity increase?

Major improvements to capacity can only be delivered through enhancements to signalling and rolling
stock, which take time to deliver, especially on existing lines that are heavily used. Meanwhile the PPP will
ensure maximum use is made from the existing capacity by ensuring that rolling stock is available and
reliable, that there are fewer failures of equipment and that these are restored promptly, (eg bulbs are
replaced before the usual failure date in signals). Examples of this include the £78 million refurbishment of
Central line trains that has seen fleet reliability, expressed as a mean distance between failures, improve by
33%. The Piccadilly line has seen the number of lost customer hours—the estimated total impact of the delay
on customers—fall by 40% between 2003–04 and 2004–05. Tomeet the levels specified in the PPP contracts
will require the removal of many temporary speed restrictions across the network which will have
performance benefits. Other improvements available before 2012 include an additional carriage on Jubilee
line trains from January 2006, the refurbishment of District line trains that will be completed by 2009, and
the new trains being introduced on the Victoria and Metropolitan lines from 2009.
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The PPP itself will deliver a capacity increase of approximately 12% by 2012 and 15% by
2015. Improvements such as the modern signalling systems and trains being introduced under the PPP will
help achievemaximumbenefits from the existing infrastructure. This is what the PPP is intended to deliver—
a modern, reliable system and this will help LU in meeting predicted increases in demand.

But there are physical and practical limits to what can be achieved with the existing network. The PPP
was never intended to deliver wholesale increases in capacity for the LU network. This can only be achieved
through the building of new lines that would be independently procured outside the PPP. This is why
projects such as Crossrail, and the extensions to the East London Line and DLR are being brought forward
separately. Station Capacity schemes, for example Victoria, are also outside the core PPP and require
significant extra resource. Other initiatives, such as the Transit schemes, are also being considered by the
Mayor to address London’s future public transport needs.

50. In the light of the recent terrorist actions in London, London Underground has to strike a balance between
security and eYcient running of the network. What eVect will this have on progress against targets?

Will targets be adjusted in the light of these events?

LU, working closely with other agencies, has always sought to maintain a sensible balance between the
security of the network and need to deliver operational performance. Enhanced security measures following
the July attacks are proportionate to the threat and should not aVect LU’s ability to deliver the
Government’s targets in the long term, but the immediate aftermath of the July incidents has had an impact
on this year’s performance.

Until 7 July LU was on course to meet all six targets for the year 2005–06 having previously met or
exceeded all of its 2004–05 targets. Performance during July was severely aVected by the terrorist incidents,
and LU predicts that it will not be able to meet the 2005–06 target for train kilometres operated, while the
percentage of schedule operated target may also be unachievable, given the month long closure of the
Piccadilly and Circle lines. Performance against targets for excess journey time, excess train journey time,
and probably customer satisfaction will also be adversely aVected, although the eVect on the last of these is
diYcult to predict.

The long-term eVects of the July incidents will not be known for many months. The increased number of
security alerts and reversal of recent trends in passenger income will have a significant impact on LU and
Transport for London, although by mid-August passenger numbers had shown an encouraging recovery
following a sharp fall in the weeks immediately following the bombings.

If possible the Department will publish figures at the end of the reporting year that identify the impact of
the July incidents on the year’s performance, as it did for the eVects of industrial action by fire personnel
and the train derailment at Chancery Lane in the year 2002–03. At the moment there are no plans to revise
the targets for future years, but if necessary the position will be reviewed when the longer-term impact is
fully known and understood.

PSA 5—Road Safety

51. There is evidence that the level of under reporting of non-fatal road casualties may have increased in recent
years, the Department is carrying out research into this (page 177). When will the results of this research be
available?

The results of the research on under-reporting will be available by the end of the year.

What impact might this have on progress against the target?

It has long been recognised that a proportion of non-fatal casualties are not reported to the police. For
the purposes of monitoring progress towards meeting the 2010 targets this does not cause a problem,
provided that the levels of under—reporting have remained relatively constant over time. The researchwork
aims to assess whether there have been changes in reporting practices over recent years, and whether these
might have implications for achievements of the casualty reduction targets.

52. There is a high level of public support for speed cameras (page 178). However there continues to be claims
that cameras do not reduce accidents and that they are more concerned with raising money from fines than
accident reduction. What plans does the Department have to tackle this misconception?

TheDepartment has kept the safety camera programme under review since it was created.The Three Year
Evaluation Report published in June 2004 concluded that there had been a significant reduction in speeds
and casualties at camera sites operated within the programme and that the majority of the public support
the use of cameras for targeted enforcement. A further report on the first four years of the programme is
expected in the autumn. There is no evidence to support the claim that cameras do not reduce accidents.
This was substantiated in a review by theUniversity of theWest of England in which 14 studies from around
the world all drew the same conclusion.
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The Department remains firmly committed to the safety camera programme and continues to promote
its benefits and successes at every opportunity and respond to any claims that are factually inaccurate. The
Department also routinely publishes all Freedom of Information responses, including those which
demonstrate that cameras are used for casualty reduction, rather than revenue raising, reasons.

It has to be acknowledged that some press reporting is inaccurate and that the Department may not be
able to directly influence this. However we continue to work closely with partnerships and other
stakeholders to ensure that any misconceptions about the safety camera programme are swiftly tackled.

What evidence does theDepartment have that proposals in the Road Safety Bill which could allow a reduction
in the penalty for some speeding oVences would not lead to an increase in the number of people speeding?

There is no formal evidence either way, however whilst some motorists clearly do want to speed there is
evidence that suggests that most motorists have diVerent priorities.

For example the AAMotoring Trust’s regular survey of public and drivers’ opinions asks for comments
on the statement “The roads would be safer if drivers kept to the speed limit”. The responses in 1986 and
2003 showed that:

— In 1986: 38% agreed strongly with the statement; 41% agreed slightly with it.

— In 2003: 70% agreed strongly with the statement, 18% agreed slightly with it.

Market research carried out for the Department by TNS reveals a gradual increase in the reported social
unacceptability of speeding—the proportion of motorists finding it unacceptable and highly unacceptable
to drive a 40 mph in 30 mph areas has risen from 60% in 1998 to 76% in 2003. This is reflected in the
Department’s annual speed surveys showing that the proportion of drivers exceeding the 30 mph limit has
reduced quite considerably over the last couple of years.

The proposal for graduated speeding penalties allows for a lower penalty of two penalty points for lower
end speeding penalties and also up to six penalty points at the higher speed ranges.

The proposals are designed to allow more flexibility and for the punishment to better fit the crime. There
are considerable diVerences in the degree of excessive speeding by motorists. A graduated structure would
allow more careful consideration to be given to drivers who through lapses of concentration breach the
speed limit by a relatively small amount. In theses cases we expect that even two penalty points would act
as a suYcient deterrent to prevent re-oVending. The graduation would also hit much harder those who
continuously and deliberately exceed the speed limit by large amounts. It is expected that this would act as
a strong deterrent.

The Road Safety Bill does not specify a particular new structure of penalties for speeding—this is still
open to discussion. It gives the Secretary of State the power to do so through an Order made by statutory
instrument. The Bill requires a statutory consultation under theAct (when passed) with “such representative
organisations he as the Secretary of State thinks fit” before making an Order. An Order will also be subject
to AYrmative Resolution and therefore debate in the House.

53. Page 183 of the DAR indicates that some vehicle manufacturers are already taking steps to improve
pedestrian protection, in advance of legislation. When is legislation expected to come into force?

Phase 1 of the Directive 2003/102/EC which relates to the protection of pedestrians and other vulnerable
road users before and in the event of a collision with a motor vehicle, will apply to new car designs from
October 2005. A second phase including enhanced requirements is likely to apply from 2010 but is yet to
be finalised.

PSA 6—Air Quality

54. This target is joint with Defra. What proportion of each of the pollutants covered by this target are
attributable to transport?

Nationally, transport is a major contributor to emissions of the PSA pollutants except sulphur dioxide
and lead.

Proportion of emissions of each of the PSA pollutants attributable to transport (all modes; with road
transport figures in brackets).

1,3-but CO NOx PM10 Benzene SO2 Lead

74% 51% 45% 28% 26% 2.7% 1.8%
(72%) (49%) (40%) (27%) (23%) (0.3%) (1.5%)

Source: National Atmospheric Emissions Inventory, 2002 (latest year available).

Data presented by source category.

PM10 data includes emissions from car brake and tyre wear.

Benzene data includes emissions from gasoline evaporation.
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This contribution increases proportionally in urban areas, where road transport is the primary source of
emissions.

National emissions of NOx and PM10 decreased by 52% and 38% respectively from 1990 to 2003, and are
projected to continue to fall. But more needs to be done in order to meet our target.

Whilst emissions are a useful indicator, the contribution to concentrations of pollutants (ie what people
breathe) is a better indicator of transport’s significance. Transport is the primary source of pollution in
approximately 95% of places where our NO2 and PM10 targets are being or are likely to be, exceeded.

55. The Department is conducting a review with Defra and other stakeholders focusing on measures to reduce
levels of NO2 and PM10 (page 164). Does the Department have any early findings or conclusions from this that
it can share with the Committee?

The department is currently participating in a review of the national AQ Strategy, which will look at
additional measures—including transport measures—to move us towards our target.

The Government’s views on the scope and initial findings of the review have been discussed
with stakeholders at the Air Quality Forum and can be found on the Forum website: http://
www.defra.gov.uk/environment/airquality/forum/index.htm.

Initial draft results, still subject to change, were published on the 24 May 2005 session of the Air Quality
Forum and wider stakeholder workshop.

When will it be in a position to outline new strategies?

According to current plans, the Government expect to publish a document on the Review of the Air
Quality Strategy for consultation around the end of this year.

Other strategic documents which will have a bearing on the delivery of our Air Quality target are: The
Future of Transport Whitepaper published in 2004; the new Guidance for the second round of Local
Transport Plans issued in December 2004 and the Aviation Whitepaper published in 2003.

56. The SO2 2004 objective was missed at a number of local monitoring sites not included in the national
network (page 249). What is the reason for excluding these sites from the national network?

The Local air quality monitoring sites were set up by local authorities to carry out monitoring under their
duties for Local Air Quality Management and Assessment, or by the energy providers to monitor the
impacts of power stations on air quality. The national network has quality assurance and quality control
procedures set by the European Standards Institute, and these are diVerent from those required for Local
Air QualityManagement or those carried out by the energy providers. Thus, while these sitesmay be entirely
suitable for their purposes, they may not be suitable for inclusion in the national network. Defra is
considering the possibility of bringing suitable local authority sites into the national network, where these
sites measure exceedences of national or EU air quality targets not picked up by the national assessment.
These local sites would then be quality assured and quality controlled to national network standards. It
should also be noted that road transport is not the main cause of the sulphur dioxide exceedences, as it
contributes just 0.3% of total sulphur dioxide emissions.

57. Has the Clean Air for Europe study (page 249) reported yet? What are the outcomes?

The European Commission is expected to publish shortly conclusions from the work undertaken as part
of the Clean Air for Europe (CAFE) study. They are expected to publish three documents: a Commission
Communication setting out the level of ambition that should underpin the Commission’s policy onmeasures
to protect human health and the environment; a proposal for a new Air Quality Directive of the Council
and Parliament consolidating and repealing existing legislation, and proposing new standards for particles
in ambient air; and an Impact Assessment setting out the costs and benefits of the level of ambition in the
Strategy and proposed Directive. The Government will respond to the Commission’s proposals in due
course.

58. TransportEnergy Grants towards the purchase cost of vehicles and pollution-reduction equipment were
suspended earlier this year while checks were made that they complied with European rules on state aid. When
did the Department notify the European Commission of its intention to introduce new grant incentive
programmes? How long did the Commission have to respond?

Following the suspension are these grants now available again? What changes have been made?

The Department notified the European Commission of its intention to introduce new grant programmes
in May. Questions on the proposed schemes were received from the Commission in May and answers to
these have now been provided. Barring any further questions being received, we would anticipate receiving
decisions on most of these schemes by the middle of November. The exception to this is the Infrastructure
Programme, which received clearance from the Commission during July. The Energy Saving Trust began
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operating the Infrastructure Programme at the end ofAugust and, while no grants have yet been given (since
the application process can take approximately a month), initial interest from the market place has been
reasonably strong, in line with our expectations.

New PSA Target—Greenhouse Gases

59. Emissions from transport are rising (page 166). Is there any realistic expectation that this trend will be
reversed in the near future, and by 2010 in particular?

The Department expects that emissions from transport will rise until 2010 but will fall between 2010 and
2025 if a second round of EU voluntary agreements, or other measure to enhance fuel eYciency is in place.
The Department published projections of CO2 emissions for road transport earlier this year. The figures
published in the Review of the UKClimate Change ProgrammeConsultation Paper (PB 10372) do not take
account of a second voluntary agreement after the current ones expire. There is no significant diVerence
between the figures in the Consultation Paper and DfT figures when the same assumptions are used.

A range of policy measures are in place to reduce emissions over and above what they would otherwise
have been in 2010. These include “smarter choices” programmes (school, workplace and individual travel
planning), school travel programmes, sustainable travel towns programmes, EU voluntary agreements, a
new car labelling scheme, graduated VED and company car tax, biofuels duty incentives and support for
cleaner vehicles.

As theDepartmentalAnnual reportmakes clear, wemust balance the increasing demand for travel fuelled
by increased economy prosperity with our goals for protecting the environment and improving the quality
of life for everyone, in line with the UK’s strategy for sustainable development.

The Climate Change Programme Review which is currently underway is looking to come up with a range
of measures, including transport ones, that can be packaged together into a new programme to help the UK
meet its carbon reduction goals.

60. When will the revised Climate Change Programme be available?

The Climate Change Review Programme will be published by the end of 2005.

61. Planned fuel duty increases due this year have been postponed twice. What impact will this have on the
Department’s ability to meet this target?

The PSA target is a joint target betweenDTI, DfT and Defra. It is a joint cross Government target rather
than a separate target for transport emissions. This is the right approach as it enables choices to be made
on the most cost eVective basis.

The Department’s projections for carbon saving from transport assume fuel duty is kept constant in real
terms. The postponement of planned fuel duty increases has been oVset by current high oil prices, resulting
in a negligible impact on the Department’s ability to meet the target.

Is the Department planning to do anything to tackle public attitude towards fuel prices and climate change
in order to gain acceptance of the need for fiscal measures?

The Department is currently looking at a range of communications options to help make the public more
aware of and interested in the impact of their behaviour on carbon emissions and climate change. The
options under considerationwould help transport usersmakemore informed travel choices. Fiscal measures
are a matter for the Chancellor.

As set out in the Departmental report, an enhanced fuel eYciency labelling scheme began this year for
new cars sold in the UK and the labels can now be seen in vehicle showrooms across the UK. The aim is to
help motorists to see howmuch tax they can expect to pay and howmuch they can expect to pay in fuel bills
depending on the choice of vehicle and its fuel use/levels of eYciency.

Various wider communications options are being considered by a range of Departments in the context of
the UK Climate Change Review Programme.

62. Unilateral implementation of greenhouse gas emissions charges for aviation have been delayed until at least
2007 (page 170). What impact will this have on the Department’s ability to deliver this target?

The PSA target is to reduce greenhouse gas emissions to 12.5% below 1990 levels in line with our Kyoto
commitment and move towards a 20% reduction in carbon dioxide emissions below 1990 levels by 2010,
throughmeasures including energy eYciency and renewables. Emissions arising from international aviation
are not included in states’ national emissions inventories and do not therefore count towards Kyoto
obligations. There is no international agreement for how such emissions should be approached.
Nevertheless the Government attaches importance to addressing the environmental consequences of
aviation and reports on action in this area under the PSA target.
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The UK continues to take a leading role internationally in tackling aviation’s share of greenhouse gases.
The international nature of the aviation industry means that it is most eVective to address problems in
collaboration with governments and institutions on an international scale.

As theDepartmental Annual Report makes clear, theGovernment is pursuing vigorously its aim to bring
aviation within the EU emissions trading scheme from 2008 or as soon as possible thereafter. The European
Commission has commissioned consultants to produce a report on this issue, “Giving Wings to emissions
trading”. This is intended to provide the underpinning for a Commission Communication. The increasing
debate and attention on this issue enables the UK to take forward work during our EU Presidency to
promote the inclusion of aviation in the EU emissions trading scheme.

Given the work being taken forward on an international front, we do not believe that refraining from
introducing greenhouse gas emissions charges at national level is impeding action to tackle the climate
change eVects of aviation. However, we do reserve the right to act alone or bilaterally with like-minded
partners if progress towards agreements internationally proves too slow.

Diversity

63. Table B1 on page 226 shows the Department’s recruitment statistics for 2004–05. 38% of appointments
were women, these are mostly in pay bands 2, 3 and 4. Only two disabled staV were appointed during the year,
just 0.6% of appointments. The Department has reviewed its recruitment strategy to attract a wider and more
diverse pool of applicants (page 45). Can the Department explain in greater detail what it is doing to improve
the recruitment rate for women and disabled staV, especially to the higher pay bands?

It is not clear from the table how many of the women and disabled people appointed were appointed as
permanent staV. Can the Department provide these figures?

We are taking a more pro-active approach in terms of our advertising of posts available within the
department. However, for external recruitment, this approach is aVected considerably by the requirement
placed upon the central department to reduce its overall headcount by 10% by March 2007. Main-stream
recruitment activity is virtually frozen save for the current recruitment activity for specialist rail technical
posts the department is undertaking as a result of the closure of the Strategic Rail Authority. Over the last
12 months, we have also advertised a small number of senior opportunities for specialist positions with the
department and our executive agencies.

Since 2004, besides advertising in the national press, we have placed all our external job opportunities on
a jobs website dedicated to senior women seeking professional positions (Aurora) with some limited success
in terms of exposure. And we have had success through competitive executive search in placing women into
senior positions with the appointment of the newChief Executive of the Driving Standards Agency; the new
Information Director at the Highways Agency. Also we have had success with our last external Pay Band
6 (Grade 7) Assessment Centre held in 2004 where 80% of the successful candidates were female and all bar
one are now in post within the department.

64. Table 2e on page 46 show that the Department fell short of the Cabinet OYce targets for women and
disabled staV in the Senior Civil Service (SCS). The DAR outlines some of the Department’s programmes to
address this on earlier pages. Can the Department say whether it expects these programmes alone to deliver the
required percentages or whether further measures will be necessary and if so what these will be?

Can the Department also give a date by which it expects the April 2005 Cabinet OYce targets to be met and
whether it is likely to achieve the new, more diYcult April 2008 targets?

The Department is using a combination of programmes and initiatives as set out in the DAR to help
towards meeting these targets. These initiatives include improving the quality of diversity data held on our
HR database eg self service where staV can update their own diversity records; the introduction of a talent
management strategy which aims to encourage the progression of under-represented groups and others
within the Department eg Green Light aimed developing minority ethnic staV in Pay bands 1–5; and work
on how well we attract, retain and advance female employees eg “Gendex” a gender survey which identifies
and maps individual perceptions of DfT’s commitment towards gender diversity.

The Department was unable to meet the April 2005 Cabinet OYce targets we are now focusing on
introducing strategies to facilitate in meeting the April 2008 targets. The 2008 DfT targets were recently
revised to make them more realistic and achievable, whilst incorporating enough stretch to remain
challenging. Additionally the Department is in the process of producing an internal Diversity Delivery Plan
stating how it intends to meet the 2008 diversity targets in the future, which will be monitored on an
annual basis.
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65. Table 2f on page 46 shows that the ethnicity of 10.9% of staV is unknown. This makes it very diYcult to
accurately monitor the Department’s progress towards an ethnically diverse staV. Can the Department outline
what it is doing to address this gap in its data?

TheDepartment is in the process of attempting to improve the data currently held on employees regarding
all of the equality themes. This is being rolled out using self service on our personnel database. All employees
are being asked to check their personal data online and to complete any gaps within the monitoring data.
The Equality and Diversity Unit (EDU) will be able to monitor which employees have not completed the
data and will be able to make sensitive enquiries with them as to why they have refrained from supplying
information. Through discussion and awareness raising, EDUwill try to encourage individuals to supply the
data and allay any concerns theymay have which could be preventing them fromdisclosing the information.

This process of improving monitoring data is part of the overall HR Diversity Strategy, which over the
last 12 months, has been attempting to increase awareness of individuals around diversity.

66. Progress on accessibility is given entirely in terms of outputs such as the number of low-floor buses
available. Has any assessment of outcomes been made, for example is there any assessment of whether public
transport use by people with disabilities has increased?

The Department recognises the need to assess the impact of the accessibility regulations that have been
introduced under the Disability Discrimination Act 1995 (as amended by the 2005 Act) on the mobility of
disabled people.We are currently looking at how best to undertake that assessment so as to provide a robust
data source for policy evaluation.

Electronic Service Delivery

67. TheDepartment has introduced a number of new electronic services. What plans does the Department have
to advertise these new electronic services in order to increase usage?

Usage of Transport Direct, the online journey planning and travel information service, has been steadily
increasing. By May one million user sessions had been achieved since launch. The service has been the
subject of a paid online advertising campaign which ran between 1 August and 14 September 2005. Other
paidmarketing activities include a planned radio sponsorship campaign, targeted word searches onGoogle,
Overture and Espotting and promotional opportunities in consumer and trade magazines. In addition, the
service is benefiting from free promotion by transport operators via poster advertising (in railway stations,
on buses etc).

The DVO Group is seeing a steady increase in the use of its existing online and IVR services and aims to
increase take-up of its electronic services very substantially. The Group is working to a target of 60% by
2008. All communications such as TV advertising, application forms, leaflets etc are being overhauled to
feature www.direct.gov.uk URL as the primary point of contact for individual customers. Marketing
strategies are developed and tailored for each new service as it is phased in. A similar strategy has been
developed for the launch of a range of e-services for commercial customers such as lorry and bus operators,
expected in 2005. The www.transportoYce.gov.uk URL will be promoted as the primary destination for
allGovernment commercial driving and information services.Marketing activity will focus initially on those
commercial customers with the greatest propensity to take up online services and on those who have already
used online services such as operator self-serve. Services will also be promoted through the use of partners
and intermediaries such as motor trade industry bodies and Businesslink.

For a service to be taken up it is important that periods when the system is “down” to be kept to a minimum.
For each of the Department’s and its Agencies electronic systems how much “downtime” has there been?

The Department recognises the importance of keeping system “downtime” to a minimum to encourage
customer take up of electronic channels. Since its launch, the Transport Direct service has proved very
resilient with minimum unplanned downtime. Performance levels since April 2005 indicate that DVO
Agencies systems are similarly robust with availability running at or above 99% for both online and IVR
channels. Details of key service availability are as follows:

Transport Direct 99.8%

Operator Self-Serve 99%

Practical driving test booking 99.9%

Theory driving test booking 99.8%

Automatic First Registration 100%

Electronic Vehicle Licensing online 99.9%

Electronic Vehicle Licensing IVR 99.9%
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68. The Driver and Vehicle Licensing Agency’s system to allow customers with cars under three years old to
tax vehicles on the internet or over the phone was launched in 2004. The delay in rolling out MOT
computerisation has delayed the service roll-out to owners of older vehicles. Has the roll-out kept to the planned
schedule? If not what plans are there to get it back on track?

Roll-out of Phase Two of the Electronic Vehicle Licensing systemwill enable vehicles over three years old
(which require a valid MOT) to be taxed on line. System development is complete but roll-out is dependent
on completion of the roll-out of the MOT computerisation system. Operational roll-out of MOT
commenced on 18 April 2005 and around 6,500 garages were on line as at the beginning of September 2005,
representing 35% of the total number of garages to be activated. Currently 440 garages are being activated
per week and plans are in place to steadily increase this number up to 680 per week by the end of
November 2005.

By what date does the Department expect all MOT garages to have computerised facilities?

Siemens Business Services are currently scheduled to have all garages on line by 31 March 2006.

When will all owners be able to use the internet or the phone to tax their vehicle?

Owners of vehicles under three years old can already renew their road tax on line and, in January 2005, the
electronic facility was extended to includeHGV/PSV relicensing. The service is being gradually expanded to
include vehicles over three years old as the roll-out of theMOTcomputerisation system continues. Currently
over a million MOT passes have been recorded on the MOT database and customers whose MOT is held
on the system are being invited to tax their vehicle on line. By December 2005 40% of the total customer
population will have access to the service, with 80% having access by October 2006. We would expect all
owners to have access to the service by 31 March 2007.

69. The roll out of the MOT computerisation has been delayed (page 205). To date, how much has the
computerisation of the MOT cost and how has it been funded? What increases in the cost of the MOT are
planned in the near future to fund the roll-out?

Public expenditure on the MOT computerisation programme has been £24 million from the inception of
the project to the commencement of roll-out (18 April 2005). This includes VOSA internal project costs and
payments to SBS (settlement of a commercial dispute and the securing of greater authority and control over
roll-out). Funding of the computerisation of MOT comes from income generated by sale of the pass
certificate (which in turn forms part of the MOT test fee). Prior to starting the project, the MOT certificate
element of the fee was 58 pence (for administration and enforcement of the MOT scheme). Approval was
given for certificate costs to rise in stages up to £1.69 in order to fund the computerisation service and the
benefits it will bring. Currently theMOT certificate element of the fee is £1.44. The date of the final increase
to £1.69 has not yet been set.

Other Issues

70. The 2002 Spending Review contained one objective for DfT. In the 2003–04 Resource Accounts the
Department reported against 11 objectives. The 2005 DAR reports against the four 2004 Spending Review
targets. Can theDepartment explain this continual change in objectives and explain in the light of these changes
how it can ensure continuity of monitoring of performance against objectives?

Could it also explain how the 11 objective reported against last year relate to the current four objectives to
enable comparisons to be made?

The Department’s PSA objectives are set in Spending Reviews and provide the framework for its PSA
targets. These are high level objectives which last for the whole Spending Review period. Below these, the
Department sets its own more detailed objectives as part of its business planning cycle. These objectives
incorporate the Department’s PSA targets but include other important areas of transport which are not
covered by PSA targets. Business plan objectives are reviewed annually and take account of current
priorities, including any changes to PSA targets.

Business plan objectives may be revised and new objectives introduced or removed where relevant. For
example, the 2005–06 business plan also includes a set of objectives relating to improving the Department’s
operational eVectiveness and eYciency. To show the relationship between the two sets of objectives, the plan
includes a table which shows the contribution made by each business plan objective to the four PSA
objectives.

The resource accounts are retrospective and report against the business plan objectives from the previous
financial year. The 11 objectives reported last year were therefore the business plan objectives for
2003–04. The four Spending Review objectives were set in Spending Review 2004 and relate to the period
2005–08.
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71. TheDepartment relies on local authorities to deliver many of its objectives. Local authorities produce Local
Transport Plans under guidance from the Department, the next plans will be published in March 2006. What
plans does the Department have in place to review these plans and ensure they comply with guidance and are
suYciently challenging in their objectives?

The Department is assessing the provisional plans (which were published in July 2005) and also the final
plans due in March 2006. The completed assessments will consider whether objectives and targets are
appropriate and suYciently challenging. They will influence the distribution of funding and will be
published.

The fourth Annual Progress Reports indicated that only about 70–75% of local targets are clearly on track
to being achieved (DAR page 111).What powers does the Department have to intervene where local authorities
are not meeting their targets?

The Department does not have intervention powers related to the achievement of local authority
transport targets. The Government does have intervention powers related to authorities that are generally
failing—and a number of the diYculties related to local transport arise in these councils’ areas. Elsewhere
the Department works through persuasion, financial incentives and the input of its assessments to the
Comprehensive Performance Assessments of local authorities. The Department does have intervention
powers related specifically to the Network Management Duty.

72. Sickness absence has risen slightly from last year and remains high at 10.7 days. The DAR highlights
improving arrangements to monitor and manage sick leave as a current issue. Can the Department outline how
it will do this and by when it thinks sickness absence will reduce to an acceptable level?

The Department is a member of the Whitehall “Managing Attendance Network”. The Network are
working on devising common standards of reporting before adopting any new targets for reductions in sick
absence levels. It has also been recognised that sick absence rates are aVected by the nature of the business
being carried out, its location and staV profile. Thus each Agency may well have its own target level of sick
absence. However, the Department and its Agencies are following the recommendations of the “Managing
Attendance in The Public Sector” report which cover:

— Line managers to be trained in both systems and procedures and the skills to deal with absence
management;

— Departmental HR support should enable moves towards integrating absence and performance
management;

— All public sector organisations should review individual cases and casemanagement arrangements
for long-term sick absences (eg over six months);

— Earlier intervention of occupational health advisers and seeking a clearer prognosis;

— Departments should consider whether recruitment procedures are robust in terms of pre-
employment checks as to an individual’s absence record.

The initial stage is to validate the accuracy of current levels of sick absence prior to setting meaningful
and realistic targets for improvement.

73. The British Transport Police Authority (BTPA) was established July 2004 and BTP will produce their
first set of accounts this year. What has the Department done to ensure that BTP has the appropriate financial
mechanisms in place to enable them to do this?

BTPAwas set up on 1 July 2004 as an Executive Non-Departmental Public Body (NDPB) accountable to
theDfT.As such it is required to have financial and accounting systems in place in accordance with Treasury
guidelines for all NDPBs.

As an NDPB the BTPA is required to prepare a set of accounts. The Department has issued BTPA with
a formal Accounts Direction which requires its annual accounts to give a true and fair view of the income
and expenditure and cash flows for the financial year, and the state of aVairs as at the year end. BTPA is
therefore required to prepare accounts in accordance with:

(a) Executive Non-Departmental Public Bodies Annual Reports and Accounts Guidance;

(b) other guidance which the Treasury may issue from time to time in respect of accounts which are
required to give a true and fair view;

(c) any other specific disclosures required by the Secretary of State;

except where agreed otherwise with the Treasury, in which case the exception shall be described in the notes
to the accounts.
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The Management Statement/Financial Memorandum, agreed between the Department and the
Authority and based on a Treasury model, sets out the roles and responsibilities of the Department and the
Authority. The Management Statement also requires BTPA to establish and maintain arrangements for
internal audit in accordance with Treasury standards. The FinancialMemorandum sets out in greater detail
certain aspects of the financial framework within which the Authority is required to operate.

The document also lists the specific Instructions and Guidance with which the Authority must comply.
These include “Government Accounting” including the Accounting OYcer Memorandum for NDPBs,
“Executive NDPBs—Annual Reports and Accounts Guidance”, “Next Steps Agencies, Trading Funds and
Non-Departmental Public Bodies: Guidance on Annual Reports” and other relevant instructions and
guidance issued by the central Departments.

The Treasury andNAO agreed that BTPA should prepare their first set of accounts for nine months only.
BTPA is included in Treasury consultations on resource accounting and budgeting for NDPBs, and the
Department ensures that BTPA is made aware of any changes to the RAM which impact on NDPBs.

The Permanent Secretary has designated the BTP Chief Constable as Accounting OYcer for the BTPA,
including the BTP Force, with responsibility for the keeping of proper accounts, for their proper
presentation as prescribed in legislation or byMinisters, and for personally signing the accounts. The BTPA
Accounting OYcer must conform with the requirements of the BTPA’s Management Statement and
Financial Memorandum and ensure that accounts are drawn up in accordance with any conditions set out
in legislation, the Accounts Direction and relevant Treasury guidance. He must also ensure that proper
financial procedures are followed and that accounting records are maintained in a form suited to the
requirements of management as well as in the form prescribed for published accounts.

Within the DfT Rail Group a sponsorship team has responsibility for monitoring the BTPA’s activities
on a continuing basis. It also informs the Authority of relevant Government policy, advises on the
interpretation of that policy, and issues specific guidance to BTPA as necessary.

74. The DAR states the Department will be reviewing the ports policy framework (page 146). What is the
timetable for this review and when will it be completed?

What will be the scope of the ports policy review and will the conclusions bemade available to the Committee?

The Department intends to launch the ports policy review with a wide-ranging consultation exercise after
decisions have been made on the pending container-terminal applications for LondonGateway, Felixstowe
South and Bathside Bay. We expect to complete the review during 2006. Its conclusions will be
communicated to the Committee, and published.

Preparatory work is already in progress, including consultants’ studies on traYc forecasting and
transhipment. The review, which will be UK-wide, will cover a broad range of policy issues including
demand and capacity at national and regional levels; direct and indirect port-related employment; safety;
inland and coastal connections to ports; governance of trust and municipal ports; and better regulation.

Witnesses: Rt Hon Alistair Darling, a Member of the House, Secretary of State for Transport, and
Mr David Rowlands, Permanent Secretary, Department for Transport, examined.

Chairman: Gentlemen, can I welcome you most Mr Darling: I will do that. I am the Secretary of
State. David Rowlands is the Permanent Secretary,warmly to the Transport Committee. You are
who you certainly know very well and I expect thecertainly top of our favourite guests and we are
Committee does as well.always thrilled to see you here. Can we begin by a

little bit of housekeeping. Any Member having an
interest to declare? Q2 Chairman: Did you have something you wanted
Clive EVord: Member of the Transport & General to say to us or may we go straight into questions?
Workers. Mr Darling: No, I am quite happy to go to
Mr Clelland: Member of Amicus. questions. I think the points I want to bring out I
Mr Martlew: Member of the Transport & General can probably do so during the course of the
Workers and member of the General & Municipal. afternoon if that is okay.
Chairman: Gwyneth Dunwoody, ASLEF.
Mrs Ellman: Transport & General Workers Union. Q3 Chairman: It will not surprise you if I ask you
Graham Stringer: Member of Amicus. why does the new congestion target focus on the

worst 10% of journeys? Are you not worried about
the other 90%?Q1 Chairman: Thank you very much. May I,
Mr Darling: Yes, we are. It might be helpful if Igentlemen, point out to you that since you are such
explain what we are trying to do here.important persons I shall not run the risk of some

terrible social gaVe in addressing you in the wrong
order but, Secretary of State, would you like to Q4 Chairman: It would be surprising but it would

also be helpful.introduce yourself for the record?
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Mr Darling: That is a very happy coincidence then. were third. What you are really saying is that this
way can be clearer for the general public toYou will remember that the original PSA target

that we had was one that measured a notional level understand?
Mr Darling: Everyone who drives a car andof congestion across the entire network, and indeed

in simple terms if you wanted to bring the number undertakes a regular journey into work will know
whether or not on a particular day the road isdown simply sorting out the problem on one road

or building a new motorway would result in an congested or not. They will know that there are
particular times when you travel when the road isapparent drop in congestion across the entire

network, which of course was nonsense. Since I more congested. I take your point about
internationally, yes, we do manage our roads andbecame Secretary of State I have been determined

that we reduce congestion in a way that is obvious for people who are always saying British roads are
terrible and everybody else’s roads are fine, that isto people who are on the road, and that seemed to
nonsense. For example, we now have traYc oYcersme to point towards making sure that we had a
on most parts of the motorway network clearing uptarget that results in reducing the actual congestion
accidents and all the evidence is that they areon particular roads. So what we have done is using
getting the roads running again much, much morethe data that we now have—this sounds like a
quickly. We did not used to do that in the past.railway station.
That is why I say we are now doing things we didGraham Stringer: We thought we would make you
not used to do. Equally, with the traYcfeel at home, Secretary of State!
management legislation we have now brought in we
have introduced a permanent system to stop the

Q5 Clive EVord: We bought it from BR! indiscriminate digging up of roads by utilities,
Mr Darling: It sounds like a British Rail which can cause havoc, as we know happened here
announcement system to tell you when the 10.24 is outside the Palace of Westminster a few years ago.
due to arrive. And of course it will be running on All these things do make a real diVerence to the
time now since train punctuality is vastly improved, amount of congestion there is. Of course there are
and that was one of the points I was going to make things in the longer term like road pricing which
during the course of the afternoon! To go back to we have discussed before, and I dare say we will
congestion, using the data we have got we have discuss again. I just think that what was wrong with
identified 100 of the main roads in this country, and the old system was it seemed to me to be a
on each one of them we have aimed to reduce the theoretical examination of congestion whereas
amount of congestion by tackling 10% of the worst most drivers want to see real, practical
journey times on that. To give you an example, to improvements so their particular journey takes less
go between A and B normally might take you 50 time than it might otherwise have done.
minutes. There will be journeys on either side of
that, sometimes better than that but there will be Q7 Chairman: So what assurances have you gota small minority of journeys that are worse. They from the Highways Agency about their guarantee
are usually caused by things like roadworks, by they are not going to cause you problems by
accidents, by inappropriate junction design. These diverting traYc, for example?
are all things that we can sort through the Mr Darling: I think we are very conscious of the
legislation we have taken in the TraYc risk of diversion. If you sort congestion on one
Management Act, the traYc oYcers who now clear road only to congest a parallel road or nearby road,
roads and so on. In other words, what it is doing then you are not really sorting the problem. Here
is aligning our target with the policy and the things the answer to your question really depends on the
we pay the Highways Agency and other people to particulars because what you do on one road might
sort out. So what you will get at the end of this be diVerent to what you do on other roads—
process is steady improvement. Of course, if you
tackle the worst journeys that does have a knock-

Q8 Chairman: Secretary of State, you are veryon eVect on the overall levels of congestions on
proud—and I do not say this in a pejorativethose routes, but what I am trying to do is move
sense—of your traYc management oYcers and thefrom a generalised level of congestion to saying
speed with which they can clear things, sowhere on the network is there a problem, how do
presumably the other side of that is the HighwaysI sort that problem out? And I believe this is a far,
Agency will now feel confident enough to give youfar better way of doing it and it is entirely
a certain number of targets that they can fulfil?consistent with something that I have been going
Mr Darling: Not yet. I dare say there will be but,on about for the last three and a half years and that
remember, the traYc oYcers have only been on theis in the past we have failed to manage the road
road for a comparatively short period of time, somespace eVectively, in some cases we did not even try.
for only a few months on some parts of the networkThrough a combination of measures now we are
and others for just about a year. When we have amanaging it better and we are getting more out of
proper evaluation of that we will be able to decidethe system.
how far we roll that out. I do not want to overdo
it because the traYc oYcers are only one part of a

Q6 Chairman: We were not actually that bad at whole lot of things we are doing. Each and every
managing the system, were we really? The AA one of us knows that the problem used to be that

you would have an accident, the police would turnMotoring Trust did a Euro test and decided we
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up, the casualties be removed and then several frankly, we have not done enough in the past to
hours might elapse before crash vehicles were make sure we get more out of what we have got
removed, and a small crash could result in a major already, particularly in an area like the one you
traYc jam, sometimes shutting an entire road for represent where you know that for every one
several hours. We still have examples of that, but person who wants a road, somebody else does not
all I can say is we are getting better at clearing those want it, at least not where they live, and you have
things up than we used to be. got to try and strike a sensible balance there.

Q9 Mr Goodwill: We have a number of routes in Q10 Graham Stringer: I am sorry, I was not sure
this country which are regularly congested because if in your previous answer to congestion you
they are commuter routes or school runs, et cetera, explained why you used a diVerent definition for
but we also have routes which are congested urban congestion as compared to inter-urban
seasonally, so the routes to the South West during congestion.
the holiday season, Silverstone, Castle Donington, Mr Darling: I did not because nobody has askedthe A64 to Scarborough, dare I mention! How will me about that yet.this system prioritise these regularly congested
routes because many of the travelling public, whilst
they can put up with a bit of congestion on the way Q11 Graham Stringer: I thought your explanation
to work because they know to allow for it, it is of inter-urban congestion relating to the perception
when we get these major congested weekends, and of delays in 10% of journeys was very good but why
I am wondering how they will fare compared to is it an “average person” delay in urban areas?
the others?. Mr Darling: Quite simply because you are talking
Mr Darling: You are right, there are events in about public transport there. You are talking
diVerent parts of the country or routes like the M5 about, for example, a bus as one vehicle but it hasjust south of Bristol which are particularly prone

got maybe 60 or 70 people on it. What we areto becoming bottled up with the holidays in July.
interested in in urban areas is the delays people faceI do not want to fall foul of the caravan lobby but
on their journeys whether they are on publicyou get a lot of caravans going down that way.
transport or in a private car, whereas most of theThat particular route is one that both the Highways
inter-urban journeys you are talking about you areAgency and the local police have given quite a lot
talking about cars.of attention in terms of regulating the flow of

traYc, which you can do now, using early warning
signs. Also we do not do it on the M5 yet but on Q12 Graham Stringer: Will not those urban
the M25 for example there are mandatory speed definitions by taking an average obscure the hotlimits to regulate the flow of traYc, also again

spots (slow spots might be the best description) orclearing up after breakdowns, and getting the roads
the real congestion points, because they willcleared as quickly as possible. You mentioned
average them out?Silverstone. That is becoming a major policing
Mr Darling: I hope not but remember also what weoperation every time there is a meeting there. The
have done in many of these areas is the objectivepolice, the local authority and the Highways
is that the local authorities (a PTE or council) meetAgency do work very closely together. It can be
the targets they set themselves in the LTPs and thatinconvenient for people living nearby. Some roads
allows them to focus on the particular hot spots, ifhave to be closed or there have to be restrictions
you like. There always will be a tension, you areand so on, but I think the last Silverstone event a
right, when you have got average delays and so onfew months ago in the summer passed oV quite
between the theoretical and what are the practicalwell. But whether it is that or rock concerts at
steps you need to sort these things out. What weMilton Keynes, I think it is a combination of the
have tried to do in urban transport is to reflect theHighways Agency and the local policing making
fact that you are dealing with a lot of peoplesure that people get about. There is always going
moving, a lot of people on public transport as wellto be this tension. You cannot have a road system
as in cars, but by using the LTP mechanism whichthat is so big that you can cope with whatever

happens. It is a question of managing the system is actually focused on specifics, you can then deal
properly and being prepared. For the sake of with the hot spots and particular problems in a city
completeness, I would say—and this is a pilot that or conurbation.
will be rolled out, I guess, over the next few years—
on the M42 south of Birmingham if you go up that

Q13 Graham Stringer: I think when you were inmotorway you will see all the overhead gantries
Manchester recently, Secretary of State, you saidwhich are being put in place in preparation for hard
that Manchester had the second worst congestionshoulder running at peak hours but which are also
outside London, or words to that eVect. Whatthere to regulate the flow of traYc. It is rather like
measure were you using when you said that?air traYc control, you slow down the approach of
Mr Darling: I think that was in terms of vehicletraYc and you get an awful lot more through. With
delays. I am pretty sure that was because Imore sensible measures like that we can get a lot
remember asking on what basis were wemore out of the existing road network. I have said

before we will need to add capacity in places and, calculating that.
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Q14 Graham Stringer: Do you think you could let Brighton, for example, or York or Oxford or
Cambridge, and other places as well. There arethe Committee have a note on that? I am surprised

at that because it is not my perception and it is not other parts of the country where the relationship
between the local authority and the bus operator ismy reading of the statistics either.

Mr Darling: I was surprised when I saw it which is not a happy one. It is certainly not a happy
situation when you have people resorting to writingwhy I asked about it, but I will subject my speech

to close textual analysis and I will write to the in newspapers about each other because it suggests
that the normal relationship you would expect hasCommittee and explain the basis on which I said it.
broken down. So I have always said that if you
want buses to work eVectively you need to have aQ15 Graham Stringer: But it is not the basis on
willing and capable operator and a willing andwhich the new local transport plans will be
capable council working together and, fortunately,assessed?
in most parts of the country the relationships areMr Darling: Since you raise my speech in
quite good.Manchester—and I am glad that one person read

it at least—
Q21 Graham Stringer: But it is true, is it not, that

Q16 Graham Stringer: I read all your speeches, bus patronage is in decline in every English region.
Secretary of State! While you have, to be fair Secretary of State, before
Mr Darling: That is very encouraging, Mr Stringer. this Committee pointed out Cambridge, Oxford
The point I was making was in relation to and Brighton, when you look at bus patronage
Manchester, and you will recall that I have on across all the regions apart from London they are
many occasions been urging Manchester, as in the in decline. Why do you think that is the case?
case of other big cities, to come forward with Mr Darling: I think it is a combination of factors.
comprehensive plans to deal with congestion. Lots One is that undoubtedly as people get better oV

of people and businesses in Manchester say the whereas in the past they may not have had a car,
same thing. Nobody is saying it is San Francisco they get a car. If you look at what has happened
or Los Angeles-style congestion in Manchester, of in the North West and North East of England, for
course it is not, but it is a growing problem. I made example, where there have been dramatic falls in
the remarks I did on the basis of the information unemployment, people have gone into work, they
I had but I am happy to write to the Committee have bought cars and are using their cars and they
and I will tell you the exact basis on which I said it. do not use buses, and of course since the 1950s that

has been a general trend. Perversely, as our
economic policies have succeeded, particularly inQ17 Chairman: You might add a little bit in on

whether the local authority transport plan will be areas which were hard hit by high unemployment
in the past, it has resulted in people travelling byinfluenced by the fact that we understand you

changed the basis for the calculation quite recently. car. That is quite understandable and we are not
against people who choose to have cars if they wantMr Darling: The basis for which calculation?
to use them. I think the other thing is that if, and
I have said this before, you want buses to work youQ18 Chairman: The congestion.
have to make them a much more attractiveMr Darling: At the moment we have received the
proposition than using the car, which is asecond round of LTP plans for the next five-year
combination of carrot and stick. If you do not doperiod but I do not think that anything that we
that then left to their own devices people will usehave done (because they are all being judged
their car if they can use it. Can I just anticipatetogether) is going to disadvantage any particular
your next question.local authority.

Q19 Graham Stringer: But they will have to change Q22 Graham Stringer: That would be very helpful.
their definition of “congestion” in the transport Mr Darling: Because no doubt as you ploughed
plans? your way through my speech at Manchester you
Mr Darling: Yes because we published these figures will have seen there was a passage there where I
in July when they changed. We can arrange to do said that if local authorities, or the PTE in the case
that but there is no question of anyone being of Manchester, come forward with comprehensive
disadvantaged because of that. measures to manage demand in relation to their

overall transport, then we are prepared to look at
taking additional powers which will allow a ratherQ20 Graham Stringer: On local transport plans,

Secretary of State, Mr Suter is getting his knickers more eVective control of the way in which buses
operate. The reason that I say that is because if, forin a twist about the local transport plans in Greater

Manchester, but I think he means other LTP areas example, you were going to do road pricing within
a particular area or region, you would have toas well being not very good for buses. Do you agree

with that? combine it with good quality public transport and
you would need to be certain the public transportMr Darling: As I have said before, the picture is

mixed. There are some parts of the country where was actually there. In addition to that, we are
looking at what further improvements we can makethe bus operators and the local authorities work

extremely well together and produce first-class bus in relation to the Quality Bus Partnerships regime,
which patently is not working at the moment andservices and have increased patronage, like
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does need to be looked at. What I do not want to persuade somebody out of the car, otherwise why
should they. However, I am confident that can bedo is to lose the benefits we have had in some parts

of the country but equally I am, like the rest of the done. The Department is doing work at the
moment but I am not in a position to make anCommittee, concerned that I think we could do far

more to exploit the use of buses, particularly in the announcement on it today.
larger conurbations and busier cities, than we are
doing at the moment, and I do not think we have Q24Mrs Ellman:Mr Rowlands, you mentioned the
got it quite right just yet. growth in light rail targets. Could you tell me what
Mr Rowlands: Can I just add a point. We recognise target you have for growth in light rail for the
the point you make and in a sense that is why the North West?
new PSA targets for bus and light rail use sets the Mr Rowlands: There is not a separate target for the
challenge for the Department not just to grow growth of light rail in the North West. This is a
usage by 12% by 2010 which, frankly, we can do target for England and a composite for bus use and
largely oV the back of London but it says we should light rail use. There are no separate regional targets
do it as well in each of the English regions. It sets other than a requirement to grow both bus and
a challenge in terms of the point you are making. light rail in each of the English regions which we
Faced with decline outside of London we need to have agreed with the Treasury should be in the last
do something about it. three years of the period. There is not within that

a specific light rail use. There were originally two
separate PSA targets, one for buses and one forQ23 Graham Stringer: I was cheered by that light rail, and the conclusion we came to was that

particular passage in your speech because it led me it would make sense to put them together as a
to ask the question are you going to take more single target because they are both forms of public
powers beyond those powers that are in the 2005 transport.
Railway Act which enable PTEs and local
authorities to start the process of quality contracts?

Q25 Mrs Ellman: So there is no specific target forWas that a commitment to give more power to
the growth of light rail in the North West?PTEs and, if it was, can you expand on it?
Mr Rowlands: No.Mr Darling: Firstly, we are working on the detail

at the moment and when I am ready to make an
Q26 Mrs Ellman: Did there used to be?announcement I will make an announcement to the
Mr Rowlands: There used to be a separate targetHouse in whatever way is appropriate. So I cannot
for the growth of light rail in England. That was aanswer your question. I am not in a position today
PSA target back in SR 2000.to say that we are going to do this, this and this,

but I hope to be able to do so in the not-too-distant
Q27 Mrs Ellman: Is there any such target now?future. It is quite clear to me that to achieve what I
Mr Rowlands: No.want to achieve we may need to make some further

revisions in the law. I cannot be absolutely certain
Q28 Mrs Ellman: Does that mean that you are notabout that yet because I have not reached a firm
intending to expand light rail?conclusion about what precisely we need to do.
Mr Darling: No. I think the point that MrWhat I am very clear about is if you are going to
Rowlands is making is that in 2002 there was amove to a world where you are saying to people
target for light rail and a target for bus. Now theythat there is a limit to how much more traYc can
have been brought together but in both cases theycome into a city—and this is, as you know, what
were national targets. We have never had separateGreater Manchester PTE have now said publicly—
targets for each region. The target we have got justthey will realise there comes a point where no
now is an increase in bus and light rail patronagematter what you do there is not physically enough
and we want to see that increase in all parts of theroom to get any more traYc in. If you want people
country. However, again possibly anticipating yourto transfer either to the tram or to buses and to do
next question, that does not mean in respect of anyother things to control the amount of traYc, then
particular light rail project that the Government isyou have got to have a reasonable certainty that,
going to be blind to cost increases and the rest offirstly, there will be a bus service, secondly, that
it. I would like to see patronage increase but it hasthere will be suYcient spaces available on the buses
got to be at a price that is controlled andto take the number of people you are now talking
aVordable.about, and, thirdly, that you avoid the situation

where you spend huge amounts of money on a tram
only to discover that the passengers are cherry- Q29 Mrs Ellman: Will the specific conditions that
picked by somebody running alongside a few times the Department is now wishing to insist on before
of the day and not all times of the day. These are the Mersey tram line can go ahead be applied to
the issues that I think we need to tackle. Bus all light rail schemes, not the principle but the same
operators themselves outside London and outside conditions?
the areas that have done well do recognise that the Mr Darling: The conditions for each and every one
present situation is not satisfactory and that we do of them are not exactly the same. On the Mersey
need to do more to make buses an attractive tram the Government set an absolute cap of £170
alternative to the car. I do stress this point, you million and what has been happening over the last

few weeks is that we have said that we want ahave really got to be oVering something better to
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guarantee that if there is any cost overrun it will be plans for expansion do not seem to be there to meet
the Northern Way’s proposals. What are yourmet by either the councils or Merseytravel, which

of course is underwritten by the councils. Contrary comments on that?
to what I read in the newspapers I think yesterday, Mr Darling: Firstly, the High Level Specification
the Government has not changed that position at has not been written yet. The reason I cannot
all. Indeed, the only changes we have made are publish it until July 2007 is because it will not be
trying to be helpful to see if we can get those until that time I know roughly what the revision to
undertakings, but the ball is now in the court of our spending will be in the spending review which
the councils concerned. I have to be fair to all tram is due for 2007, so I cannot write it now, it just
schemes that are dealt with and it has not been the would not be possible. We set out our spending in
happiest time of my stewardship of the Department 2004 for the current three-year period which rolled
because obviously you prefer to say yes rather than forward the transport spending from 2010 to 2015,
no to things. The Mersey tram has been treated in but the problem that we have got—and we have
the same way as the other trams, in other words if discussed this lots of times before at this
the Government lays down conditions we are Committee—is we are spending huge amounts of
saying they have to stick to them. The same thing money on the railways at the moment but a lot of
happened in Merseytravel as happened to the other that money, a lot of the increase which came after
three that are around. The costs have turned out the regulated settlement of a couple of years ago
to be rather more than people thought. What we has been to do with the massive backlog of
have said though is £170 million is there but there investment that mainly occurred during the 1990s
has got to be an absolute guarantee that they will with the lead up to and following privatisation. We
not come back to us in any way for any overrun. will decide when the Government sets its
I can understand why the councils are concerned expenditure for 2007 what we can do after that. At
and are saying they have got to think long and hard the moment there is an awful lot of money going
about that. The Government would have to think into the railways. Frankly, I suspect there always
long and hard about that, too. will be a gap between everybody’s aspirations and

what we can actually do.
Q30 Mrs Ellman: The specific issue of whether
Merseyside is getting equity in treatment compared Q33 Chairman: Secretary of State, you are quite
to other areas is a question to ask elsewhere clear about price caps being put on things like light
possibly. When will the Department produce its rail. Do you do the same thing with the
Rail High Level Output Statement? Highways Agency?
Mr Darling: In the summer of 2007, July 2007, Mr Darling: Right across the board we are having
because it will run from 2009 to 2014. to become increasingly rigorous. Look for example

at the proposal to build a tunnel alongside
Q31 Mrs Ellman: And will it have detail about Stonehenge to divert the road—
growth plans and expenditure in the regions?
Mr Darling: Obviously it is not yet written but

Q34 Chairman: That is a very dramatic one butwhat in general terms it will do is it will set out how
there is the M25, with the widening between 12 andmuch the Government proposes to invest in the
15 which has gone from £94 million to £120 million;railways during the period 2009 to 2014, what the
there is the A57; there is the A2 where phase twoGovernment expects to get from that, and that will
has more than doubled from £35 million when firstdeal with matters about punctuality and reliability,
approved to £101 million. I think we need to bethe rolling stock, safety, all these issues and of
clear that you are saying very plainly that localcourse it will cover the whole country. What
authorities getting involved in light rail willhappens then, just so you understand this, is that
automatically be required to stick to the sort ofwe publish it, the Rail Regulator then prices it, so
figures that they were first told. I just want to makethat he will say, “Well, that is a reasonable demand
absolutely certain that tightening up includes theif they spend that much they can expect that in
Highways Agency.return.” If he thinks it needs to be adjusted then he
Mr Darling: We are tightening up right across thewill say so and that will be a public process.
piece. The Highways Agency also has to live withinAlongside that, though, the Government will
its budget. If it spends too much on one road it isprobably need to publish other aspects of how it
going to have to spend less on another road, whichsees the railway developing way beyond 2014.
no doubt will lead to grief in one part of theRemember the High Level Output Specification is
country or another.a regulatory contract but alongside that my guess

is that by 2007 will be quite a good time to look a
little bit further on. We will also have Eddington’s

Q35 Chairman: And how will you know thatwork completed by that time, which will no doubt
because I seem to recall last time the Highwaysfeed into that process.
Agency’s accounting gave a little diYculty.
Mr Rowlands: It is a great deal better now.

Q32 Mrs Ellman: The Northern Way is a
combination of the three northern development

Q36 Chairman: Like mucking up the whole ofagencies looking at regenerating the north, and
railway provision is an essential part of that, yet the your figures.
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Mr Rowlands:We now have a clean set of accounts Q39 Clive EVord: Is the contract for the rolling
stock on the Northern Line part of the PPP or iswithout the Highways Agency mucking it up. The

numbers are solid. it a separate PFI?
Mr Darling: It was done as a separate PFI deal but
it is managed by Tube Lines.Q37 Chairman: Does that mean you have junked

the Highways Agency or the Highways Agency is
not part of your accounts? Q40 Clive EVord: If it is running unsatisfactorily do
Mr Rowlands: That is because the Highways you have plans for either that PFI contract or parts
Agency is part of the Department and we put in a of the PPP to be altered in order to allow London
new Finance Director about 18 months ago. Underground to run an eYcient service?

Mr Darling: The PFI contract is a matter for
Transport for London, it is not the Department forQ38 Clive EVord: Secretary of State, you will be
Transport. The parties to that contract are Londonaware that 45 trains were taken out of service on
Underground which is of course run by TfL andthe Northern Line. Is the Department confident
the contractors. I am not a party to that. What Ithat under the PPP that London Underground is
have said just a moment ago and I have said thiscapable of running a safe service?
publicly is if they want to change thoseMr Darling: Yes I am. Bear in mind that the
arrangements that is entirely a matter for them. Ioperation of the Underground is a matter for TfL
do know discussions are taking place but it wouldand the Mayor. Of course, I know about it and I
probably be unwise to provide a runningwill set out what I know, but TfL have to decide
commentary of what these are, for perfectlyhow to operate that contract under their
obviously reasons. There is nothing in relation toresponsibility for the day-to-day running of the
the Northern Line PFI contract that leads me toTube. Let’s deal with the Northern Line point and
believe that you would need to make any changesthen come on to the more general PPP one. The
to the overall PPP arrangement. Indeed, whilstNorthern Line contract actually was the subject of
there is a seven-year review of the PPP contracta separate PPP contract signed in 1996 and it was
mainly to discuss outputs and so on, I think toseparate from the Tube PPP that we are referring
embark on another renegotiation of these contractsto generally. There was a problem with the braking
would be hugely expensive and delaying in time.systems of these trains, it was recognised and it has
Despite the fact there are from time to time well-now been sorted and the trains are back running,
publicised diYculties, firstly I am not sure theythe last figure I saw was about 97% reliability,
would not have arisen in some other shape or formwhich is what you would expect. I know that Tube
had we carried on in the old way, but I think thatLines, which now operate that contract, is in the
over the years the fact we are spending £1 billionprocess of having discussions how to better
a year on the Tube will ensure that people beginorganise things. I think it is fairly common
to see really quite substantial improvements in itsknowledge that the way things were run prior to
performance. After all, on the main line railwaysthat was not entirely satisfactory. As I said publicly
the reason the trains are running a lot better now—before, if the Mayor wished to amend that
and you know we set an 85% reliability target forparticular contract, it is a matter for him, we would
next March and we have hit it already—the reasonnot stand in his way. You asked generally about
is despite all the trauma of the last few years, bythe PPP which obviously came into force after the
consistently putting more money in and managingNorthern Line one and, yes, of course in any
the system better you get the results, and that iscontract, in any agreement there will be problems
what the Tube needs as well.from time to time, but there are improvements now

coming into the Tube. On the Jubilee Line, for
example, the seventh car will be added to the trains.

Q41 Clive EVord: You are saying that you do notI do appreciate that they had to be taken out of
see any real cause for major changes to the PPP butservice to do that, which is the subject of today’s
that is a matter for the Mayor and the contractors.Evening Standard story, but it will mean a better
Mr Darling: No, I do not see any. What the Mayorservice once those new carriages are there. The
and the contractors are discussing at the momentstation is being improved, there is a brand new
is the separate Northern Line arrangement becausestation at Wembley which I think will be finished
quite clearly there have been problems there andrather before the Stadium but it will be able to
they clearly need to be sorted out because it ishandle a lot more people, so there are a lot of
hugely inconvenient to an awful lot of people.improvements. Remember we are spending nearly

£1 billion a year on the Tube and a lot of the Tube’s
problems, rather like main line problems, stem Q42 Clive EVord: If they wanted to renegotiate that
from the fact that successive governments failed to is a matter for the Mayor and local contractors?
spend the money on the Tube when they should Mr Darling: Yes.
have done. That has been put right. So, yes, I am
very confident and I am very sure that the last thing

Q43 Clive EVord: London Underground haswe need to spend our time doing is embarking on
produced its second year report on the performanceanother renegotiation of this whole thing. It is very
of the PPP. Do you agree with TfL’s assessment ofimportant that we get on with this investment and

the Tube continues to improve. poor performance on the Underground?
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Mr Darling: There have been problems in relation Mr Darling: If we believed everything we read in
the newspapers then we would be very unhappyto performance, particularly with one of the

contractors, but in any case where you are putting indeed. I read in the newspapers the other day that
I was arguing for abandoning a target at a meetingin an awful lot of new investment and making huge

changes you will get problems from time to time, which I was not actually at. I think it was the same
newspaper actually.but overall TfL tell me that actually, slowly but

surely, these improvements are coming through.
Obviously the earlier stuV you do is not visible like

Q48 Chairman: We would not put it past you,the stuV you are doing down tunnels and so on, but
Secretary of State.it is all resulting in increased reliability. One of the
Mr Darling: I would. In relation to the 70 miles another things that is worth bearing in mind I think
hour, it is there for safety as are all our speed limitsis that the number of people using the Tube has
there. You are dead right, if the law says that yougone up by about 17% in the last seven or eight
should not go more than 70, you should not goyears.
more than 70. We are not planning to change that
speed limit nor have we given any instructions or
advice to the police that they should change theirQ44 Chairman: That does not necessarily reflect
policing of it, and indeed I think, if I rememberthey are getting more eYcient, does it? It just means
rightly, on the list of things to do, that one wasthere are 17% more people using the Tube.
categorised right down the bottom in terms ofMr Darling: Except that if its performance was
yield, so I can tell the Committee if we ever decidedeteriorating sharply it would not be able to carry
to change the speed limits we shall let the Housethose additional people. No-one would argue that
of Commons know, but I suspect that of such athe problems on the Tube are all behind us; they
dramatic step you would expect nothing less.are not. There are always going to be problems

running an underground railway that was
essentially built by the Victorians and one that has Q49 Mr Martlew: I do not think that is the point,
suVered from years of inadequate expenditure on Secretary of State. The reality is that the speed limit
it. I do think that whatever people thought about is 70 miles an hour. The article was not suggesting
the PPP, the last thing on earth we need is a bean that it should be reduced but there is a feeling—
feast for lawyers in renegotiating the thing. It is far Mr Darling: The one I read did.
better to ensure the money we spend goes to trains
and tunnels.

Q50 Mr Martlew:—It suggested a blind eye is
turned to the fact that people do over 70 miles

Q45 Chairman: Before I come on to Mr Martlew, an hour.
I just want to ask you one thing about that. That Mr Darling: We may have been reading diVerent
would be so if in fact it was capable of meeting a articles but the article I read suggested that it
happy medium. You are assuming that not having should be reduced.
to renegotiate is better even if the service is at an
inadequate level, are you not?

Q51 Mr Martlew: This one was everybody is goingMr Darling: I can only go on the advice and
to be fined if they did over 70 miles an hour.conversations I have with people in TfL.
Mr Darling: I read that one as well. We have not
given any instructions nor can we actually instruct

Q46 Chairman: Fine. chief constables what to do in that way or make
Mr Darling: Yes, there are diYculties and the any representations to them that say you must have
Northern Line is probably the most recent and a huge crack down on motorways. The police give
most graphic one, but I think the improvements it the attention that they think it needs. You are
being made in terms of the trains being available absolutely right, as you said earlier, if the law says
for service and reliability and so on, I think it is you should not go more than 70, you should not
quite capable of working, and I think over the years go more than 70. That remains the case and
it will work and it will provide London with what nothing has changed in that respect.
it needs.
Chairman: We may come back to that. Mr

Q52 Clive EVord: The article I saw and the oneMartlew?
covered on the BBC Today programme said that it
would contribute to reductions in emissions from

Q47 Mr Martlew: On that I have a comment rather cars if they maintain a speed limit of 70 miles an
than a question. People who live in London do not hour rather than go above it. Has your Department
understand what a good transport system they have made any assessment of whether that is accurate
got. There are other parts of the country where we and whether that would make any contribution to
are very envious of it. Before I come back to buses, cutting emissions?
there was a piece in the weekend’s paper which said Mr Darling: It is certainly true in general terms
that to meet the climate change targets you are when there comes a point the faster you go the
going to make us all drive at 70 miles an hour, greater the emissions. Not only did I hear that
which I thought was the legal maximum anyway on programme I was actually on it, so I know about

that one!the motorways. Could you comment on that?
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Q53 Clive EVord: I thought I recognised your voice. Q55 Mr Martlew: Coming back to the free
concessions for pensioners on buses, it is veryMr Darling: Yes, that was me! I also make the
welcome but the fact that it is oV peak means thatpoint that last week I announced that the
there is not a reduction in peak time travel as anGovernment would be imposing an obligation on
alternative for patrons using the car. At peak timesfuel providers to have 5% of their sales as being
they are not going to catch the bus, they are stillbiofuels. That is the equivalent of taking one
going to use the car. My local authority is actuallymillion cars oV the road every year. That seemed
using the extra money to give it throughout theto be a far better way, that and other measures as
day. Would it not have been better if thewell, clean engines and so on, to cut down CO2

Government had spread the concession throughoutemissions, which is very, very important. As I said
the day?on that programme, the reason that we have these
Mr Darling: I suppose you can do all sorts oflimits is for safety reasons. That is the primary
things. You have to balance how much money youdriver of these things.
have got to spend in the first place and where you
actually spend it. There is always a risk if you do
something you will be condemned for not doing
more. I think that what we announced last year is
useful. I am not saying it will not change in the

Q54 Mr Martlew: If we can return to the buses, I future. Equally, lest there be any misunderstanding,
was very interested in what you are saying. You I am not holding out hope that we are about to do
seemed to be saying that there was a frustration in something diVerent on that but we always keep
some areas that the local authorities and bus these things under review.
companies are not working together. To use my
constituency as an example, we are in a situation

Q56 Chairman: Secretary of State, much as I lovewhere the city cannot take any more traYc yet we
you do you think a little brevity is in line?have a local authority that is downgrading the
Mr Darling: Happily.park-and-ride plans; they have never provided any.

We have a situation where the decision-makers
never travel on public transport. Most MPs will Q57 Mr Clelland: Secretary of State, I am not sure
travel on public transport here in London but when I am going to be able to live up to that as well.
they go back to their constituency they get the car. Secretary of State, you mentioned before the
I just have a feeling that unless the Government are question of the need for financial probity—and
actually directing local authorities, we are going to obviously that is right—and the diYculty of raising
end up with a situation where everybody will be finances for public projects cannot be
blaming everybody else but there will be grid lock underestimated. This is maybe a bit of a chicken-
in some of our smaller cities. and-egg argument but we in the North East and
Mr Darling: You are right that you do detect a particularly in Gateshead have been banging on for
degree of frustration and I think there are things years now about the congestion on the A1 Western
the Government can do, which I talked about Bypass. I have raised it with you several times.
earlier. What the Government cannot do, though, Precious little notice seems to have been taken of
is stand in the shoes of, say, the council running what the local authority has advised over those
Carlisle, if the local councillors will not do years and the situation has got worse and worse,
something for one reason or another. Even under to such an extent that now we find the galling
the days when buses were regulated no matter what situation where the Highways Agency are to use
the instructions, there was no way you could ensure their powers to prevent the local authority from
that Whitehall ran Carlisle. What you can do developing areas of land around the Western
through LTP settlements—and we are becoming Bypass on the basis that it will cause more
increasingly prescriptive as to what councils ought congestion. I said this may be a bit of a chicken-
to be doing by saying if you want the money this and-egg situation but how could that help?
is what you have to produce and of course through Without economic regeneration and improvements
the general law in relation to buses you are talking to the area how are we going raise the money to
about—is generally you can point people in the pay for the public projects we want to improve the
right direction. Sadly, though, you cannot tell them congestion?
what to do. As you know, there are councils at the Mr Darling: I will try to be brief here but this is a
moment busy taking out bus lanes. There are complex matter. Firstly the Highways Agency has
councils saying here is a bus lane but you are not blocked this. Two applications were turned
allowed white vans in them as well. White vans are down on safety grounds and I understand that the
precisely the people who cause diYculty because promoters are looking at these and they may be
they stop for deliveries. I cannot be surprised if bus coming back with amended plans. The Highways
companies say how can we operate a reliable bus Agency has asked for information in relation to a
service and the knock-on from that is the public further five or six developments which are
says I am not taking the bus because you cannot industrial developments and they do this as
rely on it. It does need willing partners to make this standard practice, as does any highways authority,
thing work under any regime. I do not want to because it wants to know what are the traYc
repeat what I said earlier, but we are looking at implications. What we want to avoid is a situation

where you grant planning consent, the traYc poursways in which we can make things better.
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onto to the A1 which is already crowded and the go into them just now, but presumably in the not
too distant future, and it is Customs & Excise whothing just grinds to a halt. You are absolutely right,

what you want to do is make sure you have got are winding this up, so it is not our Department
which is running this, but I think the terminationsuYcient capacity in your transport system to

support economic development, particularly in the should not take that long, in which case we can
write to the Committee and give you the exactNorth East where it is much needed. Tyne & Wear

have submitted a bid to the Transport Innovation figures.
Mr Rowlands: I think that is right. I think CustomsFund which includes a range of measures to help

manage local demand because a lot of the traYc on will have to publish in due course the total
numbers, but they are still in discussion with thethe A1 around Gateshead and Newcastle, as you

know, is locally generated traYc and I have always bidders in terms of the costs and so on.
said you need to look at that as well as the other
stuV. The Highways Agency is also looking at Q60 Chairman: The costs will come out of your
measures that might help in relation to the A1. I budget though.
am acutely aware of the problems and indeed I will Mr Rowlands: No, this is not our money.
be in Newcastle tomorrow afternoon to discuss that Mr Darling: We did not do it.
with various of the councillors. They have put in a
bid and I just want to discuss some of these things.

Q61 Chairman: The research did not come out ofI hope that was brief enough.
your budget?
Mr Rowlands: No.

Q58 Mr Donaldson: Secretary of State, without
lorry road user charging how will the Department

Q62 Chairman: None of it came out of yourensure that all goods vehicles, including those from
budget?overseas, make a financial contribution to road
Mr Darling: No, no, it is Customs. This was set upwear in the United Kingdom?
in the year 2000 to deal with the problems MrMr Darling: We are working with the industry at
Donaldson alluded to of foreign drivers driving onthe moment—the Freight Transport Association,
the roads and, because it was a revenue exercise,the Road Hauliers’ Association and others—to see
it was run by the then Customs & Excise and thewhat can be done in the medium term. In the longer
Department for Transport did not run it, so it wasterm if we go to a national road pricing scheme,
entirely funded by them. That is why I do not havethat will mean anyone using our roads will pay
the figures.according to the distance they travel, so it will

include foreign lorry drivers as well as everyone
else. The lorry road user charging scheme was run Q63 Chairman: So the fact that they are not
by Customs & Excise as a project, and the reason collecting oV foreign drivers is their problem, you
that they decided to fold it into the work that we are saying?
were doing is that it makes no sense at all to have Mr Darling: Well, it is a problem for government
two parallel schemes. It was better to bring that as a whole, but I have just explained why we did
work within the work we are doing on a national not pay for it and why we do not have those figures
road pricing scheme. I have said before, and being at our fingertips because it is another department
brief as Mrs Dunwoody asked I am not going to that was doing it.
say it again, there are some years’ work before we Chairman: Yes, I think we have got the “Not us,
get there but in relation to the lorry road user guv”!
charging scheme there may be interim measures
that we can look at.

Q64 Mr Donaldson: You mentioned in your earlierChairman: Order, order, I am very sorry, I am
response, Secretary of State, the implementation ofrequired to suspend the Committee. I think there
the road pricing system. Will that take place in thismay be two votes. Can I ask Members if they
Parliament? You mentioned a number of years, sowould try and confine their voting to within 20
will it take place, do you think, in this Parliamentminutes.
and, if not, when?
Mr Darling: Well, the first stage, I hope, is that in

The Committee suspended from 3.37 pm to the next 18 months/two years we will decide on an
3.58 pm for a division in the House area or region of the country where we want to

pilot road pricing. That will be up and running in
about five or six years from now, so it will take aQ59 Mr Donaldson: Secretary of State, we were on

the issue of the lorry road user charging. Can you couple of years to get the thing identified and then
a couple of years after that to get implementation.tell us how much the Government has spent on

pursuing research and proof-of-solution testing on We will have to reach a judgment as to how long
we run it before we decide whether we have ironedthe Lorry Road User Charge, given that it has now

been abandoned? out all the problems or we need to look at things
again. Now, this Parliament has got maybe four orMr Darling: I can tell you that we spent about just

over £31 million on the project. There are still five years to run, so I think the answer to your
question is that part of it will happen in thisadditional costs to come in following the

termination of it, which are the subject of Parliament and part of it will happen in the
following Parliament. I make the point though thatcontractual discussions, so I do not really want to
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road pricing will always be 10 years away unless we everybody, but is there really no interim measure
the Government can come up with which would atstart, and it has started and I intend to continue

with it. least help the British road haulage industry which
faces this unfair competition from foreign trucks?
Mr Darling: Well, as I said earlier, we are workingQ65 Mr Donaldson: You may be aware of the low-
with the road haulage industry to see what interimcost road pricing scheme which is being trialled at
measures there might be. I think one of thethe moment in Oregon. Do you think such a
problems, and it depends which way you did it, butscheme might be appropriate to the UK?
one of the problems of the so-called Brit disk isMr Darling: Well, the one thing about Oregon is
whether or not you could do it under European lawthat it is probably one of the most sparsely
because of proposals which strike at discriminatorypopulated states in the United States and it is not
action which might undermine the Single Market,really comparable to, say, the south-east of
but yes, we do want to work with them. To comeEngland. Whilst it is tempting to say, “Mr
back to the point made by Mr Donaldson, I thinkRowlands, can I fly to Oregon to go on a fact-
it would not have made any sense to have carriedfinding trip?” I probably will not just yet, but of
on with the lorry road user charging schemecourse—
separate from what we are doing on road pricing
and indeed actually just days before I told theQ66 Chairman: I think, Secretary of State, to be
House that we were going to stop it, I noticed therefair to them, it is not the desert area they are
were one or two road haulage associations whotrialling it in.
were calling for precisely that.Mr Darling: I appreciate that and I have a cousin

who lives there, so I know it is not all as sparse as
Q69 Chairman: Secretary of State, you know thatthat. There is a lot of interesting work all over the
we recommended it, that you should have aworld, in the States, in Australia, the Far East, and
diVerent scheme, as a committee, we recommendedwe are keeping up to date with all of it. I have not
that, so one of the problems is there is anecdotalthe slightest doubt that we will learn from it just as
evidence that county forces are not charginga lot of people are now coming to this country to
foreign drivers with other kinds of roaddiscuss what we have got planned here as well.
infringements because they do not feel there is any
point in trying to collect the fines.Q67 Mr Donaldson: How is the network
Mr Darling: There are two things there. Firstly, themanagement duty on local authorities being
Vehicle Inspectorate and Operator Service Agency,evaluated and enforced and what measurement is
which you know about, is stepping up this activitybeing used?
and indeed from time to time they do targetMr Darling: Well, it is being introduced in stages.
particular roads—The duty on local authorities to manage their

network was introduced at the beginning of this
Q70 Chairman: From nought to one?year, so it is far too early, I think, to carry out an
Mr Darling: I think that is a bit unfair. I would beevaluation as to whether it is working or not. The
happy to let you have a note as to what they arebit which I think will actually bite, if you like, to
doing. I think they know that they have got our fullwhich I referred earlier, is the permits to govern the
backing in doing that. The other thing is that theredigging up of roads and so on, an idea which we
is legislation which is going through the Lords attook from New York. That will not be introduced
the moment, the Road Safety Bill, where myuntil 2007 and there has been quite a lot of
recollection is that it will enable us to take actiondiscussion with the utility companies to make that
against anyone in this country, that they cannotwork. Of course we will have to evaluate in terms
just suddenly get a ticket and drive oV, but we canof delays and so on, and most local authorities have
stop the lorry from leaving, and I think that willgot that baseline, but I suspect that people will
help.pretty soon see whether it works or not. In terms

of the duty on local authorities, sooner or later it
is there, it can be used, and if they do not use it, Q71 Mr Scott: Secretary of State, you mentioned

earlier the congestion when accidents happen andpeople can take the necessary legal action to
enforce it. the clearance of vehicles afterwards. If you look at

what has happened in London in the last few weeks
with the Limehouse Link and the problems of itQ68 Mr Goodwill: I am sure no one who uses the
being closed for so long and other such occasionsmotorway network will have failed to notice the
on bridges and being on the M25 when thisincreasing numbers of Polish, Hungarian and
happens, how are you looking to tackle this issueSlovenian trucks on the roads. In fact I think Willie
to get our roads looked at properly and not closedBetts and (?) are almost as famous now as Eddie
for exorbitant amounts of time?Stobart. It was not long after this Government
Mr Darling: This is following accidents, you mean?came to power that William Hague floated the idea

of the Brit disk as a way of encouraging these
foreign trucks, or forcing these foreign trucks, to Q72 Mr Scott: Yes.

Mr Darling: Firstly, the traYc oYcers are now oncontribute to the costs of running in this country.
I appreciate that you are rolling out a nationwide the M25, and this only just started a few weeks ago.

I think the Committee will be interested in this, thatscheme which may well address this problem for
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one of the problems the Highways Agency is happens if he does not do it? I may say for the
avoidance of doubt that the present one mostfinding is that there are a remarkable number of

lorries and vans that are driving around carrying certainly does, but I can think of one or two in the
past who did not.things, like oxyethylene equipment, and you

wonder whether it is necessary to do that. Then
when they are involved in these accidents and these

Q77 Mrs Ellman: What does that mean? Does thatthings spill over the roads, they are shut for some
mean that the Department for Transport is nottime because you sometimes have to completely
looking at the growth of the railways?repair the surface. There was one case last year
Mr Darling: Of course we are.where a lorry blew up underneath a bridge which

of course then had to be stabilised, so these
accidents do take some time to clear up. The Q78 Mrs Ellman: What are you anticipating?
general run-of-the-mill accidents though are being Mr Darling: Our railways are now carrying more
cleared up much more quickly. Now, if you ask people than at any time since 1946, I believe. We
about the Limehouse Link, that is one of the TfL will have this year’s figures in another few weeks’
roads, I think. time, but in terms of passenger growth, Britain’s

railways are the fastest growing in Europe and that
is something that I am very, very pleased about.Q73 Mr Scott: Yes, it is.
The problem with the railways in the past is two-Mr Darling: They, I know, intend to operate the
fold: one is organisational, which I think has nowTraYc Management Act with some vigour once all
been sorted out with the Railways Act which wasits powers are there and I think TfL have got
passed earlier this year; the other, as we talkedprecisely the sort of attitude I would like to see in
about earlier, has been the backlog of investmentother parts of the country and that is they are
and maintenance and new rolling stock. Both ofdriven from the point of view of, “Let’s get people
those things have been put right.moving on the roads”, and I would like to see them

do more of that.

Q79 Mrs Ellman: And you anticipate that the
Q74 Mr Scott: If I can move on to a slightly railways will keep growing?
diVerent subject of speed cameras, where it is Mr Darling: I think the economy will keep growing
identified that a speed camera is not actually and the railways will keep growing. One of the
making the road safer, but in fact is causing more things that is striking up and down the country now
problems on the road, would the Department want is that more and more people are using the railways
to remove it? because they are more reliable than they were, say,
Mr Darling: Yes, I have said before though that the three or four years ago, and I expect to see that
reason we have got cameras there is because they continuing. That of course poses challenges of its
save lives and all the evidence is that they do. When own because whereas in the last few years we have
we published that survey last summer, 2004, I said all been preoccupied by the reliability, the big issue
at the time that every single operator of these for the railways in the future is capacity, and that
cameras should examine them and, if they are not will mean longer trains, it will mean changes to
doing the job, they should remove them. I also said platforms, it will mean also sensible measures, like
in this House on many occasions that if any South West Trains are taking, for example, now,
Member would like to come to me and tell me of to encourage people to travel oV peak or at
one camera that is not working or is causing diVerent times than they did in the past. All these
problems, they should do so, and, may I say, not things, particularly the railways taking a leaf out of
a single Member has ever done that. the low-cost airlines’ book, will help.

Q75 Chairman: I think you may have just met the
Q80 Mrs Ellman: Is there a performance measureexception!
which will deal with overcrowding on the trains?Mr Darling: Well, I am more than happy, if you
Mr Darling: Yes, there are measures that deal withhave one in mind, refer me to it, and I will see what
overcrowding which are quite complex, but theyI can do about it.
are most certainly there. There are ways in whichMr Scott: The bottom of the M11 motorway in my
we measure overcrowding and there are conditionsconstituency.
in relation to it, but I think, as I say, there is a
variety of things you need to tackle that, such as

Q76 Mrs Ellman: The SRA had a duty to promote new rolling stock and better management of the
the railways and this has not been taken on by the way in which you carry the passengers. There is a
Department for Transport. Why? whole variety of things you can do. Of course when
Mr Darling: Because I do not think it is we get the new in-train signalling instead of track-
appropriate to impose a duty like that on the side signalling, we will be able to carry more trains
Secretary of State. I have taken over, on behalf of on the existing track.
the Government, the strategic direction of the
railways. I do not think you can treat government
ministers in the same way as a body that is set up Q81 Mrs Ellman: What about targets on

punctuality? Are not the targets set less good thanlike the SRA; it is like imposing a statutory duty on
the Chancellor to uphold economic growth. What the ones working now?
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Mr Darling: No. The measurements of five minutes have got a realistic timetable and we are taking oV

the one train that is going between Nantwich andwithin time or 10 minutes within time I think were
imposed when British Rail were still about. The Crewe”. Is that your definition of realistic?

Mr Darling: No, I think that is a slightly unfairtarget we have, which you will see in the PSA target,
is 85% reliability by March 2006. In fact we passed précis of my letter.
that 85% mark, I think it was, in September, so we
have done that, but we need to do better than that, Q87 Chairman: Accurate, but maybe unfair.
as 85% is not good enough and we need to improve MrDarling:Actually when I got the draft of it, it was
that, but the trains are becoming more reliable two paragraphs and I said, “No, no,MrsDunwoody
because of the things I have described. will be absolutely furious. She needs a proper

explanation”, which stretched into the second page.
However, I will know better next time!Q82 Mrs Ellman: How much is this improvement
Chairman:Wait until you get a subsequent one!due to longer train journey times?

MrDarling:Well, the main reason for improvement
Q88 Clive EVord: Your Department sponsoredis because you have got better fleet reliability, that
some research into new technology, the Visioningwas a problem, and also you are getting less track-
and Backcasting for UKTransport Policy, in which itrelated problems in relation to signal failures and so
suggests that behavioural change could deliver aon. In relation to timetabling, it is the case that there
significant proportion of the targeted reductions inwere a number of timetables that you could never,
carbon dioxide emissions. Would you care toever meet. A lot of them were imposed at the time of
comment on that?privatisation because that is what the then
Mr Darling: Behavioural change is one aspect of it.Government thought was appropriate. If in the
When it comes to reductions in CO2 levels andtimetable it says it takes eight minutes to go between
general measures to reduce pollution, there is aA and B and you know that there is no way on earth
whole range of things you need to do from theway inyou can go between A and B in less than 10 minutes,
which people drive, how they choose to travel about,there is no point in publishing a timetable that says
whether it is car or public transport, there areeight minutes. I think timetables should be realistic.
technology issues, like cleaner engines and so on andIn South West Trains, the timetable was changed in
biofuels, which I mentioned earlier, and of courseJanuary and it was the biggest change in the
the Government is at the moment in the process oftimetable for 40 years. Now, what people want on
reviewing the various measures that we are taking tothe railways is they want a degree of certainty. They
see what else we can do to make sure that we drivewant to know that the 8.24 will be there at 8.24 and,
down the amount of CO2 and the other harmful by-if it is due to get in at 10.06, it should get in at 10.06,
products you get from travel, and behaviouraland realistic timetabling is part and parcel of that.
change is one part of it.

Q83 Mrs Ellman: Where are we up to on the Q89 Clive EVord: Apart from technology whichdevelopment of a high-speed north-south rail link? research suggests would not make a significantMr Darling: That is part of the work that Rod contribution, what policies in terms of behaviouralEddington is doing. I have said before that I think changes is the Department thinking of?we do need to look at that, especially when the Mr Darling:Well, I am not sure I agree with you onCTRL will be coming in to St Pancras by the end of technological change because engines now are much2007, so we will have a two-hour link between cleaner than they were 20 years ago. As I said theLondon and Paris at that stage. We need to look to other day, we are doing work on the development ofsee whether or not we should do more than that. It hydrogen, for example, and I think that is 20–30is not straightforward because you have to balance years away yet, but were we to be able to generatehow much money you spend and what additional hydrogen from a non-CO2or a very low CO2 source,time you gain from that, and you will be familiar then that might be very helpful and they are doing awith those arguments, but it is part of Rod lot of work on that in California at the moment. InEddington’s work. relation to behavioural change, what we are really
talking about is, where it is possible, persuading
people to travel by public transport as opposed to byQ84 Mrs Ellman:Where is the work up to now?
car and also, as I said, there are other things, like theMr Darling:Well, he is progressing very well, I saw
way in which people choose to travel. There is ahim this morning, but he has got quite a lot more
whole range of things you can do: firstly, publicto do.
transport needs to be available; but also encouraging
people to make other choices in relation to going to

Q85 Chairman: He is going to come and talk to us work, taking children to school and so on. There is
very soon, is he not? a whole range of things that can be done.
Mr Darling: Yes.

Q90 Clive EVord: Why does your Department not
have a specific target around the reduction of carbonQ86 Chairman:When you say they want the trains

reliably there, yes, but you have just sent me a page dioxide? You have a joint target with Defra and the
DTI to cut greenhouse gas emissions, but not aand a half in which you tell me what I told you in one

paragraph, which amounts to the fact that, “Yes, we specific one on that.
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Mr Darling: Because I think our view is that the course London has a long history of other controls
to encourage people to use public transport, so youreduction of CO2 is something that is shared across

government. A joint target does not mean it is any cannot look at the two things in isolation. If other
authorities in other parts of the country are preparedless of a target than if we had it all ourselves, but if

you take emissions generally, transport is to take the same approach, then, as I think I said to
Mr Stringer in his question to me, I am prepared toresponsible for a lot of them, but industry and each

of us as individuals with domestic sources of CO2 is look at the powers that we have to try and improve
bus services outside of London as well. What I doquite substantial, so that is why it was decided to

make it a joint one. not want to do though, and I know you are not
arguing this, but there are people around who say,
“Well, actually I would like to go back to the worldQ91 Clive EVord: Is that reasonable because am I
of 1986 and before that”, but that is not the rightright to say that if you break it down proportionally
thing to do.between transport, domestic and industry, it roughly

comes out at a third, a third, a third?
Mr Darling: I think transport is 24–25%. Q96 Mr Clelland: Will the patronage targets be

revised upwards to take account of the new free
concessionary fare scheme coming in next year?Q92 Clive EVord: But still a significant proportion?
Mr Darling: The targets will not be revised until theMr Darling: Yes.
next Spending Review.

Q93 Clive EVord: So should the Department for
Transport not be taking a lead on a reduction in the Q97 Mr Clelland:What discussions have there been
transport sector? between the Department for Transport, the ODPM
MrDarling:As I said to you, just because it is shared and the Treasury on this scheme which the
does not make it any less of a target than if we had Chancellor announced in the Budget. Is this going to
it all to ourselves. One of the reasons that last week be a bit of mess for you given the fact that you have
I was keen to press ahead with the requirement on got three departments dealing with it? Certainly the
biofuels is because that will make a significant grant regime in itself is causing huge problems being
contribution to reducing CO2. What we do in based on population rather than on transport usage
relation to public transport also makes a significant which is going to cause great problems in Tyne &
contribution, and there are other things that we can Wear. Then there is the Treasury description on the
do, the design of cars and so on; they all help. actual use of the pass, that it can only be used in a

local government area, when in actual fact in some
shire areas, people have to travel from their shireQ94 Mr Clelland: Secretary of State, does the fact
area to the metropolitan area in order to go to work,that buses are so successful in London have anything
et cetera, et cetera, so they will not actually be ableto dowith the fact that they are regulated as opposed
to make much use of these passes. Then there is theto where they are unregulated and in decline?
whole question, as we have just been discussing, withMrDarling: I think there is a whole range of factors.
the bus services anyway as to whether they are goingPublic transport in London generally has been more
to be adequate and up to the job.developed than is the case in most other parts of the
Mr Darling: Firstly, it is not uncommon for there tocountry. The reason that bus use has gone up is
be more than one government department involvedbecause the Mayor has spent quite substantial sums
in any decision. Indeed, I cannot think of anyon putting on additional buses, particularly at peak
decision that government takes where the Treasurytimes, and he has been prepared to spend a lot of
is not involved, for obvious reasons, and I think thatmoney on that, part of which comes from central
has always been the case. In relation to thisgovernment.
particular scheme, yes, we have confined it to local
government areas, local transport, and that isQ95 Mr Clelland: Are you saying that actually
because we decided we were prepared to spend £350buying more buses means more people use them?
million and that is what we thought we could get.Mr Darling: If you have got a lot of people coming

in in the rush-hour in the morning and you provide
a lot more buses, which he had to do when he Q98 Mr Clelland: So that was a decision of the

Department for Transport, not the Treasury?introduced the Congestion Charge, yes, of course
more people use them.We had a discussion earlier in Mr Darling:Well, it was a decision we took jointly.

We wanted to extend it and we have to decide andrelation to the regulation, if you like, of buses. The
system in London is more expensive, but I think the Chancellor, quite rightly, decides how much

money we have got around to decide anything inthere is a variety of reasons for that, but, as I said
earlier, what I do not want to lose is some of the particular. In relation to the distribution scheme,

and I understand the point you are making there,increased patronage we have got under the present
system in areas where it is working well.What I have yes, we have had discussions with ODPM about

that. There was a choice. We could either do itsaid is, provided it comes with other measures of the
type I described of demand management, I am through the existing mechanisms which we are

proposing to do, or the Department for Transportprepared to look at changing the regime. Bear in
mind that the Mayor’s acquisition and purchase of could have invented its own system which would

have meant that if we had consulted on it, it woulda lot more buses came in at the same time as he
introduced London’s Congestion Charge and of have probably raised as many anomalies as there are



3233351002 Page Type [E] 28-04-06 10:01:35 Pag Table: COENEW PPSysB Unit: PAG1

Ev 42 Transport Committee: Evidence

16 November 2005 Rt Hon Alistair Darling MP and Mr David Rowlands

with the present system. I am aware though that Mr Darling: On the first point, good progress is
being made. I think I am right in saying it will be thethere is a particular problem in relation to your own

PTE and I think they have been in discussion with second half of next year before conclusions are
reached but progress is being made on that and, formy colleague Phil Woolas in ODPM who is trying

to— the sake of completeness, on mixed mode operation
which we also set out in the White Paper. The short
answer to your second point is no, but if you care toQ99 Chairman: Perhaps you would like to give us a
be more specific, I could try and answer it.note on that, on the complex bit of the Tyne &Wear

situation.
Q103 Graham Stringer: The airlines, Virgin, BA,Mr Darling: Yes, I am happy to do that.
other users, are complaining bitterly that a lot of
investment is being made at Stansted which is being

Q100 Graham Stringer: What account have you cross-subsidised by Heathrow and Gatwick, they do
taken in the national transportmodel of the fact that not believe a second runway at Stansted is viable
oil is at $60 a barrel now and not very long ago it was without cross-subsidy and they are dissatisfied with
in the high 20s? the way BAA are dealing with their own investment
Mr Darling: David, this is your specialist subject. plans to the detriment of a possible third runway at
Mr Rowlands: I am not a transport modeller, so I Heathrow.
must declare a non-interest. We model at various Mr Darling: In relation to that, the degree to which
levels of oil price. We have modelled traYc demand any cross-subsidy is allowed is a matter for the CAA
at prices through to $100 a barrel and all of those as the regulator. As you know with all these things,
modelling runs still show a continuing growth in it is not surprising that airlines which are in
traYc volume, although clearly it moderates at the competitionwith each other are usually quite critical
slightly higher levels. The reason for that is that the of measures which they think might help their
price of a barrel of oil is only about 20 or 25% of the competitor. For example, when you talk about
price you pay at the pump, so if you double the price facilities at Heathrow, you will find all those airlines
of a barrel of oil, you actually add 10 or 15% to the which are not going into Terminal 5 are busy saying,
price of petrol you actually buy at the pump. It seems “Why are BAAbuilding a splendid new terminal like
to be relatively insensitive to what seem to be very that?” Obviously, British Airways are not saying
large changes in the price of a barrel. that because it is going into it. I do not know if you

saw it, but BAA last week announced a plan which
I think looks quite promising if they can do it, andQ101 Graham Stringer:As the price of oil was going
that is to replace the existing Terminals 1 and 2 withup to those levels I talked about, car traYc dropped
a similar sort of terminal to Terminal 5. I may saybetween the first quarter of last year and the first
that when Terminal 5 is opened in 2008, it will makequarter of this year and stayed the same for the third
a significant diVerence to the quality of servicesquarter of last year compared with the third quarter
available at Heathrow because it is completelyof this year. When we had the fuel duty escalator
diVerent from the terminal capacity which is there atbefore the disturbances and disruptions in autumn
the moment. If you go back to the Aviation White2000, traYc growth appeared to be flat or in decline
Paper which we published in December 2003—andand the Deputy Prime Minister at the time was
that remains our policy and will remain our policy—saying that traYc would reduce partly on that basis.
we believe that we do need over the next 30 yearsIs not what you are saying, Mr Rowlands, really at
additional runway capacity in the South East. Weodds with the facts?
believe that Stansted is where the first runway oughtMr Rowlands: No, I do not think it is at odds with
to be andBAAare pressing aheadwith that, but theythe facts. It is the case, I think, that between this year
are also making improvements with existingand last year car use was flat, but overall road traYc
infrastructure at Heathrow. You will always getvolumes rose, I think by memory, by 0.7% because
airlines complaining, for reasons which areother users on the road continued to grow,
understandable if not always acceptable.particularly light van traYc. If you look at the

historic run, although there are certainly quarters
which tip down or are flat or even a year or twowhen Q104 Graham Stringer: I accept that reservation
the historic trend is up, I am afraid it is the case that about airlines but are you satisfied with the way
certainly when modelled through to $100 a barrel, BAA are constructing their investment programme?
we continue to believe that traYc volumes will grow, Mr Darling: Yes. Bear in mind that this is a private
albeit at a slower rate than at $50 a barrel. company and it is for their shareholders ultimately

to determine whether or not they are acting
properly.Q102 Graham Stringer: Secretary of State, can you

tell us what progress is being made on the air quality
studies at Heathrow and whether you expect a Q105 Graham Stringer: But you must take a close

interest.decision in the near future about a third runway
which is dependent on those air quality studies? Mr Darling: I take an extremely close interest in

anybody who has anything to do with transport, IAlso, do you think that the behaviour of BAA is
becoming an obstacle to the Department’s policies can assure you. If you ask me, are they doing what

we expect in terms of the implementation of what weon having a third runway at Heathrow if the air
quality allows it? set out in the White Paper, yes I think they are. We
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always made it clear in theWhite Paper that it was a Mr Darling: There are three applications still to be
determined—Felixstowe, Harwich and Bathsidestrategic framework against which the industry

could plan but it was for industry to decide the exact Bay—and we think we can determine them fairly
shortly. Because they were under the old regime weprogress they made, whether these things were

economically viable or whether they should be built, have to treat them separately. Then we intend to
start the review early next year with a view toand that is the process they are going through with

that second runway at Stansted and which people developing an overall strategy for dealing with
future port applications.are working on towards getting planning

permission. The decision that BAA make in regard
to Terminal 1 and 2 is a commercial decision they Q111 Clive EVord: In the absence of a national
havemade. It is entirely consistent with what we said strategy, on what basis are decisions being made?
in relation to Heathrow when we see Heathrow Mr Darling: Decisions at the moment are being
continuing to be what it is, which is the busiest made in accordance with our existing published
international airport in the world. It brings an awful policy in accordance with current law, which is what
lot of benefit to West London as well as to London we must do in fairness to people who have put their
and the UK itself. applications in. The new strategy is going to look at

what we think is the strategic need for what port
capacity is likely to be over the next 20 years or so.Q106 Graham Stringer: This Committee has heard
It will look at surface access implications also. Whatand the All-Party Rail Group has heard
we will not be doing is saying, “We think the portspresentations by the Ultra Light Tram Group and
should go here or there.”they believe they have a product which can help with

reducing CO2 and other air pollutants, helping with
Q112 Chairman: How are you going to do that inurban, suburban and rural transport. They are very
relation to a specific planning authority? Will youcritical of the Department for not meeting them. Do
give them a broad brush approach? “We think thereyou intend to, or are your other Ministers intending
should be a port somewhere, preferably on the sea.”to, meet them?
MrDarling:Usually but not always necessary.WhatMr Darling: I have already met them.
we need to do is have a little more of a strategic
approach to how we determine these things and that

Q107 Graham Stringer: That is good. process will start in January. If I had started it in
Mr Darling: There is no doubt that they have been 2004, which was when I announced it, I think the
extremely aggressive in meeting an awful lot of people who currently have their applications in front
people and I have seen the slide show that have of planning inspectors would have been rather
shown everybody else. Basically what they are annoyed because they have spent a lot of money
seeking to do is to link largely airports in the country bringing these things to inquiry and they need to be
with aMaglev line. The economic case I do not think determined under the present rules and then we will
has been particularly thoroughly explored. The look at things in the future.
other thing is, if you look around the world at the
moment, there is only one example of this line, in Q113 Mr Clelland: How will it aVect things in theChina and it is only— future? How will it aVect the hoped-for proposal for

a development of a container port at Teeside if these
developments go ahead?Q108 Graham Stringer:We are at cross-purposes. I
MrDarling:As far as I am aware, there has not beenam not talking about Maglev, I am talking about
an application—there have been lots of discussionsUltra Light Trams which I think use bio-fuel cells
but the application has not come in. There is a riskand can run on tracks which are laid much more
that if we spend all our time reviewing policy andeasily than light rail or—
deciding what we are going to do and nothingMr Darling: Is this the one based in Bristol?
happens, in the meantime other ports in Europe areGraham Stringer: That is right. So we are at cross-
expanding rapidly. I do not want to put British portspurposes.
at a disadvantage because of that. The fact is that we
have a policy at the moment, people put in

Q109 Chairman:Mr Parry. applications in good faith under that policy and they
Mr Darling: No, Mr Parry is diVerent. He is up in are entitled to have their applications determined
Stourbridge I think. I know the one you are talking under the current policy. Of course it is open to the
about, Mr Stringer. I corresponded with him for Government to change it at any point, as I have
some considerable time. It would be unfair in a indicated we intend to do, but I do not think as a
public forum for me to set out exactly what was in matter of good public policy we should therefore say
the correspondence without refreshing my memory to people who are already well down the track,
because it must be a year or so since our last “Sorry, you have to start all over again.” I think as
correspondence. I do not recollect him seeking a a country we would lose out if we did that.
meeting.

Q114 Mr Clelland: Is what you are saying that you
are taking into consideration decisions onQ110 Clive EVord: Why does the DfT not plan to

develop a national ports strategy until after the three applications that are currently before you or before
a planning authority? What about developments inSouthern port developments have been approved?
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the industry such as the size of the ships which are Mr Rowlands: I do not think we have lost any
expertise. We still have a small challenge in that webeing built which can be accommodated, for

instance, across the North Sea, where those ships have about 10% vacancies at the moment in the new
Rail Group. We always have some vacancies in allwill be likely to head if they cannot be catered for in

British ports? parts of the Department. We need about half a
dozen more engineers than we have and that is theMr Darling: The current applications are being

determined by the planning inspectors who then one challenge we still have.
make a recommendation to the Secretary of State.
The planning inspector takes into account all the

Q119 Chairman: So you have not had diYcultyevidence that he has heard. That includes a whole
getting the existing SRA staV to transfer?variety of things. I am not in a position today to
Mr Rowlands: I have a lot of people from the SRAsummarise all the evidence which has been
who seem to me to be happier now they are workingsubmitted because there are hundreds and hundreds
in the Department than they were in the SRA.of pages of the stuV, but all the evidence which has

been put before the inspector will be considered and
that allows the inspector to make his Q120 Chairman: That is a nice unbiased view. I
recommendations. wonder why you should think that? They are going
Chairman: I think we will want to come back to that, to be quite happy and it is a rapid move, is it? There
Secretary of State, but not today. is not going to be a lot of hangover from some people

who are still left?
Mr Rowlands: I think there will be some people whoQ115 Mr Donaldson: Secretary of State, railway
in the next 12 to 18 months will come to thesafety is important and my attention was drawn to a
conclusion they do not want to be a civil servant, butmotion on the Order Paper about the closure of the
that is just part of the business of running arailway test track at Asfordby. I note that the
department. I do not think it is a great problem. WeGovernment has decided not to purchase the track.
have 90% of posts filled in the new Rail Group, youIs that not short-sighted? How will we have a testing
always have some vacancies, as I say, and we need tofacility for new rolling stock in the UK?
take on about half a dozen more engineers and thatMr Darling: There are two things here. One is, I do
is about it.not think the Government is under an obligation to

buy anything which somebody wants to get shot of,
and there is a bit of that here. Obviously not many Q121MrClelland:Can I just come back to the point,
people want to buy railway test track and I am not which I have now found my note about, when we
sure we do. I also understand that technically there were talking about concessionary fares and the fact
are diYculties with it because of its configuration they are restricted to local authority boundaries?
and all the rest of it. Just at the moment there are The Secretary of State said that they had looked at
many things I would like to buy and a railway test the possibility of extending this but it had been ruled
track is not one of them. out on cost grounds, could you tell us or let us have a

note on what the proposed extensions were, whether
Q116Chairman:Adisastrous lack of imagination on they would be regional or national extensions, what
your part, Secretary of State. the projected costs were and what the methodology
Mr Darling: No, it is not. Nearly a third of the was for calculating the projected costs?
rolling stock has been replaced in the last five years Mr Darling:My recollection, and I will let you have
and it has all been tested. Some of it has been tested a note on this, is that it would have been about £100
abroad; a lot of it has been built in this country and million more to do a national scheme, but I am
tested here.My understanding is, apart from the fact happy to let you have a note as to how we calculate
we were not actually looking to buy a test track, if these things.
we were going to buy one we would not buy this one
because, in crude terms, it is a bit bendy for some of

Q122 Chairman: What about your Transportthe things we might want to check.
Direct? How are you going to measure its eYcacy?
Mr Rowlands: We are going to measure its eYcacyQ117 Chairman:Mr Rowlands, how many of your
partly simply in terms of volume of use—if nobodynew DfT Rail Group are entirely new to the rail
uses it, that is the first test failed.profession?

Mr Rowlands: The new Rail Group has about 260
people on its complement and about two-thirds of Q123 Chairman:What about accuracy of reply?
them have come across from the Strategic Rail MrDarling:You had better complete that point,Mr
Authority and the other third is made up of people Rowlands.
already in the railway side of theDepartment as was, Mr Rowlands: Since the Secretary of State launched
plus some more junior staV who have come in from it on New Year’s Eve, we have had 212 million
elsewhere. So we have a newRail Group with people separate user hits, now running at about 80,000 a
many of them from the SRA with genuine week and it is continuing to build up So we have
knowledge about the industry. passed the first test. We run regular surveys of test

journeys to test how accurate the answers are. The
last set, which was about 400 journeys, was 98%Q118 Chairman: So you have not lost any expertise?

Is that what you are saying? accurate.
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16 November 2005 Rt Hon Alistair Darling MP and Mr David Rowlands

Q124 Chairman: 98% accurate? Q130 Chairman: I have heard the SRA described in
various ways but wrinkles is not one of them.Mr Rowlands: Yes. This system is computing

literally billions of journeys. It is a system which Mr Rowlands:My diversity numbers at senior level
are going to go backwards in terms of gender,does not exist in any other country in the world.

Which? managed to find and published a journey because all 22 people at senior level coming from the
SRA are men.which required them to walk across a river which

was not sensible. There are still some glitches but it
has 98% accuracy and getting better. Q131 Chairman:What a surprise!

Mr Rowlands:We will meet the Cabinet OYce 2008
targets for ethnicity, disability in the senior CivilQ125 Chairman: You did give £25 million to this
Service and generally for women at the most seniorfirm to design, build and operate it. You think you
levels.are getting your money’s worth, do you?

Mr Rowlands:We designed, built and operated this
Q132 Chairman: The disabled staV targets are stillin-house ourselves. This is a DFT product.
pretty well oV, are they not?
MrRowlands:No.We think we will meet the overallQ126 Chairman: What clever persons! Do you do
senior target of about 3% of the senior Civil Servicecustomer satisfaction surveys or do you just
being disabled, but there is a real problem, as Iinstinctively know they love you?
suspect you know, in getting people to declare theirMr Rowlands: We have a feed-back site so we are
own disabilities. We have changed the system togetting people to come back and tell us whether they
make it anonymous because unless we can get a gripare happy or unhappy with their visit, and the
on numbers we cannot get a grip on the challenge, sonumber of people who are happy is much more than
we have now anonymised these returns to drivethe number who are unhappy. They tell us when we
performance.have amistake in the system, which helps. One of the

tests which we cannot run yet because it is still in its
Q133 Chairman: So you are going to make a realinfancy as a system is to track to see whether people
eVort in the field of recruiting women?actually make the choice to change their mode of
Mr Rowlands: Yes.transport having used Transport Direct. We have

only been running for not even eleven months now
Q134 Chairman: Are you looking for womenand we will get into that next year.
engineers?
Mr Rowlands: The Chief Highways Engineer in the

Q127 Chairman: You do not think that if you were Highways Agency is a woman.
subjected to the same sort of check that the National
Rail Enquiry mystery shopper exercise performs, Q135 Chairman: A whole one?
you would get a diVerent view? Mr Rowlands: One of the directors in the central
Mr Rowlands: I am happy to write back to you with department currently on railways is female and
whether we are going to do mystery shopping. I previously an engineer in the Highways Agency. We
cannot answer that. We certainly run our own tests. have some senior women at engineering level.

Q128 Chairman: Do you think the Department, Q136 Chairman: I think we are all terribly
since it failed to achieve the 2005 targets to improve impressed. Secretary of State, you have been very
recruitment and advancement of under-represented relaxed and cheerful so I know we have not done
groups, is doing a very good job? very well.
MrRowlands: I think it is doing a better job thanwas Mr Darling: I will come back for more!
the case two or three years ago. Chairman: It is always a delight to see you. I shall try

and swallow my disappointment that when oVered
some secret memos from this Committee you saidQ129 Chairman: I do not think we doubt that

because that was pretty poor, was it not? you did not want to read them—I cannot think of a
worse insult. We are delighted to see you both andMr Rowlands: We still have a genuine challenge. I

have a small wrinkle, but it is only at senior level, doubtless we shall have other things to ask you in
good order.coming over from the SRA.
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Supplementary memorandum submitted by the Department for Transport

RESPONSE TO QUESTIONS FROM THE COMMITTEE FOLLOWING ORAL EVIDENCE ON
16 NOVEMBER 2005

Roads

(Q9) What measures are planned to incorporate road links which experience severe seasonal congestion into
the new national congestion target?

The new target focuses on the worst 10% of journeys on each of the roads covered by the target. It will
often be the case that seasonal or one-oV events will result in journeys that are among the worst 10%, so
there will be a direct and strong incentive for theHighways Agency (HA) to seek to improve road conditions
at these times.

A total of 103 routes have been defined across the HA network covering virtually the entirety of the
network for monitoring purposes. All but a small number of these routes will be included in the new target.
It is likely some routes will need to be excluded from the target because the data for these routes will not be
of good enough quality.

In discussion, the Committee mentioned routes to the SouthWest, Silverstone, Castle Donington and the
A64 to Scarborough. It is likely that the A30 from Exeter to Bodmin will not be included in the target
because good quality data will not be available in time. Some sections of the M42 and M40 near to
Silverstone and Castle Donington may not be included in the target to begin with due to their current level
of data quality, although they would be brought into the target over the next year. The A64 will be included
in the target.

In addition to some of the defined routes being excluded from the target, a number of short stretches of
road could not be included in routes. Each of these “spurs” is short in length and most actual journeys
including one of them would spend a greater amount of time on one of the defined routes.

For all sections of road not included in the target—either excluded routes or spurs—performance will be
monitored and performance managed and incentivised by the HA and the Department using other
indicators that require less data or are less sensitive to lower quality data.

(Q11) Could you clarify why the congestion target for local roads uses person delay while the target for
strategic roads uses vehicle delay? How does this relate to Departmental objectives and congestion-reducing
initiatives on the inter-urban network?

The target for strategic roads is focused on improving journey time reliability. This reflects the
Government’s view that journey time unreliability is the most frustrating aspect of congestion for many
people. The target, by looking at the delays experienced on the worst 10% of journeys on each route, aims
to incentivise the Highways Agency to address the causes and consequences of the slowest journeys, and
hence to reduce the likelihood and duration of long delays. Delivery of the target will improve journey time
reliability by reducing the probability of long delays.

We are not yet in a position to produce an indicator of reliability for urban roads, as the data requirements
for such an indicator are considerable, although we are hoping to do so in the future. In the meantime, the
target focuses on the movement of people, since this is especially important in an urban area where buses
are a vital part of the transport mix. A person-based indicator takes account of the fact that a bus carries
many people but only counts as one vehicle. The new indicator will be collected for a total of 153 routes into
the urban centres of the ten largest urban areas. These are a sample of the most important routes in these
areas, taking into account traYc and person flow, levels of delay and local strategic importance.

The strategic target fits under Departmental Objective I which states: “Support the economy through the
provision of eYcient and reliable inter-regional transport systems by making better use of the existing road
network; reforming rail services and industry structures to deliver significant performance improvements
for users; and investing in additional capacity to meet growing demand”. Many initiatives will address
unreliable journey times on the strategic network, including HA TraYc OYcers, advanced traYc
management, better information for road users before and during journeys, variable speed limits, better
management of roadworks, improved winter preparedness and planning for one-oV events. Planned
capacity enhancements should also improve the worst 10% of journeys, both by improving journey times
in general on those roads and reducing the probability of incidents causing further delays.

The urban target fits under Departmental Objective II which states: “Deliver improvements to the
accessibility, punctuality and reliability of local and regional transport systems through the approaches set
out in Objective I and through increased use of public transport and other appropriate local solutions”.
Again,many initiatives being planned by local authorities will improve journey times that people experience,
including improved bus priority, encouraging car sharing, more park and ride schemes, wider use of school
and workplace travel plans, improved management of the network using Intelligent Transport Systems,
better management of roadworks and improved parking controls.
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(Q14) The Secretary of State oVered to provide a note setting out on what basis he had said Manchester had
the second worst congestion outside London, and what measure had been used to assess congestion levels.

In his speech to the Manchester Chamber of Commerce on 21 October, the Secretary of State said:
“Manchester City suVers the second highest average delay time for drivers in the UK—second only to
London”. This is using average vehicle delay calculated using 2002 data derived from the National Speed
Survey. Note that the statement refers to Manchester City rather than Greater Manchester. The figure for
Manchester City was 32.9 seconds lost per vehicle kilometre, compared with 36.4 seconds for London, and
an average across all of the urban areas covered of 24.9 seconds.

(Q19) The Secretary of State oVered to send a note on what measure will be used to assess congestion in LTPs
and whether, and why, this measure—and the information required to be collected by local authorities—has
very recently been changed. How will the altered definition aVect diVerent local authorities? Can the
Department clarify whether the calculation change is expected to lead to changes in local authorities’ strategies
for tackling congestion? If the change in the definition and the information required has no eVect, then why was
it changed?

The 10 largest urban areas are each setting a congestion target in their Local Transport Plans (LTPs) using
an indicator of person movements on key routes into city centres. (London is counted as one of these 10
areas and will be setting a target on this basis, although it is not producing an LTP.) Originally the LTP
target was to be based on vehicle delay, with a person-based indicator to be developed at some point during
the LTP period. However, in response to representations from the local authorities concerned at a meeting
early this year, the Department has been working with the 10 largest urban areas to speed up the
development and implementation of a person based indicator, because of its potential to support and
incentivise eVective management of road performance in urban areas. All of the 10 urban areas are being
treated in the same way, so none will be disadvantaged. To help put in the place the new indicator and target
quickly, transitional payments totalling £1 million have been made available to the 10 urban areas for
2005–06.

The new indicator, by focusing on people rather than vehicles, is designed to fit better with local
authorities’ congestion strategies and theirmanagement of the tension between growing demand and limited
road space. It removes some perverse incentives that would have applied with the previous vehicle delay
target, particularly relating to buses.

In addition to the above target, which is mandatory for the 10 largest urban areas, there are other targets
relating to congestion which other authorities must include in their LTP. In particular, authorities with
urban areas populated by more than 100,000 people must include a target of peak traYc flows to and from
urban centres. All authorities must include a target of area-wide traYc flows, although this indicator is
intended mainly as a proxy indicator on air quality and greenhouse gas emissions. There are many LTP
targets which have a bearing on congestion, such as those relating to bus patronage, satisfaction and
punctuality, and cycling.

(Q101) What eVect do rising fuel prices have on traYc demand? How have traYc levels altered in relation to
the changing price of fuel over recent years, and how does this compare to changes in traYc levels seen while
the fuel duty escalator was in eVect?

There are a number of factors (eg income, levels of car ownership, fuel price & eYciency) that are
important in determining traYc demand. Rising fuel prices increase the cost of driving and, all things being
equal, would be expected to reduce traYc volumes.

A literature review2 carried out for the Department by the Centre for Transport Studies at University
College London into empirical evidence on the responsiveness of road traYc to changes in fuel prices
uncovered a range of estimates. The study reported an average long-run fuel price elasticity (the percentage
change in the volume of traYc resulting from a 1% change in the price of fuel) of -0.29. This suggests that
a 1% rise in the price of fuel will result in a 0.29% fall in the volume of traYc.

The chart below shows growth in traYc and real fuel prices3 from 1990 to 2004. When the fuel duty
escalator was operating (from 1992–2000), annual growth in real fuel prices was around 4.4% and annual
growth in traYc was around 1.6%. From 2000 to 2004, fuel price has fallen by an average of 2.6% per year
while traYc has continued to grow by around 1.6% per year. The fact that traYc continued to grow at the
same rate in spite of falling fuel prices suggests that there are other factors (eg, high levels of car ownership
reducing the scope for further increases, rising levels of road congestion) that are constraining growth.

2 Hanly,M,Dargay, J, &Goodwin, P (2001) “Review of Income and Price Elasticities in theDemand for RoadTraYc”. Centre
for Transport Studies, University College London (Contract PPAD 9/65/93).

3 Fuel prices index shows a weighted average of petrol and diesel prices.
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It seems likely that traYc growth since 2000 would have been slower had the fuel duty escalator still been
operating.

Traffic and Fuel Price Growth (1990-2004)
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(Q8) What are the benefits expected to be of the Network Management Duty; and what monitoring is taking
place? What percentage of the network is currently serviced by the new TraYc OYcers? What targets will be
set for the Highways Agency TraYc OYcers to clear incidents and keep traYc moving?

The Network Management Duty imposed on local authorities will require them to manage their road
networks in a more pro-active and comprehensive manner, appointing TraYc Managers to help them do
so. In doing so there should be:

— better co-ordination and management of activities on the network so that disruption to road users
in minimised;

— more attention to ensuring that, through the use of new technology and by regular review and
maintenance of traYcmanagement infrastructure, authorities are able tomaximise their capability
for managing traYc on the network;

— a more structured approach of monitoring and review, so that appropriate action can be taken on
diVerent parts of the network, recognising the diVerent roles of diVerent streets.

The net result of this will be quicker and more reliable journey times for traYc.

Authorities have a duty to undertake monitoring and they are expected to identify indicators that
demonstrate improved network performance and that are relevant to their network. Advice to authorities
is given in the Network Management Duty Guidance and further advice will be included in the forthcoming
Guidance on Intervention Criteria. The Department has reviewed a sample of provisional second LTPs to
see how local authorities are incorporating the duty in their plans. OYcials are also encouraging regional
TraYc Manager Forums to exchange good practice.

In terms of strategic roads, theHA has produced aNational Guidance Framework with the Police, which
sets out the joint benefits to be derived from the TraYc OYcer Service over a projected three-year period.
The quantitative benefits are:

— a reduction in incident related congestion in the areas in which the service operates;

— a reduction in the overall numbers of fatal, serious and slight injuries on the motorways, where the
service operates;

— an overall increase in pro-active policing—particularly road safety and those oVences that are
recordable.

The business case also identified the potential for qualitative benefits arising from the TraYc OYcer
Service as described below:

— high visibility patrols—provide public reassurance;

— culture change—creates a joint operational culture between the Agency, the police and other
service providers;
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— network intelligence—increased resources provide real-time intelligence on the network status;

— better signing—greater consistency of sign and signal setting to improve safety and the quality of
information;

— performance measurement/common standards—new control centres will adopt standard
reporting and monitoring arrangements and will also provide consistent service provision across
the entire motorway network;

— intelligence gathering—increasing overall levels of support to the network will increase capability
to detect criminal behaviour.

The HA is gathering data on all of the quantitative and qualitative benefits described above. However,
because of the staged roll out of the service full benefits are not expected to start to accrue before 2008. The
West Midlands is the first region to reach its full service capability (from 30 September 2005) and as such
is the only region from which there are measurable results. It is too early to draw any conclusions on the
other regions as they are only partially established.

The TraYc OYcer service is operating in five out of the seven regions: West Midlands, South East, North
West, North East and East. The Agency is on programme to be operational on all parts of the motorway
network by summer 2006. The TraYc OYcer Service is operating on 1,303 carriagewaymiles (this comprises
motorwaymiles plus some small sections of all purpose trunk road) out of a total of 4,093 carriagewaymiles
to be serviced by the TraYc OYcer Service. This represents 31.8% of the English network on which TraYc
OYcers will operate.

In the period since agreement was reached to establish the TraYc OYcer Service, the Agency has been set
further targets:

— 2005–06 Business Plan Target—for the West Midlands Region to attend 75% of incidents within
15 minutes of being deployed and to clear 75% of incidents for which they are in the lead within
30 minutes of taking full responsibility for reopening the road to traYc. The Agency is producing
regular reports on progress in the West Midlands for the Roads Minister, Dr Stephen Ladyman
and preliminary analysis shows that the service in the West Midlands is meeting these targets.

— PSA Target—The Agency has now been set a challenging target to make journeys on the strategic
road network more reliable by 2007–08. Incidents are a significant factor in causing unreliable
journeys and the achievement of this target will demonstrate that theAgency ismanaging incidents
better as well as making improvements across all their network operation activity.

(Q6) What assessment of the permit system for road works is planned?

The DfT, including the HA, continues to work with stakeholders such as utilities companies and local
highway authorities, looking at the type and nature of secondary legislation that will be needed and how
benefits from permits, which will apply to both utility works and highway authority works, can be best
achieved.

The Department’s aim is to prepare regulations that allow permit schemes to proceed under diVerent
scenarios: for example, operating permits on all roadswithin an authority; or operating permits on themajor
roads and the existing noticing regime on the rest. The diVerent approaches may have implications for the
balance of eVort between the main roads and other roads, and on the overall impact and resources involved.
We would like to see the various approaches tried in the early permit schemes and review them to see which
oVers the most benefits.

These permit schemes will be assessed as specific sub-project within a wider project to evaluate the
implementation of the TraYcManagement Act by local authorities.We are in the process of commissioning
this project to start work in early 2006, initially collecting base data on the existing control regime. The
evaluation will look at a range of impacts: on the number and duration of works; on the performance of the
road network; on the costs incurred by utilities and authorities and the benefits obtained from less
disruption. To ensure equality of treatment between utility and highway works, key performance indicators
(KPIs) will be developed for the ongoing measurement of the performance of permit issuing authorities.
Those KPIs will also feature in this evaluation of permit schemes.

In addition, the HA has set up a Permits project that is tasked with looking at options that will both meet
legislation and will reduce works related congestion. This project will look closely at all aspects of the
legislation and practical ways to implement any potential permit scheme to enable the Agency to reduce
works related congestion. By early spring 2006, this project will be in a position to recommend a preferred
option. Should this recommendation be for the Agency to run a permit scheme, it is envisaged that the first
phased role out of any such scheme will take place around early 2007.
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(Q9) Has there been any recent assessment of the impact of the mandatory speed limits on the M25? Is this
assessment ongoing, and how regularly are reports made?

The mandatory speed limits were introduced as part of theM25 ControlledMotorways study, which was
monitored over a 10 year period between 1995 and 2005. A summary report was issued Dec 2004 and a copy
has been published via an HA press release.

The report found that the positive benefits arising from fewer accidents and a reduction in fuel
consumption, arising from smoother driving were outweighed by the economic disbenefits of increased
journey times, giving an overall negative assessment of the scheme benefits. However, recent changes to how
economic benefits are assessed, together with a recently revised safety benefit of 15%, gives an overall
positive assessment of the scheme benefits. A revision to the M25 Controlled Motorways summary report
is currently being prepared to take account of this.

There are no further plans to continue this assessment on theM25. However, the Agency will be assessing
the impact of mandatory speed limits introduced on the M42 as part of its “Active TraYc Management”
pilot.

(Q34) The Secretary of State said that if theHighways Agency spend toomuch on one road it will have to spend
less on another road. Has any assessment been done of the impact that overruns on some road schemes are
having on the overall road building programme?

In the first instance the Agency’s approach is to work with the supply chain to drive down costs of
construction.

Where that is not possible, cost increases are met from a reserve allowance set aside for that purpose
within the planned overall costs of the strategic roads programme. Where cost savings can be made, these
are fed back into the reserve allowance. A review of the impact on the overall programme is undertaken each
time a cost increase is considered to inform the decision on how to take the scheme forward.

(Q66) The Secretary of State said that the Department is keeping up to date with developments in road pricing
schemes around the world.Which schemes is the Department looking at? Has it identified any schemes that may
be able to provide a model for this country?

There is a wide variety of schemes, each with diVering objectives and at varying states of practical
readiness. Some have been in existence for many years (the Singapore Electronic Road Pricing system and
the New Zealand lorry charge). Elsewhere, ideas are at a very early stage (Oregon and Seattle) There are
some schemes that have demand management very much to the fore (eg Singapore and Stockholm), some
where road pricing is used a means of collecting taxation (eg the lorry charges in Germany, Switzerland and
Austria), and some where the objectives are mixed (eg the SR91 Express Lanes in California).

We will also learn from the experiences of the London Congestion Charge. But we do not believe that it
is possible to pick a road pricing scheme oV the shelf—schemes across the world have lessons for us to learn,
both good and bad. We will use these lessons to help inform our work with local authorities, and will
continue to track international developments.

Buses

(Q22) The Secretary of State said he was willing to look at giving local authorities extra powers to control
buses if demandmanagementmeasures were implemented. Please providemore details of what is being explored
and proposed. When do you hope to have finalised these proposals, and the “revisions in the law” to which the
Secretary of State referred?

Last year’s transport white paper made clear that the case for giving local authorities extra powers to
control buses, via a quality contract, would be strengthened if it was part of a package to tackle congestion.
Local authorities can also gain greater control through partnerships with bus operators. We are discussing
with bus operators and local authority representatives how such partnership agreements could be made
more eVective. An announcement about these and any other proposals will be made in due course.

(Q98) The Secretary of State oVered to provide a note on the funding of the concessionary fares scheme and
the decisions on how to distribute it among regions and local authorities. (Q97) How much would it have cost
to fund a comprehensive concessionary bus fares scheme that covered peak times?

The Government is providing £350 million for 2006–07 to local authorities to fund the introduction of
free oV-peak local bus fares for the elderly and disabled people. Local bus travel is defined as within the
boundary of the District or Unitary Council, or the Passenger Transport Executives (PTEs) in metropolitan
areas. Local authorities and the PTEswill have discretion towork together to provide cross-boundary travel
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as they do at present. They can also oVer other extensions to the statutory minimum entitlement, such as
travel before 9.30 am and travel on other modes, based on their judgement of local needs and circumstances
and their overall financial priorities.

The £350 million of extra funding will be suYcient to fund the cost to the local authorities and the PTEs.
The funding for current half-fare statutory minimum entitlement is allocated through the Revenue Support
Grant (RSG) system and is part of the Environmental, Cultural and Protective Services (ECPS) Block. One
option would have been to allocate the extra funding through the existing ECPS Block formulae. However,
this approach would have resulted in the funding being allocated broadly by population with some other
adjustments such as for deprivation. This would result in shortfalls for most of the large metropolitan areas
due to their relatively high bus use.

Consequently, DfT andODPMexamined how the formulae could bemade fairer by adding new variables
and/or changing the weights of existing variables in the ECPS Block formulae. An option that increased the
weights on those variables best linked to concessionary fares uptake (eg pensioners on income support) was
included in ODPM’s consultation on changes to the RSG formulae.

The consultation closed on 10 October. The decision on the distribution of the extra funding for
concessionary fares will be included in the Provisional Local Government Settlement to be announced
shortly (see response to Q121 which also answers Q97).

(Q121) A note was oVered on what extensions to the concessionary bus fares scheme were proposed and where,
how they would have been operated and what methodology was used for calculating the projected costs.

Regarding the costing of diVerent extensions, analysis undertaken for the DfT suggested that an oV-peak
“go anywhere” scheme by bus would cost an extra £100 million (on top of the £350 million to be provided).
A fully comprehensive scheme, allowing travel at all times, by bus could cost around £60 million, on top of
the £100 million. These estimates were derived by applying the Welsh free scheme to England using current
revenue and patronage data. This would have meant that that a fully comprehensive scheme would have
cost in excess of £0.5 billion. We have to balance the available funds with many other competing demands
on the public purse. The Government’s priority is to ensure an equitable minimum level of provision
throughout the country, enabling pass-holders to use their local buses on a fair and reasonable basis. Given
the significant sums involvedwe do not intend to review the provision of concessionary fares before the 2007
Spending Review.

The Department has an agreement with the Confederation of Passenger Transport to increase the number of
buses with wheelchair access by 2010. Do you have similar agreements to ensure buses are accessible to people
with visual and hearing impairments, by providing audio-visual announcements? If not, why not?

The Department negotiated a voluntary agreement with industry that 50% of the full size bus fleet should
be low floor and accessible (though not necessarily Disability Discrimination Act compliant) by 2010 to
ensure that industry was well placed to meet the existing requirements of the Public Service Vehicles
Accessibility Regulations (PSVAR), which require that all such vehicles be compliant by 2017. Low floor
vehicle technology was by then tried and tested and oVered operators many advantages over their high floor
equivalents.

However, at the time that the PSVAR were introduced, the Department was unable to include a
requirement for on-vehicle audible and visual information systems because there was insuYcient evidence
of available and robust technology. Consequently, the PSVAR did not include requirements for such
systems but the DfT agreed to commission research to evaluate their eVectiveness. That research reported
a positive response initially, however, raised concerns subsequently regarding several technical issues
together with passenger and driver perception.

Since then, the DfT has opened discussions with a number of key stakeholders, including the Disabled
Persons Transport Advisory Committee to examine the issues raised including reliability, acceptability and
cost. TheDepartment also commissioned further work to investigate driver attitudes and establish the types
of on-board information systems in operation elsewhere in Europe, there being very few such systems in
operation in the UK (Local Authorities tending to favour at-stop systems). This latest work is due to report
by the end of the year. Accordingly, the Department is not yet in a position to either regulate or negotiate
a voluntary agreement for the roll-out of such systems.

Has there been any progress on developing “outcome” rather than “output” methodologies to assess the
Department’s policies on transport accessibility?

The Disabled Persons Transport Advisory Committee (DPTAC- our statutory advisers on the transport
and mobility needs of disabled people) commissioned MORI to carry out a survey of disabled people’s
experience of transport in 2001. We are looking at developing that survey methodology to provide
information at regular time intervals on the impact of our policies on the lives of disabled people.



3233351004 Page Type [E] 28-04-06 10:01:35 Pag Table: COENEW PPSysB Unit: PAG1

Ev 52 Transport Committee: Evidence

Light Rail

(Q108) Has the Ultra Light Tram Group (based in Bristol) sought a meeting with the Secretary of State and
has the DfT met the Group?

We understand that the Ultra Light Tram Group referred to is the company Sustraco Ltd which has
developed the prototype Bristol Electric Railbus. The company’s Chairman, James Skinner, met oYcials
from the DfT and DTI on 6 January 2005. He has written to the Secretary of State or other DfT ministers
on many occasions in recent years and has had, since March 2004, twelve responses from the Secretary of
State or other ministers. He asked for a meeting with the Secretary of State once; in his letter of 28 June
2005. The response from Derek Twigg, as minister responsible for light rail, invited Mr Skinner instead to
engage in a dialogue with DfT oYcials. Mr Skinner has so far not taken up this oVer.

Road Safety

Despite record low numbers of road casualties in 2004, cyclist fatalities and drink drive fatalities increased.
What steps will be taken to specifically combat these trends?

Despite long term reduction in drink driving we have never become complacent about the issue. The
problem has to be addressed by enforcement and publicity working in cohesion.

Police have been given (under the Serious Organised Crime and Police Act 2005) new powers to conduct
evidential breath testing at the roadside, although the eVects of this will take a while to work through. A
joint statement by DfT, Home OYce and the Association of Chief Police OYcers (ACPO) earlier this year
on Roads Policing Strategy demonstrates a renewed commitment to this area of police work in which drink
drive enforcement is a major element. And with a view to implementing the strategy the police have recently
held two well attended conferences—one organised by ACPO and one by the Police Federation. We
continue to look at problems with hardened oVenders. Through the Road Safety Bill, currently in
Parliament, we plan to make some provision for stronger penalties involving re-testing, improvements to
the Drink drive rehabilitation scheme, and a possible scheme for Alcohol Ignition Interlock Programmes.

Anti drink drive messages remain a key priority for the THINK! Road safety campaign. TV and radio
advertising launches in December and will be supported by commercial partners putting out information
in pubs and clubs. Following close dialogue with the police, radio advertising will focus on enforcement,
stressing the risks of getting caught.

Although the number of cycle fatalities increased from 114 in 2003 to 134 in 2004, this was still a drop in
fatalities of 28% compared with the 1994–98 baseline. Also compared with 2003, serious injuries were down
by 39% and slight injuries down by 31%.

Our strategy is to both improve conditions for cyclists and to encourage them to protect themselves. Local
authorities are now expected to produce or update a cycling strategy, which should include measures to
make cycling safer. DfT’s Road Safety Strategy gives guidance to local authorities on how to improve
conditions for walkers and cyclists in their LTPs.

Educating drivers is an important element in making cycling safer. The current version of the Highway
Code includes a section for drivers on road users requiring extra care, including cyclists. To make drivers
more aware of cyclists the theory test question bank contains a large number of questions about vulnerable
road users. The screen-based theory test allows the use of digitised video clips to help test hazard perception
with moving images, which include cyclists. The practical driving test has been lengthened, providing a
greater opportunity for encountering cyclists.

The Department has developed the “Cycle Sense” safety campaign. The campaign encourages teenagers
to wear the appropriate protective gear, in particular to wear cycle helmets, and to undertake cycle training.
Technique, cycle maintenance and visibility are also addressed. The campaign consists of a series of posters,
a website and a supporting TV Filler film. We also PR to get the safe cycling messages across to parents,
children and teens. A new campaign is planned for spring 2006. “Cycle Smart” for seven to 10-year-olds is
a series of posters and a comic which use Disney characters to communicate simple cycle safety messages.
We launched a new website, in partnership with Disney, on 18 March 2005—cyclesmart.org.

Our policy is to persuade cyclists to protect themselves by wearing helmets. An independent review
commissioned by DfT concluded that overall there is evidence that bicycle helmets can be eVective at
reducing the incidence and severity of head, brain and upper facial injuries and that they can be eVective in
reducing injury for users of all ages, though particularly children.

The Department recognises that pedal cycle training is a valuable safety measure for adults as well as
children. Research carried out by the Department has shown cycle training to have a lasting positive eVect
on safety. We strongly advise parents to encourage their children to take cycle training, and not to let them
out on the roads until they are clearly competent to handle their cycles safely.
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DfT has established a new National Standard for cycle training with more than 20 road safety bodies.
The Public Health White Paper committed the Government to the new standard, and replaces the Cycling
Proficiency Test previously administered by the Royal Society for the Prevention of Accidents. It was
launched on 10 March 2005 when Cycling England, the Government’s new advisory body on cycling was
formed replacing the National Cycling Strategy Board for England.

The number of 12–15 year old pedestrians and cyclists killed or seriously injured increased compared to the
previous year. What action will be taken to enhance safety for young people?

Measures being taken to enhance road safety for young people include a mixture of education,
enforcement and engineering. For example, the DfT and other organisations maintain an extensive
programme of research and provide a variety of educational and training resources for children, parents,
teachers and professionals available free of charge. DfT’s publicity campaigns can change attitudes so
people will understand and accept road safety measures. Recently launched new publicity campaigns have
been aimed at speeding drivers (January 2005) and teenage pedestrians (August 2005). There is also a year
round child road safety campaign.

TheGovernment recognises the need for lower vehicle speeds in areaswhere children and other vulnerable
road users are likely to be, and local authorities are recommended to consider 20 mph zones. Research has
shown that the risk of an accident involving a child is reduced by around two thirds wherever 20 mph zones
are introduced.

The Neighbourhood Road Safety Initiative, launched in 2002, aims to develop and deliver collaborative
initiatives in partnership with 15 Local Highway Authorities with some of the worst child pedestrian
casualty rates in the country. Up to £17.6 million has been allocated up to April 2007. Best practice
guidelines and a literature review on road safety and disadvantage will be prepared.

The Inner City Road Safety Demonstration Project, launched in 2002, is intended to show how an
integrated, partnership approach to the management of deprived inner city areas can reduce casualties on
an areawide basis. The six-year, £6million project was awarded toBirminghamCity Council. Lessons learnt
will form the basis of good practice guidance.

The Mixed Priority Routes Road Safety Demonstration Project is being carried out in partnership with
ten local highway authorities. These roads fulfil an important function as traYc distributors but also cut
through local communities and shopping areas. Conditions for pedestrians are often poor and casualties
tend to be scattered along the length of the route. Lessons learnt will form the basis of good practice
guidance.

What is the single most important road safety message the Department wants to get across to the public?

Our single most important message is: “There are simple steps we can all take to reduce the risk of road
crashes to ourselves and others.”

We deliver this in all our THINK! Communications by giving people the simple steps they can take to
reduce risk eg don’t drink and drive, wear seatbelts etc. Themessage also conveys themain ethos of THINK!
Which is that road safety is everyone’s responsibility.

Rail

(Q76) Why does the Department think it unacceptable to impose a duty on the Secretary of State to increase
use of heavy rail, but acceptable to have a target for increased use of light rail and buses?

The Strategic Rail Authority (SRA) was given a specific duty to promote the railway, though this was a
general duty linked to the SRA’s responsibility to provide leadership to the industry rather than one directed
specifically at increasing ridership. This was clearly appropriate to the SRA, which was concerned solely
with rail issues. A similar duty would not be appropriate to the Secretary of State, who is responsible for all
transport modes.

There is a requirement for growth in every region for buses and light rail. Why does the Department have this
regional target? Why is there no parallel target for growth in rail use in every region?

The inclusion of a regional growth element to the public transport PSA target is intended to reflect the
importance of growth in the main local transport mode (buses) to the achievement of local transport
objectives across the country. Four times as many passenger journeys are made by bus than on the rail
network and the vast majority of these are “local” journeys, whereas a high proportion of rail journeys are
inter-urban and often inter-regional.

For heavy rail, where ridership is increasing in any case, priority has been given to improving punctuality
and reliability rather than passenger numbers—though the improvements being achieved in those areas will
help make rail more attractive and so encourage increased use.
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(Q80) When will in-train signalling be rolled out? When will the programme be complete?

There is no programme for installing cab signalling across the network as a whole. Radio based cab
signalling systems like the European Rail TraYc Management System (ERTMS) provide automatic train
protection and also have the potential to make the rail network more cost eVective and flexible. They can
therefore contribute to rail’s competitiveness compared with other modes as well as oVering safety benefits.
However, neither ERTMS (which is being developed as the European standard) nor any comparable system
has yet been demonstrated anywhere in the world to be reliable enough for rapid wide scale deployment on
a complex, densely used railway network like that in the UK. Trials are nevertheless being arranged,
beginning with one which will see it in operational use on the Cambrian Line in 2007.

Network Rail is meanwhile conducting planning and analysis work and will report to the Department on
a proposed rate of rollout of ERTMSwith its associated costs, benefits and risks. This will consider ERTMS
as a contributor to the long term requirements for railway safety, performance and capacity as developed
in the High Level Output Specification. We also expect in due course to submit a National Implementation
Plan for ERTMS to the European Commission in line with the Interoperability Directives.

(Q81) The 85% rail punctuality target has now been met.Will a more stretching target be adopted? If so, when
will this target be produced and what level of punctuality do you expect theDepartment to aim for, and by when?

The performance measure reached 85.5% in October 2005, though that improvement will need to be
maintained during the winter—when performance figures usually fall back—before we can be confident that
the target has been secured.We are in discussion with the industry now about the level at which a new, more
demanding but achievable target should be set. This is expected to be finalised in January 2006 and to apply
to the period up to March 2008.

(Q82) The Secretary of State said that rail timetables should be realistic. What proportion of timetables have
been revised, and what proportion have increased journey times?

Timetable changes of this sort come about through reviews of the Rules of the Plan, the document which
sets out such matters such as journey times between specified points on the network and the type of train to
be used. Reviews are carried out by Network Rail in conjunction with the relevant passenger or freight
operator. The only recent example of a comprehensive review of this sort was the one which led to the
timetable changes introduced earlier this year on South West Trains, though another is now under way
covering the Manchester suburban network. One covering the East Coast Main Line is due to begin early
next year.

Reviews of this sort do not necessarily lead to increased journey times; issues identified in the course of
a review may be addressed in other ways, for example through increasing, or making better use of, track
capacity or by changes to the type or formation of the rolling stock used to provide the service concerned.

(Q80) What levels of overcrowding do the performance measures currently indicate?

The Department monitors levels of overcrowding on trains run by South East operators on commuter
services into London. The most recent figures, for autumn 2004, show that Passengers in Excess of Capacity
(PIXC) increased from 2.7% in 2003 to 2.9% in 2004.

(Q83) What benefit-cost-ratio would a North-South High Speed Rail Link need to oVer in order to be taken
forward?

We are looking into a number of options for high speed links which could include entirely new lines,
upgrading of existing ones or combinations of the two. Any option which we proposed to take forward
would need to demonstrate a sound business case but we are at too early a stage in our consideration to have
set precise benefit-cost or other targets that a proposal would be required to meet.

(Q115) Mr Donaldson raised the issue of the closure of the Asfordby railway test track. Please provide details
on what the plans are for this test track; what proposals have been put to the Department; what decisions have
been made; and on what basis. Was the track oVered free of charge, or if not, what cost was proposed?Without
a rail test track in the UK where will rolling stock be tested when it is new; or following safety incidents,
problems or changes to equipment?

The test track consists of 14 miles of single and double track railway owned by government through BRB
Residuary Ltd together with a workshop and sidings at Asfordby owned byUKCoal, all on long term lease
to Alstom Trains Ltd. Alstom has advised the Department that it can no longer justify the expense of
keeping the test track operational but did not make any proposals as to its future. Alstom has not contacted
BRB Residuary Ltd concerning the termination of the lease. If Alstom terminates the lease early, all the
fixed assets would revert to government via BRB Residuary Ltd.
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Network Rail is considering the long term need for test facilities for both trains and infrastructure. They
have reviewed the test track as a possible site for future investment but consider it to have severe limitations.
It has no continuous loop for sustained running and has planning constraints which limit the number of
trains run per day. Network Rail’s review covers the development of test facilities in the UK and the use of
current and planned facilities in mainland Europe and elsewhere to cover all relevant needs. Decisions will
be made by Network rail in consultation with the Department and interested parties once the review has
been completed.

(Q117) Howmany members of staV—and what proportion of the total—of the SRA have not been transferred
to the DfT Rail Group section? How many of these had rail specific skills?

Immediately before transfers to the Department began, the SRA had a total staV of 430. Of those,
approximately 180 came to the Department (140 to the Rail Group and 40 to other parts of the Department
such as the Legal Group). A small number went to each of the OYce of Rail Regulation, the Scottish
Executive and Network Rail. That left around 240, or 56% of the original 430, who were not absorbed into
theDepartment or other successor bodies. TheDepartment does not hold details of the skills and specialisms
of that group.

Environment

(Q47) Has the DfT carried out any research to assess what reduction in emissions could be achieved through
strict enforcement of the speed limits? If so, please make this available to the Committee. If not, has the DfT
any timetabled plans to conduct this analysis, and if not, why not?

The Climate Change Programme review which is currently underway is looking to come up with a range
of measures, including transport ones, that can be packaged together into a new programme to help the UK
meet its carbon reduction targets.

As part of this, a very wide range of measures were appraised—including potentially diYcult or expensive
measures. These included one scenario under which no vehicles exceeded the speed limits on motorways and
dual carriageways. Our estimates suggest that savings in the region of 0.5 million tonnes of carbon per
annum could theoretically occur under such a scenario.

(Q88) Recent research as part of the “Horizons Programme” by Robin Hickman and Professor Banister, at
University College London, sponsored by the Department, found that new technology would deliver only half
the desired reduction in carbon dioxide by 2030 and that behavioural change would have a more significant
impact. What policies for behavioural change will the Department be introducing as a result of this research?

DfT is already been promoting a range of measures known as “smarter choices” aimed at encouraging
people to travel more sustainably. These include local programmes to encourage school, workplace and
individualised travel planning; improving public transport information and marketing services; setting up
web sites for car share schemes and supporting car clubs; and encouraging teleworking and teleconferencing.

Further, the DfT has been encouraging local authorities to make smarter choices an integral part of their
transport strategies. How local authorities intend to develop and implement smarter choices is a criterion
for assessing the quality of the new local transport plans coming into operation next April. Also the modal
shift resulting from school travel planning will be a mandatory indicator for local authorities.

TheDfT is working to further our understanding of this issue, with research currently underway to review
the evidence on public perceptions of the role of transport in climate change.

In relation to the research at University College London, it is assumed that the domestic transport sector
has to achieve a reduction in greenhouse gas emissions of 60% from 1990 levels. This is not current
Government policy but was chosen as a test of the methodology and as a way of giving an idea of potential
ways in which large cuts in transport carbon emissions could be achieved. Rather, the actual Government
target is an overall 60% reduction in carbon dioxide emissions by 2050, but does not specify which sectors
this should be saved from.

The study was commissioned to get a better idea of the potential range of options available for cutting
the impact of transport on climate change. It is an interesting contribution to the debate on how best to
tackle the impact of transport on climate change. The study does not give the whole picture—it does not
look at the costs of the measures proposed, nor does it look at whether it might be more beneficial to make
cuts in emissions from sectors other than transport.

The Government agrees that action is required to move us further towards climate change objectives, but
this needs to go wider than just the transport sector. That is why DfT is working closely with Defra and
other Government departments on the Climate Change Programme review, which is taking a more
comprehensive look at the measures required to move us further towards our domestic and international
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climate change objectives. Although this project does not directly contribute to the consideration of these
climate change programme policies, it will feed into the next phase of DfT work of evaluating the longer
term policy options for reducing emissions in the future.

Will the Climate Change Review Programme explicitly set out the cost benefit ratios of reducing carbon
emissions from each sector, including transport? When will this be available?

Synthesis reports summarising the cost-benefit and cost-eVectiveness analysis carried out for the Review
of the Climate Change Programme (CCPR) will likely be published alongside, or at a similar time to, the
revised programme itself. The CCPR is expected to be published soon, and Defra colleagues are currently
working on finalising a date.

You stated in the previous memorandum in reference to aviation emissions trading that “The UK reserves the
right to act alone or bilaterally if progress towards agreements internationally proves too slow”.What timescale
would be considered slow enough to prompt unilateral or bilateral action on aviation emissions trading?

In the White Paper we made clear that we reserve the right to act alone or bilaterally with like minded
partners if progress towards agreements at an international level proves too slow. This commitment relates
to tackling aviation’s global impacts and not solely to emissions trading.

The Aviation White Paper was written two years ago. Since then there has been significant progress. We
have seen the recent adoption of a positive Communication from the European Commission that
recommends including aviation in the EU Emissions Trading Scheme and sets out the Commission’s aim
to produce a legislative proposal by the end of 2006.

It is too early to say when aviation could start trading in the EU scheme, as it will be subject to many
factors beyond our control, such as negotiations at European level and the timing of any legislative proposal.
It would therefore be irresponsible of us to set inflexible deadlines now. Decisions will be taken in the light
of progress on future negotiations.

Air Quality

Local authorities declared their Air QualityManagement Areas several years ago. Are they adequate to ensure
improved air quality? Why have the problems not yet been solved?

Where a local authority considers that one or more of the air quality objectives, as prescribed in
regulations, is unlikely to be met by the required date, it must declare an air quality management area
(AQMA). Under the local air quality management system, there is no statutory obligation on local
authorities to meet the air quality objectives. Part IV of the Environment Act 1995 only requires local
authorities to act “in pursuit of the achievement” of air quality objectives. This is because responsibility for
action needed to regulate sources of emissions often lies outside their remit.

The majority of local air quality management areas across the UK relate to emissions of nitrogen dioxide
from road transport. A number of exceedences also relate to particles (PM10). Where the exceedence of an
objective is attributable to emissions from road traYc then we would expect the local authority to use their
traYc management powers and to work very closely with the HA, if roads on the strategic road network
are involved, and, where applicable, other relevant organisations to reduce levels of pollution.

Under the Government’s Freedoms & Flexibilities’ agenda, local authorities are now being encouraged
to integrate their air quality action plans into LTPs, where local road transport is the main cause of the local
pollutant concentrations. Integrating air quality related transport measures into the wider transport agenda
at local level should increase the capacity to deliver cleaner air. It is up to local authorities to consider
implementing measures, such as improving public transport (bus quality partnerships), local congestion
charging and road pricing, as well as low emission zones. The Mayor of London and London local
authorities, for example, are proposing to implement a London Low Emission Zone.

As well as local measures, we also need more national and international action to improve air quality
across parts of the UK. The Government and the Devolved Administrations are currently undertaking a
review of the Air Quality Strategy to identify possible additional measures to move closer to meeting our
national air quality objectives and thus generate cost eVective health benefits. The European Commission
has proposed a newAir Quality Directive, which now needs to be negotiated and has also recently published
its CleanAir for EuropeAir Quality Thematic Strategy. The EuropeanCommission has also already started
to review the potential for a further tightening of the EU vehicle emissions standards, to take place early in
the new decade, to ensure that the declining trend in air quality pollutant levels is maintained despite the
predicted traYc growth. My oYcials, along with Defra oYcials are currently in discussion with European
counterparts to take forward further tightening of the standards.
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What was the outcome of the European Commission’s review of the TransportEnergy grants and what impact
has the suspension had on the “Powering Future Vehicles” target for low emission vehicles?

The DfT carried out a review of the TransportEnergy grant programmes in 2004 and announced that
changes would be made to the programmes to ensure a technology neutral approach and one that met the
European Commission’s State Aid rules. EC State Aid rules require that state aid (financial assistance to
business from the State) allowed within the terms of the Treaty must be notified to and cleared by the
Commission to ensure compliance with Commission guidelines. Six proposed grant programmes were
notified to the Commission for clearance under State Aid rules earlier this year.

The Infrastructure programme received clearance from the Commission in July and the Low Carbon
Research and Development programme received clearance in September. These programmes have been
launched and are being administered on behalf of theDepartment by theEnergy Saving Trust (EST).Details
can be found on the EST website at www.est.org.uk

The four remaining programmes—the Low Carbon Car, Low Carbon Bus, Air Quality Vehicle and
Enhanced Environmental Vehicle programmes—have yet to be cleared by the Commission. The
Department is doing everything in its power to ensure the programmes receive clearance as soon as possible
but it is not within our gift to provide specific timescales for the clearance process.

The TransportEnergy grant programmes are one of a number of measures that have been put in place to
help achieve the targets set out in the Powering Future Vehicles strategy. The suspension of the
TransportEnergy grant programmes, and the delay in clearing the revised programmes, means grants have
been unavailable for a period of time. All other measures, such as CO2 linked Vehicle Excise Duty and
Company Car Tax, car labelling and Voluntary Agreements with the automotive industry, have continued
and progressed.We have no evidence to suggest that the absence of grants has so far had a significant impact
on our ability to meet the Powering Future Vehicles targets.

When do you expect the European Commission to publish the new Air Quality Directive? Will the Department
support measures to reduce air pollution from the transport sector and what impact do you expect this to have?

A proposal for the new Air Quality Directive has now been deposited. It was published on 21 September,
but formal transmission to Council and (European) Parliament was delayed by the need to translate into
all languages. It finally appeared 18 November.

A European Council statement of Common Position is expected in June 2006, and it is predicted that the
finalised Air Directive will be published in the autumn of 2007.

The Air Quality PSA Delivery Plan is revised regularly to take account of scientific developments, new
evidence on the health eVects of individual pollutants and developments in the EU or other international
fora.

The predicted impact of the proposed measures is still being addressed by my Department together with
Defra and Other Government Departments.

Lorry Road User Charge (LRUC)

(Q58) The Secretary of State referred to measures being introduced in the medium term to address the
contribution of overseas lorries to road wear and tear. Please provide more details of the kind of schemes being
considered; the full objectives of these; and a timetable for implementation. The objectives of the Lorry Road
UserCharge included varying the charge to reflect costs of climate change and local air quality—will the interim
measures you have planned include these objectives?

(Q58) Will the interim Lorry Road User Charge measures make it cheaper to move goods by road? If so, what
assessment have you made of the impact on the aims of sustainable distribution?

(Q58) Will the medium-term Lorry Road User Charge measures and the Sustainable Distribution Fund have
consistent objectives? Please set out the objectives of each.

The work undertaken on LRUC has confirmed that distance-based charging has the potential to be a
workable and practical way forward. However, given that the Government is now taking forward work on
a system of national road pricing, it is sensible to incorporate distance-based lorry-charging as a part of this
work. The Government confirmed on 5 July that it will continue to work with the road haulage industry to
ensure that its needs are represented as Government develops proposals for a single, comprehensive system
of national road pricing.

The objective of the sustainable distribution fund is to “buy” the benefits of reduced pollution, congestion
and accidents by providing grant support to remove lorries from the road or ensure they are operated in a
more sustainable way. While there is some overlap with what might be achieved through road pricing, the
approach is diVerent.
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TheGovernment has welcomed the publication of the findings of the Burns Inquiry into fuel costs, foreign
competition and freight taxes, and has invited key industry associations to participate in a joint task group,
which will work to place the findings of that Inquiry into a broader context. The task group will assess how
the pressures identified by the Inquiry compare with those facing other sectors which are open to
international competition or have experienced rising input costs. The group will also examine other
important issues that aVect the eYciency of the haulage industry, including workforce pressures, fair and
eVective enforcement, regulatory costs and the promotion and sharing of best practice.

Working with the industry, the Government has previously examined a range of alternative mechanisms
for delivering the objectives that had been set for the LRUC programme. It concluded that none of these
alternative mechanisms could satisfactorily deliver those objectives at proportionate cost, and secure an
acceptable level of compliance, without imposing a disproportionate administrative burden on the haulage
industry.

Nonetheless, as the Secretary of State indicated to the Committee, the main haulage industry associations
have indicated that they are likely to seek to discuss specific proposals for measures that could be introduced
ahead of any National Road Pricing scheme.

(Q59) What will be the cost of the termination of the Lorry Road User Charge contract to the Government?
If a precise figure is not available, when will it be available? Please write to the Committee once the final figures
are known. The Secretary of State said that just over £31 million has been spent on the abandoned Lorry Road
User Charge scheme. How much of this amount relates to work that will feed into the road pricing scheme and
how much is considered “wasted”?

Has the Government ensured that the interim results of the development work on the Lorry Road User Charge
will be made available to future developers of the national road pricing scheme?

Specific payments to individual bidders are a matter of commercial confidentiality, but the total of the
Proof of Solution payments and any payments made for other costs will be reported in the annual accounts
of HM Revenue & Customs.

The work carried out on LRUC has yielded substantial benefits and insights that will be of value in
carrying forward future work on national road pricing. The significant benefits to the development of
national road pricing arising from the LRUC programme include:

— Significant knowledge regarding the nature and deliverability of road pricing technologies;

— An understanding of how in general road pricing schemes can aVect stakeholder groups:

— Experience and understanding in relation to the advantages and disadvantages of diVerent
approaches to procuring road pricing systems.

The work has also provided wider experience of managing IT projects that will be shared with OGC for
current and future IT projects.

The retention and transfer of knowledge from the LRUC programme to the Government’s work on
national road pricing has been managed through the transfer of a small team of experts from the LRUC
programme to DfT. This team will advise DfT on technical and systems issues, and bring to bear the wider
experience gained through work on the LRUC programme, as options for national road pricing are
developed.

(Q68) We would be grateful for a note on the Department’s analysis of the “Brit Disk” for hauliers.

The key conclusions of the Government’s previous analysis of proposals for a time-based lorry road-user
charge were:

— that a time-based charge would not correlate closely with the costs imposed by lorries using UK
roads, because these costs depend more on distance travelled than on time spent within the UK;

— that such a scheme would be heavily constrained by EU law, which places a ceiling on the level of
any time-based charge. As the main haulage associations have themselves acknowledged, this
means that such a charge would only marginally increase the operating costs of foreign vehicles
operating in the UK; and

— that, although a time-based charge could be varied according to the emissions class and other
characteristics of the vehicle, the maximum charge rate would leave very little scope to vary the
charge in a way that would aVect behaviour.
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(Q70) What are the enforcement agencies doing to increase compliance by foreign hauliers with road traYc
law and vehicle requirements?

The Government, as the Committee are aware, is determined to address the current situation where
foreign hauliers who break the law can too easily escape without punishment. Enabling provisions for a new
system of graduated fixed penalties are contained in the Road Safety Bill currently before Parliament,
alongside clauses that will allow enforcement agencies to take a cash deposit from foreign hauliers who
commit oVences, bringing us into line with our continental neighbours. The fixed penalties and deposit
scheme, which subject to the Parliamentary process, could be in place by early 2007, should improve
compliance though increased deterrence as well as providing for more eVective enforcement, freeing staV

from bureaucracy and leaving more time available to catch oVenders.

We are aware of the growing proportion of foreign lorries using our roads and the risks that some of them
pose. The Vehicle & Operator Services Agency’s (VOSA’s) enforcement intelligence indicates that,
particularly for drivers’ hours and weight limit regulations, they are less compliant than those of our
domestic operators. We are currently working with VOSA, police, the HA, HMRevenue & Customs, ports
authorities and others to develop a strategy to address this apparent increase in non-compliance. In essence,
this entails shifting some of VOSA’s existing enforcement resources, andwhere appropriate increasing them,
in and around the key points of entry into the country and the road network regularly used by international
operators. In addition, VOSA will shortly be introducing their Mobile Compliance Device which will
considerably improve the accuracy, reliability and accessibility of data their examiners use to target non-
compliant domestic and international operators. We are also considering more widespread use in
technology such as Weigh-in-Motion-Sensors and Automatic Number-Plate Recognition cameras, which
will further enhance VOSA’s ability to gather intelligence and target the non-compliant.

(Q72) Can you provide more information on initiatives being implemented to reduce accidents involving
vehicles containing dangerous goods and any proposed changes to the rules governing the transport of
dangerous goods.

The transport of dangerous goods (other than radioactive materials) by road vehicles is regulated by the
Carriage of Dangerous Goods and Use of Transportable Pressure Equipment (Amendment) Regulations
2005 (SI 2005 No. 1732). These regulations update the Carriage of Dangerous Goods and Use of
Transportable Pressure Equipment Regulations 2004 (SI 2004 No. 568). The transport of radioactive
materials is regulated by the Radioactive Material (Road Transport) Regulations 2002 (SI No. 2002 1093).
All of these Statutory Instruments implement EU Council Directives 94/55/EC (on the approximation of
the laws of Member States with regard to the transport of dangerous goods by road) and 96/49/EC (on the
approximation of the laws of Member States with regard to the transport of dangerous goods by rail) as
amended.

Directive 94/55/EC applies the provisions of the European Agreement Concerning the International
Carriage of Dangerous Goods by Road (known by its French acronym of “ADR”) to Member States’
national transport, with some minor derogations permitted. The ADR Agreement, in turn, is based on the
global, multi-modal non-mandatory United Nations Model Regulations. The Model Regulations are
reviewed and revised on a biennial basis, taking account of technological development and any lessons
learned from incidents involving the transport of dangerous goods. ADR (and the other mandatory
international modal provisions) are subsequently also reviewed and revised on a biennial basis to harmonise
with the UN Model Regulations and to address any mode specific issues on the same basis as UN.
Subsequently the EUDirectives are amended by Commission Directive to apply the latest revision of ADR
to Member States’ national transport. The United Kingdom is considered to be a leading player in all the
international for a that develop these provisions and regularly submits various proposals to improve safety
and facilitate trade in such goods (for example, new provisions on safety of dangerous goods in road
tunnels).

CurrentGB regulations apply the 2005 revisions to ADR. It is anticipated that the EuropeanCommission
will shortly adopt further amending Commission Directives to apply the 2007 revisions no later than 1 July
2007. The Department has already started work on drafting implementing Regulations. Similarly, the
provisions for air and sea transport are also updated biennially. Given that the raft of provisions described
above are universally considered to be state of the art, no initiatives specific to the transport of dangerous
goods by road over and above initiatives to reduce accidents involving road vehicles generally have been
considered necessary.

Compliance with regulations is, of course, essential to ensure appropriate levels of safety. Enforcement is
undertaken by theHealth and Safety Executive, VOSA, the police forces and theDfTRadioactiveMaterials
transportDivision. TheDepartment holds biennialmulti-agency strategic level Enforcement LiaisonGroup
meetings to maximise the eYciency and targeting of enforcement activity. DfT also maintains an active
Compliance Assurance Programme for radioactive material transport.
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Ports Policy

(Q110) When do you expect a decision to be taken on the development of Shellhaven on the Thames, Bathside
Bay near Harwich and Felixstowe?

We announced in July 2005 that we were minded to approve the proposal for the London Gateway port
development at Shellhaven, subject to clarification of a number of issues. We will announce the outcome of
our consideration of these issues in due course.

We received reports of public inquiries into proposed ports developments at Bathside Bay, Harwich in
March 2005, and at Felixstowe South in April 2005. These are currently under careful consideration, and
we will make announcements on them as soon as possible.

(Q110) The Secretary of State said that port proposals would be considered under the planning regime in
existence when the applications were submitted. Is this approach consistent with planning decisions for new
capacity for aviation, roads and rail?

As the Secretary of State made clear, we take ports decisions in accordance with existing published policy
and current law as we do for transport proposals in all other modes. We recognise the value to promoters
of a stable framework of policy and law between the time that applications are submitted and the making
of final decisions.

Electronic Services

(Q125) Mr Rowlands stated that Transport Direct was designed, built and operated in-house by the DfT.
Please confirm whether this is the case. Please explain why Atos Origin IT Services UK Ltd have received
almost £25 million to design, build and operate the Transport Direct Portal since May 2002 (up to 31 July
2005) according to a document held on DfT website at:
http://www.dft.gov.uk/stellent/groups/dft—foi/documents/page/dft—foi—040168.pdf

The Transport Direct team within DfT is responsible for developing the specification for the portal,
including for the additional functionality that is being progressively added; for identifying and arranging
for the access to the travel information needed to populate the portal; and for working with information
providers to improve the scope and quality of the data used. The specialist work of software design and
system build, and the day to day operation of the portal, is carried out by Atos Origin under a contract
awarded in 2002. The sums paid to Atos Origin cover the work done under this contract.

(Q127) Mr Rowlands oVered to provide a note outlining whether Transport Direct is subject to customer
satisfaction surveys and mystery shopper exercises in the same way as the National Rail Enquiry Service. If
not, why not; and are there any plans for this kind of scrutiny?

Measuring customer satisfaction and obtaining feedback on any problems is central to the Department’s
strategy for improving Transport Direct, growing user numbers to 10 million by the end of 2006 and
ultimately facilitating eVective transport choices. Given the vast number of possible journey options and the
varied potential requirements of users (who may require anything from a relatively simple train time query
using the National Rail data which is available via Transport Direct, to highly complex journeys utilising
a range of diVerent transport modes) we do not, however, believe that any practical mystery shopper type
exercise could cover a suYciently wide sample of journeys/requirements to be meaningful or useful. Instead,
we aim to get the maximum feedback from actual users, including through a “pop-up” online customer
survey covering one in every 10 users who have found a journey and printed their journey details, and
through electronic feedback forms available to all users of the portal.

Transport Direct also has a continuing programme of usability and accessibility testing. This programme
targets specific user groups—for example long distance business travellers or students—and asks them to
perform certain tasks on the website. Their success in completing tasks and satisfaction with the ease of use
of the site are all monitored and reported on. This information is fed back to the Transport Direct
development team so that the service is continually being modified to meet user needs.

In addition, the Department runs a market research programme looking at what specific characteristics
and features prospective users would like to see included in the Transport Direct service, and at what
demand there might be for these features.

Is the Department on target to complete installation of the computerised MOT system by 31 March 2006?

Roll-out of MOT Computerisation commenced on 18 April 2005. As at the end of October 2005, over
10,000 garages were live, representing 55% of the total number of garages to be activated. Over 4.6 million
tests have been recorded on-line of which 73%were passes. The Department is on track to complete the roll-
out by the target date of 31 March 2006. However, VOSA will continue to closely monitor system
performance to ensure that roll-out is not completed to the detriment of service quality.
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Efficiency

A Freedom of Information request to the DfT (28 July 2005) showed that the Department had, to date, spent
£10 million on external consultants at IBM, Deloitte, KPMG, and Halcrow to assist in implementing the
Gershon Review. Please quantify the amount of money “released” for the expenditure of £10 million.

The expenditure on consultants referred to has supported a number of the projects that contribute to the
delivery of the DfT EYciency Programme. However, it is not possible to directly relate expenditure on
consultants to eYciency gains.

The majority of the consultant expenditure to date has been incurred on the development of the DfT
Shared Services Programme, which will not realise benefits until later in the EYciency Programme. The
Shared Services Programme business case and benefits management plan are currently being developed.

The DfT EYciency Programme has so far recorded “cashable” eYciency gains of around £150 million.

TheDepartment expects £122million in annual eYciency gains in local authorities’ spending on transport. How
can the Department enforce these eYciency savings when it has no enforcement powers over Local Authorities?
Will local authorities which fail to make eYciency savings be penalised; if so how?

Local authorities have not been set a specific target for their organisation or for each individual service
sector or workstream. Instead, they are able to choose how they meet their overall target of 2.5% per annum
eYciency gains. It is the Department’s role to provide the assistance, challenge and encouragement for local
authorities that will facilitate the delivery of eYciency gains expected from the local transport sector. The
OYce of the Deputy Prime Minister (ODPM) has the lead on co-ordinating central government activities
to secure the eYciency gains required in local services, and in measuring performance.

TheDfTEYciency Programme recognises that it has insuYcient levers in place to gain direct commitment
from local authorities to delivery of transport related eYciency gains. As we have stated previously, there
is strong competition from all central government departments for the eYciencies available within local
government. Early indications show that the transport related eYciency gains from local government are
ahead of trajectory. This is primarily due to the eVorts of the Highways Agency in developing collaborative
arrangements with local authorities and to DfT’s work with the Regional Centres of Excellence to develop
a transport toolkit which helps local authorities to develop eYciency schemes and measure their eYciency
gains.

The memorandum received from the Department in advance of the evidence session stated that “the Audit
Commission provides assurance that (local authority) eYciency gains have actually been achieved.” Does the
Audit Commission actually audit the figures? If not, exactly what role does the Commission have in assuring
these eYciency savings?

The auditors appointed by the Audit Commission carry out an annual “use of resources” assessment
covering five broad areas of financial management, one of which is value for money (VfM). This includes a
high level review of the Backward Look Annual EYciency Statements (these are the statements in which
local authorities report the gains that they have achieved in the financial year just passed).

The review undertaken by auditors includes consideration of the process followed by the council in
compiling its Backward Look statement and whether the statement is consistent with any knowledge about
the council concerned that has been obtained through other audit work. Auditors will report any specific
concerns they may have about the statement through the VfM assessment.

Some Highways Agency front line staV are now responsible for administering their own Human Resources
function under what is called the “Self Serve” system.We have been advised that the DfT plans to roll out “Self
Serve” to front line staV in other Departmental agencies. How many of the Departmental group bodies will be
faced with changing their financial management IT system due to the Shared Services programme? How much
will this cost? Has the Department estimated what reduction in front line services will result from front-line
agency staV spending time administering Self Serve? Can the department provide a cost benefit analysis for the
scheme? How much will the Shared Service project save? What is the current timetable for the scheme?

One of the measures the Department is proposing to implement, in order to achieve eYciency savings, is
a move to shared services. The shared services programme will introduce more standardised, streamlined
processes across the Department’s support services, covering Human Resources, finance, payroll and
procurement. Moving to a shared service environment requires the adoption of a single IT platform to help
maximise the eYciency gains. The diVerent Business Units in the Department have previously set up
independent systems; shared services gives us an opportunity to rationalise these systems.

“Self service” will enable employees via their PCs to change their own personal details, such as bank
accounts, and to record absence. It will allow managers to authorise leave requests and access certain
management information rather than employing administrators to key this information from paper forms.



3233351007 Page Type [E] 28-04-06 10:01:35 Pag Table: COENEW PPSysB Unit: PAG1

Ev 62 Transport Committee: Evidence

StaV in a number of the Department’s Business Units have been introduced to self service in one form or
another in recent years. The Department has recognised that a move to shared services should not place an
additional burden on staV engaged in front-line activity and the programme is being designed to ensure that
self service is nomore time consuming for front-line staV than the current arrangements and as a result there
will be no adverse impact on front-line services. Indeed, one of the benefits of shared services is that projected
staV savings across theDepartment’s HumanResources, payroll, finance and procurement functions should
enable more resources to be moved to front-line services.

A detailed business case is currently being worked-up, reflecting the outcome of the current process design
phase, and will be presented to the DfT Board early next year. The Department is happy to send the
Committee the information requested regarding cost benefit analysis when the business case has been
finalised.

The outline timetable for the implementation programme allows for a phased transition to a shared
service centre with the first Business Unit functions transferring during 2006–07 and the last in 2008–09.

What progress has been made against the agreed actions from the Treasury’s financial review, in terms of
actions to improve financial planning processes; clarification of budget management responsibilities; and
expertise on managing the private sector?

Improvements to the financial planning processes in terms of longer term forecasting have beenmadewith
reporting to the Board on themedium to long term horizon having commenced inNovember. The Executive
Committee has recently agreed the basis on which reporting on major projects will operate, and the first
reports will commence in January.

Clarification of budget management responsibilities is being taken forward within the context of a project
to reorganise line and central Finance. The aims of this project include streamlining and strengthening
financial support for Directors General and subsidiary budget holders, clarifying accountability, and
improving financial management skills. Work is currently under way on developing detailed proposals for
how this should work, and the target is to have a recommended model approved by the end of January, for
implementation in 2006–07.

The Department has developed specialist teams in a number of areas to support the relationships with
the private sector. These include major projects teams focussing on the larger projects both at the
Departmental and local authority level. In addition a central Corporate Finance team has been developed
comprising senior staV from across the public and private sectors to provide support to departmental
priorities where complex relationships with the private sector are involved. The team comprises individuals
with banking, private finance, consulting, procurement and contracting experience. The team works with
relevant policy teams across the department to provide specialist expertise on complex transactions,
complementing the skills of the relevant policy team.

We understand the Department is starting to take a greater oversight role of its Agencies and Non-
Departmental Public Bodies, including resource and long-term capital expenditure. How will this aVect the
accountability of the management boards of the Agencies? How will you ensure the Department’s greater
oversight of its Agencies does not delay decisions aVecting front line services?

Initiatives to extend oversight of DfT Agencies by the central Department are strictly limited to those
which will improve performance and clarify accountability. The ones mentioned are aimed at better
oversight of finance, not of operational front line services. The Departmental Accounting OYcer is
ultimately responsible for the expenditure made by the Agencies and needs to ensure that adequate controls
are in place. Similarly, the DfT Board needs a degree of oversight to fulfil its function of strategic direction
eVectively. In planning appropriate mechanisms the Department has been careful to avoid interfering with
the existing framework of accountability of Agency Accounting OYcers and Boards. Its arrangements
therefore incorporate principles of:

— risk management: for example, the Department has put in place an Investment Appraisal
Framework which leaves detailed scrutiny and approvals to be taken at appropriate levels in the
agencies and central department, but ensures that the DfT Board has selective and appropriate
oversight of certain projects, according to their risk profiles;

— long term stability: the 10-year funding envelope enables the Department and its Agencies to agree
longer term plans and priorities with greater certainty whichwill, in turn, lead to a strengthening of
the accountability chain in respect of the strategic decisionsmade byAgencyManagement Boards;

— mutual support: for example, the recently established Group Finance Committee provides a
mechanism for the Department and Agencies to take joint decisions on matters of common
interest, without changing the existing accountability framework.

The Department continues to place high importance on ensuring clear lines of accountability through
establishing appropriate governance arrangements. A revised Framework Document for the Highways
Agency was published on 29 November. The Driver, Vehicle and Operator (DVO) Group have established
a single governance framework covering its four Agencies (the Driver and Vehicle Licensing Agency, the
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Driving Standards Agency, the Vehicle and Operator Services Agency, and the Vehicle Certification
Agency). The Agencies now operate under the terms of the Group’s Governance Handbook which has
replaced the four separate Agency Framework Documents. The DVO Board sets the strategic direction for
the Group as a whole and approves a number of operating frameworks within which the Agencies carry out
their business (eg the ICT Framework). It also has responsibility for monitoring delivery against the targets
set in the Agency Business Plans in particular on strategic projects, budgets and key operational delivery
measures. This approach has brought significant benefits in terms of joining-up processes (eg the One-Stop-
Service) and adopting a clearer customer focus. The Handbook sets out clear delegated authority limits
which have helped to speed up decision making on the basis that they provide clarity on the diVerent roles
and responsibilities across the Group as a whole.

Resource Accounts

Can the Department briefly identify what it has put in place to ensure that the 2005–06 Resource Accounts will
be signed before the summer recess?

The Department agreed a project plan, which includes the completion of audited nine-month
consolidated Departmental Resource Accounts. This has been drawn up in consultation with our agencies,
their NAO auditors and the Departmental NAO auditors. NAO has undertaken to carrying out interim
audit on processes, on which it can place reliance for the year end accounts and this work will enable the
NAO reduce the time taken to complete the final accounts audit; thus, enabling a pre-Summer Recess sign-
oV. The Finance Directorate is co-ordinating accounting procedures across the Department’s central
operational areas and the agencies to deal with high risk and material issues in-year and to ensure that our
eVorts are joined up to meet the year-end timetable. Agency Finance Directors and managers are involved
in working groups on potentially. Moreover, in addition to close Income and Expenditure monitoring, this
year, Directors are being asked to verify balance sheet amounts in year. This will identify potential problems
early on and provide additional assurance on the accounts.

The audit of the Highways Agency, being the largest and most complex of the composite parts of the
Department’s accounts, presents the highest risk. The NAO is proposing to complete its audit by 30 June,
which leaves very little time for amendments to the consolidated accounts, if necessary. TheNAO recognises
the risk and will prioritise its audit work on the highest risk areas of the account early on.

Why has the number of losses in the Resource Accounts increased so dramatically, with the cost increasing
fourfold from £3,911,000 in 2003–04 to £15,618,000 in 2004–05?

Of the increase, the majority of the losses were in the Highways Agency; the reasons are as follows:

An exercise was carried out in 2004–05 to determine whether balances due from third party developers
on projects were, in fact, genuine debtors and properly recoverable. As a result, the following write-oVs
amounting to £6.4 million were actioned:

— VAT book keeping errors £2.9 million—transactions relating to VAT recovered from the tax
authorities were incorrectly included in the calculation of debtor balances for third party
developers. The amounts had already been recovered by the Agency.

— Other book keeping losses £2.2 million—debts going back to 2002 and earlier (when cash
accounting was in place) were overstated. At that time, regional databases were centralised and
data was duplicated.

— Mis-postings £1.3 million—a developer funded scheme was running in conjunction with one of the
Agency’s major projects. The HA had a number of Project Identifier Numbers to capture the costs
and some of the Agency’s costs were been incorrectly posted.

There was also an increase of £5.5million in cases of damage to the roads (the network). This comprised—
store losses: 2004–05: 2,268 cases amounting to £5.7 million (2003–04: 885 cases amounting to £1.9 million)
and, abandoned claims: 2004–05: 1,819 cases amounting to £2.3 million (2003–04: 628 cases amounting to
£642,000)

There was also a sharp increase in the number of green claims written oV (where third parties damage
the network), either store losses where we weren’t able to identify the culprit or abandoned claims where a
judgement was made on the cost eVectiveness of pursuing the debt). This was mainly due to better record
keeping and more timely information being provided by our managing agents.
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According to schedule 5 spending on objective 11 (improve air quality) has reduced by about £190k. What
impact will this reduction have on the Department’s ability to tackle the two air pollutants where targets are
not currently being met? Spending on objective 12 (reduce carbon dioxide emissions) has increased by £210k.
It seems that money has been moved from objective 11 to objective 12, is this a fair assessment? Will any new
money for tackling carbon dioxide and air pollutants be forthcoming in the future?

We would like to point out that the variances of £210 and £190 are not in thousands but millions as the
numbers reported in the Resource Accounts are in thousands, thus objective 11 shows a variance of
£210,000k and objective 12 shows a variance of £190,000k.

In the previous year’s comparative, the split between objectives 11 and 12 was overlooked for Highways
and this led to apparently large variances.

If the split had been made correctly for 2003–04, the revised total for objective 11 would be £232.7 million
leading to an increase of only £4 million from prior year. As there is no decrease, there would be no impact
and the department would be able to tackle the two air pollutants.

For objective 12, if the split had beenmade correctly for 2003–04, the revised total would have been £222.4
million leading to an increase of £14 million from prior year. This shows that resources were available to
address carbon dioxide and air pollutants.

20 December 2005

Supplementary memorandum submitted by the Department for Transport

FOLLOW UP QUESTIONS

The Committee’s latest questions are numbered 1–4, in larger bold, and italicised. Our responses appear
after each of these questions.

(Q76) Why does the Department think it unacceptable to impose a duty on the Secretary of State to increase
use of heavy rail, but acceptable to have a target for increased use of light rail and buses?

[DfT]: The Strategic Rail Authority (SRA) was given a specific duty to promote the railway, though this
was a general duty linked to the SRA’s responsibility to provide leadership to the industry rather than one
directed specifically at increasing ridership. This was clearly appropriate to the SRA, which was concerned
solely with rail issues. A similar duty would not be appropriate to the Secretary of State, who is responsible
for all transport modes.

1. Please address the specific issue of why a target for passenger growth is applicable to light rail and buses,
but not to heavy rail.

The growth targets that have been set for buses and trams reflect the need, as part of a sustainable
transport policy, to reverse a historic decline in their use. Achieving that will inevitably raise issues about
the need for additional capacity. But we are satisfied that, in cases where meeting our targets would call for
capacity increases, those increases are likely to be deliverable.

There has been substantial passenger growth on heavy rail, but the picture across the network is not
uniform. On some routes, and particularly those in rural areas, the need is still to increase passenger
numbers. We are seeking to achieve that through initiatives like the Community Rail Strategy. On many
long distance and commuter routes, on the other hand, the issue is one of managing growth. These lines are
often operating at or near capacity and the priorities are more likely to be infrastructure improvements and
investment in new rolling stock. We are addressing those needs but enhancements of this sort have a long
lead time. A single target for growth in patronage across the entire heavy rail network would thereforemake
little practical sense.

(Q47) Has the DfT carried out any research to assess what reduction in emissions could be achieved through
strict enforcement of the speed limits? If so, please make this available to the Committee. If not, has the DfT
any timetabled plans to conduct this analysis, and if not, why not?

[DfT]: The Climate Change Programme review which is currently underway is looking to come up with
a range of measures, including transport ones, that can be packaged together into a new programme to help
the UK meet its carbon reduction targets. As part of this, a very wide range of measures were appraised—
including potentially diYcult or expensive measures. These included one scenario under which no vehicles
exceeded the speed limits on motorways and dual carriageways. Our estimates suggest that savings in the
region of 0.5 million tonnes of carbon per annum could theoretically occur under such a scenario.
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2. Please make available to the Committee the outcome of all the transport measures appraised.

The Climate Change Programme Review will be published shortly and the intention is to provide along
with it the relevant appraisal information.

(Q58) The Secretary of State referred to measures being introduced in the medium term to address the
contribution of overseas lorries to road wear and tear. Please provide more details of the kind of schemes being
considered; the full objectives of these; and a timetable for implementation. The objectives of the Lorry Road
UserCharge included varying the charge to reflect costs of climate change and local air quality—will the interim
measures you have planned include these objectives?

3. Please quantify the reduction in greenhouse gas emissions and local air pollutants that was expected from
the introduction in 2007–08 of a Lorry Road User Charge which varied charges to reflect the costs of climate
change and local air quality?

The specification against which the procurement for the Lorry Road User Charge (LRUC) was being
undertaken required bidders to demonstrate that they had the capacity to diVerentiate the charge by time
of day and road type, to encourage more eYcient use of the roads. The Government had already made clear
the principle that the LRUCmight use a diVerential rate structure to reflect weight and axle configurations,
and that it might be possible to levy reduced rates for lorries reaching more environmentally friendly
emissions standards.

At the time the decision was taken to take forward distance-based charging for lorries as part of the
government’s wider work on road pricing, no decisions had been taken on the structure and level of the
charge, and detailed work had not yet been undertaken to assess the impact of diVerent charge structures
on greenhouse gas emissions and local air quality.

Can the Department briefly identify what it has put in place to ensure that the 2005–06 Resource Accounts will
be signed before the summer recess?

[DfT]: The Department agreed a project plan, which includes the completion of audited 9-month
consolidated Departmental Resource Accounts. This has been drawn up in consultation with our agencies,
their NAO auditors and the Departmental NAO auditors. NAO has undertaken to carrying out interim
audit on processes, on which it can place reliance for the year end accounts and this work will enable the
NAO reduce the time taken to complete the final accounts audit; thus, enabling a pre-Summer Recess
sign-oV.

The Finance Directorate is co-ordinating accounting procedures across the Department’s central
operational areas and the agencies to deal with high risk and material issues in-year and to ensure that our
eVorts are joined up to meet the year-end timetable. Agency Finance Directors and managers are involved
in working groups on potentially. Moreover, in addition to close Income and Expenditure monitoring, this
year, Directors are being asked to verify balance sheet amounts in year. This will identify potential problems
early on and provide additional assurance on the accounts.

4. Please identify what corrections you would like to make to the above paragraph.

The Department agreed a project plan, which includes the completion of audited 9-month consolidated
Departmental Resource Accounts. This has been drawn up in consultation with our agencies, their NAO
auditors and the Departmental NAO auditors. NAO has undertaken to carrying out interim audit on
processes, on which it can place reliance for the year end accounts and this work will enable theNAO reduce
the time taken to complete the final accounts audit; thus, enabling a pre-Summer Recess sign-oV.

The Finance Directorate is co-ordinating accounting procedures across the Department’s central
operational areas and the agencies to deal with high risk and material issues in-year and to ensure that our
eVorts are joined up to meet the year-end timetable. Agency Finance Directors and managers, are involved
in working groups to ensure that all in-year issues, that could delay the timetable, are cleared as they arise.
Moreover, in addition to close Income and Expenditure monitoring, this year, Directors are being asked to
verify balance sheet amounts in year. This will identify potential problems early on and provide additional
assurance on the accounts.

16 January 2006

Printed in the United Kingdom by The Stationery OYce Limited
5/2006 323335 19585




