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1 Introduction 

Driver and Vehicle Operator Group  

1. The Driver and Vehicle Operator (DVO) Group is part of the Department for 
Transport. It is made up of four Agencies – Driving Standards Agency (DSA); Driver and 
Vehicle Licensing Agency (DVLA); Vehicle Certification Agency (VCA); and Vehicle and 
Operator Services Agency (VOSA).  

2. The Group is managed by the DVO Board: the Director General, the Chief Executives of 
the four constituent Agencies, the Strategy and Resources Director, and four non-executive 
directors.1 It was established in its present form in 2003 to ‘promote closer collaboration 
between the constituent Agencies and to develop modernised and joined up services, 
delivering improved customer services and value for money’.2 The Group provides services 
to drivers, vehicle keepers and operators across Great Britain and focuses on registration, 
licensing, testing and enforcement.  

3. The Group’s key targets for 2006/07 are focused on: effective services to customers; 
improved road safety; improved journey time reliability on the roads; better regulation; 
reduced environmental impact, crime and anti-social behaviour; raising tax revenue to 
fund public spending; and better value for money.3 

Highways Agency  

4. The Highways Agency is an Executive Agency of the Department for Transport and is 
responsible for operating, maintaining and improving the strategic road network in 
England on behalf of the Secretary of State for Transport. It was formed in 1995. The Board 
includes a Chief Executive, eight executive directors and three non-executive directors, 
who secure overall delivery of the Agency's responsibilities. 

This inquiry 

5. The Committee announced an inquiry into the constituent Agencies of the Driver and 
Vehicle Operator Group and the Highways Agency on 9 December 2005.4 The inquiry 
considered the purpose of the Agencies and how they contribute to Departmental 
objectives and policy; accountability and transparency; Agency funding and accounts; 
shared systems and co-ordination and other Agency-specific issues as they arose. 

6. The Committee took evidence on 8 February 2006 from Mr Stephen Hickey, Director 
General of the Driver and Vehicle Operator Group; and the Chief Executives of the four 
Agencies: Miss Rosemary Thew, Driving Standards Agency; Mr Clive Bennett, Driver and 
Vehicle Licensing Agency; Mr Paul Markwick, Vehicle Certification Agency; and Mr 

 
1 DVO Group Corporate Plan 2006-2010, p5 

2 DVO Group Corporate Plan 2005-2007, p5 

3 DVO Group Corporate Plan 2006-2010, pp12-13 

4 Press Notice 17/2005-06, 9 December 2005 
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Stephen Tetlow, Vehicle and Operator Services Agency. We took further evidence from Mr 
Archie Robertson, Chief Executive of the Highways Agency, and Mr Mel Zuydam, Finance 
Director of the Highways Agency, on 15 February 2006. 5  

 
5 Press Notice 23/2005-06, 31 January 2006 
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2 The Department and its Agencies 

Role and purpose of the Department’s Agencies 

7. The Department has a number of important functions delegated to arms-length 
Executive Agencies.6 

8. The Trade Unions told us that ‘the Department is not an integrated whole but a 
collection of businesses bound together’. We understand that there is no Department-wide 
intranet, no Department staff directory or email directory, and no common information 
technology systems or procedures.7 This is disappointing. The Trade Union side believes 
that ‘an absence of central control and common terms and conditions’ works against the 
Department effectively delivering its policies.8 We agree. 

9. There remain serious concerns, not simply within individual agencies, but across the 
Driver and Vehicle Operator Group as a whole and stretching even further across other 
Agencies and the Department itself. In particular: there are tensions between the strategic 
aims of the Department and an inability to link this properly with Agency activity on the 
ground; the slow development, poor integration and costly and delayed implementation of 
information technology systems; and a lack of consistent internal working practices and 
conditions.9 These are not new problems. The Committee has highlighted serious 
deficiencies in Agencies’ work before, most recently in our work on the Department’s 2005 
Annual Report. 

Shared Services 

10. The Department is implementing a Shared Services project which will achieve savings 
by standardising, simplifying and sharing support service functions across the central 
Department and Executive Agencies, thereby helping to focus more resources on frontline 
operations. The project will incur significant up-front costs over the next four years. The 
Department estimates these at between £44 million and £49.5 million.10 For the Driver and 
Vehicle Operator Group of Agencies and the Highways Agency, the Department estimated 
that costs incurred on the project to December 2005 were £463,000.11 

11. Shared Services is expected to achieve annual savings of around £16 million, which will 
be largely achieved through savings on staff,12 although the full annual savings will not be 
achieved until after 2008-09.13  

 
6 See Annex for details. 

7 Ev 121 

8 ibid 

9 HC 684, pp22-24, paras 84-94 

10 Q20  

11 Freedom of Information Request F0001853 to the Department for Transport, 9 January 2006 

12 Q17 

13 DfT Shared Service Project – Outline Business Case Report, version 1.3a 
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12. The interim Business Case for the project appears to be sounder than those documents 
available to the Committee at earlier stages.14 We have concerns however about some of the 
cost changes between earlier documents and the current Business Case, in particular 
whether:  

• the present level of optimism bias of £5.3 million is enough;15 

• there is too much reliance on external input.16 This expertise could be brought in-
house, possibly through fixed term contracts; 

• expected savings will be achieved; 

• the project received a satisfactory ‘Gateway 0’ review in April 2006; 

• the Trade Union side is sufficiently engaged and onboard with the project. 

13. We expect the Department to keep a tight control on the project to ensure that the 
planned savings are delivered. The Department itself admits in the Business Case says that 
financial risk is ‘high’: ‘There are … financial risks resulting from potential delays or non-
delivery of functionality to the scope demanded, as any delays to full implementation will 
erode benefits’.17 The Department has also conducted a ‘sensitivity analysis’ which shows 
the impact of a 25 per cent increase in costs or decrease in benefits on the project 
outcome.18 It is clear that there is scope for financial disaster if costs are not tightly 
controlled. 

14. Over the next four years the Department estimates that the Shared Services project 
will cost in excess of £44 million. The exact cost however remains unclear. It is 
important that lessons are learned from this complex project. We expect that any 
problems which may be encountered by the first Agencies to join will be addressed for 
later Agencies. It is critical that Shared Services is implemented ‘on budget’ and ‘on 
time’. The financial and organisational ramifications of failure are certain to be 
significant. We expect the Department to keep us fully informed of progress against the 
project plan. Any delays and the implication of these on additional costs should be 
made clear. 

 
14 This was the so-called Outline Business Case Report version 1.3a (OBC) dated May 2005 (updated September 2005). 

The Business Case referred to in this report is the Shared Services Programme: Updated interim Business Case version 
0.7, January 2006 

15 ‘Optimism bias’ is defined in the Treasury Green Book, paras 5.61-5.64. There is a demonstrated, systematic, 
tendency for project appraisers to be overly optimistic. This is a worldwide phenomenon that affects both the 
private and public sectors. Many project parameters are affected by optimism – appraisers tend to overstate 
benefits, and understate timings and costs, both capital and operational. To redress this tendency, appraisers should 
make explicit adjustments for this bias. These will take the form of increasing estimates of the costs and decreasing, 
and delaying the receipt of, estimated benefits. 

16 For example, the OBC assumed 25,000 resource days at an external daily rate of £1134 a day. This has risen to the 
current estimate of 58,000 resource days at £1600 a day. One of the main reasons seems to be a significant increase 
in post-design requirement.  

17 Shared Services Programme: Updated interim Business Case version 0.7, paras 5.17-5.18 

18 ibid, para 8 
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3 Driver and Vehicle Operator (DVO) 
Group  

Structure and governance 

15. Mr Stephen Hickey, Director General of the Driver and Vehicle Operator Group, and 
the four constituent Agencies’ Chief Executives, told us that they believe the Group 
structure to be beneficial.19 The purpose of the Group structure and the benefits it is 
designed to provide – better efficiency, co-operation, sharing of best practices etc. – are not 
in question.20 The Committee has found only limited practical examples of these ‘benefits’ 
however.  

16. We had evidence which questioned whether the Group structure delivered any benefits 
at all.21 Mr Stephen Hickey was unable to provide any actual examples of benefits derived 
from the structure.22 

17. The Committee is concerned that Mr Hickey was unable to provide, when 
challenged, concrete examples of how the Driver and Vehicle Operator Group structure 
has improved the working of the Agencies or the service they deliver to customers. The 
credibility of the new administration arrangements will depend on producing such 
evidence quickly. 

18. This absence of firm achievements has lead to questions about the Group structure. For 
example, the Trade Unions made the case to us for eliminating the Group structure 
entirely and making the individual Agencies divisions of the Department to create a clearer 
command structure and streamline work processes.23 In contrast, the Conservative Party’s 
2005 James Review took the opposite view: that the Agencies should be ‘hived off’ to save 
money and provide a better service. The Review argued that this would save £100 million 
per annum.24 

19. It is too early for the Government to consider transferring the Group to direct 
Departmental control or for outright outsourcing, as some have argued. But the time to 
take stock is approaching rapidly. It is clear that the case made thus far for the Group's 
existence is more one of hope than reality. In line with the Department’s commitment 
to evidence-based policy, we expect there to be a thorough review of the Group 
structure before its fifth birthday in 2008. There must be clear evidence then that the 
new structure has delivered real, practical benefits in terms of integrated working, value 
for money and service standards. In the absence of such evidence, the Department will 

 
19 Q2 

20 Ev 19 states: ‘DVO Group was established [in] its current form in 2003 with the aim of promoting closer 
collaboration between its constituent Agencies and of bringing them closer to the Department’; The DVO Group 
Governance Handbook (October 2005) states that ‘By forming the DVO Group, we’ve provided end-to-end 
accountability and clear leadership’ 

21 See Ev 169 

22 Q2 

23 Ev 121 

24 Conservative Party, The James Review of Taxpayer Value, 2005, pp147-148 
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have failed and it must then look seriously at creating a more effective structure of 
accountability for the Group Agencies. 

DVO Board 

20. The DVO Board’s primary role is to support the Director General, Mr Hickey. 25 It does 
this in several ways, set out in the DVO Group Governance Handbook: 

• Setting the Group Corporate Governance arrangements; 

• Setting Group-wide strategies; 

• Setting Group-wide enabling frameworks; 

• Setting and monitoring performance against annual corporate planning objectives 
and targets; 

• Approving and monitoring delivery of high risk strategic projects; 

• Approving the annual budget; 

• Ensuring the appropriate internal control and risk management arrangements are 
in place; 

• Monitoring the impact of emerging issues or significant divergences.26 

21. The DVO Board creates an additional layer of management within the Group 
structure. This increases costs. If the Board is to prove its worth it should be demonstrating 
its value in cross-Agency areas such as the setting of co-ordinated, rigorous targets;27 
ensuring timely information technology project implementation;28 and disseminating best-
practice.  

22. The DVO Board must prove its worth by enhancing the overall corporate and 
financial governance of the Agencies. It must create identifiable benefits, and a 
strategic approach to services, that the separate bodies cannot achieve in isolation. We 
have seen no evidence yet that the Board has added value in this way. It needs to begin 
to demonstrate this now. 

Value for money 

23. The Department explained the benefits of the Group structure to the Committee in 
qualitative terms but did not provide any evidence that the group actually offered value for 
money.29 Mr Hickey admitted that he would not ‘want to claim that we provide a direct 

 
25 A chart showing how the DVO Board fits into the Group governance structure is available in the Annex to this 

report 

26 The DVO Group Governance Handbook, October 2005, para 44 

27 see para 65+, below 

28 see para 75+, below 

29 The Group’s financial objectives are summarised in the Handbook, paras 33-41 
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financial benefit’.30 The Director General of the Driver and Vehicle Operator Group 
does not know whether or not the Group structure provides a ‘direct financial benefit’. 
He certainly should be in a position to know, and we are astonished that he does not. It 
is critical that a value for money assessment of the Driver and Vehicle Operator Group 
be conducted as soon as is practicable to ensure that benefits are being realised in the 
most efficient way. We want to see the results of this in the Government’s response to 
this report. Without such an assessment it is difficult for the Department to justify the 
Group structure. 

Trading funds 

24. Three members of the Driver and Vehicle Operator Group – the Driver and Vehicle 
Licensing Agency, the Driving Standards Agency and the Vehicle and Operator Services 
Agency – are now Trading Funds.31 Trading Funds generate their income primarily from 
fees and charges and have extra freedoms and financial flexibility as a result of their 
status.32 Trading Funds also have a duty to at least break even year-on-year. We received 
evidence questioning whether this need to cover costs might compromise the levels of 
service offered to customers.33 

25. Given the functions of the Driver and Vehicle Licensing Agency, the Driving 
Standards Agency and the Vehicle and Operator Services Agency, Trading Fund status 
is appropriate. It is very important however that the financial requirements of this 
status should not compromise service standards. Such compromise undermines the 
rationale of these Agencies. It is difficult to gauge if this is happening when targets are 
changed frequently, are not co-ordinated across Agencies, and often do not reflect 
service levels at the front-end. It is vital that the impact on service levels of the shift to 
Trading Fund status can be measured effectively over the long term. 

Position of the Vehicle Certification Agency 

26. The Vehicle Certification Agency provides type approval testing and certification for 
vehicles, their systems and components. The Department admits that the work of the 
Vehicle Certification Agency ‘does not overlap with the work of other Agencies.34 The 
Chief Executive, Mr Markwick, insisted that the Agency is ‘comfortable being a member of 
DVO’ and that it ‘deliver[s] good value to DVO and get[s] good value from DVO for us’.35 
Mr Hickey said that ‘the alternative of having them entirely separate would be a loss’.36 

 
30 Q118 

31 A Trading Fund is essentially a financing mechanism for Government trading activities. The objective is to set up 
autonomous operations with their own capital base, thereby enabling more effective financial and business 
management along conventional commercial lines  

32 Q95 

33 Ev 171 

34 Ev 1, para A3.1 

35 Q202 

36 Q204 
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27. It is not clear to us what justification there is for the Vehicle Certification Agency’s 
inclusion in the Driver and Vehicle Operator Group. The justification offered by the 
Chief Executive for its inclusion in the Group was cursory. We would like the Group to 
offer a more detailed rationale for its inclusion when the Government responds to this 
report. 

28. The Agency is heavily reliant on a small customer base and lower than expected 
business in recent years has lead to the Agency running a deficit. The Agency plans to 
make a surplus in 2006/07, based on an expected income increase to be delivered by 
business growth in China and India.37 The Agency’s plans for growth in the short term 
are ambitious and depend on meeting vigorous growth targets. The Committee will be 
questioning the Secretary of State on the Agency’s progress when we look at the 2006 
Departmental Annual Report. 

29. We were surprised that the Agency, despite being run on a fully commercial basis, is 
still an Executive Agency rather than a Trading Fund. The Department told us that it had 
considered this option but that: ‘HM Treasury advises against small Trading Funds that 
might lack the range or scale of income necessary to insulate against an unexpected drop in 
demand for one product or service’.38 The Agency is a small organisation and is currently 
in deficit due to a drop in demand from some major customers. The decision not to 
move to Trading Fund status therefore seems reasonable. Should the Agency expand its 
business in the future however, its status should be reconsidered. 

Administration and staffing 

Changes in working practices and staff morale  

30. In the Committee’s report on the Department for Transport’s 2005 Annual Report,39 
we emphasised our concern that the Department should minimise staff concerns about 
changes to working practices in its Agencies arising from the Shared Services agenda and 
the introduction of ‘self-serving’.40 We asked for the measures taken to ameliorate staff 
concerns to be itemised in the Government’s reply to the report.41 We take this opportunity 
to repeat that it is vital that the Department recognises the legitimate and enduring 
concerns of staff groups about the continuing inconsistencies in working conditions 
and challenges of new ways of working and has a programme in place to ameliorate 
them. 

31. The Trade Unions have criticised the Driver and Vehicle Operator Group for having 
separate terms and conditions, line management chains, internal objectives, information 
technology systems and pay arrangements in each of its constituent Agencies.42 Mr Hickey 

 
37 Ev 70, para 74 

38 Ev 70, para 76 

39 HC 684, 3 May 2006 

40 Shared Services is explored in more detail from para 22+, above 

41 ibid, recommendation 36 

42 Ev 121 
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told us that this was ‘deliberate’ and that ‘At the moment our judgment is that that is okay. 
It is not a serious obstacle to delivering what we have to deliver’.43  

32. The Committee asked the Department for supplementary information on one 
particular aspect of this: the lack of shared information technology across the Group.44 The 
Department told us that this is ‘a legacy issue’ but that, with the Department due to renew 
its office systems, the Group would be ‘pushing for commonality with one of our Agencies, 
and ideally a common provision of the service. As each Agency’s office systems come up 
for refresh they will be required to move to the standard adopted by the Department’.45 

33. The Committee is pleased that the Driver and Vehicle Operator Group has accepted 
that all of its Agencies should be on a single ‘information technology platform’, and 
that office systems should be common across the whole Department and its Agencies. 
But it has taken far too long to arrive at this common sense conclusion. This issue must 
not be ‘parked’. The replacement and integration of systems should be completed 
without delay. The Department must tell us what its timetable is for this work. 

Role segregation 

34. There are doubts amongst users and customers that a real separation exists within 
Agencies between enforcement and administration roles.46 It is presently the case that the 
same companies or individuals can be customers to one part of an Agency and potential 
offenders to another part. One example mentioned to the Committee is that of the Driver 
and Vehicle Licensing Agency administering the transfer, retention and sale of registration 
marks and at the same time selling registration marks. The Retail Motor Industry 
Federation told us that:  

DVLA has three distinct sales brands; DVLA Select, DVLA Classic Collections and 
DVLA Custom Marks. There are perhaps questions over whether DVLA should be 
both administering the transfer, retention and sale of mark facilities and at the same 
time selling registration marks.47 

When questioned about this particular matter, the Department insisted that ‘there is no 
conflict whatsoever’.48  

35. Mr Hickey told us that the Group’s Agencies ‘clearly have to do both’ enforcement and 
administration. He did admit that the focus was on enforcement ‘because we are at the end 
of the day heavily into enforcement. That is ultimately why we exist. We are there to 
regulate certain things and to make sure that certain things happen’.49  

 
43 Q28 

44 In evidence Mr Hickey admitted that there was no staff or email directory and no common IT system (Qq31-32) 

45 Ev 70, para 90 

46 See, for example, Ev 169 

47 Ev 25 

48 Ev 70, para 56 

49 Q34 
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36. The Committee has not seen any clear evidence that either administration or 
enforcement divisions are compromised by being operated by the same Agency. We 
would advise Agencies to keep a sharp eye on this matter however. Customer 
confidence must not be compromised by the Agencies’ failure to keep a proper check 
on their dual roles. 

Injuries to Driving Standards Agency staff 

37. During the 2005 calendar year, the Driving Standards Agency told us that it recorded 
858 accidents involving Agency staff during driving tests; 90 non-test accidents; 386 near-
misses on tests; 33 physical assaults; and 348 verbal assaults.50 When long term absences 
due to accidents on the job are factored out of the absence rate, the average absence per full 
time equivalent (FTE) employee falls from 13.1 to 11.79.51  

38. The Committee was reassured by the evident concern of Miss Thew, the Agency’s 
Chief Executive, about this high injury rate and her commitment to tackle this problem 
quickly.52 

39. In 2005 there were 858 accidents during driving tests; 90 non-test accidents; 386 
near-misses on tests; 33 physical assaults; and 348 verbal assaults. This high number of 
accidents and assaults suffered by driving examiners is alarming. The Driving 
Standards Agency must address this as a matter of urgency. We wish to be updated by 
the Agency on its progress in one year’s time. 

Efficiency 

40. Efficiency is a Department-wide concern. The Department’s Efficiency Technical Note 
contains efficiency programmes related to all Driver and Vehicle Operator Group bodies.53 
It is important however that the efficiency programme does not simply become a collection 
of disjointed projects owned by the individual Agencies without lessons being shared 
across the whole Group. 

41. There is some evidence of attempts by the Driver and Vehicle Operator Group to 
make savings where possible. Further scope for savings are sure to follow where all 
bodies within the Group regularly benchmark costs against each other. We seek the 
Department’s reassurance that such benchmarking is taking place as a matter of course. 

42. The Committee is concerned that efficiency savings should be robust. For example, the 
Department told us that over the six years to the end of the 2004/05 financial year the 
Driver and Vehicle Licensing Agency delivered efficiency gains of 21.5%.54 In evidence, Mr 
Bennett, the Chief Executive of the Agency, told us that he anticipates a further 20 per cent 
cut to 2008/09.55 This is a very significant saving. It implies that there was a great deal of 

 
50 Ev 70, para 39 

51 Ev 70, para 42 

52 Qq255-257 

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

54 Ev 1, para A2.9 

55 Q143 
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‘pork’ in the Agency ‘barrel’ in 1998/99 when these savings were initiated, and that there 
remains plenty yet to be done. 

43. The Committee is encouraged by the 20 per cent efficiency savings made by the 
Driver and Vehicle Licensing Agency in 2004/05 and further 20 per cent planned 
savings. We expect to see the other Driver and Vehicle Operator Group Agencies set 
similarly ambitious efficiency targets. 

44. The Group also has a commitment to meeting the Government’s 2008 efficiency 
targets. These are: an increase in Vehicle Excise Duty (VED) revenue by £70 million; 
efficiency and effectiveness improvements of £75 million; and a headcount reduction of 
500, to come specifically from the Driver and Vehicle Licensing Agency.56 The Driver and 
Vehicle Licensing Agency appears to be on the way to meeting its Gershon Review 
headcount reduction target on time. The Agency is aware that this must not 
compromise service standards. It remains to be seen whether this will be the case. We 
shall keep a close eye on any evidence of slipping standards. 

Corporate documents 

45. It is clear to us that savings could be made on published corporate documents. The 
table below shows the amounts that the Driver and Vehicle Operator Group, other than 
Vehicle Certification Agency,57 spent on publishing corporate documents in 2004/05.58 The 
costs for Vehicle and Operator Services Agency (VOSA) are significantly higher than those 
of the other Agencies, and we had no evidence of a justification for this. We are pleased to 
note that the Driver and Vehicle Licensing Agency will be significantly reducing its costs by 
bringing production of these documents in-house; resulting in a saving of over 40 per cent. 
VOSA needs to follow suit. 

 Corporate/ 
Business Plan 

Annual Report (& 
Accounts) 

Total 

DVO Central £4,000 £5,760 £9,760 
DSA £5,020 £4,950 £9,570 
DVLA1 £5,475 £11,380 £16,855 
VOSA £18,304 £16,208 £34,512 
1 From 2005/06 documents will be produced in-house at a total cost of £9,420 
 

The Vehicle and Operator Services Agency’s costs for producing corporate documents 
are too high. They must be reduced. 

Prepayment to the Post office 

46. Under the terms of its contract with the Post Office,59 the Driver and Vehicle Licensing 
Agency makes advance payments twice a year. The prepayment for the period from 1 April 
2005 to 30 September 2005 was £23 million.60 It is generally accepted best practice in 

 
56 Ev 1 

57 The Vehicle Certification Agency’s total cost for all documents was less than £500 

58 All figures from Ev 70 

59 DVLA-issued licences can be applied for and renewed through the Post Office; it also provides a ‘premium checking 
service’ for documents 

60 Ev 70, para 64 
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Government that services should not be paid for in advance unless there is a sound 
value for money argument in favour of doing so. We were not given any such 
justification in this case. The Driver and Vehicle Licensing Agency should have 
conducted a value for money assessment for the prepayments it makes to the Post 
Office. If it has not done so, it must do so now, and must also provide a copy of this 
assessment to the Committee. If no such assessment has been made, the Department 
needs to explain why in its response to this report. 

Targets and performance 

Consistency and toughness of targets 

47. We had difficulty understanding some of the targets provided by the Driver and 
Vehicle Operator Group.  

48. Many of the targets set for individual Agencies are insufficiently challenging:61 

• The Driving Standards Agency has had a driver candidate satisfaction target since 
2002/03 that has never been increased above 90%; a further target of 90% of calls to 
booking offices being answered by a human voice in less than 20 seconds after 
routing by the call handling system has actually decreased from a 91% target in 
2002/03. 

• The Driving Standards Agency’s achievement against targets for practical test 
waiting times rose from 7.8 weeks for car drivers in 2002/03 to 8.4 weeks in 
2004/05; the target for vocational drivers rose from an average 3.2 weeks in 
2002/03 to 4.1 weeks in 2004/05. There was also a dramatic fall in the number of 
practical car test appointments to be available in 99% of permanent driving test 
centres within 9 weeks – from an 89% achievement rate in 2002/03 to a paltry 63% 
in 2004/05. 

• In 2002/03 the Driving Standards Agency achieved a driving instructor practical 
test waiting time of 5.3 weeks; by 2004/05 this had risen to 7 weeks; in terms of 
answering correspondence the target for answering 97% of letters and emails 
within 10 working days fell from a 98% achievement rate in 2002/03 to 94% in 
2004/05; and the 2002/03 target of 100% of undisputed and settled invoices to be 
paid within 30 days of receipt was reduced to a 98% target in 2004/05. Miss Thew 
admitted in evidence that ‘we are falling short on the delivery and achievement of 
some of our ... target areas’.62 

• The Driver and Vehicle Licensing Agency has low customer service targets and its 
performance has fallen against them. In 2002/03 91% of calls routed out of the 
automated system were answered within 30 seconds against a target of 82%; by 
2004/05 achievement against the same target had fallen to 82.7%; the percentage of 

 
61 All figures from Ev 1, Annexes A-D and Ev 23 

62 Q133 
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emails answered within three working days fell from 97.3% in 2002/03 to 86.6% in 
2004/05, against a target of 95%. 

• Customer service targets are also low at the Vehicle and Operator Services 
Agency; and although the Agency tends to exceed those targets, it is not by a 
sufficient margin to instil real confidence. The customer satisfaction target for 
operator licensing is 78%; the Agency achieved 83% in 2004/05; the target for 
operator testing was a lowly 73%, it achieved 79%. The target for MOT customers 
was set at 93%. This target was not achieved in 2004/05, when satisfaction was 81%. 

The overall picture of efficiency in the Driver and Vehicle Operator Group is one of 
declining achievements. Mr Hickey and his team need to get a grip on the problem and 
reverse it. We expect to see a plan for achieving this set out in the Government’s 
response. 

49. We are unhappy about the validity of the Department’s statistics. For example, Mr 
Bennett, of the Driver and Vehicle Licensing Agency, cited completely different figures for 
customer service and satisfaction.63 The Driver and Vehicle Licensing Agency gave the 
Committee three sets of figures for its customer service targets (two in writing, one in 
oral evidence). This is unacceptable. The Agency must clarify its figures and publish 
one full set in the public domain. The Committee does not expect to see further 
examples of this problem. 

The retreat from ‘customer service’ 

50. We have concerns about the focus of the Driver and Vehicle Operator Group’s targets. 
From ‘outputs’, i.e. ‘providing effective measurement of day to day customer service 
standards’, targets have become ‘high priority objectives for the year in question, including 
milestones where appropriate’.64 This is a significant and unwelcome retreat from 
customer-focused targets to internal, inward-looking objectives.  

51. We asked Mr Hickey to explain the rationale for this change. He told us that ‘in the past 
the targets were expressed very much in terms of simply the day-to-day service delivery, 
which matters of course as important, but they were not capturing some of the major 
change programmes that the Agencies are having to manage through’.65 We consider this 
to be akin to waffle. Despite Mr Hickey’s insistence that ‘day-to-day service’ is ‘absolutely 
vital and number one’,66 this is simply not reflected in the change of emphasis inherent in 
the move away from performance targets. Arbitrary, internal targets alone are not a 
satisfactory way to measure performance. The present, low level targets should be internal 
key performance indicators (KPIs), not Business Plan targets. 

52. It is clear to this Committee that the Agencies’ focus on their customers has been 
downgraded. This is clear to customers too. In recent Group surveys, almost one third of 

 
63 Qq180-188. See also: Ev 70, para 50 for subsequent figures submitted by the DVLA. These are much higher than 

those provided in Ev 1 

64 Ev 1, para 5.1 

65 Q111 

66 Q112 
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customers were dissatisfied with the Group’s Agencies. One of the main causes of 
dissatisfaction was poor quality of service, particularly the difficulty of finding someone 
over the telephone to help when problems arise.67 

53. The Driver and Vehicle Operator Group has moved away from tough, precise 
public service to woolly, internal milestones. This is a retrograde step which makes 
measuring the Group’s success much more difficult and which will sap public 
confidence. The Department needs to think again about this approach. 

54. It is also unacceptable that there are so many different ‘measures’ of success for the 
Agencies. There must be one, clear, consistent measure of customer service standards 
and customer satisfaction, subscribed to by all Agencies and by the Group as a whole. 
The target must be sufficiently challenging and performance against it should be 
measured and published annually by the Department. 

Under-performance 

55. Under-performance by individual Agencies is dealt with on a quarterly basis, when 
Agencies provide an account of their performance to their Advisory Boards.68 ‘Significant’ 
issues or concerns are escalated to the Departmental Board and Ministers.69 The 
Committee requested supplementary evidence from the Department to explain how this 
process works. The Department told us that ‘it is for the [DVO Group Director General – 
Mr Hickey] and the relevant Chief Executive to judge whether an issue is ‘significant’. 
Factors would include both the inherent importance of the issue … and its public profile’.70 
The Department provided only two recent examples where this procedure was triggered: 
when the Driving Standards Agency encountered industrial action in early 2004, and when 
difficulties occurred with MOT computerisation.71 

56. It is not clear to the Committee, despite the evidence we have received, whether the 
process of managing under-performance is actually effective, or just window-dressing. 
In particular, we have concerns that it is the Group Director General and the relevant 
Agency Chief Executive themselves who decide what constitutes a ‘significant’ matter 
for ‘escalation’ to Ministers. This is very poor administrative practice. We expect the 
Department to advance evidence of much more robust arrangements for identifying 
under-performance and for tackling it. 

 
67 Survey results reported in DVO Group Corporate Plan 2005-2007, p9 

68 Agencies’ Advisory Boards are appointed by the Secretary of State to advise Ministers on strategic issues and ensure 
that Agencies’ priorities and plans are properly aligned with Ministerial priorities and overall Group strategy 

69 Ev 1, para 5.2 

70 Ev 19 

71 Ev 19 
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Information Technology 

57. Cost overruns, mismanagement of projects, disruption across the Group and knock-on 
effects are all in evidence across a variety of information technology projects. Our 
predecessor Committee has warned these Agencies about this before.72 

Level of take-up 

58. We question whether the Agencies’ great focus on information technology solutions is 
entirely appropriate. The Department told us that information technology plays a ‘central’ 
role in the Group’s customer service strategy.73 It is worth reminding ourselves that, despite 
great benefits, there are limits to the usefulness of information technology.  

59. For example, 63 per cent of UK adults only have access to the internet.74 It is also widely 
known that there are areas where internet access is very low and that there is a real danger 
of information technology exclusion.75 We therefore wonder how much scope there is for 
higher take up for projects such as online driving test booking and tax disc renewal: 

• 42 per cent of practical driving tests and 52 per cent of theory tests are currently 
booked online;76  

• the operator self-service system operated by the Vehicle and Operator Services 
Agency has a 57 per cent take-up rate;77 and 

• 52 per cent of private motorists are ‘likely’ to use a website with information and 
services for motorists; 46 per cent are likely to renew their vehicle tax disc online.78 

60. These figures cause us to question the evident belief of the Agencies that there is 
considerable scope for expansion of Internet-provided services. Money might be better 
spent improving telephone response times and the quality of the human response for the 
(majority of) customers who either do not have access to or choose not to use the Internet. 

61. We also wonder about the Group’s motivation for introducing so many information 
technology solutions. The Department for Transport’s Efficiency Technical Note states 
that: 

The [DVO] Group will deliver some £70m of economy and efficiency gains, mainly 
through the development of e-services and by encouraging customers to transact 

 
72 For example, see: HC 250 May 2004, paras 11-17  

73 Ev 1, para 7.6 

74 Office for National Statistics, Internet Access, 31 May 2006: http://www.statistics.gov.uk/cci/nugget.asp?id=8  

75 See, for example: European Commission, eInclusion Revisited, 4 February 2005; and Social Exclusion unit, Inclusion 
Through Innovation, November 2005. 

76 Ev 1, para A1.15 

77 Q57 

78 DVO Group Corporate Plan 2005-07, p9 
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with the Group through the most cost effective channels (mainly web and Interactive 
Voice Recognition).79 

62. We are concerned that the Driver and Vehicle Operator Group and its constituent 
Agencies seem to be highly focused on the cost savings available through the 
introduction of information technology-based solutions at the expense of customer 
service. The Agencies gave us no evidence that their Internet-based operations have the 
potential to grow beyond current levels. They were not able to demonstrate that there is 
any real demand for this costly expansion from customers. 

63. We do recognise that in the modern world the Internet is a vital tool for speeding up 
and simplifying transactions. We are not arguing for a return to a system of customer 
service that avoids information technology solutions. We do however expect the 
Agencies to make a solid demand case for future information technology projects; and 
to recognise the vital importance of driving up the effectiveness of human responses to 
customers. These projects are uniformly costly and complex undertakings and should 
not be begun without determining what will bring the most benefit to the greatest 
number of people. 

Automatic test booking system and MOT computerisation 

64. The Vehicle and Operator Services Agency’s automatic test booking system was set up 
initially as an internal Agency system for electronically testing and billing vehicle operators. 
The Agency then put the system on the Internet to allow any operator or individual to 
book a test online.80 We received evidence that the Agency was alerted to problems with 
the new system but failed to act on such warnings, leaving some companies ‘in an 
uncertain position regarding their accounts for almost three months’.81  

65. When asked to address these concerns, Mr Tetlow responded that the Agency was still 
working on ironing out the problems with the system.82  

66. MOT computerisation involves providing all of the Vehicle and Operator Services 
Agency’s 18,500 MOT Testing Stations with PCs, monitors and printers. These are 
connected to a central database of vehicle information, test results and details of authorised 
examiners and testers. Access to the system is for authorised users via electronic smart 
cards and a password. Mr Tetlow claimed that the main benefits of computerisation are 
better service for the motorist and improved monitoring of the MOT system.83 By 14 
December 2005 over a third of private car testing stations (4,917 of 13,292) remained to be 
computerised.84 

67. The Agency explained that technical problems with the system experienced since it 
went live in April 2005 have been rare and have largely affected only a small number of test 

 
79 Efficiency Technical Note, p2 

80 Q64 

81 Ev 169; see also: Ev 171 

82 Q68 

83 Q224 

84 Available from the VOSA Freedom of Information pages at: http://www.vosa.gov.uk  
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centres.85 This was contradicted however by evidence to the Committee that the system 
had not been working well and that the introduction of computerisation was ‘beset by 
problems’. 86  

68. Mr Tetlow’s supplementary evidence on this matter dismissed the picture of despair 
painted by other witnesses. He said that the problems during implementation did not 
constitute a ‘whole systems failure’ and that ‘Garages and MOT customers were able to 
carry on delivering and receiving the MOT service and the computerised system was 
virtually fully restored within 4 working days’.87 He said that press coverage had created a 
‘negative impression’ of the implementation and that articles stating that ‘millions’ of 
garages were unable to test were ‘inaccurate’.88  

69. Both automatic test booking and MOT computerisation were affected by delays and 
implementation problems. It is unacceptable that initial confusion resulted in 
uncertainties over billing which lasted three weeks. The Vehicle and Operator Services 
Agency Chief Executive, Mr Tetlow, reassured the Committee that these problems were 
dealt with and that restoring a full customer service as soon as practicable was the 
priority. Information technology projects are too often beset by difficulties of this kind. 
It is critical that the lessons learned by the Agency from the introduction of these 
projects are shared by the whole Driver and Vehicle Operator Group so that there is no 
repetition of this qualified failure. 

Protection of data on the driver register 

70. Through the Driver and Vehicle Licensing Agency’s databases 97.4% of vehicle keepers 
are able to be traced.89 The Department told us that this data enabled the Agency ‘to 
contribute to improving road safety, reducing vehicle crime and the efficient collection of 
Vehicle Excise Duty (VED) on behalf of HM Treasury’.90 We recognise the importance of 
the data held on the Driver and Vehicle Licensing Agency’s driver and vehicle registers. 
It is therefore vital that it should be safe from disclosure to unscrupulous third parties.  

71. The Agency may provide the names and addresses of car drivers, but only in certain 
circumstances. Regulation 27 of the Road Vehicles (Registration and Licensing) 
Regulations 200291 requires the Secretary of State to provide, free of charge, information 
from the register to the police and to local authorities for use in connection with an 
offence.92 Information must also be made available, for a fee, to ‘any person who can show 
to the satisfaction of the Secretary of State that he has reasonable cause for wanting the 

 
85 Ev 113 

86 Ev 25, p2 

87 Ev 113 

88 Ev 113 

89 Ev 1, para A2.7 

90 Ev 1, para A2.1 

91 SI 2002/2742 

92 See also: Vehicle Excise and Registration Act 1994, section 22 (1)(c) 
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particulars to be made available to him’. ‘Reasonable cause’ is not defined in the 
legislation.93  

72. The Transport Minister announced in December 2005 that this disclosure policy would 
be reviewed early in 2006. This followed a media campaign which highlighted incidents of 
unscrupulous companies and individuals gaining access to the register under the 
‘reasonable cause’ definition and misusing the data.94 Mr Bennett, the Agency Chief 
Executive, welcomed the review and admitted that ‘It is really important to examine what 
does "reasonable cause" mean for a given circumstance’,95 and that ‘whenever "reasonable 
cause" comes in, there is a risk that you will get unscrupulous people trying to get a name 
and address’.96 We agree. 

73. The Committee welcomes the Department’s review of the data release policy for the 
Driver and Vehicle Licensing Agency databases. It is vital that this data is not released 
to companies or individuals who might misuse it. Public confidence in the disclosure 
policy has been lost; it must be restored. We recommend that ‘reasonable cause’, the 
presently undefined standard for disclosing drivers’ names and addresses to third 
parties, be legally defined, and we invite the Government to set out a preferred 
definition when it replies to this report. 

Vehicle and Operator Services Agency 

74. The Vehicle and Operator Services Agency performs an important function: it polices 
the roadworthiness of passenger and commercial vehicles on the road network. This work 
is being compromised by a lack of confidence in three particular areas: test centre 
relocation, roadside vehicle checks, and the points system for vehicle examiners. 

Test centre locations 

75. The Agency’s test centre locations are based on a model of the road network of the 
1960s, not the twenty-first century.97 In January 2006 the industry press suggested that test 
centres are generally ‘in congested built up areas, a long way from motorway junctions or 
the majority of haulage depots. Some parts of the country have too many stations, others 
too few’.98 Mr Tetlow broadly agreed with this assessment.99 The Agency is currently 
carrying out a survey to determine from where vehicles travel to testing stations. 

 
93 Regulation 27 takes precedence over the provisions of the Data Protection Act 1998. Section 34 of that Act exempts 

the data held by the Department that is required to be made available by other enactments 

94 HC Deb 2 December 2005, c50WS. The consultation was launched on 16 February 2006. See, for example, ‘Clamp 
menace rang my home’, Mail on Sunday, 27 November 2005; ‘And here’s just a few of the firms spying on you’, Mail 
on Sunday, 27 November 2005; ‘Data law protects crooks’, Mail on Sunday, 27 November 2005; ‘Victory for MoS as 
Ministers order probe into DVLA’, Mail on Sunday, 4 December 2005; ‘DVLA was warned not to sell drivers’ personal 
details … four years ago, Mail on Sunday, 5 February 2006 
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76. Mr Tetlow stated that test centre locations were under review and that there would be 
relocations.100 It is not clear whether this will involve an open consultation with affected 
workers, or indeed what the timetable is for this review. The Trade Unions have expressed 
concerns that as a ‘value for money’ review, the focus may be too much on cutting costs 
and not on finding the best solution for customers and operators. They are also concerned 
that it could lead to longer travel times to test centres, adding to emissions levels.101  

77. The test centres of the Vehicle and Operator Services Agency are not ideally located. 
This is acknowledged by the Agency. It is critical that the Agency’s review of test centre 
locations goes ahead promptly and that the locations chosen for new sites have a good 
fit with twenty-first century road patterns. We are alarmed by the lack of precise 
information about the timing and scope of the review. Nor was it clear that there will be 
an open consultation so that those affected have a chance to make their views known. 
The Vehicle and Operator Services Agency must rectify this immediately by setting out 
a clear timetable, the parameters of the review, and by making a commitment to 
consult the industry. 

Roadside checks 

78. Roadside vehicle checks are an important tool for identifying substandard vehicles and 
ensuring they do not travel on the road. It is clear that a great deal of traffic travels through 
United Kingdom ports on its way to and from mainland Europe and beyond. It is therefore 
sensible that roadside checks are focused on the main thoroughfares to and from our larger 
ports.  

79. The Committee is concerned however that a large number of checks could unfairly 
affect the business of individual ports. In particular, the Port of Holyhead was brought to 
our attention.102 Holyhead is only the twenty-fourth largest port in the country by tonnage 
traffic. It is therefore reasonable to expect that there are roadside checks of a similar or 
greater number around larger ports such as Grimsby & Immingham; Tees & Hartlepool; 
London; Milford Haven and Southampton.103 Mr Tetlow responded that complaints by 
ports operators ‘ring true’, but that it is right to target areas where the Agency expects to 
catch significant numbers of offenders.104 

80. The Agency is right to target roadside checks at areas where there are suspected high 
levels of offenders. We had evidence however that an individual port may have been 
singled out for a greater number of checks than other ports of equal or greater size. 
This seems inequitable. We want the Agency to explain in detail its rationale for checks, 
and to be assured that operations are targeted proportionately with the number of 
vehicles transitting them. 
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Points system for Vehicle Examiners 

81. The Committee received evidence that the ‘points system’ used to measure the 
performance of vehicle examiners provides perverse incentives for examiners to focus on 
operators rather than drivers.105 One witness told us that examiners are ‘given a target to 
meet over a certain period, be it a fail or pass rate, and bonus payments are given regarding 
their performance. This can lead to all sorts of malpractice’.106 

82. We are concerned that when asked about this particular problem, Mr Tetlow was not 
able to provide a defence of the system other to say that operators who were fined and 
complained ‘would say that, wouldn’t they’ and that the Agency itself ‘did not devise the 
points system’.107 This is not acceptable. 

83. Mr Tetlow made little effort to defend the points system for vehicle examiners. He 
also failed to convince the Committee that the complaints procedure for operators 
against vehicle examiners is sufficiently independent or free from implicit intimidation 
by examiners. One of the Agency’s most important functions is ensuring that vehicles 
are safe when on the road. The way in which vehicle examiners are rewarded for how 
they perform should be open and transparent. The Agency should look again at how 
the vital function of vehicle inspection is linked to the system of reward for vehicle 
examiners. We expect the Agency to explain how it will do this when the Government 
replies to this report. 

Younger drivers 

84. Despite the recommendation of our predecessor Committee seven years ago,108 the 
Government has not since taken the opportunity to improve after-test monitoring for 
younger drivers. This is unacceptable. 

85. While the overall number of deaths on British roads fell by eight per cent in 2004, 
fatalities among 16 to 19 year old drivers or passengers rose by 12 per cent over the same 
period.109 Our predecessor Committee’s 1999 report quoted stark figures for the number of 
accidents involving younger drivers: 

• The 17–24 age group holds only 11 per cent of licences, but they are involved in a 
quarter of accidents annually in which someone is killed or seriously injured;  

• Drivers aged between 16 and 19 have 16 accidents per thousand licence holders, 
compared to just six per thousand licences for drivers aged over 25 years; 

• Male drivers aged between 17 and 20 are ten times more likely to die in a collision 
than for men aged between 35 and 54; 

 
105 Examples provided in Ev 136 and Ev 180 

106 Ev 180 

107 Q244 

108 Environment, Transport and Regional Affairs Committee, Young and Newly Qualified Drivers (HC 515), 8 November 
1999, paras 3-5 

109 Association of British Insurers, Young Drivers: road safety and the cost of motoring, p3 
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• Very newly qualified drivers are at particularly high risk, with one in five new 
drivers involved in a collision in their first year of driving.110  

86. Since then very little has changed and the Government has declined to act. The 
Parliamentary Advisory Council on Transport Safety (PACTS) helped draft an 
amendment to the Road Safety Bill, currently before the House, requiring a strengthening 
of the current probationary period for newly qualified drivers, who are also, by and large, 
younger drivers.111 In responding to this New Clause, the Road Safety Minister, Dr Stephen 
Ladyman, insisted that:  

I am aware of the issue of young, newly qualified drivers … but at this stage I am not 
convinced that probationary periods and draconian restrictions on social mobility 
are the right way to go.112 

Miss Thew, Chief Executive of the Driving Standards Agency, emphasised the need to 
prepare young people before they take their test of their responsibilities once they are a car 
driver and to increase their road safety awareness.113 There is little evidence yet that these 
programmes are having any impact, though studies are being undertaken.114 

87. The accident rates for younger drivers are appallingly high, and rose by 12 per cent 
in 2004. It is important that the studies that the Driving Standards Agency is 
undertaking to look at the efficacy of programmes such as Arrive Alive and Pass Plus 
that help educate younger, newly qualified drivers are properly considered by the 
Department. If these studies demonstrate material benefit from such programmes, the 
Department must act quickly to make them mandatory for all young people preparing 
to learn how to drive. 

88. In the meantime, the Committee does not see why a strengthening of the existing 
probationary period for young, newly qualified drivers should not be implemented. We 
do not agree that such a strengthening would be ‘draconian’, as described by Dr 
Stephen Ladyman MP, Minister of State for Transport, during the Committee stage of 
the Road Safety Bill. We recommend that the Government seek powers in the Bill to 
vary the measures for the probationary period. It should then consult fully on changes 
to those measures and introduce them by Statutory Instrument later this year. 

 
110 Environment, Transport and Regional Affairs Committee, Young and Newly Qualified Drivers (HC 515), 8 November 

1999, paras 3-5 

111 NC 23 debated in Standing Committee A, 20 April 2006, cc324-329. It was not moved to a vote. The ‘strengthening’ 
measures proposed during the probationary period were: not being allowed to drive accompanied by any person 
under 21 years of age; compulsory probationary driver mark to be affixed to vehicle; being unable to drive with a 
level of alcohol in the system less than the current drink drive limit. 
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4 Highways Agency 
89. Since our predecessor Committee last looked at the Highways Agency in October 
2003,115 it continues to experience problems. One organisation told us in evidence that 
the Agency is ‘an elitist organisation which is … lumbering and risk averse’.116 To that, 
the Committee would add its concerns that the Agency has no grip on the costs of its 
major road projects; is managing a property portfolio it should not possess from 
expensive offices it should not be using; has only a limited idea what some of its staff 
are actually doing; and has failed to build a constructive dialogue with local 
communities over road planning. These problems are set out below. 

Finance function 

Finance Director 

90. The picture is not entirely negative however. The most serious issue highlighted by our 
predecessor Committee was the Agency’s poor record in implementing resource 
accounting and the subsequent excess vote in 2001/02 which led to the Department for 
Transport’s resource accounts being qualified.117 We are pleased to see that the Agency 
appears to have improved its resource accounting and that no excess votes have since 
occurred. We note that the Agency’s accounts have also been laid prior to Parliament’s 
Summer Recess for the last two years. 

91. We are glad to see that the Agency took the comments in our predecessor’s 2003 report 
to heart and improved its finance function with the appointment of a new Director of 
Finance and the introduction of monthly management accounts and half-yearly accounts. 
These are encouraging signs after the parlous state of the Agency’s financial affairs in 
2002/03. 

92. Mr Archie Robertson, the Chief Executive, told us that the Agency has recruited people 
to run its finances professionally,118 including its new Finance Director, Mr Mel Zuydam. 
The Finance Director himself explained the improvements that the Agency has made: 

The approach we have taken is to look first and foremost at the financial skills in the 
Agency and to combine that with some immediate and urgent provision of 
management information. In short, what we have done in the last year and a half is 
restructure the finance function of the Highways Agency, bring in better financial 
skills combined with the production of monthly accurate and useful financial 
management information, which I believe has greatly enhanced the in-year financial 
control, budgetary control and accountability.119 

 
115 Transport Committee, The Work of the Highways Agency (HC 453), October 2003 
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The Chief Executive told us that the new structure enabled him to make tactical decisions, 
thereby ensuring that resources are well deployed.120 

93. We welcome the first steps being made to improve the Highways Agency’s financial 
management by the appointment of the Director of Finance and a general overhaul of 
the finance function. Now we expect to see real results. The Chief Executive places 
confidence in the Finance Director’s ability to keep a firm hand on the Agency’s 
historically wayward finances. We hope this confidence is not misplaced. The 
Committee expects to see improvements over the coming year. We shall be examining 
the Agency on a regular basis to keep ourselves fully informed of developments. 

SAP financial management system 

94. The Agency’s current financial management system, based on Oracle, was 
implemented between 2001 and 2004.121 Due to the Department-wide Shared Services 
programme,122 the Agency will migrate to the Shared Services SAP-based financial 
management system some time after 2008.123 Mr Zuydam told us that the transfer would be 
‘a significant challenge’,124 but that the Agency would ensure that it will ‘resource the 
projects in three or four years time at the point of change over correctly’.125  

95. Mr Zuydam estimated that the costs of implementation would be in the region of £10 
million to £15 million.126 There is a discrepancy however between this estimate and that 
given by the Department for Transport in response to a Freedom of Information request in 
January 2006, only a few weeks before the Agency gave evidence to us in February. This 
stated that the Department ‘only has a working estimate of £1.27 million for the cost of 
migrating the Highways Agency finance system from Oracle to SAP, based on current 
assumptions of the resources that will be required’.127 In its response to this report the 
Government must set out definitively the estimated implementation costs of migrating 
the Highways Agency’s Oracle finance system to SAP. 

96. The Agency explained that the new system would cost significantly less to implement 
that the current system, which cost around £50 million, because ‘the core purchase ledger 
functionality for purchases other than the road programme will already be met by the 
existing Shared Service SAP design.’ It also acknowledged however, that there will be 
additional costs to design and build the required interfaces and bespoke financial processes 
for the Agency and that these costs will not be fully known until detailed technical design 
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work is complete.128 The Finance Director also said that there would always be a need to 
retain some external expertise in the form of consultants.129  

97. We strongly support the Agency moving to a common ‘platform’ for its financial 
management system with the rest of the Departmental Group as part of the ‘Shared 
Services’ programme. The costs of this process are in doubt however. The Agency told 
us £10 to £15 million. We note a Freedom of Information request which states £1.27 
million. We are concerned therefore that the potential costs of this transfer might not 
be under full control. The Department must keep the Committee informed of detailed 
costing information for the new Shared Services system as it becomes available. 

98. We understand that the rapid changes in technology will necessitate some ongoing 
use of external consultants. It is important that the Agency does not rely so heavily on 
external consultants that it loses control over its own systems, or becomes tied into 
overly costly contracts from which it cannot extricate itself. The Agency itself needs to 
assure us that this is in fact the case. 

Cost overruns on major road projects 

Pre-April 2003 schemes 

99. The Agency provided us with figures for schemes in the Targeted Programme of 
Improvement (TPI). Thirty-one schemes have been completed and there are 81 schemes 
which are not complete, 21 of which have begun construction.130 

100. When a scheme enters the TPI an estimate of the total scheme cost is made. Since 
April 2003, this has included an estimate of inflation and VAT and an additional allowance 
for ‘optimism bias’ of between three per cent and 65 per cent,131 depending on the quality 
of the risk assessment and the stage and complexity of the scheme. Prior to April 2003 
these items were omitted; the TPI entry costs for these schemes are therefore adjusted to 
allow fair comparisons to be made. 

101. The following table shows the percentage change between the final outturn cost (for 
completed schemes) or the current agreed budget (for schemes not yet completed) and the 
adjusted TPI entry cost. 

 Number of 
schemes 

Percentage 
increase 

Completed schemes – entered TPI before April 2003 31  5.6%  
Schemes not yet complete, of which: 81  5.9%  
 Entered TPI before April 2003 

Entered TPI after April 2003 
 42 

39 
81 

 19.4% 
0.8% 

 Currently in the construction phase 
Not yet in construction phase 

 21 
60 
81 

 13.3% 
5.0% 
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129 Qq387, 388 and 391 

130 Ev 105, Ev111, Ev108 

131 Ev 105, Ev111, Ev108 



27 

 

 
102. These figures show that final scheme costs for completed major road project schemes 
are, on average, 5.6 per cent above the original planned cost. We are, however, disturbed by 
the predicted 19.4 per cent cost overrun on uncompleted schemes that entered the TPI 
before April 2003. It appears that the Agency’s control over costs has deteriorated and we 
believe that the final outturn cost overrun on these 42 schemes may be significantly higher 
still.  

103. The Agency told us that ‘the most significant area of increases is related to those 
affecting the works (construction) costs’ with 66 per cent of the total cost increase coming 
from this phase.132 Since less than half of the 42 schemes have yet started their construction 
phase it appears inevitable that costs will continue to increase. If the Agency’s figure of 66 
per cent of cost increases relating to the construction phase continues to prove true then a 
further £823 million will be incurred on these schemes leading to an eventual cost overrun 
of at least 50 per cent.  

104. The Highways Agency has lost budgetary control of the Targeted Programme of 
Improvements (TPI). If overruns continue at the current rate, the cost of yet-to-be-
completed TPI road projects would be 50 per cent higher than originally estimated. 
Such an increase would be an irresponsible and unacceptable waste of public money. 
This is a very serious matter, and Mr Robertson, as Agency Chief Executive, must take 
personal responsibility for ensuring that an increase of this magnitude does not occur. 
We wish to know how that will be achieved. 

105. The Department must keep a keen eye on the costs of TPI projects. Although the 
Highways Agency operates at arms length from the Department, it is clear that on this 
issue it needs close supervision and support to ensure that costs do not continue to 
spiral. The Department must make it clear to the Agency that it must cover the costs of 
its own project increases by imposing price caps where necessary. 

Post-April 2003 schemes 

106. The picture initially appears more positive when schemes entering the TPI after April 
2003 are considered. Currently cost overruns of less than one per cent are predicted. Only 
one of these schemes has begun construction however, and it is currently predicted to 
overrun by 20 per cent. This does not bode well for the other 38 schemes. Indeed, only 
three of the post-April 2003 schemes have had any revisions made on their TPI entry costs 
(two upwards and one downwards). This could indicate that entry costs have suddenly 
become very accurate. The more likely explanation is that the costs have not yet been 
revised.  

107. If post-April 2003 schemes are subject to the same level of cost over-runs as pre-April 
2003 schemes (which averages out at 15.7 per cent so far taking completed and non-
completed schemes into account) then the cost overruns on these projects could be in 
excess of £1 billion. It should be noted that the 39 schemes entering the TPI after April 
2003 represent over 60 per cent of the cost of the whole TPI.133 It is especially important 
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therefore that the Agency maintains a tight control over any cost escalations on these 
schemes.  

108. It is too early to draw final conclusions from those schemes which entered the TPI 
programme after April 2003. We hope that the Agency has made more accurate 
estimates of these costs than it did for the older schemes. If it did not, then cost 
overruns would be about £1 billion. This would be utterly intolerable. We expect the 
Agency to manage the costs for the post-April 2003 schemes tightly, and to show very 
significant improvement in management over the pre-April 2003 schemes. 

Ways of managing costs 

109. The Agency says that it is developing a costs database for its project teams, together 
with guidance on improving scheme estimates.134 In addition to improving initial estimates 
for schemes there is clearly scope to reduce the overall cost of some schemes. The Agency 
told us that it is investing more in design through a form of contract called ‘Early 
Contractor Involvement’.135 It hopes that this will reduce overall costs, although we have 
not been provided with the Agency’s prediction of the level of savings to be made through 
this approach.  

110. The Agency’s own analysis of the reasons for cost increases highlights other areas 
where risks could be transferred to the contractor who may be better placed to control the 
cost implications. Examples of these include; change in preliminaries costs (site set-up, staff 
costs etc.), inflation due to slippage, third party, statutory and other requirements (landfill 
tax, archaeology etc.) and increases due to statutory undertakers’ works.136  

111. The Committee welcomes the Agency’s attempt to reduce overall costs through 
early contractor involvement. We wish to see an estimate of the level of savings this will 
deliver. The Agency must continue to develop new ways of working aimed at reducing 
the costs of road schemes. 

Staffing 

Administration staff 

112. It is not clear to the Committee – or, indeed, to the Agency itself – how many of the 
Agency’s staff are engaged in administrative work. The Agency’s 2004-05 Resource 
Accounts classify 1,590 of its 2,031 staff as administration staff.137 When questioned about 
this, the Chief Executive said ‘Administration staff in the Agency includes all of our 
specialist engineers … many of them are technical specialists or project specialists, they are 
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not administrators’.138 He also told us that ‘In rough terms less than half the total staff in 
the administration budget are administrators’.139 

113. We asked the Agency to provide us with a breakdown of these staff but were told that 
the existing resource information system ‘does not separately record the professional status 
of individual staff apart from distinguishing between those who are engineers’.140 The 
Agency also failed to demonstrate that it is able to identify how much time its members of 
staff spend on administrative tasks. Without this information it is difficult to see how the 
Agency can be sure that it is using staff resources to best effect. 

114. The Agency does not appear to have a clear picture of the administrative work it 
carries out at the moment. This is absurd. It must develop a system to allow it to do so. 
In the absence of this, it cannot ensure its administration is fully cost-effective. The 
Committee wants a clear picture of how many of the Agency’s staff perform purely 
administrative duties and what percentage of other staff time is spent on administrative 
work. 

Traffic Officers 

115. Traffic Officers, who are managed by the Agency, were introduced under Part I of the 
Traffic Management Act 2004.141 There are 1,000 on-road Traffic Officers operating across 
the motorway network.142 They have some powers akin to those of the police which can be 
used to assist traffic movement and manage traffic accident areas. Total annual financial 
benefits from the introduction of Traffic Officers was estimated at £98m in 2003, with the 
primary benefit being an estimated reduction in incident-related congestion on the 
motorway network of 17 per cent.143 This was based on an estimate of the annual cost of 
congestion on the Highways Agency network of £3 billion.  

116. In 2003 great claims were made for the financial benefits – £98 million a year – of 
introducing Traffic Officers onto the highway network. We wish to know the Agency’s 
latest estimate. 

117. In 2004 our predecessor Committee expressed concerns that the transfer of incident 
management responsibilities to Traffic Officers would reduce the police presence on the 
strategic road network. The Committee also warned that too much priority might be given 
to minimising the disruption accidents cause other motorists, and too little to proper 
investigation of offences which may have been committed.144 While these remain real 
concerns, it is clear that other pressing questions have emerged. 
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118. In particular, the Committee has concerns that the efficacy of traffic officers might be 
compromised by under-recruitment and poor levels of retention, caused partially by pay 
levels and shift patterns and allowances. The Committee takes this opportunity to 
reiterate the concerns of its predecessor Committees that the introduction of Traffic 
Officers onto the highway network could compromise the effective investigation and 
prosecution of road accidents and offences. We wish to see the relevant Agency data 
and to be assured that investigations by the police are taking place when required. 

119. The Trade Unions told us that morale among Traffic Officers is low. This has 
apparently led to threats of and actual resignations.145 They unions are also concerned 
about the impact of self-serving under the Shared Services project. We were told that ‘At 
present there are more than five staff to each PC. The lucky ones are those whose patrol 
route allows them to take their (unpaid) meal break at their base, so they can self-serve 
then. The unlucky ones have to do this work before or after their shift’. This is, in effect, 
‘putting in unpaid overtime to be able to claim overtime’.146 When asked about the Trade 
Union’s concerns, Mr Robertson told the Committee that he did ‘not recognise them 
particularly’ and that he did ‘not find commonalty in the suggestion that there is a morale 
problem at all’.147 

120. We were shocked at the reports we received that Traffic Officers have access to few 
information technology resources, and that they are being asked to work in generally 
poor conditions. If true, this represents a bad deal for Traffic Officers, the Agency and 
the public. Sound morale is based on good staff management. Where this is evident 
instances of staff ‘churn’ will be low. Mr Robertson’s statement that he does ‘not 
recognise’ the Union’s concerns was particularly alarming. If these problems are real, 
and the Chief Executive was not aware of them then he is badly at fault; if he refutes 
them then he should have done so clearly, and with evidence, when he came before us. 
He did not. The Committee expects Mr Robertson to meet Union representatives to 
discuss these concerns. We expect to be updated on the outcome of these discussions. 

121. Of further concern are the diversity statistics for the Traffic Officer scheme. The 
Agency must work very hard to improve the position. These reveal that only 15 per cent 
of officers are female and 4 per cent are from ethnic minority groups. Ethnic minorities 
represent eight per cent of the UK population and the Agency needs a recruitment 
target which reflects that. A big effort needs to be made to recruit more women and 
minorities as Traffic Officers. 

Industrial action 

122. Highways Agency staff announced a work-to-rule campaign from 16 January 2006 for 
ten weeks. The industrial action was prompted by the 2005 pay offer which unions believed 
would ‘mean a pay cut for the most experienced staff’. It was claimed that the action would 

 
145 Ev 121 

146 Ev 121 

147 Qq399 and 406 



31 

 

‘progressively slow down and disrupt the agency’s work on planning and implementing 
new road schemes, billing and meetings with contractors’.148  

123. The Committee was concerned about a particular aspect of the strike, that the action 
would ‘hit the Highways Agency’s ability to meet its performance indicators and deliver its 
business plan, which largely depends on staff goodwill because of the amount of travelling 
involved’.149 We asked Mr Robertson about this. He denied that the strike had had any such 
effect, ‘There has been no interruption to our services to customers that has been brought 
to my attention’.150 He further stated that he did not believe that it would affect the Agency 
meeting its Key Performance Indicator targets151 as only a small percentage (approximately 
15 per cent) of staff were actually taking strike action.152 

124. When the Committee took evidence from Mr Robertson, work-to-rule industrial 
action was still taking place. It was not then possible to gauge whether it would have a 
material impact on the Agency’s ability to meet its performance indicators. 
Nevertheless, Mr Robertson appeared confident that the action would not have an 
impact on the Agency’s ability to meet key targets. The Committee would like to know 
whether that has been the case. In its response to this report, the Government must tell 
us whether the Agency is still on target to meet its Key Performance Indicators. If it is 
not, the Government must tell us if this was an effect of the industrial action early in 
2006. Mr Robertson should tell us what action he has taken to prevent a repeat of this 
problem for the 2006 pay round. 

Property matters 

Management of the property portfolio 

125. The Highways Agency has 29 full time staff managing property contracts. This is 
29 too many. The Committee has not seen any justification however why the Highways 
Agency, which is in the roads business, should have a property portfolio at all. 

126. There is little evidence that the Agency has the ability to effectively manage its 
property portfolio. The Public Accounts Committee (PAC) published a report on this issue 
in 2000.153 The report highlighted serious failings in the Agency’s management and 
maintenance of the portfolio: 

Although property management is, in financial terms, a major part of the Agency’s 
business, it is peripheral to its main business of constructing and managing the road 
network. The Department and Agency should consider whether the current 
arrangements are likely to provide the most effective means of managing these 
properties. Organisations with greater experience in the provision, maintenance and 
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letting of short-term tenanted housing might be better placed and equipped to 
maximise both the occupancy and resale value of properties.154 

127. The Agency has made some changes to the way it manages property since the PAC 
report. The number of Managing Agents it uses has reduced. It now has two National 
Managing Agent Contracts, managing residential property and commercial and 
agricultural property respectively. There appears to have been little change in the 
responsibilities devolved to the agents or the way the Agency manages the contracts. 

128. The number of Agency staff involved in managing the contracts has reduced from 
nearly 60 in 1999 (to 29 at present).155 The portfolio has also reduced significantly since the 
PAC report, from 2,652 properties in March 1999 to 460 residential properties and 820 
units of commercial and agricultural land and property currently.156 The fall in staff 
numbers is in line with this decrease and so does not indicate any improvement in the 
efficiency of working practices. Indeed, 29 seems an excessive number of staff to manage 
agents who provide ‘a full property management service’.157 It implies that the Agency does 
not trust its agents to carry out the service they are contracted to perform.  

129. The 29 staff who manage the two contracts are based in five regional offices with a 
central policy team also based in London. We do not believe that a national contract can be 
effectively managed from six different offices. Such an approach is likely to lead to muddle.  

130. The Agency has failed to develop an effective approach to managing its property 
portfolio. It employs managing agents; but retains a significant number of in-house 
staff. The current situation appears to be a ‘half-way house’ where property 
management is neither fully outsourced, nor conducted in-house. The Agency should 
tell us why it has full service property agents when it insists on keeping a hand in 
managing the property portfolio. The Agency needs to demonstrate a commitment to 
reduce the size of its property portfolio. It must tell us how it will do that, what 
milestones it has, and when it will relinquish its properties. 

Cost of the Agency’s Offices 

131. The Agency provided us with the rental costs and staff headcount for each of its 
offices. An analysis of these figures shows that the office cost per person in London (based 
on headcount figures, not full-time equivalent posts) is more than three times the average 
cost of other offices in England:158 
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Office Annual rent per member of staff (£) 

London 6,286 

Leeds (Jefferson House) 4,6832 

Exeter 3,0691 

Bristol 2,863 

Bedford (Albion House) 2,136 

Birmingham 1,921 

Leeds (City House) 1,909 

Manchester 1,771 

Bedford (Heron House) 1,577 

Hemel Hempstead 1,346 

Dorking freehold tenure 

Average 2,017 

1 Excludes rent free period 
2 The Agency’s central ICT equipment is stored here 

132. We are not convinced by the Agency’s arguments for maintaining an expensive 
central London office. The Chief Executive told us that he maintained the office to support 
himself and key directors in order to ‘give advice to and sometimes take advice from the 
Roads Minister and the Secretary of State for Transport.’159 The Agency has offices in 
Bedford, Dorking and Hemel Hempstead, all of which are less an hour away from London 
by train. One of these would make an ideal base for staff currently based in London and, 
given that they are among the Agency’s cheapest offices to maintain, would deliver 
significant savings. 

133. The Agency maintains an expensive office in central London at a cost of three times 
the average of its other offices in England. It was not able to tell the Committee whether 
there are any actual benefits in retaining this office. We doubt whether that the London 
office represents value for money. The Chief Executive told us that staff numbers in 
London were falling,160 and that the Agency is currently ‘looking at what our staffing needs 
to be in London and there will some reductions to come here’.161 If the number of London-
based staff continues to fall then the Agency will be left with some very expensive office 
space which will not be used to full capacity. The next lease break for the London office is 
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in 2013162 so the Agency is committed to renting office space that it may not require for the 
next seven years. 

134. We were disappointed that some of the figures provided by Mr Robertson and Mr 
Zuydam during the oral evidence session proved to be inaccurate. Mr Robertson told us 
that the London office housed fewer than 50 staff,163 this was later contradicted by Mr 
Zuydam who said that there were around 80 staff in London.164 The figure provided by the 
Agency in its supplementary written evidence was 91,165 nearly twice that given by Mr 
Robertson during the evidence session. There was also some confusion over the rental 
costs of the London Offices. Mr Zuydam initially told us that these were £300,000 or 
£400,000.166 The figure subsequently provided in the supplementary evidence was 
£572,000,167 over 40 per cent higher. 

135. The confusion between the Agency Chief Executive and the Finance Director over 
the staffing and costs of the London office is disgraceful. It is clear that they have no 
grip on this issue. It is clear to us that taxpayers’ money is being wasted by the Agency 
maintaining a London office. It should seek to negotiate an early release from its lease. 
If this is not possible, then the Department should ensure that any future spare capacity 
is utilised by the Agency, or by other public bodies. In any case, we expect the Agency to 
conduct a value for money assessment of the London office in the light of falling staff 
numbers and explain to the Committee how it intends to utilise the spare capacity over 
the remaining years of the lease. 

 ‘Article 14’ directions  

136. There are serious concerns amongst regional bodies and local authorities about the 
way the Agency utilises ‘Article 14’ directions.168 The case was made to us that the Agency 
causes endemic delay in major road building and regeneration projects across the country, 
particularly in poorer areas of the North East.  

137. ‘Article 14’ directions refer to Article 14 of the Town and Country Planning (General 
Development Procedure) Order 1995,169 under which the Highways Agency has the power 
to direct refusal for planning applications that will add to existing traffic pressures on the 
trunk roads. In supplementary evidence to us, the Agency argued that it implements 
planning controls ‘to ensure that safety is maintained on the trunk road network, or that 
mitigation measures are put in place to maintain its operating efficiency’.170 
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138. It is clear that there is a fundamental disagreement between the Agency on the one 
hand and regional bodies and local authorities on the other about the precise nature and 
use of ‘Article 14’ directions. Regional bodies and local authorities believe that the 
directions ‘block’ development and are causing unnecessary delay, which in turn increases 
costs and can therefore compromise the viability of entire schemes.171 The Agency and the 
Department insist that the directions are used proportionately and to ensure that planning 
and development is done in a responsible and co-ordinated way. 172  

139. There are two areas of contention: the number of directions issued; and the amount of 
time it takes to resolve them. The Agency is clear that it does not issue an ‘excessive’ 
number of directions (570 directions issued across the country between 2004 and 2006; 13 
in the north east of England).173 The written evidence the Committee received, although 
reflecting some concern about the number of directions, was focused more on the amount 
of time they take to resolve. These concerns are largely about one kind of direction, a 
‘holding direction’. 

140. A ‘holding direction’ is a use of Article 14 ‘to direct a planning authority not to 
approve an application and this can be up to 6 months (renewable)’. It allows time to 
scrutinise the transport assessment that should be submitted with every planning 
application (or to look into cases where no application has been submitted).174 The key 
question is what exactly constitutes a ‘transport application’. For the Department an 
‘application’ is ‘essential’ in order to understand whether a proposal will impact 
significantly on the local transport network and, particularly for the Agency, the strategic 
road network. Problems occur when applications are ‘of poor quality and [do] not contain 
enough detail for the Agency to understand the transport implications’.175 Other witnesses 
however referred to the applications as ‘over elaborate transport models’.176  

141. There is a fundamental disagreement between the Department and the Agency on 
the one hand, and regional bodies and local authorities on the other, about why ‘Article 
14 directions’ are used and whether they are effective. 

142. This is a matter which impacts on vital regeneration projects where transport 
links, development and the associated employment and inclusion benefits are required. 
The Agency cannot sit complacently back and do nothing about what are obviously real 
concerns for these communities. We would like to see the Agency making an effort to 
engage with local authorities and other groups and undertake to explain clearly why 
individual directions are issued and how they can be brought swiftly to an end. 

                                                                                                                                                               
not have all the information we need", or, "We are not happy with this planning proposal".’ (Official Report, 14 
March 2006, c420WH) 
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Water-preferred policy  

143. The so-called ‘water-preferred’ policy is critical if this country is to reduce the amount 
of heavy traffic on the roads: traffic that leads to congestion, noise and pollution. The 
policy was announced in June 2002:  

The water-preferred policy stems from the government’s desire to see more freight 
travel by water. It recognised that as well as general freight there were certain niche 
markets, like abnormal loads, which could make greater use of the waterways.177 

144. In 2003 the Highways Agency became responsible for the implementation and 
management of the Government’s policies concerning the movement of the largest and 
heaviest abnormal indivisible loads (AILs). The Agency told us ‘that there has not been a 
‘significant’ shift in the number of AILs being moved by inland waterways’ since 2004. The 
two vessels built for transporting heavy loads by water have made 19 journeys, six of which 
have used the inland waterways. The Agency adds that there may have been other journeys 
made which they are not aware of.178 

145. The Agency gave us several reasons why there has not been a significant shift to using 
the waterways. These include: rivers and canals not being wide enough to transport large 
loads; the start and finish points of the load not being near a suitable river or canal; and 
high costs.179 One witness suggested however that the Agency was undertaking work itself 
that compromises the water preferred policy:  

• Development of the ESDAL system (Electronic delivery for abnormal loads 
project), which makes the administration of the Special Order process for road-
based movements much simpler and does not feature waterway routes; 

• Allowing night time movements of slow moving abnormal load vehicles on the 
roads; 

• Commissioning research into the viability of raising the speed limit at which 
abnormal loads can travel.180 

146. The ‘water preferred’ policy does not appear to be encouraging more freight onto 
the inland waterways as intended. Since the Highways Agency assumed responsibility 
for the policy in 2003 they have not published a single significant piece of research or 
guidance on it. Little real effort has been made to divert freight off the roads and onto 
the water, particularly ‘abnormal indivisible loads’. Indeed, we have received evidence 
that the Agency’s own policies are working in the other direction. 

147. While moving such heavy loads by road might be the most commercially 
convenient form of transportation, this Committee believes that it is neither 
sustainable nor necessary. At the very least, and given that the Agency has 
responsibility for this policy, it should insist that its own contractors use water where 
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possible. We want to see much more effort by the Agency to make the currently failing 
water preferred policy bite. 

Response to the Committee 

148. The Highways Agency’s response to the Committee’s requests for further information 
was poor. Mr Robertson and Mr Zuydam gave evidence to the Committee on Wednesday 
15 February 2006. On 17 February, the Committee sent a letter to the Department 
requesting supplementary information from Agency. A deadline was given of 9 March. 
The Committee had still not received the full response from the Agency six weeks after the 
request was made.  

149. An incomplete response was delivered on 13 March after the Committee agreed to 
accept a submission on one outstanding issue on 24 March. We were subsequently 
informed that this final portion, concerning the cost overruns on major road projects, 
would not be delivered until 31 March. Following discussions, a deadline of 30 March was 
agreed, the last sitting day before the Easter Recess. On 30 March the Committee received a 
brief and wholly inadequate letter, signed off by a member of Mr Robertson’s staff, and 
prompted no doubt by earlier telephone inquiries, to the effect that there would be a 
further delay and that it was ‘hoped’ that the outstanding information would be sent by 10 
April. The request was finally met on 5 April after the Committee Chairman wrote to the 
Chief Executive and the then Secretary of State about the matter. 

150. This is not the first time that this Committee has had to raise with the Agency the 
issue of broken undertakings and late responses. Our report in 2003 highlighted precisely 
this point.181 That failure unacceptably delayed our report then. Three years later we 
experienced exactly the same systemic inefficiency.  

151. The Agency’s inability to furnish the Committee with relevant information within 
the prescribed deadlines is sadly indicative of the incompetence and disorganisation 
which, in too many areas, still characterises this Agency. Next time the Agency appears 
before this Committee we expect it to be able to provide information on time. 

 
181 HC 453, para 29 



38 

 

Conclusions and recommendations 

The Department and its Agencies 

Shared Services 

1. Over the next four years the Department estimates that the Shared Services project 
will cost in excess of £44 million. The exact cost however remains unclear. It is 
important that lessons are learned from this complex project. We expect that any 
problems which may be encountered by the first Agencies to join will be addressed 
for later Agencies. It is critical that Shared Services is implemented ‘on budget’ and 
‘on time’. The financial and organisational ramifications of failure are certain to be 
significant. We expect the Department to keep us fully informed of progress against 
the project plan. Any delays and the implication of these on additional costs should 
be made clear. (Paragraph 14) 

Driver and Vehicle Operator (DVO) Group 

Structure and governance 

2. The Committee is concerned that Mr Hickey was unable to provide, when 
challenged, concrete examples of how the Driver and Vehicle Operator Group 
structure has improved the working of the Agencies or the service they deliver to 
customers. The credibility of the new administration arrangements will depend on 
producing such evidence quickly. (Paragraph 17) 

3. It is too early for the Government to consider transferring the Group to direct 
Departmental control or for outright outsourcing, as some have argued. But the time 
to take stock is approaching rapidly. It is clear that the case made thus far for the 
Group's existence is more one of hope than reality. In line with the Department’s 
commitment to evidence-based policy, we expect there to be a thorough review of 
the Group structure before its fifth birthday in 2008. There must be clear evidence 
then that the new structure has delivered real, practical benefits in terms of 
integrated working, value for money and service standards. In the absence of such 
evidence, the Department will have failed and it must then look seriously at creating 
a more effective structure of accountability for the Group Agencies. (Paragraph 19) 

DVO Board 

4. The DVO Board must prove its worth by enhancing the overall corporate and 
financial governance of the Agencies. It must create identifiable benefits, and a 
strategic approach to services, that the separate bodies cannot achieve in isolation. 
We have seen no evidence yet that the Board has added value in this way. It needs to 
begin to demonstrate this now. (Paragraph 22) 
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Value for money 

5. The Director General of the Driver and Vehicle Operator Group does not know 
whether or not the Group structure provides a ‘direct financial benefit’. He certainly 
should be in a position to know, and we are astonished that he does not. It is critical 
that a value for money assessment of the Driver and Vehicle Operator Group be 
conducted as soon as is practicable to ensure that benefits are being realised in the 
most efficient way. We want to see the results of this in the Government’s response 
to this report. Without such an assessment it is difficult for the Department to justify 
the Group structure. (Paragraph 23) 

Trading funds 

6. Given the functions of the Driver and Vehicle Licensing Agency, the Driving 
Standards Agency and the Vehicle and Operator Services Agency, Trading Fund 
status is appropriate. It is very important however that the financial requirements of 
this status should not compromise service standards. Such compromise undermines 
the rationale of these Agencies. It is difficult to gauge if this is happening when 
targets are changed frequently, are not co-ordinated across Agencies, and often do 
not reflect service levels at the front-end. It is vital that the impact on service levels of 
the shift to Trading Fund status can be measured effectively over the long term. 
(Paragraph 25) 

Position of the Vehicle Certification Agency 

7. It is not clear to us what justification there is for the Vehicle Certification Agency’s 
inclusion in the Driver and Vehicle Operator Group. The justification offered by the 
Chief Executive for its inclusion in the Group was cursory. We would like the Group 
to offer a more detailed rationale for its inclusion when the Government responds to 
this report. (Paragraph 27) 

8. The Agency’s plans for growth in the short term are ambitious and depend on 
meeting vigorous growth targets. The Committee will be questioning the Secretary of 
State on the Agency’s progress when we look at the 2006 Departmental Annual 
Report. (Paragraph 28) 

9. The Agency is a small organisation and is currently in deficit due to a drop in 
demand from some major customers. The decision not to move to Trading Fund 
status therefore seems reasonable. Should the Agency expand its business in the 
future however, its status should be reconsidered. (Paragraph 29) 

Administration and staffing 

Changes in working practices and staff morale 

10. it is vital that the Department recognises the legitimate and enduring concerns of 
staff groups about the continuing inconsistencies in working conditions and 
challenges of new ways of working and has a programme in place to ameliorate 
them. (Paragraph 30) 
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11. The Committee is pleased that the Driver and Vehicle Operator Group has accepted 
that all of its Agencies should be on a single ‘information technology platform’, and 
that office systems should be common across the whole Department and its 
Agencies. But it has taken far too long to arrive at this common sense conclusion. 
This issue must not be ‘parked’. The replacement and integration of systems should 
be completed without delay. The Department must tell us what its timetable is for 
this work. (Paragraph 33) 

Role segregation 

12. The Committee has not seen any clear evidence that either administration or 
enforcement divisions are compromised by being operated by the same Agency. We 
would advise Agencies to keep a sharp eye on this matter however. Customer 
confidence must not be compromised by the Agencies’ failure to keep a proper check 
on their dual roles. (Paragraph 36) 

Injuries of Driving Standards Agency staff 

13. In 2005 there were 858 accidents during driving tests; 90 non-test accidents; 386 
near-misses on tests; 33 physical assaults; and 348 verbal assaults. This high number 
of accidents and assaults suffered by driving examiners is alarming. The Driving 
Standards Agency must address this as a matter of urgency. We wish to be updated 
by the Agency on its progress in one year’s time. (Paragraph 39) 

Efficiency 

14. There is some evidence of attempts by the Driver and Vehicle Operator Group to 
make savings where possible. Further scope for savings are sure to follow where all 
bodies within the Group regularly benchmark costs against each other. We seek the 
Department’s reassurance that such benchmarking is taking place as a matter of 
course. (Paragraph 41) 

15. The Committee is encouraged by the 20 per cent efficiency savings made by the 
Driver and Vehicle Licensing Agency in 2004/05 and further 20 per cent planned 
savings. We expect to see the other Driver and Vehicle Operator Group Agencies set 
similarly ambitious efficiency targets. (Paragraph 43) 

16.  The Driver and Vehicle Licensing Agency appears to be on the way to meeting its 
Gershon Review headcount reduction target on time. The Agency is aware that this 
must not compromise service standards. It remains to be seen whether this will be 
the case. We shall keep a close eye on any evidence of slipping standards. (Paragraph 
44) 

Corporate documents 

17. The Vehicle and Operator Services Agency’s costs for producing corporate 
documents are too high. They must be reduced. (Paragraph 45) 
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Prepayment to the Post Office 

18. It is generally accepted best practice in Government that services should not be paid 
for in advance unless there is a sound value for money argument in favour of doing 
so. We were not given any such justification in this case. The Driver and Vehicle 
Licensing Agency should have conducted a value for money assessment for the 
prepayments it makes to the Post Office. If it has not done so, it must do so now, and 
must also provide a copy of this assessment to the Committee. If no such assessment 
has been made, the Department needs to explain why in its response to this report. 
(Paragraph 46) 

Targets and performance 

Consistency and toughness of targets 

19. The overall picture of efficiency in the Driver and Vehicle Operator Group is one of 
declining achievements. Mr Hickey and his team need to get a grip on the problem 
and reverse it. We expect to see a plan for achieving this set out in the Government’s 
response. (Paragraph 48) 

20. The Driver and Vehicle Licensing Agency gave the Committee three sets of figures 
for its customer service targets (two in writing, one in oral evidence). This is 
unacceptable. The Agency must clarify its figures and publish one full set in the 
public domain. The Committee does not expect to see further examples of this 
problem. (Paragraph 49) 

The retreat from ‘customer service’ 

21. The Driver and Vehicle Operator Group has moved away from tough, precise public 
service to woolly, internal milestones. This is a retrograde step which makes 
measuring the Group’s success much more difficult and which will sap public 
confidence. The Department needs to think again about this approach. (Paragraph 
53) 

22. It is also unacceptable that there are so many different ‘measures’ of success for the 
Agencies. There must be one, clear, consistent measure of customer service 
standards and customer satisfaction, subscribed to by all Agencies and by the Group 
as a whole. The target must be sufficiently challenging and performance against it 
should be measured and published annually by the Department. (Paragraph 54) 

Under-performance 

23. It is not clear to the Committee, despite the evidence we have received, whether the 
process of managing under-performance is actually effective, or just window-
dressing. In particular, we have concerns that it is the Group Director General and 
the relevant Agency Chief Executive themselves who decide what constitutes a 
‘significant’ matter for ‘escalation’ to Ministers. This is very poor administrative 
practice. We expect the Department to advance evidence of much more robust 
arrangements for identifying under-performance and for tackling it. (Paragraph 56) 
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Information Technology 

Level of take-up 

24. We are concerned that the Driver and Vehicle Operator Group and its constituent 
Agencies seem to be highly focused on the cost savings available through the 
introduction of information technology-based solutions at the expense of customer 
service. The Agencies gave us no evidence that their Internet-based operations have 
the potential to grow beyond current levels. They were not able to demonstrate that 
there is any real demand for this costly expansion from customers. (Paragraph 62) 

 

25. We do recognise that in the modern world the Internet is a vital tool for speeding up 
and simplifying transactions. We are not arguing for a return to a system of 
customer service that avoids information technology solutions. We do however 
expect the Agencies to make a solid demand case for future information technology 
projects; and to recognise the vital importance of driving up the effectiveness of 
human responses to customers. These projects are uniformly costly and complex 
undertakings and should not be begun without determining what will bring the most 
benefit to the greatest number of people. (Paragraph 63) 

Automatic test booking system and MOT computerisation 

26. Both automatic test booking and MOT computerisation were affected by delays and 
implementation problems. It is unacceptable that initial confusion resulted in 
uncertainties over billing which lasted three weeks. The Vehicle and Operator 
Services Agency Chief Executive, Mr Tetlow, reassured the Committee that these 
problems were dealt with and that restoring a full customer service as soon as 
practicable was the priority. Information technology projects are too often beset by 
difficulties of this kind. It is critical that the lessons learned by the Agency from the 
introduction of these projects are shared by the whole Driver and Vehicle Operator 
Group so that there is no repetition of this qualified failure. (Paragraph 69) 

Protection of data on the driver registration 

27. We recognise the importance of the data held on the Driver and Vehicle Licensing 
Agency’s driver and vehicle registers. It is therefore vital that it should be safe from 
disclosure to unscrupulous third parties.  (Paragraph 70) 

28. The Committee welcomes the Department’s review of the data release policy for the 
Driver and Vehicle Licensing Agency databases. It is vital that this data is not 
released to companies or individuals who might misuse it. Public confidence in the 
disclosure policy has been lost; it must be restored. We recommend that ‘reasonable 
cause’, the presently undefined standard for disclosing drivers’ names and addresses 
to third parties, be legally defined, and we invite the Government to set out a 
preferred definition when it replies to this report. (Paragraph 73) 
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Vehicle and Operator Services Agency 

Test centre locations 

29. The test centres of the Vehicle and Operator Services Agency are not ideally located. 
This is acknowledged by the Agency. It is critical that the Agency’s review of test 
centre locations goes ahead promptly and that the locations chosen for new sites 
have a good fit with twenty-first century road patterns. We are alarmed by the lack of 
precise information about the timing and scope of the review. Nor was it clear that 
there will be an open consultation so that those affected have a chance to make their 
views known. The Vehicle and Operator Services Agency must rectify this 
immediately by setting out a clear timetable, the parameters of the review, and by 
making a commitment to consult the industry. (Paragraph 77) 

Roadside checks 

30. The Agency is right to target roadside checks at areas where there are suspected high 
levels of offenders. We had evidence however that an individual port may have been 
singled out for a greater number of checks than other ports of equal or greater size. 
This seems inequitable. We want the Agency to explain in detail its rationale for 
checks, and to be assured that operations are targeted proportionately with the 
number of vehicles transitting them. (Paragraph 80) 

Points system for Vehicle Examiners 

31. Mr Tetlow made little effort to defend the points system for vehicle examiners. He 
also failed to convince the Committee that the complaints procedure for operators 
against vehicle examiners is sufficiently independent or free from implicit 
intimidation by examiners. One of the Agency’s most important functions is 
ensuring that vehicles are safe when on the road. The way in which vehicle 
examiners are rewarded for how they perform should be open and transparent. The 
Agency should look again at how the vital function of vehicle inspection is linked to 
the system of reward for vehicle examiners. We expect the Agency to explain how it 
will do this when the Government replies to this report. (Paragraph 83) 

Younger drivers 

32. Despite the recommendation of our predecessor Committee seven years ago, the 
Government has not since taken the opportunity to improve after-test monitoring 
for younger drivers. This is unacceptable. (Paragraph 84) 

33. The accident rates for younger drivers are appallingly high, and rose by 12 per cent 
in 2004. It is important that the studies that the Driving Standards Agency is 
undertaking to look at the efficacy of programmes such as Arrive Alive and Pass Plus 
that help educate younger, newly qualified drivers are properly considered by the 
Department. If these studies demonstrate material benefit from such programmes, 
the Department must act quickly to make them mandatory for all young people 
preparing to learn how to drive. (Paragraph 87) 
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34. In the meantime, the Committee does not see why a strengthening of the existing 
probationary period for young, newly qualified drivers should not be implemented. 
We do not agree that such a strengthening would be ‘draconian’, as described by Dr 
Stephen Ladyman MP, Minister of State for Transport, during the Committee stage 
of the Road Safety Bill. We recommend that the Government seek powers in the Bill 
to vary the measures for the probationary period. It should then consult fully on 
changes to those measures and introduce them by Statutory Instrument later this 
year. (Paragraph 88) 

Highways Agency 

35. Since our predecessor Committee last looked at the Highways Agency in October 
2003, it continues to experience problems. One organisation told us in evidence that 
the Agency is ‘an elitist organisation which is … lumbering and risk averse’. To that, 
the Committee would add its concerns that the Agency has no grip on the costs of its 
major road projects; is managing a property portfolio it should not possess from 
expensive offices it should not be using; has only a limited idea what some of its staff 
are actually doing; and has failed to build a constructive dialogue with local 
communities over road planning. These problems are set out below. (Paragraph 89) 

Finance function 

Finance Director 

36. We welcome the first steps being made to improve the Highways Agency’s financial 
management by the appointment of the Director of Finance and a general overhaul 
of the finance function. Now we expect to see real results. The Chief Executive places 
confidence in the Finance Director’s ability to keep a firm hand on the Agency’s 
historically wayward finances. We hope this confidence is not misplaced. The 
Committee expects to see improvements over the coming year. We shall be 
examining the Agency on a regular basis to keep ourselves fully informed of 
developments. (Paragraph 93) 

37. In its response to this report the Government must set out definitively the estimated 
implementation costs of migrating the Highways Agency’s Oracle finance system to 
SAP. (Paragraph 95) 

38. We strongly support the Agency moving to a common ‘platform’ for its financial 
management system with the rest of the Departmental Group as part of the ‘Shared 
Services’ programme. The costs of this process are in doubt however. The Agency 
told us £10 to £15 million. We note a Freedom of Information request which states 
£1.27 million. We are concerned therefore that the potential costs of this transfer 
might not be under full control. The Department must keep the Committee 
informed of detailed costing information for the new Shared Services system as it 
becomes available. (Paragraph 97) 

39. We understand that the rapid changes in technology will necessitate some ongoing 
use of external consultants. It is important that the Agency does not rely so heavily 
on external consultants that it loses control over its own systems, or becomes tied 
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into overly costly contracts from which it cannot extricate itself. The Agency itself 
needs to assure us that this is in fact the case. (Paragraph 98) 

Cost overruns on major road projects 

Pre-April 2003 schemes 

40. The Highways Agency has lost budgetary control of the Targeted Programme of 
Improvements (TPI). If overruns continue at the current rate, the cost of yet-to-be-
completed TPI road projects would be 50 per cent higher than originally estimated. 
Such an increase would be an irresponsible and unacceptable waste of public money. 
This is a very serious matter, and Mr Robertson, as Agency Chief Executive, must 
take personal responsibility for ensuring that an increase of this magnitude does not 
occur. We wish to know how that will be achieved. (Paragraph 104) 

41. The Department must keep a keen eye on the costs of TPI projects. Although the 
Highways Agency operates at arms length from the Department, it is clear that on 
this issue it needs close supervision and support to ensure that costs do not continue 
to spiral. The Department must make it clear to the Agency that it must cover the 
costs of its own project increases by imposing price caps where necessary. (Paragraph 
105) 

Post-April 2003 schemes 

42. It is too early to draw final conclusions from those schemes which entered the TPI 
programme after April 2003. We hope that the Agency has made more accurate 
estimates of these costs than it did for the older schemes. If it did not, then cost 
overruns would be about £1 billion. This would be utterly intolerable. We expect the 
Agency to manage the costs for the post-April 2003 schemes tightly, and to show 
very significant improvement in management over the pre-April 2003 schemes. 
(Paragraph 108) 

Ways of managing costs 

43. The Committee welcomes the Agency’s attempt to reduce overall costs through early 
contractor involvement. We wish to see an estimate of the level of savings this will 
deliver. The Agency must continue to develop new ways of working aimed at 
reducing the costs of road schemes. (Paragraph 111) 

Staffing 

Administration staff 

44. The Agency does not appear to have a clear picture of the administrative work it 
carries out at the moment. This is absurd. It must develop a system to allow it to do 
so. In the absence of this, it cannot ensure its administration is fully cost-effective. 
The Committee wants a clear picture of how many of the Agency’s staff perform 
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purely administrative duties and what percentage of other staff time is spent on 
administrative work. (Paragraph 114) 

Traffic Officers 

45. In 2003 great claims were made for the financial benefits – £98 million a year – of 
introducing Traffic Officers onto the highway network. We wish to know the 
Agency’s latest estimate. (Paragraph 116) 

46. The Committee takes this opportunity to reiterate the concerns of its predecessor 
Committees that the introduction of Traffic Officers onto the highway network 
could compromise the effective investigation and prosecution of road accidents and 
offences. We wish to see the relevant Agency data and to be assured that 
investigations by the police are taking place when required. (Paragraph 118) 

47. We were shocked at the reports we received that Traffic Officers have access to few 
information technology resources, and that they are being asked to work in generally 
poor conditions. If true, this represents a bad deal for Traffic Officers, the Agency 
and the public. Sound morale is based on good staff management. Where this is 
evident instances of staff ‘churn’ will be low. Mr Robertson’s statement that he does 
‘not recognise’ the Union’s concerns was particularly alarming. If these problems are 
real, and the Chief Executive was not aware of them then he is badly at fault; if he 
refutes them then he should have done so clearly, and with evidence, when he came 
before us. He did not. The Committee expects Mr Robertson to meet Union 
representatives to discuss these concerns. We expect to be updated on the outcome 
of these discussions. (Paragraph 120) 

48. Of further concern are the diversity statistics for the Traffic Officer scheme. The 
Agency must work very hard to improve the position. These reveal that only 15 per 
cent of officers are female and 4 per cent are from ethnic minority groups. Ethnic 
minorities represent eight per cent of the UK population and the Agency needs a 
recruitment target which reflects that. A big effort needs to be made to recruit more 
women and minorities as Traffic Officers. (Paragraph 121) 

Industrial action 

49. When the Committee took evidence from Mr Robertson, work-to-rule industrial 
action was still taking place. It was not then possible to gauge whether it would have 
a material impact on the Agency’s ability to meet its performance indicators. 
Nevertheless, Mr Robertson appeared confident that the action would not have an 
impact on the Agency’s ability to meet key targets. The Committee would like to 
know whether that has been the case. In its response to this report, the Government 
must tell us whether the Agency is still on target to meet its Key Performance 
Indicators. If it is not, the Government must tell us if this was an effect of the 
industrial action early in 2006. Mr Robertson should tell us what action he has taken 
to prevent a repeat of this problem for the 2006 pay round. (Paragraph 124) 
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Property matters 

Management of the property portfolio 

50. The Highways Agency has 29 full time staff managing property contracts. This is 29 
too many. The Committee has not seen any justification however why the Highways 
Agency, which is in the roads business, should have a property portfolio at all. 
(Paragraph 125) 

51. The Agency has failed to develop an effective approach to managing its property 
portfolio. It employs managing agents; but retains a significant number of in-house 
staff. The current situation appears to be a ‘half-way house’ where property 
management is neither fully outsourced, nor conducted in-house. The Agency 
should tell us why it has full service property agents when it insists on keeping a hand 
in managing the property portfolio. The Agency needs to demonstrate a 
commitment to reduce the size of its property portfolio. It must tell us how it will do 
that, what milestones it has, and when it will relinquish its properties. (Paragraph 
130) 

Cost of the Agency’s offices 

52. The confusion between the Agency Chief Executive and the Finance Director over 
the staffing and costs of the London office is disgraceful. It is clear that they have no 
grip on this issue. It is clear to us that taxpayers’ money is being wasted by the 
Agency maintaining a London office. It should seek to negotiate an early release 
from its lease. If this is not possible, then the Department should ensure that any 
future spare capacity is utilised by the Agency, or by other public bodies. In any case, 
we expect the Agency to conduct a value for money assessment of the London office 
in the light of falling staff numbers and explain to the Committee how it intends to 
utilise the spare capacity over the remaining years of the lease. (Paragraph 135) 

‘Article 14’ directions 

53. There is a fundamental disagreement between the Department and the Agency on 
the one hand, and regional bodies and local authorities on the other, about why 
‘Article 14 directions’ are used and whether they are effective. (Paragraph 141) 

54. This is a matter which impacts on vital regeneration projects where transport links, 
development and the associated employment and inclusion benefits are required. 
The Agency cannot sit complacently back and do nothing about what are obviously 
real concerns for these communities. We would like to see the Agency making an 
effort to engage with local authorities and other groups and undertake to explain 
clearly why individual directions are issued and how they can be brought swiftly to 
an end. (Paragraph 142) 

Water-preferred policy 

55. The ‘water preferred’ policy does not appear to be encouraging more freight onto the 
inland waterways as intended. Since the Highways Agency assumed responsibility 
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for the policy in 2003 they have not published a single significant piece of research or 
guidance on it. Little real effort has been made to divert freight off the roads and onto 
the water, particularly ‘abnormal indivisible loads’. Indeed, we have received 
evidence that the Agency’s own policies are working in the other direction. 
(Paragraph 146) 

56. While moving such heavy loads by road might be the most commercially convenient 
form of transportation, this Committee believes that it is neither sustainable nor 
necessary. At the very least, and given that the Agency has responsibility for this 
policy, it should insist that its own contractors use water where possible. We want to 
see much more effort by the Agency to make the currently failing water preferred 
policy bite. (Paragraph 147) 

Response to the Committee 

57. The Agency’s inability to furnish the Committee with relevant information within 
the prescribed deadlines is sadly indicative of the incompetence and disorganisation 
which, in too many areas, still characterises this Agency. Next time the Agency 
appears before this Committee we expect it to be able to provide information on 
time. (Paragraph 151) 
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Annex – DVO Group  

The Group’s four constituent Agencies are:  

• Driving Standards Agency (DSA): Established in April 1990; joined the Group in 
1999. Turnover of around £140 million per annum; headquarters in Nottingham; 
over 2,500 staff. Responsibilities include: setting standards for drivers, riders and 
trainers; driver education and learning resources; registering and supervising 
quality-assured instructors; and effective and efficient assessments conducted as 
computer-based and practical tests. 

• Driver and Vehicle Licensing Agency (DVLA): Established in 1990; has a 
turnover of around £585 million. Headquarters in Swansea; employs over 7,000 
staff. Responsibilities include: maintaining records of licensed drivers and 
registered vehicles; issuing licences to drivers and the maintenance of vehicle 
driving entitlements; maintaining records of driver endorsements, disqualification 
and medical conditions; issuing registration documents to vehicle keepers; 
collecting and enforcing Vehicle Excise Duty (VED); facilitating the police and 
intelligence authorities in dealing with vehicle-related crime; registering and 
issuing Tachograph cards; issuing vehicle registration marks; selling attractive 
vehicle registration marks; and selling anonymised data. 

• Vehicle Certification Agency (VCA): Established in April 1990; headquarters in 
Bristol; employs around 110 staff. Annual turnover of around £8 million. 
Responsibilities include: ensuring that vehicles and vehicle parts have been 
designed and constructed to meet internationally agreed standards of safety, 
environmental protection and crime prevention; and publishing data on emissions, 
fuel consumption and noise for models of vehicles. 

• Vehicle and Operator Services Agency (VOSA): Established in 2003; 
headquarters in Bristol; employs over 2,600 staff. Turnover is around £147 million 
per annum. Responsibilities include: supporting Traffic Commissioners in their 
responsibilities for operator licensing and bus registration services; annual testing 
of heavy goods vehicles and public service vehicles; supervising the MOT scheme; 
targeted (and random) checks of vehicle roadworthiness and compliance with 
drivers’ hours and operator licensing; offering advice and guidance to help 
customers comply; and accident investigations and research.182 

The Group’s governance structure is shown in the graphic below: 

 
182 DVO Group Corporate Plan 2005-07, p5 
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Formal minutes 

Wednesday 19 July 2006 

Members present: 

Mrs Gwyneth Dunwoody , in the Chair 

Mr Jeffrey M. Donaldson 
Clive Efford 
Mrs Louise Ellman 
Mr Robert Goodwill 
Mr John Leech 

 Mr Eric Martlew 
Mr Lee Scott 
Graham Stringer 
Mr David Wilshire 

 

The Committee deliberated. 

Draft Report (The work of the Department for Transport’s Agencies–Driver and Vehicle 
Operator Group and the Highways Agency), proposed by the Chairman, brought up and 
read. 

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

Paragraphs 1 to 151 read and agreed to. 

Annex agreed to. 

Resolved, That the Report be the Ninth Report of the Committee to the House. 

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 committees (reports)) be 
applied to the Report. 

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

[Adjourned to a date and time to be fixed by the Chairman. 
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Memorandum from the Department for Transport and the Agencies

1. Introduction

1.1 This evidence is submitted for the Transport Committee inquiry into the Department for Transport’s
Executive Agencies1—the Driver and Vehicle Operator (DVO) Group and Highways Agency.

1.2 This note provides an overview of the issues that the Committee has indicated it would like to
investigate. The DVO Governance Handbook and the Highways Agency Framework Document set out the
roles, responsibilities and accountability of the Secretary of State, the Permanent Secretary, the DVO Group
Director as appropriate and the Chief Executives. More detailed information about individual Agencies
including current roles and responsibilities, how each Agency contributes to the Department’s objectives
and policy and information on their performance, is provided in the Annexes to this note. Further details
about each Agency can be found on their respective websites and in their annual reports and business plans,
copies of which have been deposited in the Library of the House.

2. Purpose of the Agencies and Whether Current Allocation of Responsibilities is Appropriate?

2.1 The Department for Transport was created in May 2002 to deliver the Government’s transport
priorities and the improvements in service the public expects. The Department’s DVO Group (see box) and
Highways Agency have a critical part to play in ensuring that we succeed in doing this.

DVO Group

Driving Standards Agency (DSA)

Driver and Vehicle Licensing Agency (DVLA)

Vehicle Certification Agency (VCA)

Vehicle and Operator Services Agency (VOSA)

Strategy & Resources Directorate

The DVO Group was established its current form in 2003 with the aim of promoting closer collaboration
between its constituent Agencies and of bringing them closer to the Department. The Group provides
services to drivers, vehicle keepers and operators across Great Britain2 and focuses on registration, licensing,
testing and enforcement. The individual purpose and role of each Agency is summarised in Annex 1.

2.2 Although the Group’s services are delivered primarily through its individual agencies, many of the
challenges and opportunities it faces to modernise and deliver value for money services, thereby making it
easier for drivers and vehicle keepers to comply with their legal responsibilities, cross Agency boundaries.
The Group’s collective corporate governance has, therefore, been strengthened to give greater capacity to
deliver not just Agency-specific improvements, but also changes to services and procedures across the Group
as a whole, where that is appropriate.

2.3 The Group’s Director General has overarching responsibility for the DVO Group. He is also a
member of the Departmental Board, chaired by the Permanent Secretary. He is supported by the DVO
Board which includes a number of non-executive Directors together with Agency Chief Executives and the

1 Around the time the Transport Committee launched this enquiry the Cabinet OYce transferred responsibility for the
Government Car and Despatch Agency to the Department for Transport. The Committee did not ask for this Memorandum
to cover the GCDA.

2 Predominantly DVO Group responsibilities extend to Great Britain with one exception. DVLA is responsible for vehicle
registration across the whole of the United Kingdom.



3351221001 Page Type [E] 21-07-06 13:02:45 Pag Table: COENEW PPSysB Unit: PAG1

Ev 2 Transport Committee: Evidence

Strategy & Resources Director. The Board is charged with developing and delivering the Group’s strategy
and performance framework and Agencies are charged with developing and delivering their specific services
within that overall framework.

2.4 The Highways Agency has been in existence for 11 years. It has responsibility for the management
of England’s motorway and trunk road network. Its roles and responsibilities have been broadened to
include the safe management of traYc on the network and getting better use of the network asset. The
introduction of the TraYc OYcer service on the motorway network is central to this. Delivery of improved
traYc information and increased use of technology to manage traYc flows are also key activities. The
Agency is also required to influence and manage the impacts of land use development on the capability of
the network. As a result, the Agency has grown significantly in staV complement and skills requirements in
the last two years. The Highways Agency corporate strategy is “Customers First”, focusing on providing
good customer service to everyone who has an interaction with it.

2.5 The Chief Executive of the Highways Agency, who is the Accounting OYcer for the Agency, is a
member of the Departmental Board. This ensures close integration with the Department and its other
Agencies.

2.6 Agency status gives the Highways Agency clear dedicated responsibilities but within a departmental
structure that ensures a very strong integration with the DVO Group and other Agencies and encourages
collaborative working where there are clear benefits to public service.

3. How the Agencies Contribute to Departmental Objectives and Policy

3.1 The DVO Group and the Highways Agency contribute to the Department’s objectives and targets,
such as improving road safety, reducing congestion, improving air quality and reducing crime and anti-
social behaviour. They contribute to the Department’s eYciency targets and to Government objectives such
as electronic service delivery, better regulation, securing adequate tax revenues etc. The DVO Agencies’
individual objectives and targets are structured around delivery of the Group’s objectives; for example DSA
has a number of targets aimed at improving driver skills and thus improving their safety on the roads. Details
of individual Agencies’ contributions to delivering the Department’s objectives and targets are included in
the Annexes (A-E).

3.2 The Highways Agency is making a major contribution to the DfT PSA target on improving journey
time reliability through the development of a journey time database that will provide a baseline for the
target. The Agency is also developing its information services to influence travel behaviour.

3.3 The Highways Agency has a direct contribution to make to the Department’s safety target and its
targets for the environment also contribute to the Department’s air quality strategy and other
environmental targets.

3.4 As outlined in section 2, closer collaboration between the DVO Group Agencies, the Highways
Agency and the central Department has oVered greater opportunity for them to engage in developing, as
well as delivering, policy. However, some agencies already have national policy responsibilities. DVLA for
instance is responsible for vehicle registrations and domestic driving licence policy.

3.5 The DVO strategy is based around the key themes of better customer service, encouraging and
ensuring better compliance by drivers and vehicle keepers and providing better value for money, delivered
through a sustained programme of fundamental business transformation which began in 2000 and was made
possible through the new opportunities oVered by ICT:

— better customer service involves meeting (and where appropriate improving) current service
standards; and modernising services—eg through the One Stop Service initiative whereby a
growing range of information and services can be accessed electronically through single portals;

— better compliance is being pursued through a number of initiatives including the Continuous
Registration (CR) scheme for VED, a more risk-based and targeted approach to on-road
enforcement by VOSA, and initiatives to tackle insurance evasion; and

— better value for money involves meeting the Government’s 2008 eYciency targets. For the DVO
Group this means increasing VED revenue by £70 million, delivering eYciency and eVectiveness
improvements of £75 million and reducing DVLA headcount by 500.

4. Accountability and Transparency of Government’s Relations with the Agencies

4.1 The DVO Governance Handbook sets out the roles, responsibilities and accountability of the
Secretary of State, the Permanent Secretary, the DVO Group Director General, and the Chief Executive of
each DVO Agency. The Handbook, copies of which have been deposited in the Library of the House, is
aligned with the Department’s overall governance arrangements and financial delegations and is designed
to provide a summary of the roles of the DVO Group as a whole (replacing individual Agency framework
documents).



3351221001 Page Type [O] 21-07-06 13:02:45 Pag Table: COENEW PPSysB Unit: PAG1

Transport Committee: Evidence Ev 3

4.2 The DVO Group sets out its strategic aims and objectives in its Corporate Plan with Agencies
producing individual Business Plans and Annual Reports and Accounts, all of which are publicly available.
Agency Business Plans must take into account the strategies and key activities set out in the DVO Corporate
Plan. Agency Chief Executives are responsible for monitoring and reviewing performance against business
plan objectives, risks and actions to ensure eVective control over Agency resources. Each of the Agencies in
the DVO Group currently has an Advisory Board which supports the Agency Chief Executive and advises
the Group’s Director General. Each Agency also has an Audit Committee with external members and a
Non-Executive chair.

4.3 The Director General is the Additional Accounting OYcer for the DVO Group with responsibility
for the resources provided for the Group. The Agency Chief Executives (including the Highways Agency)
are appointed Agency Accounting OYcers under the terms of Government Accounting.

4.4 The Highways Agency operates within a Framework Document, which outlines the roles,
responsibilities and accountability of the Secretary of State the Permanent Secretary and the Chief
Executive. A new Framework Document was published in 2005

4.5 As Accounting OYcer for the Highways Agency the Chief Executive is responsible for the
achievements of the Agency’s policies, aims and objectives whilst safeguarding the public funds and
departmental assets for which the Agency is responsible.

4.6 The work of the Highways Agency is regularly audited by the National Audit OYce. OYce of
Government Commerce Gateway Reviews are undertaken on mission critical programmes and on all major
projects within the targeted programme of road improvements.

5. Whether the Agencies’ Performance is Satisfactory and Whether they are Sufficiently
Accountable

5.1 Until recently, DVO Agency’s SoS targets have concentrated on outputs, providing eVective
measurement of day to day customer service standards. This system provided an eVective measurement of
core business as usual activities, a fundamental rethink of the nature and scope of the Group’s performance
management measures was necessary to drive forward the Group’s Strategic Agenda. With the agreement
of Ministers, the nature of the SoS targets has been redrawn to focus more clearly on the high priority
objectives for the year in question, including milestones where appropriate. This changed emphasis provides
the basis upon which the SoS targets for the 2004–05 and subsequent business years are agreed and each
year specific targets are developed to reflect each Agency’s business and strategic priorities. The delivery of
a quality Customer Service remains central to the Group’s activities and continues to be measured by
individual Agency Charter standards and internal management targets.

5.2 The performance of the Agencies in delivering the DVO Group’s overall strategy is regularly
monitored and reported to the DVO Board each month. In addition, Agencies provide an account of their
performance to their Advisory Boards on a quarterly basis. Significant issues or concerns are escalated to
the DfT Board and Ministers. These arrangements ensure that Agency Chief Executives are held
accountable for their Agency’s performance against targets set by Ministers. In addition Chief Executives
attend regular meetings with Ministers. Information about each Agency’s performance is included in their
Annual Reports and Accounts and in the annexes to this note. The DVO Group has 12 Non-Executive
Directors who sit on the DVO Board and various Boards for each of the Agencies.

5.3 The DVO Director General and the Chief Executive of the Highways Agency are members of the DfT
Board where performance is regularly reported and discussed. Regular meetings are also held with ministers
and the Permanent Secretary.

5.4 The Highways Agency delivered all of its ministerial targets last year and significantly improved its
financial management. The Agency expects to have a significant role in the delivery of the Department’s new
journey time reliability target. Scrutiny of the Agency’s Business Plans and delivery against targets is carried
out by a group chaired by the Permanent Secretary and including non-executive representatives of both the
departmental and Highways Agency Boards. Highways Agency performance and risk management is
reviewed monthly by a Corporate Governance Board comprising eight executive and three non-executive
directors, one of whom independently chairs the committee.

6. Funding Arrangements Relating to Government Accounts

6.1 DfT has four supply financed Executive Agencies—HA, MCA, GCDA and VCA and three which
operate as Trading Funds (established under the Government Trading Funds Act (1973))—DSA, VOSA
and DVLA.

6.2 All Agencies are required to adhere to the rules on regularity and propriety; and financial and
accounting procedures set out in Government Accounting. Each Agency publishes an annual report and
accounts, audited by the NAO. Supply financed Agencies are required to comply with the Treasury
Resource Accounting Manual, and must provide accounts which can be consolidated to produce the parent
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department’s resource account. Trading Funds are required to comply with an Accounts Direction made
by the Treasury and laid before Parliament. For Trading Funds the following transactions are recorded in
the parent department’s accounts:

— the value of any investment by the parent department;

— any loans made by the parent department; and

— any dividends paid to the parent department by the trading fund.

7. Co-ordination of Systems and Sharing of Information Between Agencies and Department

7.1 The position of the DVO Director General and the Highways Agency Chief Executive on the
Departmental Board promotes close and eVective co-ordination between the individual Agencies and the
central Department. This is also achieved through a variety of other means, including the formal structures
outlined above, the bridging roles played by the Director General and the Strategy and Resources
Directorate and a number of supplementary cross-cutting mechanisms, both formal and ad hoc.

7.2 At the working level, agency and departmental oYcials come together on a number of formal and
informal networks to consider a wide range of issues including finance, IT, human resources and
procurement.

7.3 The Highways Agency and VOSA have been working together on a number of activities to share and
develop intelligence systems to deliver improvements in enforcement activities and safety.

7.4 In addition to contributing to the Department’s Transport Direct programme by providing
information on travel on the motorway network, the Highways Agency is developing a data retrieval and
reporting system to improve the collaborative use of road information that is available across the
Department and local authorities.

7.5 In addition, each Agency works closely with its departmental sponsoring team on policy and strategic
planning issues; and there is also considerable informal contact between the agencies and centre of the
department at all levels to address issues of common interest. This helps ensure that the Agencies and the
Department continue to understand their respective roles in pursuing Ministers’ priorities in these areas.

7.6 EVectively joined-up systems and better sharing of data plays a central role in the DVO customer
service strategy; and the Group works closely with relevant partners in other parts of Government (including
the Highways Agency), the police, local authorities, the EU and other to ensure that data is used eYciently
to support both customer service and eVective enforcement.

January 2006

Annex 1

THE DEPARTMENT’S AGENCIES

Driving Standards Agency (DSA)

A1.1 The purpose of the Driving Standards Agency (DSA) is to promote road safety by influencing driver
behaviour through setting the standard for safe drivers and trainers, educating drivers, supervising trainers
and assessing the standard of driving at test. DSA’s main aim is to promote road safety through improving
driving standards and to test drivers, motorcyclists and driving instructors fairly and eYciently through the
theory and practical driving tests.

A1.2 The Government’s Road Safety Strategy expanded DSA’s remit to driver education, setting
standards for drivers and riders more generally, and promoting driver training and assessment arrangements
that support safe use of the nation’s roads. In 2004, the first 3 year review indicated that the Strategy was on
target to achieve its overall aim of significantly reducing the number of casualties and injuries on the roads by
2010. DSA had made a valuable contribution to the delivery of the Strategy and the Review set a challenging
programme for the Agency over the next few years (see also A1.7)

A1.3 DSA as a member of the DVO Group of executive agencies has close working links with DfT
(Central), plus other interested parties such as the Department for Education and Skills, Sector Skills
Councils and road safety, educational and industry representative bodies.

A1.4 In 2004–05 DSA carried out some 1.75 million practical driving tests for learner car drivers, 102,000
for learner lorry and bus drivers and 86,000 for learner motorcyclists. Car tests were delivered from some
367 locations. Practical tests for learner lorry and bus drivers were carried out from 67 locations. Of these
434 locations 247 were also used to conduct motorcycle tests.

A1.5 In the same year DSA carried out 1.27 million theory tests for learner car drivers, 58,000 for learner
lorry and bus drivers and 70,000 for learner motorcyclists. Theory tests of all types were delivered from 158
locations. Service delivery is contracted out. As well as contract management, DSA retains responsibility
for test development, including updating the multiple choice theory test question banks and the hazard
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perception element of the theory test. In addition, a list of Approved Translators who are authorised to
support non-English speaking candidates (and for whom there is no language voice-over available) is
managed and maintained.

A1.6 DSA employs 2,500 staV, of which some 70% are driving examiners. Its turnover, from the fees and
charges covering the costs of the various services it performs is about £128 million. Its headquarters is in
Nottingham, it has five Area OYces at Newcastle, CardiV, (both of which are also Booking OYces),
Edinburgh, Birmingham and London, and it has a Training and Development Centre based at Cardington,
Bedfordshire.

DSA’s Contribution to Departmental Objectives and Policy

A1.7 DSA supports the delivery of DfT’s Public Service Agreement targets to:

— Reduce the number of people killed or seriously injured in Great Britain in road accidents by 40%
and the number of children killed or seriously injured by 50%, by 2010 compared with the average
for 1994–98, tackling the significantly higher incidence in disadvantaged communities.

— Improve cost-eVectiveness through sound financial management, robust cost control and clear
appraisal of transport investment choices across diVerent modes and locations.

A1.8 The major elements in DSA’s contribution are:

— Reducing casualties through safer, better trained and assessed drivers.

— OVering continuous education throughout their driving life (learner, novice, experienced,
professional, elderly and remedial).

— Raising the standards for professional drivers by introducing legislation to implement the Driver
CPC Directive (which requires professional drivers of lorries, buses and coaches to hold a
Certificate of Professional Competence (CPC)).

— Setting standards for drivers, instructors and examiners.

— Regulating drivers, instructors and examiners.

— Promoting fuel eYcient driving and reducing congestion through better education.

— Aiding mobility and inclusion through eYcient and cost-eVective processes.

A1.9 Better driving standards will help reduce road traYc casualties, protect the environment, and the
supply of competent drivers to meet the needs of the national economy.

A1.10 DSA contributes advice on matters relating to the testing and training of drivers, including the
operational and financial implications of possible changes, advice on the need for and content of research,
and professional advice on driving technique.

A1.11 The Agency is a member of the Road Safety Advisory Panel (which helps the Department
implement the road safety strategy and casualty reduction targets) and the Advisory Group on Driver
Training and Testing (which looks at research in the field of instruction and assessment).

A1.12 The Agency is also outward looking. It is regarded by European partners as a model of excellence
in the field of driver testing. DSA is engaged in setting Europe-wide standards by being represented at Vice
President level at the Commission Internationale des Examens de Conduite Automobile (CIECA). CIECA
is the international commission of driver testing authorities, active in road safety and driver testing.

Performance and Accountability

A1.13 Although demand for DSA services has been higher than forecast DSA’s 2004–05 Annual Report
& Accounts published in July 2005, reported that the Agency had met or exceeded five out of eight Secretary
of State targets. These are set out in Annex A.

A1.14 Demand for car practical tests in 2004–05 was 7% more than planned and 10% more than in
2003–04. This had implications upon DSA’s ability to meet the needs of our customers. Despite variances
in planned demand the target to achieve an average practical car test waiting times of six weeks from January
2005 was eVectively accomplished. DSA has managed this through intensive Driver Examiner recruitment
and enabling customers to obtain car practical tests at weekends and at other times normally outside the
working day.

A1.15 At the same time, DSA has been at the forefront of delivering the e-government agenda and
improved customer service:

— Currently about 42% of practical driving tests are booked on-line via the internet.

— In June 2004 work began on the second stage of the practical test internet booking service to allow
customers to amend their details, change or cancel their test appointment and apply for a refund
of fees or make additional payments.

— Currently about 52% of theory tests are booked on-line via the internet.
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— DSA has expanded its Arrive Alive road safety education programme—from some 1,710 in
2000–01 to over 5,000 in 2004–05 and a planned 5,500 in 2005–06. New modules for young
motorcyclists—Arrive Alive Bike—and You can drive too for young people with mobility issues,
together with Arrive Alive Classic for the more mature driver have extended the reach and appeal
of the programme to other vulnerable road users

A1.16 DSA’s road safety eVorts have been recognised by three Prince Michael awards. In 2002, the
Agency received two awards for the Arrive Alive programme and the What If awareness-raising video,
together with the overall Premier award for an outstanding contribution to road safety. In 2005, DSA
received a further Prince Michael Award for the Driver’s Record for learner drivers. DSA places importance
on understanding customer needs across all customer sectors. Feedback is obtained via surveys, focus
groups and mystery shopping exercises and action plans are created to address areas where improvement
is required

Driver and Vehicle Licensing Agency (DVLA)

A2.1 The Driver and Vehicle Licensing Agency (DVLA) was established as an Executive Agency within
the Department for Transport (DfT) in April 1990 and acquired Trading Fund status on 1 April 2004.

The Agency has an important part to play in delivering the Government’s road transport priorities and
in this regard has four key Strategic Policy Outcomes:

— reduced personal and economic loss from road accidents as part of improved road safety;

— reduced vehicle related crime and support for the reduction of other crime;

— reduced harm to the environment by vehicles; and

— improved public experience of Government services.

DVLA has been responsible since the early 1970s for managing the centralised vehicle registration and
driver licensing systems. The data maintained on the Agency’s registers allow them to contribute to
improving road safety, reducing vehicle crime and the eYcient collection of Vehicle Excise Duty (VED) on
behalf of HM Treasury.

A2.2 DVLA is responsible for Great Britain (GB) driver licensing policy and vehicle registration policy.
It works closely with DfT and DVO on vehicle licensing policy and EU issues. This arrangement works well
in practice.

A2.3 Driver licensing in Northern Ireland is covered by a separate agency, Driver and Vehicle Licensing
Northern Ireland (DVLNI). However, the responsibility for licensing and registering of vehicles and
collection of Vehicle Excise Duty in Great Britain and Northern Ireland lies with the DfT Secretary of State
through the Agency. These functions are discharged on DfT’s behalf in Northern Ireland by DVLNI, and
the arrangements are covered by an agreement between the DfT and Department of Environment.

Although not responsible for day to day operations in Northern Ireland, DVLA works closely with
DVLNI providing active support on both vehicles and drivers operations. The Agency is currently working
towards the harmonisation of systems, policies and legislation between GB and Northern Ireland.

A2.4 In support of these aims the Agency has the following strategic imperatives:

— deliver appropriate evidence based policy;

— meet stakeholder and partner requirements;

— deliver excellent customer services;

— deliver value for money;

— improve the quality and integrity of Agency records; and

— develop the organisation and its people.

DVLA’s Contribution to Departmental Objectives and Policy

A2.5 Working within DfT’s strategic and policy framework, DVLA’s primary activities contribute to the
achievement of the challenges set out in “The Future of Transport” White paper unveiled in July 2004. The
DfT PSA and other targets to which the Agency contributes are:

PSA Targets

— Reducing congestion;

— Improving Transport in London;

— Improving road safety;

— Air Quality; and

— PSA eYciency objective.



3351221002 Page Type [O] 21-07-06 13:02:45 Pag Table: COENEW PPSysB Unit: PAG1

Transport Committee: Evidence Ev 7

Other DfT Targets

— Climate change;

— DVO Group Modernisation;

— Promote mobility and reduce social exclusion; and

— Security and compliance.

Reducing Congestion, Improving Transport in London

A2.6 DVLA works closely with Transport for London (TfL) to provide information from DVLA’s
vehicle record to support the London Congestion Charging Scheme. TfL’s enforcement action against
evaders pays dividends in enhancing the accuracy of DVLA’s records. The Agency stands ready to use its
expertise to support other schemes, if and when they come on line, and the Government’s wider Road User
Charging agenda.

Improving road safety, Promote mobility and reduce social exclusion, Security and compliance

A2.7 DVLA plays a key role in improving road safety and promoting security and compliance by
maintaining accurate records of driving entitlement, issuing and revoking licences to drive and helping to
ensure that drivers are medically fit. Through the annual check of insurance and MOT at re-licensing, and,
by taking appropriate enforcement action against evaders of Vehicle Excise Duty—including the clamping
and crushing of untaxed vehicles—DVLA helps to keep unroadworthy vehicles oV the road. The successful
introduction of Continuous Registration legislation and the provision of accurate, timely data to
enforcement partners such as the police not only supports improved road safety but is crucial in the cross
government drive to reduce vehicle crime.

DVLA works hard to continually improve the accuracy and timeliness of its database. Initiatives such
as Statutory OV Road Notification (SORN), Continuous Registration, Data Cleansing, Barcoding of All
Relicensing Transactions (BART), the Harmonised Registration Certificate (HRC) and data sharing with
TfL and Local Authorities have all helped to improve the accuracy of the record so that presently some
97.4% of vehicle keepers can be traced. DVLA’s new drivers system, which is in development incorporates
the concept of a single “person” database simplifying name and address updates so that these accuracy levels
can be maintained for vehicle keepership, and help to further improve the accuracy of the Driver Record.

Since the introduction of Continuous Registration, VED evasion rates have been reduced from a baseline
of 4.8% in 2002 to 3.6% in 2005 resulting in a total of some £136 million of additional VED revenue for the
Exchequer over the 2004–05 and 2005–06 business years.

Air Quality & Climate change

A2.8 DVLA supports this objective through the management and collection of Graduated VED (lower
tax for greener vehicles),

PSA eYciency objective

A2.9 DVLA has consistently bettered the eYciency gain target set by the Secretary of State, delivering
total gains over the six years up to the end of the 2004–05 financial year of 21.5%. During the 2004–05
financial year the Agency focused these same VfM principles in line with the Gershon review delivering 5%
eYciency gains against a 2.5% target, an achievement that translates into a £17 million reduction in
expenditure compared to plan.

DVLA has a leading role in the project that will deliver the DfT Shared Service Centre in Swansea, using
an integrated software suite of HR, payroll, finance and purchasing on the SAP accounting system. The
processes and service delivery will be benchmarked to ensure best practice standards are achieved and will
be regulated by Service Level Agreements

DVLA is at the forefront in the modernisation of service provision and payment methods, including EVL
and electronic driver licensing.

DVO Group Modernisation

A2.10 The Agency is rapidly moving towards becoming a largely digital business and has been
progressively moving away from the functionally separate systems (that inevitably involved an element of
duplication of activities), to a common flexible technology platform. This has been built specifically to
support electronic transactions and is known as the New Systems Landscape (NSL). NSL places the
customer at the focus of the systems and encourages the delivery of services in a more integrated way.
DVLA’s goal, in line with the DVO group and the Government generally, is to develop a “One Stop”
approach to service delivery, with ease of access through a range of channels, including the phone, the web,



3351221002 Page Type [E] 21-07-06 13:02:45 Pag Table: COENEW PPSysB Unit: PAG1

Ev 8 Transport Committee: Evidence

mobile technology (eg SMS), digital media or in person. The core of the strategy is the consumer and
commercial portals currently being developed to ensure private and business customers have access to the
full range of DVO services relevant to their needs. These services in turn are being integrated with the
Government’s wider DirectGov and BusinessLink services and will be backed up by the more integrated,
rationalised customer contact centre now in place and able to respond flexibly to customer needs.

DVLA recognises its role as an executive agency to implement and operate the policies agreed by
Ministers and, as indicated above, is a key player in the DVO Group Modernisation Programme with a
significant change programme to achieve these aims. This has been organised into six programmes of work
by clustering appropriate projects together with the relevant policy development, new systems, process re-
engineering and organisational development support as appropriate. The Agency has produced a set of
Target End States to ensure that its change programme aligns with Agency, DVO and DfT strategic
directions. Over the coming years, this will deliver headcount reductions in core business activities whilst at
the same time enabling delivery of new services in a cost eVective manner.

The Agency is concentrating on its core competencies, whilst outsourcing activities that others can do
better—for example transformation services (including IT) to IBM under the Partners Achieving Change
Together (PACT) contract; and accommodation to Land Securities Trillium (LST) under a Private Finance
Initiative (PFI) contract. It has also embarked on a programme of Better Quality Service (BQS) reviews to
ensure all aspects of its services are assessed and benchmarked.

A2.11 This allows DVLA to develop its strengths in operational management, project delivery and
financial performance—in which areas it has tight internal management and an excellent cost-eVective track
record of delivery, a track record that has been recognised by Ministers, Treasury, the motor industry and
NAO. Amongst a number of awards recently received by the Agency, the highlight perhaps, was the New
Statesman media award presented in July 2005 to the Agency’s Electronic Vehicle Licensing (EVL) project.
This was awarded for the most innovative use of new media technology to improve eYciency and modernise
services at any level of Government. The Secretary of State oYcially launched the national roll-out of the
EVL system on 10 January 2006.

Performance and Accountability

A2.12 The Agency is publicly judged against published Secretary of State (SoS) targets. Historically these
SoS targets have concentrated on providing eVective measurement of DVLA customer service standards.
Many were also mirrored in both the Agency’s Charter standards and internal key performance
management indicators. They provided an eVective measurement of core business as usual activities, but did
little to drive the very significant Strategic Agenda and Change Programme that the Agency had developed
to meet its responsibilities to customers and stakeholders.

A2.13 DVLA’s SoS targets have been redrawn to focus upon these high priority strategic objectives and
milestones. This changed emphasis provides the basis upon which the SoS targets for the 2004–05 and
subsequent business years are agreed and each year specific targets are developed to reflect the Agency’s
business and strategic priorities. SoS target performance data for the last complete business year (2004–05)
with details of the agreed targets for the 2005–06 business year is included in Annex B.

A2.14 The Agency remains committed to the delivery of a high quality, consistent service to the
customer, which is a priority. Its performance in this regard continues to be measured against the
Agency’s Charter standards, which have remained consistent in their scope from the 2001–02-business
year to date. DVLA’s Charter Standards cover the full range of the Agency’s activities. They represent
the level of service customers can expect and are presented in a way that is consistent and meaningful
to customers. Details of performance against Charter Standards for the business years 2001–02 to 2004–05
are included in Annex B. DVLA has recently received confirmation that it has been awarded its fifth
consecutive Charter Mark.

Vehicle Certification Agency (VCA)

A3.1 The purpose of VCA is to act as the UK authority for Type Approval to European and UN/ECE
regulations. When selected by a manufacturer, VCA is responsible for ensuring that vehicles vehicle systems
and components have been designed and produced to meet internationally agreed standards for safety and
for environmental protection. In the main the work of the Agency applies to vehicles and systems before
they are used on the road—both in the UK and in other countries—and so does not overlap with the work
of other Agencies.

A3.2 In support of the Type Approval activities VCA also provides, as an extension to its product
conformity work, Management System Certification services to international standards ISO 9001 2000 for
Quality, ISO 14001 for the Environment and ISO 18001 for Health and Safety for the Automotive Industry.
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VCA’s Contribution to Departmental Objectives and Policy

A3.3 VCA contributes to Departmental objectives and policy to reduce deaths, injuries and the damaging
environmental eVects arising from transport. Specific objectives are:

Road Safety and Environmental Protection

— To ensure, through the relevant type approval schemes, that new vehicles and vehicle parts are
designed and manufactured in conformity with appropriate road safety and environmental
protection standards.

— To issue to the public, on behalf of the Department, information on the fuel consumption, CO2

production and noise and gaseous emission for all new models of car on sale in the UK.

— To work proactively with DfT and DTI policy customers so that operational experience helps
formulate future standards and schemes and that the Agency’s work is fully informed about new
and forthcoming developments.

Value for money

— To continuously improve its eVectiveness and eYciency, to recover its costs taking one year with
another and to meet financial and performance targets set by the Secretary of State.

Customer Service and business delivery

— To provide approval, certification and related services and advice which add value and respond to
the needs of industry and Departmental customers on price, speed, flexibility, eVectiveness and
quality.

— To work with other parts of the DVO group and our worldwide partners to help ensure the services
of the group are delivered in a seamless integrated and innovative fashion. VCA leads the DVO
Vehicle Technology Forum that supports an integrated vehicle technology approach between the
Agencies and DfT Centre.

Organisational Development

— To value, develop and motivate staV in an atmosphere which encourages and rewards their
contributions.

— To use technology in an innovative way and through that improve our information and knowledge
base so as to deliver better and more eVective services. VCA is currently investigating the use of
Virtual Technologies to support the “Better Regulation” initiative of the Government.

Performance and Accountability

A3.4 The Agency’s performance against targets set by both the Secretary of State and the Agency
Advisory Board (at Annex C) are detailed in the Business Plans and Annual Reports produced by VCA and
laid in the Library of the House. The documents contain historical data which show VCA’s actual outturns
to the original key targets.

A3.5 The Agency is accountable with its targets published in its Business Plans which are laid in the
Library of the House and on its website. Its performance record is reported in its Annual Reports and
Accounts following audit by the NAO.

Vehicle and Operator Services Agency (VOSA)

A4.1 The Vehicle and Operator Services Agency’s purpose is to directly support drivers, vehicle owners,
operators and the providers of the MOT testing scheme by helping them to comply with vehicle safety and
environmental standards. It does this through annual testing; supervision of the MOT testing scheme;
roadside and fleet vehicle inspections, related enforcement and advisory and training services. It also
provides administrative support to TraYc Commissioners in their role as regulators of the commercial
vehicle operator industry.

A4.2 The Agency was formed on 1 April 2003 by the merger of the Vehicle Inspectorate and the TraYc
Area Network (TAN) division of DfT It has a turnover of approximately £144 million and employs around
2,700 staV, some 70% of which are frontline staV based at around 100 operational locations nationwide. Its
headquarters are at Bristol and it has oYces in Swansea, Cambridge and Edinburgh. Details of the full range
of activities carried out by the Vehicle and Operator Services Agency is set out on page 5 of VOSA’s Annual
Report & Accounts 2004–05.
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VOSA’s Contribution to Departmental Objectives and Policy

A4.3 VOSA’s business objectives support DfTs objectives by contributing to:

— “increased safety across all modes”

— “reduced impact of transport on the environment”

— “improved public transport”

— “delivery of modern and eYcient services”

— “reduced congestion across all modes”

It also contributes to the Home OYce target to reduce vehicle crime by carrying out Vehicle Identity
Checks (VIC) and through the Single Vehicle Approval (SVA) scheme.

A4.4 As outlined on page 8 of its’ Business Plan 2004–05 VOSA has developed medium (3–5 year) and
longer (10 year) term strategies which provide the framework for the Agency’s future direction. The strategy
has been further developed and defines 13 key outcomes supporting DfT’s goals. These outcomes will be
delivered through a serried of objectives summarised into the following four themes:

— Evidence Based Regulation

— Targeted Enforcement

— Accessible Tailored Information

— Excellent Service Delivery

Initiatives such as Operator Self Service and Powers to Stop (see paragraph A4.5 below) are already
contributing to our aim of reducing the burden on the compliant while targeting enforcement eVort on the
non-compliant.

As an individual Agency VOSA contributes directly to the delivery of the Department’s objectives but as
a member of the DVO Group it has a greater opportunity to realise a more joined-up and focused approach
to delivering front line services eYciently and contribute to the eVective development of evidence based
policy making.

A4.5 VOSA’s specific business objectives are shown below (Specific schemes introduced since 2002 to
implement policy in line with each objective are bullet pointed beneath each objective)

To raise the compliance of the road haulage and passenger transport industry industries with licensing,
roadworthiness, road traYc and environmental regulations and standards;

— Operator Self Service (page 11 of Annual Report & Accounts 2004–05)

— Safe Operator’s Guide (page 15 of Annual Report & Accounts 2004–05)

— Powers to Stop (page 17 of Annual Report & Accounts 2004–05)

— Automatic Number Plate Recognition (ANPR) (page 18 of Annual Report & Accounts 2004–05)

To improve roadworthiness and environmental acceptability of private motor vehicles and to contribute to
the reduction of vehicle-related crime;

— Single Vehicle Approval (page 23 Annual Report & Accounts 2004–05)

— Vehicle Identity Checks (page 24 Annual Report & Accounts 2004–05)

To work with DVO Group members and other partners to provide customers with a choice of modern,
accessible and user-friendly services;

— MOT Computerisation

— Development of the Commercial Customer Portal (page 27 Annual Report & Accounts 2004–05)

To run an eYcient, eVective, continually developing and valued business, equipping our staV to make the best
use of available technology, skills and knowledge;

— Mobile Compliance Device (page 18 Annual Report & Accounts 2004–05)

— Estate modernisation (page 37 Annual Report & Accounts 2004–05)

Performance and Accountability

A4.6 VOSA is set challenging targets by the Secretary of State and the Advisory Board (Tables showing
performance against Key Targets for 2004–05 are shown at Annex D) and performance is monitored
regularly by VOSAAB. VOSA is required to report on its performance against targets in its Annual Report
and to the Advisory Board. The agency’s performance is also open to the scrutiny of the OYce of
Government Commerce, the National Audit OYce and the Parliamentary Commissioner for
Administration. The Chief Executive’s role and responsibility and accountability to Government is set out
in the Framework Document 2000 (sections 3 and 4 refer)
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A4.7 A detailed breakdown of VOSA’s activities is supplied in its annual EVectiveness Report.
(EVectiveness Report 2002–03 and 2003–04 refer)

Highways Agency (HA)

A5.1 The Highways Agency is responsible for operating, maintaining, improving and managing the
strategic network of motorways and trunk roads, in England. The strategic road network is the single largest
Government asset valued at almost £72 billion [annual report 2004–05]. It carries about a third of all road
traYc in England and two thirds of all freight traYc, with over 170 billion vehicle kilometres of journeys
undertaken each year. It provides a vital service to commerce and industry and has a huge impact on the
lives of individuals and communities. HA’s role as network operator is to manage the asset itself and the
traYc using it. HA does this through:

— maintaining the network in good condition;

— improving and developing the network;

— managing traYc on the network; and

— giving road users up-to-date information to help them manage and plan journeys.

The Agency also fulfils an international role by building good working relationships and sharing
experience and expertise with other oversees road administrations. This helps to promote the value of UK
knowledge, expertise and best practice and supports UK industry.

The work of the Agency is summarised in its aim “Safe Roads, Reliable Journeys, Informed Travellers.”

A5.2 The last year has seen major changes in the Agency as it moves towards more customer-focussed,
front-line operation of the strategic road network, helping to improve capacity and reduce the impact of
congestion. Highways Agency TraYc OYcers began operations in the West Midlands in 2004, and the
service is being progressively introduced across the country’s motorway network during 2005–06. Seven new
Regional Control Centres, manned by 300 control room staV, will direct some 1,000 on-road TraYc OYcers
operating across the entire motorway network. The key objectives of the service are to:

— reduce incident related congestion and improve safety;

— release police time to tackle criminality and core policing activities; and

— develop the Highways Agency as a network operator.

This major addition to the Agency’s traditional role will be an important factor in the delivery of the new
PSA target for Journey Time Reliability.

A5.3 In 2005 the Agency published its new Corporate Plan “Customers First” which sets out its vision
for the continuous improvement of our service and revised its Framework Document.

HA’s Contribution to Departmental Objectives and Policy

A5.4 The Agency’s vision of ‘Safe Roads, Reliable Journeys, Informed Travellers’ supports the
Department’s overall aim of providing reliable, safe, secure transport for everyone, which respects the
environment. The HA contributes directly to a number of the Departmental objectives through its own
objectives by:

— improving journey reliability;

— improving safety for those using, working and living with roads;

— mitigating the impact of roads on the environment; and

— improving internal eYciency while adding value to service delivery.

The targets and the work that support these objectives are set out in HA’s annual Business Plan.

Performance and Accountability

A5.5 DfT Ministers set HA performance targets, which are published in the HA’s annual Business Plan
and performance is reported annually in the HA’s Annual Report and accounts. The Chief Executive is also
responsible for reporting to the Department in-year through:

— regular reporting to the Roads Minister, in a form approved by the Minister;

— regular reporting to the Department’s board on progress and risks, in the form agreed by the board
in its role supporting the Permanent Secretary; and

— such other regular reporting as may be decided by the Department’s board.

The Agency’s performance for 2004–05, 2003–04 and 2002–03 is shown at Annex E.

January 2006
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Annex A

SCHEDULE OF TABLES ON AGENCIES’ PERFORMANCE AGAINST KEY TARGETS

DRIVING STANDARDS AGENCY

Performance Against Key Ministerial Targets and Milestones

Key Ministerial Targets Targets, Outturns Targets for 2005–06
2004–05

EYciency

Reduce sick absence (For 2005–06 this is part of the Target 11 days per 11.1 days per
VFM plan) employee Outturn employee

14.6

Improving road safety

The national average practical car test waiting time will 8.4* 6
be no more than six weeks

Deliver a national programme of Arrive Alive Target 6,000 6,000 Arrive Alive &
presentations for 16–19 year olds Outturn 5,075 200 Arrive Alive

Classic: Pass Plus
take up of 18% of
those passing the
driving test

Increase the number of ADI check tests Target 5,000 98% of ADIs to
Outturn 1,315 have been check

tested once every
four years and all
ADIs to be Hazard
Perception assessed
by 31/12/06

Assure the quality of the practical driving test N/A 1% of all practical
tests

Better customer service

Candidates to be satisfied with the overall level of Target 90% Target 90%
service received from the Agency Outturn 90%

Improve business customer satisfaction, including 48%
ADIs, to above the baseline 65%

E-enable our services by using Automated Driving Delivered in August Extend ADLI to
Licence Issue system to send pass results to DVLA, other categories of
which enables drivers to automatically receive updated licence holders.
licences from June 2004

E-enable our services by introducing Advanced Speech Achieved June N/A
Recognition for customers booking by telephone in
August 2004

Following routing by our call handling system, 90% of 90% Target 90%
calls to our booking oYces will be answered by a
human voice in no more than 20 seconds

Improve business and value for money

Provide oV road motorcycle test facilities by 2008 N/A Acquire 20 and
build 10 multi
purpose centres

Deliver the benefits outlined in the VFM plan achieving Achieved
at least 2.5% of cast savings and 2.5% eYciency and
productivity improvements

Achieve a target ROCE on statutory activities Target 3.5% Target 3.5%
Outturn 0.8%

Increase the basket of fees by target, within the Target 1.7%
cumulative RPI target Outturn 5.1%
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SUMMARY OF ACHIEVEMENTS AGAINST SERVICE STANDARDS

Standard 2004–05

Theory Test
Keep 99.5% of all appointments 99.8%
Give 95% of candidates an appointment at their preferred test centre within 2 weeks 94%
of their preferred date
Practical Test
Waiting times—car 6 weeks 8.4*

—vocational 3 weeks 4.1
—motorcycle 4 weeks 3.8

Practical car test appointments will be available at 99% of permanent driving test 63%
centres within 9 weeks
Keep 99.5% of appointments that are in place two days prior to the test appointment— 98.6%
Key target for 2005/06
98.75% of all appointments to be kept 97.47%
95% of all calls to booking oYces will access the call handling system without receiving 88%
an engaged tone
ADI
Practical test waiting time—5 weeks 7
Keep 99.5% of PDI practical test appointments that are in place two days before the 97.8%
appointment for the test
Keep 98.75% of all PDI practical test appointments 94.8%
Correspondence
97% of letters and e-mails answered within 10 working days 94%
Letters and e-mails answered within 15 working days N/A
Bill payment
Undisputed and settled invoices to be paid within 30 days of receipt Target 98%

Outturn 98%
Customer service
After a call has gone through our automated call handling system, we will answer 90% 90%
of all incoming calls by a human voice to booking oYces in no more than 20 seconds
90% of calls to enquiry lines will be answered within 30 seconds 95%
Refunds
95% of all refunds will be paid within 15 days of receipt of a valid claim 99%

* The target for 20 April 2005 was to deliver a 6 week national average car practical test waiting time from
January 2005. The average for the year was 8.4 weeks but we did achieve 6.1 weeks in January.

Annex B

DRIVER AND VEHICLE LICENSING AGENCY

2004–05 Performance Against Secretary of State Targets

Secretary of State Target Outturn

Core Business

Maintaining records that enable vehicle keepers to be successfully traced3 Achieved
75% of Harmonised Registration Certificates [HRC] to be issued by March 2005 (77%)
(97.5% by July 2005)
Maintain or improve levels of customers satisfaction (2003 baseline 92%) Not Achieved

(88%)
First driving licence turnaround times (98% within 8 working days) Achieved

(98.4%)
Vehicle registration (V5) changes (95% within 12 working days) Achieved

3 Currently 92% of keepers can be traced from our records. The major impact on accuracy and enforcement occur once the
HRCs have all been issued so that the CR enforcement can all be based on robust data. For 2005–06 and onwards an accuracy
percent target will become relevant and be employed as a Secretary of State Target. This target can only be measured through
a specific survey (Accuracy) which is conducted every two years.
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Secretary of State Target Outturn

(97.2%)
Reduce revenue Loss arising from VED evasion to 4% by March 2005 Achieved (3.4%)
20% reduction in vehicle underclass by March 2005, through CR enforcement Not achieved

(16%)4

Financial Targets
To deliver 2.5% eYciency gain Achieved

(5%)
Deliver 3.5% return on Capital Employed (ROCE) target Achieved

(greater than 5%)
Agency’s Change Programme
Completion of Post OYce barcoding (BART Phase 3) to enable automatic immediate Achieved
update of DVLA licensing records by August 2004
First full HRC issued by July 2004 Achieved

(June 2004)
DVO Change Programme
To have commenced national rollout of EVL (phase II) by March 2005 Achieved

(to all eligible
customers)5

First driver to receive replacement licence after passing test using Automatic Driver Achieved
Licence issue (ADLI) System by June 2004 late (delivered

August 2004).

DRIVER AND VEHICLE LICENSING AGENCY

2005–06 Performance Against Secretary of State Targets

Secretary of State Target

Customer Service Standards:

Satisfaction: to maintain or improve customer satisfaction at 2004 levels.

Timeliness of Delivery: to maintain or improve on the standard of services to the customer.

Customer Ease of Contact: To deliver a programme of e-service capability across the consumer and business
sectors.

Increased co-operation with other Government agencies/departments to provide improved services.

Regulatory Compliance:

VED Tax Yield: to achieve a level of at least £55 million above the 2004 baseline and maintaining or reducing
the evasion loss as a maximum 3.4% in line with the Roadside Survey.6

Persistent Evaders: To reduce the number of persistent evaders of VED by 35% by March 2006.7

Data Quality: Vehicles: Records to be capable of 97.5% of current vehicle keepers to be successfully traced
from the record.8

Value for Money:

Deliver the benefits outlined in the value for Money Plan: achieving at least 2.5% of cost savings and 2.5%
eYciency and productivity improvements.

ROCE: to deliver a return on capital employed of 3.5% and build reserves for development funding.

4 Figures fallen to 16% as a result of Continuous Registration (CR), the primary function of which is to tackle soft evaders.
Additional Wheelclamping is an essential element in the fight against the underclass and we do not anticipate further
reductions until clamping activities are increased in 2005–06 and 2006–07.

5 By March 2005 national rollout had commenced to all EVL eligible customers. Delays to MOT computerisation is delaying
full national rollout.

6 Compared with 4.8% outcome of the 2002–03 roadside service.
7 Set against a baseline of 970,000 vehicles (or 3% of the total vehicle populations), as detailed in the Jill Dando Institute of

Crime Studies (JDI) report on vehicle underclass (March 2004). Persistent evaders are those whose vehicles:
— are untaxed (or SORN) for at least three months
— are between keepers for at least three months
— where the keeper has an unallocated post-code (rough indicator of vehicles registered to a false name or address)
— where the registration mark (VRM) is not on the DVLA record (indicator of vehicles with false or tampered number

plates)
— where the VRM is registered to a diVerent vehicle type or model (indicator of vehicles with false or tampered number

plates)
— when the vehicle is in use but declared scrapped.

8 Vehicles for which a Harmonised Registration Certificate (HRC) has been issued.
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DVLA Charter Standards

CHARTER STANDARDS PERFORMANCE 2001–02 TO 2004–05

Standard Performance
2001–02 2002–03 2003–04 2004–05

Driving licences
First provisional licences 3 weeks 99.9% 99.8% 99.8% 99.9%
Ordinary driving licences 3 weeks 99.9% 99.5% 99.7% 99.7%
(ODL)
Vocational driving licences 3 weeks 99.4% 99.3% 99.5% 99.6%

Documents to be delivered to the customer within the above standard, measured from date of receipt at
DVLA

Medical investigations(aim to complete work)9

Simple Cases 90% in N/A 98.0% 95.4% N/A
15 days

Complex Cases 80% in N/A 80.2% 78.7% N/A
90 days

Vehicle registration documents

First registration 3 weeks 98.6% 97.9% 98.9% 97.9%
(V55)(excluding cherished
transfers)
Changes on a registration 3 weeks 99.2% 99.0% 99.1% 99.0%
document (V5)
Duplicate registration 6 weeks 95.1% 97.9% 99.4% 99.4%
document (V62)

Documents to be delivered to the customer within the above standard, measured from date of receipt at
DVLA

Vehicle excise duty Refunds
All VED refund applications 6 weeks 93.9% 97.1% 96.0% 97.1%

Telephone enquiries

(% of all calls to be 98.0% 99.4% 99.4% 99.0% 99.5%
answered)
Calls routed out of 82.0% 90.9% 91.0% 79.7% 82.7%
automated system answered
within 30 seconds
E-mails answered in three 95% in 99.8% 97.3% 78.3% 86.6%
working days (7 days 3 days
2001–02)10

Customer complaints

Immediate acknowledgement 100% 100% 100% 100% 100%

Substantive response 10 96.5% 97.2% 97.4% 97.6%
(working days)

MP correspondence

Immediate acknowledgement 100% 100% 100% 100% 100%
Substantive response 7 97.5% 98.5% 99.2% 97.6%
(working days)

9 New casework system in development and testing.
10 E-mail answering measure also separately included in SoS targets from 2001–02 until 2003–04.
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Annex C

VEHICLE CERTIFICATION AGENCY

Performance Against Key Ministerial Targets and Milestones

Key Ministerial Targets Targets, Outturns Targets For
2004–05 2005–06

Improve business and value for money
To achieve financial break-even on the commercial Not achieved N/A
accounts at the operating level
To make a surplus on an operating basis N/A Operating surplus
To complete the roll-out of the integrated expense Achieved N/A
management system across the Agency and provide
data to better support business development
Deliver the benefits consistent with the value for N/A
money plan, achieving 2.5% cost savings and 2.5%
eYciency and eVectives improvements
Better customer service
To issue at least 98% of type approval certificates Achieved 98%
error-free (99.07%)
To deliver at least 90% of type approval certificates N/A 90%
within eight working days
To improve customer satisfaction rating year on year N/A Achieved—2004–05 mean

score 4.0 (very good),
2005–06 mean score 4.1

To expand VCA’s global presence in new N/A Achieved—Open oYce in
territories. China. (opened April

2005) Conduct feasibility
study for oYce in India

(completed Nov 2005)
To have plans in place and on track to implement Achieved N/A
new approval procedures for buses by 2007
Better compliance and regulation
Develop the VCA strategy in relation to emerging N/A Achieved—strategy
technologies in vehicle testing by December 2005 developed for virtual

engineering
Carry out and enforce an annual programme of N/A Carry out agreed DfT
in-service emissions testing programme by

March 2006

Annex D

VEHICLE AND OPERATOR SERVICES AGENCY
(Formed in April 2003)

Performance Against Key Ministerial Targets and Milestones

Key Ministerial Targets Targets, Outturns Targets For
2004–05 2005–06

Seamless Services to our Customers
To improve HGV and PSV test availability by oVering 99.7% 95% within 15 days
a test appointment on or within 18 days of the HGV tests Trialled key customer
requested date, 95% of the time 99.9% requirements for test

PSV tests availability
To improve licence application turnaround times by 89.8% 85% within 9 weeks
determining 85% of unopposed applications within Implement simpler &
10 weeks from date of receipt of application quicker licence application

processes
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Key Ministerial Targets Targets, Outturns Targets For
2004–05 2005–06

To maintain or improve levels of customer satisfaction Operators ( 79%
against the 2003 baseline:
Operator licensing 78% 83%
Operator testing 73% 79%
Fitters and presenters- roadside checks 89% 91% Presenters, drivers and

fitters (92%
Fitters and presenters testing 92% 94%
MOT customers 93% 81% MOT customers (81%
EVectiveness and Quality Improvements
To have a robust MOT Computerisation system being Delayed but roll-out Complete roll-out of
rolled out nationally by March 2005 commenced MOT Computerisation by

18 April 2005 31 March 2006
Delivered first phase of
specified benefits

To develop a Commercial Portal by delivering access to: Achieved Increase take up of
Operator licensing self-service by May 2004 e-payment Operator self-service to
facility by 31 March 2005 Development of self-service 55%,
test bookings for implementation by April 2006 Commercial Portal

available to public by
December 2005,
On-line test booking by
December 2005,
On-line payments by
December 2005,
On track to deliver on-line
licence applications in
2006–07

To contribute to the improved compliance of the lorry, Achieved 5% increase in eVective
bus and coach industries through eVectively targeted (11% above targeting
compliance inspections, penalties and advice; as objective) Reduce % of compliant
measure by performance gain points (2003 baseline vehicles detained at the
8,295,459) roadside

Increase number of
dangerous vehicles &
drivers taken oV the road

To complete merger of the intelligence and compliance N/A Roll out of the Regional
units to ensure the independence of TraYc Intelligence Unit (RIU)
Commissioners and improve the quality of structure
investigated cases presented Increase the quality &

completeness of cases
submitted to TraYc
Commissioners

Value for Money
Contribute to the DVO Group 5% value for money Achieved Delivering 5% VfM savings
target by delivering against an agreed VOSA value for covering at least 2.5% of
money plan, achieving 2.5% eYciency and 2.5% baseline cost reduction
eVectiveness measures(see above) measures and 2.5% of

eVectiveness improvements
Financial Performance
To agree design templates for the estate modernisation 53.5% of Completed refurbishment
programme and have completed 30% of Phase 1 by Phase 1 of 4 Heavy Goods Vehicle
31 March 2005 completed Test Stations

Started roll-out of the
modernisation programme
of test hall equipment
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Annex E
HIGHWAYS AGENCY

Performance Against Ministerial Targets 2004–05, 2003–04, 2002–03

Performance Measure 2004–05 2003–04 2002–03

At least 440 progress points for the M1, M6 and M25 Met: 455 points
schemes, compared to the end of 2003–04 forecast delivered against an
score of 250. amended list of

schemes as approved
by Ministers Targets based on

Scheme Milestone
At least 95% of the major schemes progress points Revised Target Met:
required to reach the score of 5,572 compared to the end 5,643 points delivered.
of 2003–04 forecast score of 4,590. (NB Target amended
by Ministers following Spending Review 2004).
Complete 20 of 26 priority action sites at junctions Met: 22 sites surveyed, No target

no further action taken
at four of these sites as
improvements would
be of limited benefit.

In establishing the Regional Control Centres (RCCs), Met: 92 points No target
achieve: delivered.
— West Midlands RCC and traYc oYcers commence

service. Achieve 92 of 100 points.
— 140 of 155 progress points for all other RCCs and Met: 147 points No target

traYc oYcers. delivered.
Establish and Implement a management system to Achieved Aug 2004 No target
monitor and report on incident-related congestion in the
West Midlands.
Make publicly available by March 2005—and maintain Achieved Feb 2005 No target
thereafter—traYc information for the Agency’s network
via a website and a dedicated voice recognition interactive
telephone service.
Provide by March 2005—and maintain thereafter—on Achieved Feb 2005 No target
the Agency’s motorway network, strategic route advice
using the variable message signs (VMS) available, for all
incidents causing more than 15 minutes predicted delay,
and monitor its accuracy.
Deliver the Agency’s agreed proportion of the national Target 4,159 4,297 4,436
target. By 2010 reduce by a third (ie to 3327) the number
of people killed/seriously injured on trunk roads compared Outturn 3,907 4,223 4,420
with the 1994–98 average of 4991.
Achieve a road surface condition index score of 100 &1 Met Targets based on

percentage to be
maintained in the
following year.

Achieve at lest 95% across the five sub targets Target 2 4
— Air Quality: Improve quality of at least two Air Outturn 2 4

Quality Management Areas (AQMA) sites
— Biodiversity: Achieve at least 5% of HA Biodiversity Target 5% 12%

Action Plan extending across 15 priority targets Outturn 6.64% 20.25%
— Landscape: Introduce no less than four planting Target 4 8

schemes Outturn 11 18
— Noise: Treat at least 50 lane km of concrete road Target 50 300 Audit unable

surface with lower noise surfacing Outturn lane kms lane kms to validate
117.2 324.61 results.

lane kms lane kms
— Water: Treat at least five outfalls identified as posing Target 5 2

a pollution risk to watercourses Outturn 5 3
Achieve from the road user satisfaction survey an average Target 85% 83.8% trunk 84%
annual score motorways roads (all roads)

Outturn 80% trunk
roads 83.4%
87.6% (all roads)

motorways
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Supplementary memorandum submitted by the Department for Transport and the Agencies

Thank you for your letter of 16 January seeking further clarification on the Department’s Memorandum
to the Transport Committee of 13 January.

As regards your query about paragraph 5.2 the following are examples of issues that were brought to the
attention of the DfT board:

— When DSA encountered industrial action in early 2004 the Chief Executive and the DVO Director-
General (DG) regularly briefed Ministers on the state of DSA’s negotiations with the unions and
the impact (potential and actual) of industrial action on customers. Separately, the DG briefed the
DfT Board.

— When MOT computerisation faced diYculties, the VOSA Chief Executive reported regularly to
Ministers, and the DG briefed the DfT Board, on progress and current issues. In such cases briefing
is normally through minutes and oral updates.

Essentially it is for the DG and relevant Chief Executive to judge whether an issue is “significant”. Factors
would include both the inherent importance of the issue (as with the two examples above) and its public
profile (Ministers need to be able to respond if necessary to Parliamentary or media interest). The aim is to
ensure that Ministers and the Board are aware of important developments and emerging major risks or
public concerns without being burdened with unnecessary day-to-day operational detail. Follow-up
depends on the issue and situation. For example, Ministers may want to discuss face-to-face with the Chief
Executive and others, obtain further information etc.

I attach a note on DSA’s involvement with CIECA (paragraph A1.12). This is at Annex A.

Currently there are separate registers of vehicles in Great Britain and Northern Ireland (paragraph A2.3).
Vehicle registration and licensing services are provided in Northern Ireland by Driver and Vehicle Licensing
Northern Ireland (DVLNI), an Executive Agency of the Department of Environment in Northern Ireland
though it is the DfT Minister, through DVLA, that is responsible for the service in Northern Ireland.

DVLA is currently working closely with DVLNI on a Project called the “Vehicles Systems Integration
Project”. The primary objective of this Project is to introduce a single Vehicle Register and a single set of
IT systems that will be used to manage all vehicles in Great Britain and Northern Ireland. The services in
Northern Ireland will continue to be provided by DVLNI staV, based in Coleraine.

The legislation is predominantly the same in Great Britain and Northern Ireland and there are few
changes necessary or proposed. The only significant policy change will be the fact that retention certificates
(the ability to retain a registration mark following a cherished transfer) will be introduced in Northern
Ireland. In addition it should be noted that the MOT rules applicable to PLG vehicles (cars) are diVerent
in Northern Ireland and Great Britain. In Northern Ireland a vehicle does not need an MOT test until it is
four years old; in Great Britain it is three years. The Project is not attempting to change this.

The main operational change is that the process of moving a vehicle between Great Britain and Northern
Ireland will be simplified as in future this will be a routine change of address, whereas currently customers
have to go through a complex process involving “export” and “import” processing. The current registration
mark formats in Northern Ireland and Great Britain will continue to be supported. In addition the
integration will provide customers in Northern Ireland with the same extended functionality as customers
in Great Britain currently enjoy. In particular EVL (Electronic Vehicle Licensing) will be available.

The Project is expecting to complete requirements gathering and submit a full business case to the DVLA
Board in September 2006. If approved, the integrated system should be introduced during 2007. For drivers,
the Agency’s Drivers Re-engineering Project is developing a new integrated UK driver licensing system,
which will replace both DVLA and DVLNI Drivers systems. DVLNI is scheduled to come onto this system
in 2008.

The overall governance of the DVO Modernisation programme (paragraph A2.10) is set out in the
Governance Handbook dated October 2005 copies of which have been deposited in the Library of the
House. This document refers to the initial One-Stop-Service Delivery Group as the first point at which the
diVerent strands of the modernisation programme are brought together. That Group’s Terms of Reference
are attached at Annex B.

Finally, I enclose copies of recent customer surveys conducted by the DVO Group, as follows:

— Operators and Drivers, Fitters and Presenters: Customer Satisfaction Survey 2005.

— Learner Drivers and Motorcycle Riders: Customer Satisfaction Survey 2004.

20 January 2006
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Annex A

DSA’s Involvement in CIECA

DSA actively engages in CIECA, as this gives an opportunity to learn from partner organisations, and
to contribute informed advice to European policy makers at a pre-legislative stage. The DSA Director of
Policy and E-Assessment is a member of the CIECA Permanent Bureau, the governing council. Technical
work is undertaken by an Expert Advisory Group, which comprises senior staV from several Member States.
DSA’s Chief Driving Examiner is a member.

The Chief Driving Examiner is currently chairing a CIECA working group which is taking fonNard
CIECA activities responding to the European Road Safety Charter to which CIECA is a signatory. CIECA
has recently produced:

— a Quality Manual for introducing quality standards to a driving test organisation;

— harmonisation of the assessment criteria for driving test candidates; and

— quality requirements for practical test examiners.

DSA also frequently contributes information and technical staV to assisting CIECA research. Recent
projects have looked at post-test training, the extent to which tests are harmonised across the EU, current
practice concerning medical fitness to drive, and car driving instructor standards.

We know that there is considerable international interest in our computer-based assessments, particularly
the-way that we have extended objective testing from knowledge and understanding to performance with
the introduction of a moving-image hazard perception testing. DSA has been asked to make presentations
at international gatherings of test publishers, sponsors and psychometricians such as the Association of Test
Publishers and the Performance Testing Council. The Commission has indicated that our theory test
provides other Member States with a benchmark to which they should aspire.

The German authorities are undertaking a root-and-branch review of their theory testing arrangements—
their content, the type of test items used, and the delivery platforms. The Germans have expressed interest
is closer cooperation. A two-day workshop has been arranged here on 27 and 28 February to enable them
to learn from GB experience, understand GB practice, and explore potential collaboration on developments.
We understand that the Netherlands are also considering developing their theory test using computer
technology and moving-image test items.

Annex B

CUSTOMER STRATEGY—ONE-STOP-SERVICE
DELIVERY GROUP

The main purpose of the CS OSS Delivery Group (CS OSS Group) is to lead the development and
implementation of the Customer Strategy—One-Stop-Service, and to monitor delivery against the
routemaps for the Consumer and Commercial customers’ programmes. The OSS strategy will be delivered
through eight key enabling strategies (channels and IT infrastructure):

— Web Portals (Directgov and TransportOYce).

— Contact Centres (two site consolidation and Contact Centre Strategy).

— Intermediaries (how can we maximise e-take up through others, help with diversity etc).

— Physical Channels (what transactions still need to be done face to face).

— Channel Shift (to web and IVR channels).

— Databases (including single view of the customer).

— Data Partners (can we develop our commercial channels to include Police etc).

— ICT (in particular the dependencies and cross-working across the IT suppliers).

As set out below, the “Core Group” will be expanded to consider progress made on each of these enabling
strategies.

The outcomes of the CS OSS Group will be to:

— develop the OSS strategy and ensure it complements the other DVO strategies on Compliance and
Value for Money;

— monitor delivery against the Customer Routemaps (Consumer and Commercial);

— identify risks and reduce/remove any potential barriers to change;

— support the Customer Directors, supplying expertise as demand arises; and

— communicate progress across the DVO Group.

It will also act as the forum for agreeing all OSS related papers and presentations that come forward to
the DVO Board.
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CUSTOMER STRATEGY—ONE-STOP-SERVICE CORE GROUP
(meetings monthly)

Standard agenda items:

— progress reports from each of the Customer directors on delivery against the routemaps, covering
any problems identified (in particular any cross-cutting issues) and adjustments required;

— any new developments in customer research (impact of changing customer experience taken from
the latest research on the OSS strategy);

— recommendations to the DVO Board for changes to the Heads of Agreement (OSS strategy—
the Vision);

— risks to delivery of the Corporate Plan objectives (key deliverables);

— communications to the wider OSS Group (“Newport” key stakeholders); and

— review of progress on the specific enabling strategies, as set out below.

The CS OSS Core Group comprises:

Jonathan Moor (Chair, Director of Strategy and Resources)

Richard Verge (Strategic Projects Director)

Noel Shanahan (Consumer Director)

Jeremy Rolstone (Commercial Director)

Gordon Court (DSA services)

Christine Keogh (OSS Programme Manager)

Guy Slaney (Secretary)

The members of the Group may invite other attendees as appropriate.

WEB PORTALS STRATEGY GROUP
(meetings three times a year)

The purpose of the Web Portals Strategy Group will be to provide strategic direction to the development
of the commercial and consumer portals. It will set the standards for the overall design, development and
implementation of the commercial and consumer customer portals. Its decisions will be based on standards
agreed in the OSS Heads of Agreement, DVO ICT strategy and channel strategy, and the products of
projects contributing to the One-Stop-Service vision for example the plain language project.

It will oversee the development of the portals and their alignment with wider Government e-initiatives.

Objectives:

— to provide strategic leadership for the development of the two DVO portals;

— to give direction to the development of the portals within the wider Government framework of e-
enabling;

— to give direction to the migration of the information content of the DVLA, DSA, VOSA and VCA
(relevant sections) websites to the portals and migration to new URLs;

— to provide a common user experience across the two portals, within the constraints of two “portal
hosts”—Business Link and Directgov;

— to oversee the cost eVective development of the portals, by ensuring that best use is made of
recyclables, minimising any duplication of eVort across the project teams;

— to oversee the communications and publicity strategies to ensure a similar approach and use of
common key messages, as appropriate.

For these meeting the Core Group will be expanded to include:

Geraldine Terry (NED)

David Murphy (DfT)

Azhar Butt (Business Link)

Richard Bond (eGU—Directgov)

Nick Illsley (Transport Direct)

Paul Lopez (DVLA).

CONTACT CENTRES STRATEGY GROUP
(meetings three times a year)

The Contact Centre Strategy Group is one of the key enabling frameworks for the Group’s OSS strategy
and is a key deliverable in the Group’s Value-for-Money strategy. Three times a year the CS OSS Core
Group will be expanded to consider the contact centre/telephone channel strategy.
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The purpose of the Contact Centres Group will be to:

— provide strategic direction to the development of the Group’s contact centres and the operation
of its telephone channels;

— give guidance on decisions and principles agreed by the DVO Board;

— oversee the development of the contact centre strategy with wider Government e-initiatives;

— keep the status of the Shared Virtual Contact Centre strategy under review;

Objectives:

— to give direction to the development of the Group’s contact centres within the wider Government
framework of e-enabling;

— to give direction to the integration of the Group’s contact centres onto the Swansea and
Newcastle sites;

— to give direction to the development of a knowledge base project to facilitate the work of both the
Swansea and Newcastle sites;

— to provide a common user experience across the two contact centres;

— to help integrate the actions required from the Channel Shift strategy with the strategic
development of the Group’s contact centres;

— to oversee the communications and publicity strategies to ensure a similar approach and use of
common key messages, as appropriate.

For these meeting the Core Group will be expanded to include:

Liz Bertoya (NED)

Brian Gilhooey (Contact Centre Strategy—lead)

Becky Thomas (VOSA)

Franz Malessa (VOSA)

Brian Gilhooley will take the lead on monitoring the deliver of the Contact Centre Strategy and so will
be responsible for both papers to the Group and for ensuring that regular meetings are held between the
operational teams at DSA, DVLA and VOSA responsible for consolidation.

For the two consolidation projects, Brian Gilhooley will be SRO on the consolidation of all DSA activities
onto the Newcastle site and Noel Shanahan will be SRO on the consolidation of all DVLA activities onto
the Swansea site.

The Customer Directors will be responsible for integrating the Contact centre strategy into the wider
objectives of the OSS strategy.

FACE TO FACE ESTATES STRATEGY GROUP
(meetings three times a year)

The DVO board endorsed the DVO Face to Face (F2F) estate accessibility criteria in April 2005 and
agreed that further work was required to initiate the delivery of an estate reduction programme and to
expand the scope of the accessibility criteria.

The purpose of the F2F Estates Group will be to:

— provide strategic direction to the transformation of DVO F2F outlets;

— take decisions based on principles agreed by the DVO Board;

— oversee the proposals from the Estates Transformation Project with the DVO Estates Framework
and with wider Government estate-based initiatives.

Objectives:

— to provide strategic leadership to the Estate Management Group on F2F locations;

— to provide challenge on the nature of proposed estate changes;

— to give direction to the Estates Transformation Project and subsequent implementation phase;

— to help integrate the actions required from the Channel Shift strategy with the strategic
optimisation of the DVO F2F network;

— to oversee the communications strategies relating to Estate Changes to ensure appropriate levels
of consultation and engagement are achieved.
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For these meeting the Core Group will be expanded to include:
David Liebling (NED)
Jonathan Savill (DVO Business Design Team)
Alastair Farwell (DVO Business Design Team)
Sara Golledge (consultant)
Brian Gilhooley (DSA Operations Director)
Alistair Peoples (VOSA Operations Director)
David Hancock (DVLA Local Operations Director).

OTHER ENABLING STRATEGY REVIEWS
(meetings twice a year)

The CS OSS Delivery Group will also monitor progress made on implementing the other enabling
strategies at least twice a year:

1. Intermediaries Noel Shanahan (lead)
2. Data Partners Noel Shanahan/Graham Pritchard
3. Channel Shift Franco Degan
4. Databases Sarah Norton
5. ICT/Supplier Issues Sarah Norton

— Supplier Issues

To review and consider any supply issues arising and to discuss potential dependencies. The attendee list
will be expanded to include:

Jacqui Warren (IBM)
Simon Rew (IBM)
Shaun King (Capita)
David Dick (ATOS)

RELATED DVO STRATEGIES
(meetings once a year)

— Policy/Compliance Strategy

To review and consider the overlaps and dependencies between the OSS strategy and the Policy/
Compliance Strategy. The attendee list will be expanded to include:

Helen Morris (DVO Policy Director)
Other policy leads as needed

— VfM Strategy

To review the issues relating to channel shift in relation to the VfM Plan and the deliver of the eGU Service
Delivery Plans. The attendee list will be expanded to include:

Leslie Gilbert

Jim Milner (VfM)

— Corporate Plan

The attendee list will be expanded to include:

Marian Duncan.

Supplementary memorandum submitted by the Department for Transport and the Agencies

Thank you for your letter of 17 January seeking additional information on the Department’s
Memorandum to the Transport Committee of 13 January.

Please find enclosed data covering the years 2002–03 and 2003–04 for the following:

— Driving Standards Agency

— Vehicle Certification Agency

— Vehicle and Operator Services Agency (VOSA)

With regard to the latter, VOSA, was established on 1 April 2003 so the figures for 2002–03 relate to the
performance of the Vehicle Inspectorate.

I understand that OYcials have oVered to provide you with the details of achievements against key targets
during the period 2002–04 for the Driver and Vehicle Licensing Agency, which are also enclosed.

30 January 2006
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SCHEDULE OF TABLES ON AGENCIES’ PERFORMANCE AGAINST KEY TARGETS

Driving Standards Agency

PERFORMANCE AGAINST KEY MINISTERIAL TARGETS AND MILESTONES

Targets, Outturns and Achievements
Key Ministerial Targets 2002–03 2003–04

EYciency
Reduce sick absence Target 5% Target 5.7%
(For 2005–06 this is part of the VFM plan) Outturn 5.7% Outturn 5.5%

Improving road safety
The national average practical car test waiting time will be 7.8 9.6
no more than six weeks

Deliver a national programme of Arrive Alive presentations N/A Target 6,000
for 16–19 year olds Outturn 4,579

Increase the number of ADI check tests N/A Target 8,500
Outturn 9,791

Assure the quality of the practical driving test N/A N/A

Better customer service
Candidates to be satisfied with the overall level of service Target 90% Target 90%
received from the Agency Outturn 93% Outturn 90%

Improve business customer satisfaction, including ADIs, to N/A 40%
above the baseline 65%
E-enable our services by using Automated Driving Licence N/A N/A
Issue system to send pass results to DVLA, which enables
drivers to automatically receive updated licences from
June 2004
E-enable our services by introducing Advanced Speech N/A N/A
Recognition for customers booking by telephone in
August 2004

Following routing by our call handling system, 90% of calls 91% 91%
to our booking oYces will be answered by a human voice in
no more than 20 seconds

Improve business and value for money
Provide oV road motorcycle test facilities by 2008 N/A N/A
Deliver the benefits outlined in the VFM plan achieving at N/A N/A
least 2.5% of cast savings and 2.5% eYciency and
productivity improvements

Achieve a target ROCE on statutory activities Target 2.6% Target 6%
Outturn 14.7% Outturn"2.6%

Increase the basket of fees by target, within the cumulative Target 1.7% Target 1.7%
RPI target Outturn 1.7% Outturn 1.7%

SUMMARY OF ACHIEVEMENTS AGAINST SERVICE STANDARDS

Standard 2002–03 2003–04

Theory Test
Keep 9.5% of all appointments 99.8% 99.7%
Give 95% of candidates an appointment at their preferred 92% 92%
test centre within two weeks of their preferred date

Practical Test
Waiting times—car six weeks 7.8 9.6

—vocational three weeks 3.2 4.1
—motorcycle four weeks 3.3 3.1

Practical car test appointments will be available at 99% of 89% 55%
permanent driving test centres within nine weeks
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Standard 2002–03 2003–04

Keep 99.5% of appointments that are in place two days prior 98.9% 98.3%
to the test appointment—Key target for 2005–06
98.75% of all appointments to be kept 98.01% 96.8%
95% of all calls to booking oYces will access the call 88% 79%
handling system without receiving an engaged tone

ADI
Practical test waiting time—five weeks 5.3 10
Keep 99.5% of PDI practical test appointments that are in N/A 97.6%
place two days before the appointment for the test
Keep 98.75% of all PDI practical test appointments N/A 94.6%

Correspondence
97% of letters and e-mails answered within 10 working days 98% 98%
Letters and e-mails answered within 15 working days Target 100% N/A

Outturn 100%

Bill payment
Undisputed and settled invoices to be paid within 30 days of Target 100% Target 100%
receipt Outturn 99% Outturn 92%

Customer service
After a call has gone through our automated call handling 91% 91%
system, we will answer 90% of all incoming calls by a human
voice to booking oYces in no more than 20 seconds
90% of calls to enquiry lines will be answered within 84% 92%
30 seconds

Refunds
95% of all refunds will be paid within 15 days of receipt of a 99% 99%
valid claim

* The target for 2004–05 was to deliver a six week national average car practical test waiting time from
January 2005. The average for the year was 8.4 weeks but we did achieve 6.1 weeks in January.

PERFORMANCE AGAINST KEY MINISTERIAL TARGETS AND MILESTONES

Targets and Targets and Targets and
Achievements Achievements Achievements Targets
2002–03 2003–04 2004–05 2005–06

Improve business and value for money

To achieve break-even at the Not achieved Not achieved Not achieved (£362) N/A
operating level (£484) (£137) Note extraordinary

costs of £50k MG-
Rover liability £110k
DfT enforcement
budget £127k MSC
restructuring costs

To make a surplus on an operating N/A N/A N/A Target
basis

To complete the roll-out of the N/A N/A Achieved N/A
integrated expense management
system across the Agency and
provide data to better support
business development

Deliver the benefits consistent with N/A N/A N/A Target
the value for money plan, achieving
2.5% cost savings and 2.5%
eYciency and eVectives
improvements

Better customer service

To issue at least 98% of approvals Achieved Achieved Achieved Target
certificates error free (99.06%) (99.0%) (99.07%)

To deliver at least 90% of type N/A N/A N/A Target
approval certificates within eight
working days
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Targets and Targets and Targets and
Achievements Achievements Achievements Targets
2002–03 2003–04 2004–05 2005–06

To improve customer satisfaction N/A N/A (Not SoS target) Achieved
rating year on year 4.0 4.1

To expand VCA’s global presence in N/A N/A N/A Achieved—
new territories. Opened VCA

China.
Completed
feasibility study
for VCA India

To have plans in place and on track N/A N/A Achieved N/A
to implement new approval
procedures for HCV’s and buses
by 2007

Better compliance and regulation

Develop the VCA strategy in N/A N/A N/A Achieved—
relation to emerging technologies in Strategy in place
vehicle testing by December 2005 for Virtual

Engineering

Carry out and enforce an annual Achieved Achieved Achieved Target
programme of in-service emissions
testing

Overall Performance—Secretary of State Key Targets

SUMMARY OF KEY TARGETS 2003–04

Excellent Service to Our Customers

Key Target 1—EVectiveness and Quality Improvements
1. Review of Performance Measurement: To put a project in place to review Achieved

performance measurement strategy, including Performance Gain for the new
agency starting in September 2003, to deliver a revised balanced scorecard for
1 April 2004.

2. Web-enabled Self-Service Package: To roll out the goods vehicle operator web- Not Achieved
enabled self-service package and develop usage so that self-service applications (see footnote)
increase to the point where 20% of GV80 vehicle change transactions are
conducted online during the month of September 2003.

3. TAN Division Service Standards: To baseline data for TAN division service Achieved
standards and set new thresholds for the key service standards, which start from
the point where an application is received, by 31 March 2004.

4. Electronic Bus Registration: To pilot the fully electronic bus registration package Not Achieved
(TransXchange) so that it is capable of integration with operator and local (see footnote)
authority systems and is also available to bus monitors by 31 March 2004.

5. Online Document Processing at TraYc Area OYces: To pilot and implement Not Achieved
scanning technology within TraYc Area OYces to deliver online document (see footnote)
processing by 31 January 2004.

6. HGVTS Forward Booking Times: To improve Forward Booking Time Achieved
performance so that by 1 January 2004 all Heavy Goods Vehicle test stations
provide 95% of tests within 18 working days instead of the current target
of 90%.

7. Automatic Number Plate Recognition (ANPR): To introduce a fully equipped Achieved
Automatic Number Plate Recognition vehicle in each TraYc Area, making an
eVective contribution to our enforcement activity by 31 July 2003.

8. Vehicle Identity Check (VIC): To implement, embed and review the Vehicle Achieved
Identity Check scheme by 31 December 2003.

9. Powers to Stop: To pursue plans to introduce Powers to Stop in six police force
areas in England and Wales by 31 December 2003.

Key Target 2—Seamless Services to our Customers
10. Electronic Services: To deliver against agreed milestones in the internal Achieved

electronic services programme in order to achieve the . . . target of 100%
electronic service capability.

11. Customer Satisfaction Index: To create a customer satisfaction index as a Not Achieved
measure that can be used to report on annually by 31 May 2003. (see footnote)
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Excellent Service to Our Customers

12. TAN Division Presence in Wales: To establish a TAN division presence in Achieved
Wrexham and Llantrisant by September 2003.

13. Digital Tachographs: To manage a programme of projects involving DVO Achieved
agencies, DVTA (Driving and Vehicle Testing Agency) Northern Ireland and
the police to ensure that the UK is ready for the introduction of Digital
Tachographs according to European legislative timescales.

Financial Performance

Key Target 3—Return on Capital

14. To achieve an in-year indicative measure of !3.5% Achieved

Key Target 4—Value for Money

15. To develop a measure for the business as a whole. Not Achieved
(see footnote)

16. Performance Gain: To deliver !2% Performance Gain in Enforcement. Achieved
17. Aggregated Cost EYciency: To deliver !2% Aggregated Cost EYciency (ACE) Achieved

in Vehicle Testing.

Continuing Improvement of Internal Management

Key Target 5—Improve Performance Management

18. Baseline Data: Women and Ethnic Minorities: To contribute to Civil Service Not Achieved
targets to increase the number of applications from ethnic minorities, and the (see footnote)
number of women and ethnic minorities appointed on promotion to band 3
(level 4) or above by establishing baseline data for VOSA and setting an annual
improvement target by 31 March 2004.

19. Diversity and Continuous Improvement Action Plans: To review and update the Achieved
Diversity and Continuous Improvement Action Plans to reflect the merged
organisation.

20. Sick Absence Management: To establish baseline data on VOSA’s sick absence Not Achieved
levels and set realistic improvement targets for each operating division of the (see footnote)
Agency by 31 March 2004.

21. Risk Management: To establish within VOSA a standard corporate risk Achieved
management strategy/process.

Investment In The Future

Key Target 6—Long Term Development

22. TAN/VI Merger: To successfully implement the agreed recommendations of the Achieved
TAN/VI merger subgroups.

23. Commercial Vehicle Portal: To scope and produce an outline business case for Not Achieved
the Commercial Vehicle Portal. (see footnote)

24. IT Infrastructure Transformation: To complete two of the initial building blocks Not Achieved
in our IT infrastructure transformation by transferring to CITRIX “Thin (see footnote)
Client” by 31 October 2003; and by piloting roll-out of mobile user data capture
and enquiry devices by 31 March 2004.

25. MOT Computerisation: To have commenced roll-out of MOT Computerisation Not Achieved
by 29 February 2004. (see footnote)

26. Roller Brake Testers: To have selected a preferred bidder for the supply and Not Achieved
maintenance of Roller Brake Testers by 31 October 2003. (see footnote)

27. Estates and Facilities Investment Strategy: To develop a strategy for ongoing Achieved
investment in estate and facilities.

Notes:

17 of the 27 measures were met in year and a further two shortly afterwards—number 2 in early April 2004
and number 5 at the end of May 2004.

Measures 2 and 5. Capacity testing carried out in June 2003 uncovered a need to upgrade TAN servers prior
to commencing full roll out of self service and on line document processing. The
necessary timescale for this to take place meant we were unable to achieve these targets
by the due date. Self service was successfully launched on 8 April 2004 and has won
three awards.
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Of the eight others, decisions were made to delay or change what we were doing for pragmatic reasons.

Measure 11. It was decided not to create a single measure. The individual indices for our commercial
customers—(a) HGV/PSV Operators and (b) Drivers, Fitters and Presenters were
available early in the financial year, albeit contained in two separate surveys. It was
subsequently agreed that to maintain transparency these two separate indices will be
used to form the baseline for on going research programmes.

Measure 15. It was agreed with Advisory Board and DVO colleagues that a single measure was not
the best way forward. In addition the outcome of the Gershon review meant we needed
to put in place a range of measures to demonstrate delivered eYciencies.

Measure 18. It was concluded that to set an annual improvement target for VOSA was impractical.
During the year, emerging information from the 2001 Census showed there were
concentrations of people from black and ethnic minority groups around the country—
notably London, East Midlands and Liverpool areas. It is diYcult for nation wide
organisations like VOSA to target under represented groups. Where vacancies arise in
these areas, VOSA uses appropriate and targeted advertising mediums to attract a wider
range of people into applying. This approach is more realistic and achievable.

Measure 20. The target for the VOSA Board to agree a realistic target for improvement by March
2004 was not achieved until May 2004. This was due to problems with the establishment
of reliable baseline data on sickness absence, which was in turn due to the need to ensure
the accuracy of data from the legacy systems operated by the former TAN and VI. A
target for improvement could not be safely set until reliable baseline data was
established.

Measure 24. Roll out to operational areas was achieved on time. The upgrade of Headquarters was
delayed due to a delay in obtaining GSI accreditation. Accreditation was achieved in
early April 2004 and the upgrade completed in 2004–05.

Measure 25. An independent review by Qinetiq and PA Consulting confirmed the system design was
sound but recommended more stringent testing and trials to reduce the risk of faults,
putting rollout in jeopardy. This required VOSA and SBS to renegotiate the PFI
contract including financial re profiling and increased contract term. Full roll out will be
achieved by end of March 2006.

Measure 26. The decision was taken to suspend the project and re start it in another form. Following
demonstrations of the equipment by the two companies, VOSA was able to accept either
of them since neither fulfilled the specified requirements. However the exercise has
enabled us to further develop our ideas on the specific requirements for roller brake
testing.

VI—BALANCED SCORECARD—KEY TARGETS 2002–03

Excellent Service to Our Customers RAG Financial Performance RAG

KEY TARGET 1 KEY TARGET 4
Effectiveness & Quality Improvements ROC (Return On Capital)

— Designated Premises—New Conditions of G — To achieve an in-year indicative measure of G
Appointment !6%

— RHF Funded Programme G
— Annual Test Forward Booking Times G KEY TARGET 5
— Vehicle Identity Check G Value For Money

KEY TARGET 2 To deliver:
Effectiveness, Road Safety & Environmental — 2%! Performance Gain in Enforcement G
Standards Activity — 2%! Aggregated Cost EYciency (ACE) in R

Vehicle Testing
— Achieve a minimum of 7,654,880 PG G — Develop a long-term financial strategy for G

Outcome Points VI
. . . of which at least 13% for Education and G
Advisory work
— Achieve: 6,910 HGV Emission Checks G

4,820 PSV Emission Checks G
70,500 LGV Emission Checks G

KEY TARGET 3
Seamless Service To Customers

— VI Users Panel G
— Electronic Communications G
— Digital Tachographs G
— Scottish Criminal Justice Information G

Systems
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Continuing Improvement of Internal Management RAG Investment in the Future RAG

KEY TARGET 6 KEY TARGET 7
Performance Management Long Term Development

— Investors in People G — Business Solutions Programme (BSP) G
— Civil Service Reform G — DVO G
— Sick Absence Management R

Annex B

DRIVER AND VEHICLE LICENSING AGENCY
HISTORIC PERFORMANCE AGAINST SECRETARY OF STATE TARGETS

Secretary of State Target Outturn
2001–02 2002–03 2003–04

EFFICIENCY
Deliver overall 2.5% eYciency gain Achieved (3.1%) Achieved (2.5%) Achieved (2.6%)

VEHICLE EXCISE DUTY ENFORCEMENT
Number of enforcement cases completed Target 700,000 Target 720,000 Target 820,000

Outturn 799,800 Outturn 820,000 Outturn 971,000
VED Refunds/Rebates (95% in 30 days) 97.4 97.1 95.9

DOCUMENT ENTRY ACCURACY (% WITHOUT DVLA INDUCED ERROR)
Driving Licence & Vehicle Registration Target 97 Target 97.5 Target 97.5

Outturn 97.6 Outturn 97.6 Outturn 97.5

DOCUMENT RESPONSE TIMES (95% WITHIN—DAYS)
*(98% WITHIN—DAYS 03–04)

Driving Licences: ordinary (11 days) 99.3 97.9 *96.9
Driving Licences: first applications and 97.5 96.9 *97.2
vocational (8 days)
Vehicle Registration Documents (12 Days) 96.9 96.4 96.9

ENQUIRY RESPONSE TIMES (% ANSWERED)
Telephone (95% in 30 seconds) 97.7 96.8 96.9
Written (95% in 8 days) 99.3 99.2 98.6
E-mails (95% in 7 days) 99.8 97.3 78.5
Service hours during which customers have lines Target 95 Target 96 Target 96
available to the call centre Outturn 99.4 Outturn 99.7 Outturn 99.5

Witnesses: Mr Stephen Hickey, Director General, Driver and Vehicle Operator Group;
Miss Rosemary Thew, Chief Executive, Driving Standards Agency (DSA); Mr Clive Bennett,
Chief Executive, Driver and Vehicle Licensing Agency (DVLA); Mr Paul Markwick, Chief Executive,
Vehicle Certification Agency (VCA); and Mr Stephen Tetlow, Chief Executive, Vehicle & Operator Services
Agency (VOSA), gave evidence.

Chairman: Good afternoon to you, lady and Graham Stringer: Member of Amicus.
gentlemen. Perhaps for those of you who have not
necessarily been before us I could begin by saying
that you are all very welcome, we are very grateful to Q1 Chairman: Thank you very much. Can I ask if
you for coming, and we are going to ask you one or anybody wants to make any general statements
two very simple questions which I know you will be before we begin?
able to answer without any diYculty at all. We do Mr Hickey: We are very happy to go straight in,
have a little bit of housekeeping to take care of; Chairman.
Members of Parliament having an interest to
declare?
Mr Martlew: Member of the Transport and General Q2 Chairman: Perhaps it would help you if I say that
Workers’ Union and the GMB. we are going to concentrate first on the concept of
Mr Clelland: Member of Amicus. the DVO but then, in case you are relaxing, we shall
Clive EVord: Member of the Transport and General move on to questions on each individual Agency, if
Workers’ Union. that is all right with you. Can I ask someone to tell
Chairman: Member of ASLEF. me what are the real benefits that can be directly

attributed to the creation of the DVO Group whichMrs Ellman: Member of the Transport and General
Workers’ Union. would not have been possible without it?
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Mr Hickey: I will try to answer that question. Can I it if none of this had existed? We think it helps. At
the end of the day, there is no question, it is Agenciesexplain the genesis of the DVO. The Agencies, as
that will make things happen in the real world. Theyou know, were set up some time ago now and are
DVO is not a very big organisation and should notquite mature organisations and have done a lot of
be a big organisation, it should be light touch, andreally good stuV over a very long time so we do not
we try to balance that.start from a position where the Agencies are not

working; we start from a track record of success.
However, I think what became clear before any of us

Q3 Chairman: How do you make sure thatwas in post was that although each Agency is doing
everybody co-operates?a good job in relation it to its particular customers
Mr Hickey: We have some formal and informaland its particular functions, a lot of these cross
mechanisms to do that. Formally speaking, I doboundaries. A lot of our customers have to deal with
have a position of authority, as it were, in classicmore than one of the Agencies and lot of the business
hierarchy terms. I am the additional accountingprocesses cross more than one of the Agencies. A
oYcer for the Agencies. I write annual reports to theclassic one is if I am learning to drive I spend half my
chief executives—time dealing with the DSA for the actual test and all

that stuV, and I spend half my time dealing with the
DVLA to get the provisional licence and then the full Q4 Chairman: You are the big bang on the
licence, and you get some crossing, as it were, organigram; I think we have got that.
between VOSA and DVLA and to some extent Mr Hickey: So there is a formal structure and there
between DSA and VOSA. So although each Agency is a DVO board which, interestingly, has a number
is able to do a good job within its own boundaries, of non-executives.
as it were, there are some issues that clearly straddle
the Agencies and they are not, in truth, total islands

Q5 Chairman: How often do they meet?to themselves; they share data, they share processes,
Mr Hickey: They meet once a month.they share customers, to name but three. The view

was that to have them entirely stand-alone would
not quite achieve all that they could achieve working Q6 Chairman: Once a month?
together, so the DVO role, and the job that I was Mr Hickey: Yes, so we meet together as an executive
then recruited to fill, was invented—and I took up team once a month and we also meet at a full meeting
post three years ago now—to try to bring them more of the board.
closely together, to maximise the benefits of working
across the boundaries, but it was decided before I

Q7 Chairman: So that is all of the directors and youarrived not to, as it were, go the full hog, which is
and anybody else?another alternative, which is to bring them all into
Mr Hickey: The board is the four chief executives,one single organisation, because then you would
myself and I have a strategy and resources directoralso lose a lot of the flexibilities and so on that they
at the centre of the DVO, and there are four non-have as independent organisations, so it is quite an
executives, so 10 of us on the DVO board, and weinteresting development. It is not going back to the
meet once a month.Civil Service as it was 20 years ago, a pure monolith,

it is trying to keep the flexibilities and
accountabilities and the focus on customers which

Q8 Graham Stringer: Can you explain to me thewe think the Agencies have brought to the party but
concept—maybe everybody knows it but I do not—trying to get more eVectiveness by being joined-up.
of an additional accounting oYcer?It is joined up in two dimensions. It is joined up
Mr Hickey: Yes, it is a fairly standard model thatacross the Agencies where that makes sense (not
you will find in a number of places in government.where there is no point) and there has been a lot of
The formal text is in government accounting so I—focus around the e-enabling programme which we

will perhaps come on to, but also we have tried to
add value in terms of joining up more eVectively the Q9 Graham Stringer: What I am trying to get at is I
Agencies on the one hand and the central understand the concept of an accounting oYcer,
Department on the other. Clearly one of the issues somebody who is responsible, but if you have two
with all Agencies is how do you get the right balance who then is responsible?
between operational delivery and freedom on the Mr Hickey: It is largely a delegation from the
one hand and ministerial accountability and policy principal accounting oYcer, who is the permanent
operation working together harmoniously? There secretary who of course has overall responsibility for
are obvious tensions and the creation of my role and everything in any department, but in quite a number
a DVO centre was trying to help in both those ways. of the bigger departments the principal accounting
It is almost impossible to say if it did not exist what oYcer will delegate some of his or her
would have happened? In truth, we cannot really responsibilities to an additional accounting oYcer
answer that point. The proof of the pudding will be for a lot of the management of a particular part of it.
in the eating. Are we delivering to customers and to You will find that in quite a number of the big
others what we should be delivering? Then it is departments. So for example if we did something

really nefarious and had to appear before the PAC—always a judgment. Would we have been able to do
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Q10 Chairman: Heaven forefend. Mr Hickey: During 2005–06 not very much because
during 2005–06 there will be a lot of expenditure.Mr Hickey: Absolutely! It would be reasonable for

the principal accounting oYcer to expect me to
speak for the Department, as it were, rather than Q19 Chairman: This is the point we are asking you.
himself. It would be a judgment call depending on So tell us how much the up-front costs are going to
what it was but that is the theory. be.
Chairman: You would be the one who is sacrificed, Mr Hickey: The total costs of the Shared Service
okay, so we have got the sum of it right. You are Programme are expected to be at the moment, and
happy about that, Mr Stringer? these are subject to a) more detailed work and b)
Graham Stringer: That is fine. commercial negotiations—

Q20 Chairman: We have got the caveat; start withQ11 Chairman: Do you really think that your
the answer.structure strikes a good balance between autonomy
Mr Hickey: The answer is around £45 million. Thefor the individual Agencies and co-working or
range we are currently quoting is between £44 andwould you operate better if you had a series of
£49.5 million.outsourced arrangements?

Mr Hickey: We do have a number of outsourced
arrangements. Of our total expenditure of the order Q21 Chairman: Out of a budget of?
of one-third actually goes to third party Mr Hickey: The total departmental budget—
organisations.

Q22 Chairman: No, the DVO budget.
Mr Hickey: This is not just DVO; it is aQ12 Chairman: Yes, but you have still got a very big
departmental project.structure at the top, have you not?

Mr Hickey: Yes we do.
Q23 Chairman: So the money comes from the
Department and will not come oV your individualQ13 Chairman: Is it the intention eventually to float
budgets?those oV into stand-alone bodies?
Mr Hickey: The Department will have to provideMr Hickey: No, at the moment we have no
the up-front investment. It crosses the wholeproposals to change the basic structures of the DVO
Department, including the DfT centre, theGroup. Clearly, like any organisation, you keep
Highways Agency, the MCA, and now we have gotwatching it. No organisation is ever perfect, there
the Government Car and Despatch Agency as well.are always issues and problems, and of course if we

felt that the organisational structures were not
Q24 Chairman: I am a bit worried about this phraseworking eVectively or were getting in the way of
“self-serving”. Quite apart from the fact it does notwhat really matters, which is not about how we are
seem to me to be a very tactful phrase, what logisticalstructured but what we do, then of course.
diYculties are the Agencies going to have if you have
got non-desk-based staV involved in this new systemQ14 Chairman: The two things are interconnected
of self-serving?though, are they not, and if your structure is not
Mr Hickey: There are clearly issues there and we willright you are not going to deliver all these benefits?
need to work through those but the options includeMr Hickey: Absolutely, I agree with that.
where we need to have the continued use of paper
and then collecting the paper in and scanning it—

Q15 Chairman: You are talking about something
called a Shared Services Project which is going to

Q25 Chairman: No, no, wait a minute, I understandgive us £16 million worth of savings. So have we
that. We are talking about saving a vast sum on thisworked out how much it is going to cost upfront?
particular thing and it seems to be being done on theMr Hickey: Yes.
basis of people in a sense self-certifying. I hope I am
not using the wrong words.

Q16 Chairman: Retraining, relocating, new Mr Hickey: At the moment the typical process is
software, new toys? that I or a member of staV, if I want to for example
Mr Hickey: Yes, we have put on the web site just claim travel and subsistence or something, have to
about a couple of weeks ago the latest version of the do something. Typically I fill in a form on a bit of
business case. This is not yet finalised. As always paper.
there is work going on.

Q26 Chairman: Yes, that is right, you have to
Q17 Chairman: I am not sure I am happy with the actually explain, like Members of Parliament do,
phrase “latest version”. How have you got to the £16 what you have spent the money on. It is not an
million figure for the savings? unreasonable question when it is public money, is it?
Mr Hickey: The savings are largely but not entirely Mr Hickey: Indeed, and I then send this piece of
in staYng. I have full details here. paper to a finance division or an HR division or

somewhere and somebody gets this bit of paper and
they take that bit of paper and they do something.Q18 Chairman: Can you tell me how much is going

to be saved during 2005–06? They put it into the computer, it does the algorithms,
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and out at the end, hopefully, pops my payment. The Mr Hickey: No.
self-service idea is to try, where we can, to cut
through that, to cut out the middle man. I put in my Q32 Chairman: Do you have common IT systems?
claim on the screen. If I have not got a screen—and Mr Hickey: No.
you are quite right there are staV who have not got
access to screens—we have to use a more Heath Q33 Chairman: So the co-operation is not at what
Robinson approach. There are some ideas that are you might call a high level?
downstream, and Rosemary has responsibility for Mr Hickey: There is an awful lot more opportunity;
this, not just in this but in other areas, things like you are entirely right.
digital pens that bridge that gap, but this is all to be Chairman: Thank you. Sorry, Mrs Ellman, they have
developed. a lot of opportunity and Mr Hickey is going to tell

you what it is, perhaps.

Q27 Chairman: I understand that but you are telling
Q34 Mrs Ellman: How do you see the balanceus what the savings are going to be and then saying,
between enforcers and service providers in relation“Well of course, we have still got to develop the
to the Agencies?mechanisms by which we can guarantee it can be
Mr Hickey: It is not either/or; it is both. We clearlydone.”
have to do both things and what we aim to do is toMr Hickey: Most of the savings are in the HR and
do the enforcement because we are at the end of thefinance functions, not in the frontline, if you see
day heavily into enforcement. That is ultimately whywhat I mean.
we exist. We are there to regulate certain things andChairman: I see. Mrs Ellman?
to make sure that certain things happen. Our aim is
to do so in a way which minimises the burden, if I can
use that word, the hassle factor, whatever you wantQ28 Mrs Ellman: We are told that there is
to call it, on people who are perfectly legitimate andinconsistency in terms and conditions for the staV in
complying with their obligations and all that and tothe diVerent Agencies. How serious a problem is
come down hard on those who are not. So what wethat?
are trying to do is both. The other thing we think isMr Hickey: Well, it is deliberate. It is not accidental
that by being more customer friendly, and Ibecause back in the 1990s or earlier, I cannot
apologise for using this jargon but you willremember when, responsibility for pay and
understand—conditions was delegated to individual Agencies,

again across the whole service, not just here. So they
Q35 Chairman: If I do not, Mr Hickey, I shall askhave over time, as you would expect, diverged to
you to translate.some extent. At the moment our judgment is that
Mr Hickey:—by trying to present our services inthat is okay. It is not a serious obstacle to delivering
ways which are as accessible and easy to use andwhat we have to deliver, so we are continuing as a
friendly to customers as we can, that will actuallydepartment not just in the DVO Group with the
help people to comply, because the people who dopresumption that we will carry on with delegated
not comply with regulations and so on tend to fallpay bargaining.
into two broad groups. There are people who just do
not get around to it, possibly partly deliberately, but

Q29 Mrs Ellman: Has that caused any friction? with a bit more help if it was a bit easier, they might
Mr Hickey: The unions do not like it. The unions are just tip over, and then there are the much more
pressing quite strongly for national bargaining. hardened people who are definitely into heavy-duty
Actually their argument is ideally they would like evasion. The category of people who can be helped
Civil Service-wide national bargaining, as used to over the boundary by services which are more
exist back in the 1970s and early 1980s. Failing that, accessible and easier to use, et cetera, reduces the
they would like each department to do bargaining at total amount of work of the DVO and it can go into
their level and, failing that, they would like the DVO tackling those who are choosing not to comply much
to do the bargaining. So their preference would be more deliberately.
the Treasury does the bargaining.

Q36 Mrs Ellman: Do you have the right mix and
numbers of staV to carry out the changing role?Q30 Chairman: It is not just that though. Is it really
Mr Hickey: The right mix?true that you have not got a DfT-wide intranet?

Mr Hickey: There is not. The joining-upness is
Q37 Mrs Ellman: Yes.rather limited at the moment.
Mr Hickey: No-one would ever say they had the
right resources for anything because we could

Q31 Chairman: The “joining-upness”? Now, Mr always do with more and you could always change
Hickey, that is almost as good as my assistant who the mix. I think we are trying to shift the focus of our
said this week he did not want to “big himself up”. I staV resources, and Mr Tetlow at VOSA can talk a
think we will stick with English if it is all right with little bit about what he is doing to try to free up
you. Do you have a DfT staV directory or an email resource and within that to put more resource on the

frontline, as it were, in terms of tackling operatorsdirectory?
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who are evading the rules and so on, so that balance Q45 Chairman: Having plans to?
Mr Tetlow: Powers to stop in Scotland. We have gotis one that we are seeking actively to manage and

improve. them in England and Wales. That is an area where
we could be more eVective if we had it.

Q38 Mrs Ellman: Concerns have been expressed
to us that you do not have enough staV to deal Q46 Chairman: So you are quite happy to create 109with enforcement particularly as enforcement is posts by taking them out of the back oYce andbecoming increasingly important. Is that a concern sticking them in the front? You think that is going toto you? deal with the enforcement problems? You are quiteMr Hickey: I, like anyone, would always happily happy with that and you are not looking for extrahave more staV. It would be foolish not to say that staV? You do not think there is a diYculty?and we are of course under pressure on our head Mr Tetlow: We are also looking for possibly anothercount and all sorts of diVerent things, so the 30 additional staV to be funded by DfTeYciency drive is quite an important one for us. crossworking with the Highways Agency.What we are trying to do is to use eYciency savings Mr Hickey: At the moment, as always, there isnot only to achieve absolute savings, because that is clearly more opportunity, we could do more, and ifright and proper, but also to free up resources for we had more staV I am sure they would be well used.high priority things, and that does include Chairman: Forgive me, Mr Hickey, we have not gotenforcement and, as I say, Stephen could talk about time for a general debate. I think the point was veryin VOSA in particular how that is being done. specific. Mr EVord and Mr Martlew both want to

come in.
Q39 Mr Clelland: Does that mean you are under-
staVed? You gave us a long answer but what is the

Q47 Clive EVord: Just on that, is there a point whereanswer to the question?
you take a cost-benefit analysis of having staV? ForMr Hickey: The answer is that we, like anyone
instance, you are required to break even with yourcoming in front of you would say, could always use
budget. If you are less eYcient at enforcement thenmore staV.
that could create problems for your financial
position in the future, so is there a basic level figureQ40 Mr Martlew: No, they do not actually.
for staV and is it just numbers of staV or is it aboutMr Hickey: Well, we could use any number of staV.
how eVective those staV are in maintaining those
income levels?Q41 Chairman: I think the point is the enforcement
Mr Hickey: It is not an income-generating point asbit. If you are going to create 109 new posts for
such but we do actively look at the eVectiveness ofenforcement oYcers, are you going to create those at
staV, and one of the things we are doing is not justthe cost of losing other posts?
looking at the numbers, it is also how well they canMr Tetlow: We are intending to create those
be used and what their eVectiveness is. There areparticular 109 posts by rediverting staV from back
some serious opportunities starting to be exploitedoYce jobs onto the frontline so they will be cost
to focus enforcement eVort more eVectively so thatneutral.
whatever level of staV you have, actually their
productivity in terms of identifying transgressorsQ42 Chairman: That is fine of course until somebody
and intervening is going up. VOSA has a verywants some information that relies on back oYce
sophisticated methodology for measuring thestaV, is it not?
eVectiveness which is called “performance gain”,Mr Tetlow: In this case the way we are doing it is by
which is a points system and that data is collectedcentralising a lot of our operations from around the
and has been rising very steadily. There is some quitecountry, for example our licensing operation, into
interesting work just starting, as Stephen wasone place, which will be in Leeds.
alluding to, with the Highways Agency where VOSA
and the Highways Agency have the potential toQ43 Mrs Ellman: Are there any areas of concern you work more eVectively together to meet both whathave got because of staV issues in relation to VOSA has to achieve and also what the Highwaysenforcement? Agency has to achieve in terms of reliability ofMr Tetlow: I think, as Stephen was saying, there is journey times and so on. That is partly usingalways a balance between keeping the fees at the technology.right level for operators and for the motorists and Chairman: Mr Martlew wants to come in on that.providing the right level of enforcement.

Q44 Mrs Ellman: But are there any areas of Q48 Mr Martlew: There was a throwaway line about
the remit not running in Scotland. Can you explainenforcement that you are concerned about given

your current staYng? that to me? My constituency is on the border so I am
interested in this point.Mr Tetlow: We have got a good plan. If I had any

particular area of concern it is not especially on the Mr Tetlow: We have had powers to stop in England
in all but one of the police areas so VOSA staV withnumbers, it is on having powers to stop in Scotland.

That would be one concern that I have and which we the agreement of each of the chief constables now
have powers to stop commercial vehicles.are hoping to get.
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Q49 Mr Martlew: So you have got one area in Q55 Clive EVord: Is there any risk of delay to other
DVO e-services?England where you cannot. Can you name it?

Mr Tetlow: We do not do it the Metropolitan area. Mr Hickey: We do not see fundamental dangers but
some individual projects do run into particular
diYculties, so in absolute terms I cannot guaranteeQ50 Mr Martlew: Which is where?
there will be no delays on anything, but nothingMr Tetlow: London.
huge, as it were.

Q51 Mr Martlew: You cannot do it in London and Q56 Clive EVord: And your eYciency savings are
you cannot do it at all in Scotland. based on an assumption that you will increase take-
Mr Tetlow: That is for practical reasons rather than up or use of e-services. What are you doing to ensure
anything else. that there is that take-up?

Mr Hickey: We are promoting e-channels as
Q52 Mr Martlew: But you cannot do it in Scotland increasingly the preferred way and the most
either. accessible way for many of our customers. To some
Mr Tetlow: We have to do it with a policeman in extent this is pushing at an open door. The DSA
Scotland and we are hoping that a new bill would introduced its electronic booking systems for theory
push that through. and practical tests three years ago and the take-up—

Q57 Chairman: But you did have a little bit ofQ53 Clive EVord: I just want to come back on the
trouble with that. It was not quite as simple as youGershon issue because you are saying we could
make it sound.always do with more staV and if that means less
Mr Hickey: It was live when I arrived for theory andevasion, more eYciency, greater income, fine, but
practical went live about two years ago now. Thethere is an overall figure that has been stated in terms
take-up is now running at 40 something per cent onof reducing staV. Is there a conflict here?
practical and 50 something per cent on theory, whichMr Hickey: The DVO Group have three specific
is quite good. VOSA introduced their operator self-targets in the Gershon world. One is about
service system last year and that is running at 57%increasing tax revenue, particularly through Vehicle
take-up. DVLA is running at—Excise Duty. The second one is reducing our costs or
Mr Bennett: 23%1.increasing our eVectiveness by an equivalent
Mr Hickey: 23% at the moment and that is with veryamount. The third one is around reducing the head
little publicity. We have not really publicised that yetcount. That is specifically at DVLA. There is not a
so there will be publicity now and that figure willGershon target on the other Agencies. DVO centre
hopefully rise.is part of DfT which does have a head count target.

So there is a very specific head count target in
relation to DVLA which is to reduce by 500 by 2008. Q58 Clive EVord: And are they being taken up as
As well as that of course the Treasury and quickly as you hoped and you anticipated?
Government collectively is concerned about the Mr Hickey: Yes.
Civil Service head count across the piece, and we are
part of that and clearly therefore have to keep our Q59 Clive EVord: What are the main relevant IT
head count down as best we can, but that is subject projects or reviews currently being undertaken? Are
to pressures and so on. For example, we have they on time and on budget?
increased the numbers in the Driving Standards Mr Hickey: Perhaps two to highlight. DVLA is
Agency because of the growth in demand for driving leading on what is called the Drivers Re-engineering
tests and we need to respond to that, and we have Programme which is a very big and complex range
done quite substantial recruitment. of programmes looking at the whole set of driver
Chairman: Mr Hickey, you have got a lot to say but processes, and Clive can talk a bit more about that
we have also got lots of questions for you so you are if you like. On the VOSA side, we are gradually
going to have to use a little bit of shorthand. introducing a thing called Transport OYce which is

a single, one-stop portal aimed at the business
community. That went live late last year but it has aQ54 Clive EVord: Can I move on now to the IT.
lot more functionality still to come over the nextCould you tell us what impact the delay of the MOT
couple of years or so. Those are two big programmescomputerisation has had on the planned eYciency
that will roll out in a gradual way. It has started butsavings due to increased use of e-delivery?
we have got a long way to go over the next coupleMr Hickey: It has meant that as well as obviously
of years.putting back improvements which are more quality

improvements than eYciency savings in VOSA
itself, it has meant that we have to delay the complete Q60 Clive EVord: Do you anticipate any delays in
roll out of the electronic vehicle licensing for the those?
DVLA. That system went live last year for vehicles Mr Hickey: Some aspects of Transport OYce are
under three years, ie vehicles not part of the MOT. taking longer than we had hoped and will go live
It has now gone live for vehicles over three years, but later this year rather than about now as originally
clearly if MOT had been earlier that could have
happened a bit earlier as well. 1 Refers to take up of Electronic Vehicle Licensing.



3351221016 Page Type [O] 21-07-06 13:02:46 Pag Table: COENEW PPSysB Unit: PAG1

Transport Committee: Evidence Ev 35

8 February 2006 Mr Stephen Hickey, Miss Rosemary Thew, Mr Clive Bennett,
Mr Paul Markwick and Mr Stephen Tetlow

planned. As I say, the system itself is basically live Q66 Clive EVord: Did you learn any lessons from
that? Are there any lessons for the DVO Group asalready but the question is what bits will build up

within it. a whole?
Mr Tetlow: Yes and we are shared those lessons withClive EVord: In your memorandum you talk about

joined-up systems and the eYciencies they oVer. Can our colleagues.
you explain to us what you are doing to embed
robust data use of this kind? Q67 Clive EVord: In terms of feedback from

customers, have you gone back to them and learnt
any lessons from what their experience was as aQ61 Chairman: You talked about better sharing of
result of things going wrong?data.
Mr Tetlow: Yes we have. We have learnt a numberMr Hickey: What we are aiming to get to, and the
of lessons. As I say, the principal one is over gettingDrivers Re-engineering Programme is really at the
user acceptance testing better and more rigorous inhub of this, is a world where we have two or three
the first place and also a better understanding of thebasic data sets that support—
segmentation of our customers because diVerent
sectors of the customer base obviously do have

Q62 Chairman: But you just told us you do not even diVerent needs and requirements and we have learnt
have an intranet in common. to get better at that.
Mr Hickey: That is working across the whole DfT.
This is data on drivers, on vehicles and on operators, Q68 Chairman: It is working now, is it, overall? The
which becomes the hub for all the services provided system is now working smoothly?
by the others. Mr Tetlow: The system is working a lot better but

before we go live on the Internet booking we want to
make sure rather than rush it that it is absolutelyQ63 Chairman: But the others do not have access to
foolproof.it without going through their own system?
Chairman: So it is not working all that well at theMr Hickey: But they will have access through their
moment.particular systems and we also want to give the

public access to the services that they can access
Q69 Mr Scott: Your memorandum states that thedirectly, as it were, through the single, one-stop
Agencies contribute to Departmental objectivesportals.
such as improving road safety and reducing
congestion. However, you also go on to mention

Q64 Clive EVord: So can you explain to us the that it is reducing anti-social behaviour. Can you
problems encountered during the implementation of explain how you are going to achieve that objective?
the new computer system at VOSA in 2005? Mr Hickey: I think abandoned vehicles is perhaps
Mr Hickey: Are you talking here about MOT? one example where DVLA has powers which it can
Mr Bennett: During 2005 VOSA was severely use directly but also can in turn empower local
disrupted and unable to provide a satisfactory level authorities to use, and quite a lot of local authorities
of service to a large percentage of its customer base, use those powers. We work very closely with the
goods vehicles, bus and coach operators, et cetera. Police on a number of fronts and there is quite an
Mr Tetlow: That refers to the automatic test overlap of interest. For example, the whole area of
booking system which was set up, the first aspect of ANPR cameras, for example, which we are
which was an internal system whereby operators interested in as a way of capturing people who do
ring up and we have our own internal system for not pay their vehicle tax or who are not insured and
getting the testing and the billing done in future people who are not MOT-ed. The Police
electronically. That is a prelude to putting all of that often find that vehicles stopped for those sort of
on line so that any operator or any individual for oVences caught on the DVLA database or the
that matter can book a test on-line. We had to get the insurance database for those reasons actually
internal system right first and we did not do it very overlap with other aspects of criminality that they
well. We made some mistakes, at least we with our are interested in. So there is a degree of overlap of
contractor made some mistakes in not being interest between the things we are interested in and
rigorous enough on the user acceptance testing and what the Police, for example, are interested in.
we found some faults which did not appear in user
acceptance testing when we went live. It has taken us

Q70 Mr Scott: So in some ways it is more about thea while to get that sorted out and we now have it
evasion of paying road tax and MOT, et cetera,sorted out.
rather than anti-social behaviour?
Mr Hickey: Abandoned vehicles, as I say, is
something associated with a lot of anti-socialQ65 Clive EVord: Did you carry out any

consultation with the customers before you behaviour—and you will know better than I do—
and vehicle crime is an issue for us clearly and theimplemented that system?

Mr Tetlow: Yes we did and we are continuing to do VIC scheme which VOSA run has helped, I think, in
tackling things like cloning, so there are quite athat consultation with selected customers through

the FTA, the CPT and the Road Haulage number of areas. There is an area it must be said of
identity fraud where we are working better nowAssociation.
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between DSA and the Police because the various Mr Hickey: Yes, there has been an RIA, which
scams for getting driving licences as pseudo ID stands for regulatory impact assessment, which I
cards, if you like, is an area of growing concern have not got to hand. I think it must have been laid
where again both the DSA and DVLA are working before the House at an earlier stage. It certainly
with the Police. So there are a number of these areas exists and I am sure it is available but I do not know
where criminality and anti-social behaviour are oV-hand the numbers, I am sorry.
concerned and sometimes it is the same people. Graham Stringer: So you do not know if it is going

to cost the Department a great deal or the end user,
the licensee, a great deal at the end?Q71 Mr Scott: You also state that the Agencies

contribute to the Government’s wider better
regulation objective. Can you explain that, please? Q76 Chairman: Do you want to give us a note
Mr Hickey: Yes one of the things that we are because your answer is you do not know?concerned about is we are clearly in the regulation

Mr Hickey: I really do not know.and enforcement business, there is no denying that,
so one of the things we are trying to do is to make it
easier for people to comply, and the example I would Q77 Chairman: We need a detailed note on that.
give would be VOSA’s operator self-service IT Mr Hickey: Sure, we will do that.
system which the operators, by and large, think is
really excellent because it means they can do their
business with VOSA there and then in real time Q78 Graham Stringer: You mentioned in an answer
rather than filling in a bit of paper, posting it across, previously that part of your remit in reducing anti-
waiting for VOSA to do their bit of paper and post social behaviour was stopping people driving about
it back. It has reduced turnaround times for some of without licences and insurance because you have got
the boring transactions (but nonetheless they have to information on computer. When we have had the
do them) from days and weeks down to minutes. So AA and the RAC before us they have estimated that
that is an example of where by putting it on-line and there are two million uninsured drivers driving
letting the customer have direct access, it is eYcient, about at any one time. Have you made any progress
it hits the customer satisfaction thing, but also in on reducing that estimated figure and, if you have,
terms of making compliance with this legislative have you quantified it?burden it is much easier, so that would be an

Mr Hickey: I doubt if we will have made much realexample. At the moment the Department is out to
world impact yet because some of the changes haveconsultation on a number of proposals around the
not yet taken eVect. The Police have been given extraoperator licensing system for example, one of the
powers under the SOCA Bill last year, both to accessaims of which is to make some of the current
the insurance database and to seize uninsuredoverheads for operators easier. We are waiting at the
vehicles, which they did not previously have but thatmoment for the comments on that consultation
is quite recent so we have not got the data yet as topaper.
what impact it has had. As you probably know,
there is a whole pile of recommendations which

Q72 Graham Stringer: The Third Driving Licence Professor Greenaway wrote in his report on this
Directive should have been passed last year at the whole area of insurance and there are proposals in
meeting of the transport ministers, as I understand the Road Safety Bill which is currently before
it. What is your understanding of when it is likely to Parliament which will give us the powers to
be agreed? implement some of those recommendations but
Mr Hickey: I do not know but Louise Ellman and I there is a way to go. We have not got the primary
were at a meeting yesterday when someone from the legislation yet and then we need the secondary
Commission spoke about this and my knowledge is legislation and then we need the powers.
the same as yours.

Q79 Graham Stringer: You are already making someQ73 Graham Stringer: Fortunately we are asking
progress?you!
Mr Hickey: I think some progress. Where we haveMr Hickey: And I am saying I do not really know.
been able to do things, yes we have but, as I say, the
core changes at present are firstly greater powers for

Q74 Graham Stringer: You do not know when it is the Police. That is being done through the SOCA Bill
going to be? but the real change from our point of view is that
Mr Hickey: If you want the short answer I do not insurance should be enforced a bit more like the
know. DVLA now enforce car tax, in other words more
Mrs Ellman: I concur with that! proactively to identify from the computer records “it

appears you are the keeper of a vehicle and the
computer shows you are not insured” and then we goQ75 Graham Stringer: If it is implemented in the
out proactively rather than waiting to find people bynear future have you done a cost-benefit analysis on
chance on the road, if you like, which is theits implementation? What will be the benefits? What

will be the costs? traditional way.
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Q80 Graham Stringer: If you have not got them now, Mr Tetlow: We are. One way we are doing this is to
and I suspect from what you have said you have not use what we have labelled targeted enforcement. We
got targets to reduce the number of people driving are getting better on the way we collect our
about without insurance, will you have targets? intelligence so we think we are getting a lot more
Mr Hickey: Yes, certainly Greenaway set some eYcient at applying our resources on to the rogue
targets to get the pecentage which he had estimated operators whilst leaving the better operators alone,
down, from memory, to 1 or 2%. Whether we can and we have got a big programme of increasing our
deliver that is going to be an interesting challenge. It targeting to do that.
must be said that there is also some uncertainty
about the actual baseline itself and the estimate of

Q84 Chairman: You just however have said thathow many uninsured people there are out there, and
some of it you expect to be done by self-certificationwe are slightly worried it might be more rather
almost. With your new systems you will be expectingthan less.
people to produce their own standards, will you not?
Mr Tetlow: No. If I could explain how the basis of

Q81 Graham Stringer: Can I just change the subject targeted enforcement will work.
onto something else. In one of the papers it says that Chairman: Perhaps we will come back to that. MrVOSA co-operates with the traYc commissioners to Clelland?look at buses and coaches and things. Can you
explain to me how you do that?
Mr Tetlow: Yes, the first thing we do is we provide Q85 Mr Clelland: I have got a question specifically
the staV to actually provide the administrative to Miss Thew on the Driving Standards Agency.
support to each of the traYc commissioners to help According to information supplied in the
run their operations and do their support and legal Committee, 17 to 24-year-olds hold only 11% of
administration for them, and then we have our own licences but they are involved in 25% of accidents
enforcement staV who will prepare cases as annually in which someone is killed or seriously
necessary against operators based on the field work injured, and drivers aged 16 to 19 have 16 accidents
of our staV. per 1,000 licence holders, compared to just six per

1,000 licences for drivers aged over 25 years, and
male drivers aged 17 to 20 are 10 times more likelyQ82 Graham Stringer: So it is your staV that go out
to die in a collision than for men aged 35 to 54. Whatand stop buses. The question I am getting to is
is your Agency doing about this?whenever I see statistics of buses stopped,
Miss Thew: This is essentially a problem with thethe percentage of them that are unroadworthy—
novice driver and we do recognise that this is the caseparticularly for First Group which seem to be the

worst oVender in this area—is very high. Are you and we are very concerned about it. We are working
suYciently resourced in that area? If there are 20% very hard to try to improve the attitude of people in
of buses that are not safe in some areas, should you learning to drive because we do believe that if you
not be demanding either a transfer of resources or can influence people’s attitudes even before they
more resources in that area? start to learn, you can make sure that they are better
Mr Tetlow: On the question have I got enough protected and it will provide better protection as far
resources, rather like before we could always do with as the public is concerned once they have passed
more. One can always do more with more resources, their test.
but I think we have made a steady improvement and
in fact this year a very big improvement on
performance gain. In terms of enforcement on a Q86 Mr Clelland: If you can influence their attitudes.
whole range of ways that we enforce, from How are you going to do that?
prohibitions through to prosecutions, we have Miss Thew: We are working with people in schools,
actually increased our activity, and we are on course for example. We have a programme which we called
for a 7.5% increase this year and we expect that to Arrive Alive which is targeted at the age group below
continue and we hope it will grow at a faster rate as 17 in order to make sure that people understand
we make better use of data to bring all that together. their responsibilities once they have passed the test.
By a measure of our performance gain of 7.5%, we We are increasingly trying to make progress in
are probably doing okay, but could we do more with ensuring that people understand that passing the test
more resources, the answer is yes, but you have put is only the first part of safe driving for life. This is
it in balance with the fees. going to be our future agenda. We also have a

programme called Pass Plus. Pass Plus is designed to
ensure that people who have passed the test areQ83 Graham Stringer: It is a slightly more serious
exposed to things that they may not havequestion in terms of the balance of resources, is it
experienced during the course of their learning. Fornot? If the figures are, as they appear to be, in the
example, driving on motorways, driving in the darkregion of 20% of buses tested which are not safe, that
and driving in adverse weather conditions. Theis an immediate risk to the public’s life and limb. It
problem of novice drivers, you are absolutely right,is not just saying we could do a better job with more
is a really big one and it is certainly something weresources. I accept that as a general answer but

should you not be focusing more in this area? want to get engaged in.
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Q87 Mr Clelland: Are you able to measure what Mr Hickey: Greenaway on insurance is a very
progress, if any, you are making or is it too early fundamental change and, yes, we own that whole
to say? area of policy. We commissioned the Greenaway

review in the first place and we are trying to push theMiss Thew: I think it is too early to say. Certainly
what I would like to do—and I have been with the agenda forward.
Agency for four months now and it is an area of
work—

Q93 Mrs Ellman: Are there any such issues at the
moment where you are asking for major changes

Q88 Mr Clelland: So you have not done enough in beyond the remit?
that time, have you! Mr Hickey: There are a number of changes, not all
Miss Thew: That is right and it is an area of work I of which I can recall oVhand, for example in the
really do think that we need to pick up on and I will current Road Safety Bill which is I think about to
be pleased to report back to the Committee at a come to the Commons fairly soon. In there there are
later stage. a number of clauses covering things to do with

diVerent bits of the DVO Group, includingChairman: I think we will come back to you in a
insurance, but I think there are a couple of things,minute but I want to get rid of this DVO subject first.
the DVLA for example, have requested so, yes, inMrs Ellman?
that sort of thing we are just another bit of the
Department. We often have a pile of pretty technical

Q89 Mrs Ellman: You say that significant issues of legislation which is very boring but we could always
concern are flagged up and discussed with the do with some more.
Department. Could you give some examples in, say,
the last two years?

Q94 Mrs Ellman: Does the diVerent financialMr Hickey: Yes, I think I gave a couple of examples
structure of the Agencies compared with thein the letter to the Clerk. About two years ago I think
Department create any problems? You have toit was there was industrial action in the Driving
operate more commercially, do you not?Standards Agency and manifestly that is something
Mr Hickey: In general, to be perfectly honest, itthat the Driving Standards Agency had to manage
probably makes our life a bit easier because most ofbut it was clearly of significance beyond just the
our resources come from fees and charges, not all ofDSA. We talked with colleagues at the central
it. The total expenditure across the whole group isDepartment and indeed with the Treasury on the
probably over £800 million in a given year and ofimplications of that. That would be an example.
that about a quarter, give or take, comes from theWhere anything else is a big, visible problem of
taxpayer, as it were, and that in turn iscourse we discuss it with colleagues in the
overwhelmingly for collection and enforcement ofDepartment. MOT, which clearly has had a very
VED and that goes to DVLA, but the rest of thechallenging couple of years, regularly Stephen and I
DVO Group is funded not entirely but very heavilywould report to Ministers and update them on where
from fees and charges. One benefit of that from athings were, where the issues were. We are very
narrow perspective is that we are therefore lessconcerned that the Agencies do not live in some little
directly under the cosh when times are tight in termsisolated world of their own. Ministers, colleagues
of the Treasury. Conversely of course, we have to beand the Department are very interested and need to
able to explain to feepayers.be kept informed and consulted.

Q95 Mrs Ellman: Three of the Agencies are tradingQ90 Mrs Ellman: Have you ever made any
funds, are they not; why is that?suggestions to the Department about new powers

you need to enable you to do your jobs properly or Mr Hickey: Because their income comes primarily
more eVectively? from fees and charges and that enables them to have

the extra freedoms and financial flexibilities thatMr Hickey: No, I have not felt the need for that.
trading funds give. You are only allowed to become
a trading fund if you are primarily a trading

Q91 Mrs Ellman: So no policy issues? The examples organisation.
you gave were more to do with running matters.
Mr Hickey: On policy, for example, the Greenaway

Q96 Chairman: They are expected to break even butreview was a bit of policy which the DVO Group
the VCA, which you have carefully not mentioned,commissioned, so we are the policy lead on that, so
is in deficit?we brief ministers in the normal way on the benefits,
Mr Hickey: Yes, slightly.the costs, the options, all those things. We also

briefed ministers on the Third Directive. I am not
sure if I am answering your question.

Q97 Chairman: Well, this Committee did raise a
marker over this originally and say because of the
changes that were brought about was it not likelyQ92 Mrs Ellman: The answer seems to be no. I am
that they might lose their client base. Is that yourasking if you have asked for any basic policy

changes. experience?
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Mr Hickey: I missed that, I am sorry. adjustment there. Secondly, in some cases we have to
increase fees more than just inflation to cover the
costs of investment.Q98 Chairman: The VCA have got a quite

considerable deficit. What is the view of your unit
about that? Q106 Chairman: Is the customer always clear as to
Mr Hickey: We took the view that it should be what is the reasoning behind your theory?
possible for the VCA to get back into profitability. Mr Hickey: Yes and we always go out to

consultation before the fees are implemented and
they always come to Parliament and so on. So thereQ99 Chairman: When?
is a lot of transparency about them.Mr Hickey: We hope from next year.

Q107 Chairman: Do the customers understand theQ100 Chairman: You have taken an oversight role in
diVerence between a fee and a tax?financial and risk matters of all these Agencies, have
Mr Hickey: Yes, I would say as a broadyou not, and you have now got a group finance
generalisation.director, so what do you expect to do in relation to
Chairman: Mr EVord?not just the trading funds who have a responsibility
Clive EVord: I wanted to move on to the DVLA.to break even but to the VCA?
Chairman: Mr Scott?Mr Hickey: We expect the VCA to get back into
Mr Scott: I was moving on to the DVLA as well.the black.

Q101 Chairman: Have you suggested various ways Q108 Chairman: I just wanted to ask you very briefly
in that case, do you know how many corporatein which they can do that or are you seeking an

enhanced role for various members of it? documents were produced by the Department, the
DVO and the individual Agencies last year?Mr Hickey: We have encouraged VCA to take a very

rigorous commercial approach to building its Mr Hickey: I do not know for the Department. As
far as the Agencies and the DVO are concerned,business and getting back into the black, and Paul

can explain further. every Agency, DVO or otherwise, publishes two
basic documents every year. One is its business plan
and one is its annual report and accounts. DVOQ102 Chairman: One of the suggestions is that the
produces a corporate plan. Those are the mainrole of the various Agencies is not entirely clear.
corporate documents. We produce masses ofWould you agree with that?
information of course for all sorts of things.Mr Hickey: The role of the Agencies? No, I would

not agree with that.
Q109 Chairman: What about these business plans,
are you satisfied that the key performance indicatorQ103 Chairman: And your rationale for making
system is robust and is a useful way of measuringDSA, DVLA and VOSA trading funds has not
performance?created any particular diYculties?
Mr Hickey: Yes.Mr Hickey: VOSA and DSA have been trading

funds for quite a while and there is no particular
issue there. The DVLA has a somewhat complicated Q110 Chairman: Why do you say that? That is not
financial situation because it is still within what is the view of some of your customers.
called the DEL envelope— Mr Hickey: What we try to do in these plans is to

identify a modest number of absolutely key targets
which of course are the Secretary of State’s target,Q104 Chairman: A what envelope?
which are the ones which for the year ahead we thinkMr Hickey: DEL—Departmental Expenditure
are the highest priorities for that particular Agency,Limit, which is a very arcane subject which I will
and those are the ones which primarily they are heldexplain to you if you wish.
accountable to. Each year we review those and they
do get changed and refined over time to reflectQ105 Chairman: It may be arcane but one of the
changing priorities. That seems to us to be apoints you have made is that they are expected to
reasonable balance.make if not a profit then certainly to cover all their

costs. We have had representations that the current
fees structure in some cases has cost the Agencies Q111 Chairman: You said in your memorandum

that there was a change in performance targets forvery significant annual rises which has led you really
to becoming dependent on private sector funding. Is the DVLA Agency from a focus on “day-to-day

customer service standards” to “high-prioritythat appropriate?
Mr Hickey: No, I do not think I would accept that. objectives” and “milestones where appropriate”.

What does that mean, Mr Hickey?The fees are reviewed normally on an annual basis
and clearly the aim is to keep the fees down as far as Mr Hickey: I think that at least for some of the

Agencies in the past the targets were expressed verywe possibly can. There have been increases in some
fees recently for a couple of reasons. Firstly, where much in terms of simply the day-to-day service

delivery, which matters of course as important, buthistorically they have held them down too much and
the deficit has started to rise, there has been some they were not capturing some of the major change
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programmes that the Agencies are having to manage system coming into play, and in the event there was
quite a queue of work in the local oYces, so wethrough, so we wanted to get a better balance if you

like between— reviewed our policies in local oYces and changed for
example cherished transfers from being over the
counter, putting in queue management systems,Q112 Chairman: So they were on outputs, in other
meeters and greeters, and in fact the wholewords, really?
performance has improved markedly. When weMr Hickey: Yes and we need to get a balance. What
went for the Charter Mark again this time, we got itAgencies are doing and have been doing is two
because we had that improvement in the oYces. Wethings. They are delivering the day-to-day service
would not have made that move, I think, had we notwhich is absolutely vital and number one if you like,
understood exactly what the underlying problemsbut in addition they have been driving through a
were from the surveys.whole series of quite big and challenging changes

and it is really important that those are managed
very actively as well. Q118 Chairman: Finally, I think we are not really

clear as to whether the DVO is value for money. You
will forgive my saying this, Mr Hickey, but whatQ113 Chairman: You spent £325,000 in 2004–05 on
financial benefit do you provide for all thesepublic opinion surveys. What did you learn from
Agencies?that?
Mr Hickey: I do not think I would want to claim thatMr Hickey: We do a lot of customer surveys and
we provide a direct financial benefit. What I hope wethey are absolutely key to understanding how these
provide is greater eVectiveness both in getting theservices are coming across to customers, what the
DVO Agencies to work together more easily andcustomers think about them, what the concerns and
more eVectively and, as I say, with the centralissues for customers are, and that is absolutely
Department. There are probably some financialcentral to a lot of our planning work.
benefits, but I would not want to overstate it, for
example, in the promotion of software which is usedQ114 Chairman: Do you publish any of this
across diVerent Agencies, and we have done some ofinformation and research?
that, the use of—-Mr Hickey: Yes, I think so.

Mr Tetlow: Yes.
Q119 Chairman: You have got a long way to go if
none of you are using the same IT systems, haveQ115 Chairman: You do. Do you think it is good use
you not?of taxpayers’ money?
Mr Hickey: We are using some of the sameMr Hickey: Yes.
software across—

Q116 Graham Stringer: What policies have you
Q120 Chairman: Forgive me, I want to be clearchanged in response to finding out what the public
about this. Mr Bennett, are you using the same ITthinks about things?
system as Mr Markwick?Miss Thew: Perhaps I could use one instance. We did
Mr Bennett: No.within the DSA a customer satisfaction survey of

our business community, particularly our driving
instructors who were telling us very clearly that there Q121 Chairman: Mr Markwick, are you using the
were things that we were not getting right, and we same IT system as Miss Thew?
had a satisfaction rating of 48% last year from them. Mr Markwick: In general no but of course there are
What we have done now is set up a programme of some overlaps.
consultation, we are organising a series of
workshops and outreach to the community, and this Q122 Chairman: I see. Sir, are you using the same IT
year I am pleased to say that the satisfaction rating as either of your companions on either side of the
has gone up to 62%. table?

Mr Tetlow: Yes.
Q117 Graham Stringer: Are there any other
examples from other Agencies?

Q123 Chairman: How much?Mr Bennett: I could give you an example. We had a
Mr Tetlow: One example is we are linking ourparticular problem a year or so ago with local oYces.
systems between the MOT system and the DVLAThere was a drop in customer survey performance
database.where the local oYces were seen to be not giving as

good a service, and indeed a view that the Post OYce
Q124 Chairman: You are doing it in the future orwas not giving a good service, although in fact the
doing that now?Post OYce was more imagined than real. It was at
Mr Tetlow: We are doing that now.the point when the Post OYce were closing oYces

and the public’s view was that that would preclude
them getting their tax, which in fact was not the case, Q125 Chairman: So what percentage do you have in

common with the rest of your colleagues?but that was the perception. The other part about
local oYces was not wrong, there were queues Mr Tetlow: It is very diYcult to put a percentage

on it.largely because of the continuous registration
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Q126 Chairman: Do you want to make a wild guess? Miss Thew: Indeed.
I know that is not something one normally asks a
civil servant but I am a woman of tolerance! Q133 Mr Clelland: What are the other main areas of
Mr Hickey: We are talking about two diVerent work apart from the two we have discussed which
things here, if I can just perhaps help. We are talking you feel need to be done in the Agency?
about the operational systems where we increasingly Miss Thew: May I just set a little bit of context. We
share things like data, we are sharing software, we spoke earlier about the Agency’s targets and one of
are sharing portals for the one-stop service stuV. the Agency’s targets for this year was a six-week
Increasingly in the operations sphere we are waiting time for practical car driving tests. We
joining up— started to run into diYculties with that around about

18 months/a year ago and a great deal of the
preoccupation within the Agency has beenQ127 Chairman: All of which comes up through the

individual systems and meets with you. Is that what recovering that target. I am very pleased to be able
to tell you that at the moment we are running at fiveyou are saying? They do not share across the

Agencies, they just come up through their weeks. There are variations between some sites but
that is the average waiting time now. What that hasindividual systems?

Mr Hickey: They share data increasingly which the meant is that we have deployed resources to the
recovery of that target and some other areas ofDVLA holds. There are links between operational

DSA systems and the DVLA systems, between work, I am afraid, have not been taken forward quite
as much as we would like to see. So we are fallingVOSA and DVLA, and at the customer-facing end

we are building a lot of our stuV through two portals short on the delivery and achievement of some of our
other target areas. I would also like to start thinkingwhich everyone shares, directly for private

customers, and the Transport OYce for commercial much more radically about the way in which we
make a reality of our responsibilities for safe drivingclients. So in the operational sphere we are definitely

going down very big time the sharing route. and ensuring road safety for all levels of road users.
That is the novice driver, as you have already
mentioned, right the way through and includingQ128 Chairman: And that leaves?
remedial driving. That would be my agenda over theMr Hickey: But the point that we raised earlier is a
course of the next year or so.slightly diVerent one and that is if you like our own

oYce systems, us talking to each other as civil
servants; there it is true. Q134 Mr Clelland: Some research has been

undertaken into the way people learn to drive and
you touched on it earlier where you talked aboutQ129 Chairman: It is always helpful.
attitudes, behaviour, involvement in crashes and theMr Hickey: It would be indeed but we have not got
various DSA programmes. How is all thisthat at the moment. We can email each other but it
proceeding and what—is not a single integrated system.
Miss Thew: I am sorry?Chairman: I think we can move on because that has

given us quite a lot of openings. Mr EVord and Mr
Clelland both want to come in on the DVO. Let us Q135 Mr Clelland: The research into how people

learn to drive and their attitudes and behaviour.come to the DVO first.
Clive EVord: I was going to come onto the DVLA. Miss Thew: We have a cohort study going on at the

present time. That has been running for round aboutChairman: My goodness, what an undisciplined lot!
a couple of years and we expect to see the findings
starting to emerge during the course of this year, andQ130 Mr Clelland: Could I continue my questions
certainly I will be very anxious indeed to look at thaton the DSA. I was asking Miss Thew some questions
and to see what we need to take on board there.about the Driving Standards Agency. We talked

about problems with younger drivers. Are there any
specific problems with older drivers now we have got Q136 Mr Clelland: What about road safety across

Europe? What role do we play there? Are we aheadso many people living to a grand old age?
Miss Thew: I think this is a very interesting one of the game?

Miss Thew: We are members of what is calledbecause in some cases people could have taken the
test at 17 and still be driving 50 or 60 years later. I CIECA, which is a European organisation. We do

contribute quite a bit and we are actively involvedthink that is an area that I would like to look at to see
whether or not there is anything that we ought to do. with them.

Q137 Chairman: Forgive me Miss Thew, but weQ131 Mr Clelland: Is that based on specific problems
that you have come across? are taking a record. Is that the Commission

Internationale des Examens de ConduiteMiss Thew: The research suggests that accident rates
do increase towards the late 60s and early 70s and Automobile?

Miss Thew: That is absolutely right, Chairman.then can increase quite significantly beyond that.

Q132 Mr Clelland: Right. You say you have been at Q138 Chairman: Because I do not think we want to
get stuck with CIECA too often!the Agency for four months now.
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Miss Thew: We are currently involved in a working Q143 Clive EVord: Yes, and your target to reduce the
staYng as a result of the Gershon review as well.group which is looking at a variety of activities

around the European Road Safety Charter, and our Mr Bennett: The eYciency we have been working on
for DVLA has been across a wide range; in fact, weChief Driving Examiner is very heavily involved in

that. We are also providing information and have always had a very big focus on eYciency. We
have always sought, and in fact have always, cometechnical staV to help in taking forward various of

the activities there and our work is well regarded by in higher than the 2.5% eYciency gain. That is across
a wide range of activities: the way we put inthe Commission.
programmes of work to be more eYcient; some of it
has been staV savings as changes in process haveQ139 Clive EVord: How does the DVLA measure
taken place; some of it has been in negotiationVehicle Excise Duty evasion?
savings in terms of the rates we get from contractors.Mr Bennett: We do a once-a-year survey in general.
It is a whole mixture, but it has been about 21% overThe survey is done by the Department and it checks
the last few years. We now have a forwardthe level of evasion in traYc and that then gives us
programme; in fact last year we were 5% against athe result each year against which we then seek to
2.5% target. Our forward plan anticipates aboutimprove by policy changes. We also monitor quite a
another 20% over the next four years to the end ofbit through our own ANPR work how that is going
2008–09. That is very much based upon a lot of workbecause you get good feedback from that too as to
that is being done on the electronic business andwhat the level of evasion is.
other programme changes. It is important to point
out that in DVLA, and I have been here a lot longer

Q140 Clive EVord: You claim to have reduced than Rosemary having been here five years now, it
Vehicle Excise Duty evasion by 3.4% but the amount was a very manual operation, quite paper-
of it that you collected in 2004 was less than that dependent. There has been a large activity really to
collected in 2001. How can you explain that? bring the whole of the systems and infrastructure up
Mr Bennett: The actual evasion started at 4.8% in to date, and so a lot of the savings now are beginning
2002. That was the base year for this and that was to flow from the changes to those systems. The next
£206 million of evasion. We then went through few years anticipate those savings coming out. In
several measures to change the way in which we fact, that was in before Gershon came along, so they
enforced and that in fact brought down the level to are part of the Gershon saving plan.
3.4%. A lot of that was down to continuous
registration and dealing with people from the

Q144 Clive EVord: The Gershon review requires yourecord. That has made a huge impact both on people
to reduce the head count of your staV at least by 500reporting, statutory oV-road notification, and also
by 2007–08. What impact will this have onon people actually paying their tax, signing up for
frontline services?tax. The figure that you mention of 3.6% did go up
Mr Bennett: Absolutely none. The reality is thatslightly. It coincided with a dip in the advertising at
what we have in the Agency is a very strictthat point in time. Indeed, we are looking to push
manpower planning process, which looks out twomuch further than that. We have a 2008 target, and
years, 24 monthly buckets, and looks at the demandI reported on that here before, to get down below
for underlying business and overlying new business3%. We are well ahead of that even at the 3.6%. We
that comes out. What you have to bear in mind isare not complacent. We need to keep moving that
that in the Agency at any given point in time there isdown.
quite a lot of what I call core business. Remember
that I talked about the manual work. There is quite

Q141 Clive EVord: You chose 2002 as your baseline a lot of core business that was manual that is being
year. Is there any reason why you chose that replaced by new business. Over a period of time, we
particular year, other than the fact that it is the need fewer people because we are taking out a
lowest? number of people as the services become more
Mr Bennett: It was the year when there was a report eYcient.
into evasion of tax. The report that came out stated
that basically we ought to do something about this.

Q145 Chairman: They are quite large numbers, areIt was measured from that point, but there was
they not?nothing unique in that sense, apart from it being the
Mr Bennett: They are.baseline for the work that was done. In fact, we put

in, as I say, continuous registration on the back of
the work that was done for that report. Q146 Chairman: You are talking of a total reduction

of at least 200 and at least 500 in the DVLA, and
relocating people.Q142 Clive EVord: Your memorandum states that
Mr Bennett: Just in the next few years, to give anthe DVLA has delivered “total gains over the six
example, we will be taking out of the core businessyears up to the end of 2004–05 financial year of
about 1,400 jobs.21.5%”. Where have these eYciency gains come

from?
Mr Bennett: You are now talking about our own Q147 Chairman: That is all through mechanisation,

you are telling us?personal eYciency, those of the Agency?
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Mr Bennett: It is largely on mechanisation and other Mr Bennett: I can come back to you on the £8 million
to IBM.eYciencies. We are also putting back another 900

jobs. It is like 1,400 old jobs out and 900 new jobs Chairman: We are told it is a service charge to IBM?
back, and the net is 500. It is quite a complicated
portfolio of changes. That is what is going on. We Q152 Clive EVord: This is in your 2004–05are simply adjusting to the needs that the demand payments.shows over that period. Mr Bennett: I will have to drop you a line on the

service charge to IBM. I am not exactly sure of the
Q148 Clive EVord: It seems a radical change, and reason for the service charge because this was a point
quite a rapid change. What are you doing to assess when we completed our first year of IBM work.
the impact as you go along? Basically, there was a prepayment to IBM at the end
Mr Bennett: As I say, this system we use is basically of the year because IBM had been working for that
looking out 24 months. It works every month; we period of time. There is always an end of year
review the situation every month. We look at how process involved here. The Post OYce is one day’s
the core business demand is going, whether the worth of work3. Literally, you get a change at the
vehicle registration is going up or down, for end of the year and you get an adjustment for the
example. The core business is assessed. We are then Post OYce workload.
looking at the incidence of new business coming in;
for example, one thing we are having to allow for at

Q153 Clive EVord: You have also retained a surplusthe moment is whether shared services goes live,
£23 million to cover any downturn in the future fee-which is something you talked about with the
bearing transactions, and £19.7 million in respectDepartment. We will actually be putting in the
of your continuing development expenditureshared service centre on behalf of the Department.
programme. Why might fees be expected to fall inThat will have to be overlaid. There is a recruitment
your future expenditure plans to the DVLA?exercise to bring those staV on board. There is a
Mr Bennett: The £20 million is literally, as you say,movement of staV all the time. We are looking at
to be a protection against the fall in income; forthat monthly, making adjustments monthly. It does
example, quite a proportion of our income dependsmean, of course, that we are looking out about two
on new vehicle sales and you get the first vehicleyears. That gives us the ability to plan this well. We
registration fee. If there was a sharp downturn incan sit down, as we do with the trade unions
vehicle registration sales, our fee income wouldregularly, and work with them eVectively to help
drop.people to change their skill sets, which is one of the

challenges.

Q154 Chairman: Are not new vehicle going up?
Q149 Clive EVord: You say that you started this Mr Bennett: New Vehicles went up a year or so ago.
process even before Gershon came along, but, We did put the rates up. I can explain that. It is a
looking back at income from vehicle excise duty for diVerent issue. Broadly speaking, what we are trying
instance, it would suggest that as you have been to protect is the fee. If the number of vehicles drops,
doing this, there are eYciencies that have been our fees will drop down.
compromised. Is that not true?
Mr Bennett: I do not know how you conclude that.

Q155 Chairman: I am interested in your theory on
this, Mr Bennett. Why is it that everybody elseQ150 Clive EVord: Because your income level at
thinks the world is buying more and more vehicles2001 was £4.9 billion and we are still not back up to
but you think they are going to go the opposite way?that level.
Are you expecting us to be hit by an extraordinaryMr Bennett: That is something separate2. That is
economic downturn? Does the Treasury know?about graduated VED. The vehicle system tax
Mr Bennett: This particular year, we have an 8%changed, so basically we do this on behalf of
downturn in first registration fees anyway, so there isTreasury and we collect the tax. It used to be based
always an opportunity, depending on the economicon an old system, broadly vehicle size. Now it is
climate, as to how many people are going to buy newbased on emissions. That changed the tax
vehicles. This is one of the issues with our whole feerelationship and so the level of total tax that the
structure that you are quite reliant upon a particularTreasury takes now is reduced. That is what is
fee structure to bring in the fees. In this particularactually happening there. It is not about eYciency or
case, we keep a reserve to allow for such things asanything.
this 8% downturn this year in fees. Would it help if
I explained the broader context that you wereQ151 Clive EVord: DVLA has made a £23 million
alluding to in terms of the increase in vehicle fee?prepayment to the Post OYce and £8 million to

IBM. Can you explain why you paid these monies 3 Correction: With regard to the £23 million prepayment toout ahead of time? the Post OYce. Under the terms of DVLA’s contract with
the Post OYce and in order to benefit from the favourable
rates negotiated, they are paid in advance twice a year. Thus2 Total Vehicle Excise Duty receipts for the year ending 31

March 2001 were £4,934,595,000 (£4.9 billion). Total the prepayment of £23 million shown at 31 March 2005 will
cover the service delivered by the Post OYce from 1 April toVehicle Excise Duty receipts for the year ending 31 March

2005 were £4,737,138,000 (£4.7 billion). 30 September 2005.
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Q156 Chairman: Yes, do so briefly. unreliable reactions in people’s driving. From a road
safety point of view, we really wanted to explore theMr Bennett: The real trouble we had in DVLA was

that our fees were largely associated with drivers and options in improving the process and making sure
we were tailoring our medical applications more tovehicles as two separate systems. We were having to

make sure that the costs of our vehicles were covered meet needs. We were talking about enforcement; it is
about using what we have in a much more tailoredby fees and the costs of our drivers were covered by

fees. The diYculty we had with that was that for way. We have got the work in now on that. We are
now analysing that work. We will then go out todrivers it was always in the negative position largely

because, for example, we are having to deal with consultation to find out how best to change our
drivers’ medical processes to assist the public indrivers’ medicals, which is a very expensive process,

and we do not charge people for being ill, clearly. making the roads safer and dealing with some of the
issues that the public constantly tell us about inOver 70s was another issue; we do not charge people

for being old, clearly. The diYculty was that we were surveys.
putting all the fees on to the first driver.

Q159 Mrs Ellman: Can I turn to the DVLA
database? How accurate is it?Q157 Chairman: It shows great imagination and tact

on your part. Mr Bennett: In terms of vehicles, it is very accurate.
It has been a constant process. My personal view isMr Bennett: The reality was that the first time driver

was then picking up the fees to make the books that the database is our reason to exist, in a way. The
accuracy of the data is DVLA’s product. We havebalance, and that was not particularly helpful. What

we planned, because our fee structure needs to reflect had a constant application of various techniques,
and in particular continuous registration has helpedmore the systems, is for our drivers and our vehicle

systems gradually to come together. Whilst it is true, with this, to push up the level of accuracy. We have
three concepts of accuracy that are most importantas we were saying earlier, there is not a huge amount

of coming together at the DVO level, within DVLA to traceability.
we are bring our drivers and vehicle systems
together. Basically we went to Treasury and the Q160 Chairman: “Concepts of accuracy” sounds like
Department and said we want to do a balancing of an interesting parliamentary idea we could perhaps
fees. We went out to consultation. The result was develop! Her Majesty’s Government may be a bit
basically that we put down the fee for drivers so that ahead of you on some of that.
the driver now only pays a lower fee when he takes Mr Bennett: The most important aspect to us is
out a provisional licence than he used to pay. He traceability, and the police need traceability. When
does not pay for a full licence at all. That has enabled somebody commits a crime or when there is a
us—a very good DVO point—to join up with DSA problem, you need to be able to get to the person and
so that when a person passes his test, he is trace him from the records. Traceability is the top
automatically issued with a licence at no charge. The level accuracy we go for. That is at 97.4%. We want
driver’s fee in total has come down but the first to get it higher but that is where it is. Then there is
registration of vehicles has gone up marginally. the issue of timeliness of data. Timeliness is more
Clearly the motor vehicle manufacturers were not diYcult because it is about whether the process gets
that happy but, in consultation terms, it was felt it the data there quickly enough. One example of that
was placing the onus more eVectively across the is with the Post OYce. Prior to a year and a half ago,
public. before we put in what was called BART (Bar Coding

of All Relicensing Transactions) a person went into
the Post OYce and taxed his vehicle and it could takeQ158 Mrs Ellman: We have mentioned road safety.

There is some research, is there not, that has been up to six weeks for the paperwork to get from the
Post OYce into our system in Swansea DVLA.commissioned looking at medical conditions and

road safety. Could anybody indicate when that is Clearly this meant that sometimes the police were
stopping members of the public for not being taxedlikely to be available?

Mr Bennett: I think you were at yesterday’s when in fact they were, and that is quite
unacceptable. The bar coding transaction meansconference. For the benefit of everybody else,

broadly speaking two things are going on. One is that when you go in to be taxed now, they simply
wand the bar code and that updates the recordthat at departmental level and the European level,

looking at the actual cause, the types of medical overnight. That timeliness has now shot right up and
we have not had a problem with the police at all sinceconditions and how that should be tackled, so there

is the medical aspect of it. We in DVLA were looking we did that. There are several levels of accuracy. For
drivers it is a much more diYcult problem. It is amuch more, and this is what the conference

yesterday was about, at processes and whether we lower accuracy rate for drivers, the reason being it is
all about name and address. People just forget tocan adjust the processes for handling medical

applications. Clearly, as we were discussing update the name and address system on their driving
licences. It is one of the human failing. It is veryyesterday at the conference, the volume of older

drivers is going up. There is this problem of age and diYcult to get to them. Over time, we will be joining
up, and we will be doing the first phase of this laterthat is having an eVect upon drivers. I think this was

in the press today. On a more general note, there is this year, the drivers’ system—going back to an
earlier point—and the vehicle system such that whena general increase in medical conditions; some give
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you come in to update your vehicle details, which important to examine what does “reasonable cause”
mean for a given circumstance. I think that is thehappens very frequently because people are moving

or doing their tax, we can deal with the drivers at the issue to which you refer.
Mrs Ellman: What exactly is happening now insame time. We have some way to go on our driver

accuracy. Our vehicle accuracy is reasonably good, looking at the interpretation of reasonableness? You
said there is a problem about interpreting that. Isbut obviously we want to improve that.
there anything diVerent happening?

Q161 Mrs Ellman: There is not any automated link
between vehicle and driver? Q165 Chairman: Is your survey going to include
Mr Bennett: There is not at the moment. There are asking people what they think is a reasonable
two separate systems, and it annoys the public that boundary?
they have to give us their name and address change Mr Bennett: Absolutely, and that is the whole point
twice. That is clearly not good customer service. We about this consultation. The diYculty at the moment
are very intent about going down the route of saying is that we can give the information out only where
that if there is one name and address change, we will there are specific issues, for example if there is a road
update the total record. That is where we are safety issue or a potential crime issue, anything that
heading; we are not there yet. goes right to the core.

Q162 Mrs Ellman: When do you think you will be Q166 Chairman: Generally, what are we talking
there? about? We are talking about the police.
Mr Bennett: We will have some of that when we go Mr Bennett: We are talking about the police. For
live on drivers. We have already put in the new example, if a vehicle is abandoned in somebody’s
drivers’ system. We soft launched that in November. driveway and they cannot get their car out and they
We actually launch the first driver licensing next do not know how to get hold of the person, we would
month. Then we have four more transactions going have to make a judgment. We get them to send in
live this year. That will enable the public to update their information. We would then help them to find
the name and address on the driving licence on line. the person so that the car can be removed. Every one
That makes it a lot easier. At that point, we have a of these examples is quite diYcult to administer
link from the drivers to the vehicles. It will be because you are doing it remotely. With any of the
another three years I think before we have a link the major companies, and this particular one was a car
other way round, which is the link I really would parking company, we actually check that the
like, from vehicles to drivers. company is bona fide and they have to make the

request on headed notepaper, et cetera.
Q163 Mrs Ellman: Why three years?
Mr Bennett: Because we have got to put in a new Q167 Chairman: It might be quite useful if you lost
vehicles system. It goes back to the point that we you husband to come to you and say, “I need to have
want to use some of the money for that. We need his vehicle removed” and then get an address out of
gradually to invest in improving the infrastructure. you, might it not?
The drivers’ system that we talked about will be Mr Bennett: There is a risk. Whenever “reasonable
replaced within 18 months. We are engaged at the cause” comes in, there is a risk that you will get
moment on the drivers’ project. The vehicle system unscrupulous people trying to get a name and
then follows that. address.

Q164 Mrs Ellman: What about the protection of the Q168 Chairman: Oh, yes, there is, Mr Bennett.
driver information? Concerns have been raised Mr Bennett: The diYculty is that in law we are
about that. What do you see as the issue and what bound to give people that information: the name and
are you going to do about the problem? address of the vehicle keeper.
Mr Bennett: There is no issue with drivers’
information; ie the detail of drivers, test passes, Q169 Chairman: Is that what you are asking themmedical conditions or anything like that. That is not now?an issue. The issue you are referring to is the one of Mr Bennett: That is what we are doing and asking,data supply and one particular context was car “Would you please help us with this reasonableparking companies. There is a legal principle in place cause?”that we need to give data to anybody who, as it is
defined, has “reasonable cause” in law. You would

Q170 Chairman: Are you talking about the end ofknow better than I would about how diYcult that is
the year?to interpret. We seek to interpret that for individual
Mr Bennett: I do not know how long thecircumstances. We take as much information as we
consultation period is.can. This particular case was one that broke in the
Mr Hickey: It is with Ministers at the moment. IMail on Sunday. I am glad that on the back of that
hope that will be ready to publish soon.we are now having a public consultation. Ministers

have declared that we will do this. I think it is
appropriate because of the time because we are Q171 Chairman: How long has it been with

Ministers?getting much more into data sharing. It is really
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Mr Hickey: We have been talking to Ministers since Q176 Chairman: Mr Bennett, that does not always
happen, does it? There is real ill feeling because,this broke before Christmas. Ministers announced
frankly, there are occasions when it appears tobefore Christmas that they would be consulting
people working in the industry that if you are drivingshortly in the new year. I hope that consultation will
a vehicle that is registered somewhere on thestart quite soon.
Continent and you break every traYc rule in the
book, no-one is going to do much. They might

Q172 Chairman: We are not actually consulting at individually stop you, but I doubt even that. That is
the moment. You are saying we are about to consult. going to be more and more the case, is it not?
Mr Hickey: Yes. If it is agreed, then the Ministers Mr Bennett: I think it is a real issue. It goes beyond
have said they will publish a consultation paper my remit. I simply apply the law that is there.
about this, which hopefully will come out in the next
week or the week after, that sort of period, quite Q177 Chairman: If there is a sharing of data, that has
soon. to be on an even basis; it has to be with proper

safeguards and it has to be eVective, does it not?
Mr Bennett: The EU is considering this. This isQ173 Mrs Ellman: Is there an EU-wide database?
another area where they are very engaged in terms ofMr Bennett: There is. That is another issue that has
looking at the whole area of REGNET, the crossto be addressed over the next few years on the back
Europe network of Registration Authorities, andof this. At the moment, there is a sharing of data
RESPA, which is the driver licence initiative acrossbetween the European authorities and there are
Europe. There is a whole raft of discussion going oncertain guidelines. For example, there is a drivers
about that. It is at this topic level of how you dealand vehicles register across Europe which is looked
with sharing of data across boundaries to deal withat for dealing with criminal issues and so on, but as
these kinds of issues. This is in the EU dimension.we move downstream, there is becoming a much Mr Scott: My only point would be this: we have alllarger problem now which need to be addressed. read stories about uninsured and unroadworthy cars

This is quite a way oV. There are many areas that causing very serious accidents and some fatalities. It
need data from other countries. What is starting to is something that I believe, and I hope you would
happen now is that a local authority will phone up agree, needs tackling now, not some time in the
the Paris authority and ask for French details to be future when it is getting worse and worse and there
sent. We have people phoning up from the are more of it.
Continent asking us to give details. This is quite
untenable. Something that has to be worked on quite

Q178 Chairman: I think that was more an opinionstrongly over the next few years is data, starting to
than a question. The level of customer complaintsbecome joined up and to have a much stronger and received by the Agency has tripled since 1997. Whymore debated policy on exactly how one does join up is that?

across Europe. There are diVerent standards. Mr Bennett: Are you asking the DVLA that
question?

Q174 Mrs Ellman: How does that operate now? Is it
on a case-by-case basis? Q179 Chairman: I think I am, yes.

Mr Bennett: Complaints in DVLA are still reallyMr Bennett: Yes, it is on a case-by-case basis. For
low, between 40 and 90 per million.example, if somebody tries to come here and get a

licence when they have a foreign licence, say an EU
licence, we check out their licence on the system Q180 Chairman: I am not saying that they are not
where they came from to ensure that that is a genuine low. I am saying they have gone up since 1997. You
bona fide licence before issuing one. We can do that are a clever person and you know what that means.
sort of thing. Mr Bennett: I was just coming to that. The point I

was trying to make is that in real terms it is a very low
level at between 40 and 90 complaints per million.

Q175 Mr Scott: Can I go a little further into this? We We have to get that into context, I think. Every
see a lot of cars on our roads from former Soviet complaint is an issue as far as I am concerned. The
Union countries driving about and to the eye they reason for the increase you are referring to is almost
look a little dubious as to their reliability. What completely because of continuous vehicle
could be developed through better data links to stop registration and people’s understanding of what that
the possibility of uninsured and unroadworthy cars was. When it first came out, there was a lot of
on our roads? There are more and more of them on confusion when people were accountable for the
our roads. state of their own vehicle and making sure that they
Mr Bennett: That is a fair point. It is quite diYcult. taxed the vehicle on time or they transferred the
You are conscious of the situation on this when vehicle eVectively. We had many people who would
vehicles are coming in. Some things are done. I can sell the car and still expect the garage to make the
tell you what tends to be done. For example, arrangements for taking it out of their keepership.
Transport for London deals with the congestion That is no longer the case. The driver of the vehicle,
charge for vehicles coming in. They do pursue those the keeper of the vehicle, is legally bound to notify

us so that we receive confirmation that vehicle wasvehicles via the home countries.
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then moved out of his hands. At that point, they Mr Bennett: We were tightening the timetable. At
that point, because of the growth in volume (and Iknow they are in the clear. There was a lot of

confusion and discussion about that and we received explained that we had a huge growth in volume
particularly in emails on going to continuousmany calls in that area.
registration) we actually did have almost a fall over
in the system. The system could not cope, and thatQ181 Chairman: It is the whole business of a call, is
is the truth. We have now put in a brand-new emailit not? For 2002–03 you answered 91% of telephone
system in the last year. In December 2005, with thatcalls within 30 seconds, but by 2004–05 that was
new system, 99.1% of calls were answered in three83%. In 2002–03, you answered 97% of emails within
days and 86% in 24 hours, so we are in a completelythree days, which may have been a mistake on your
diVerent situation on emails now. We did have apart. By 2004–05, the figure was only 86%. What has
problem with emails. We had a problem withgone wrong there?
complaints because of continuous registration butMr Bennett: To put it in context, telephone growth
not on calls.has been 50% over three years from 2002–03 to

2004–05. That is the point. We have actually
Q187 Chairman: You are really saying to me that inanswered 99.5% of calls within 30 seconds.
December you more or less got it together and next
year’s figures will be back to what they should be. Is

Q182 Chairman: You supplied this information we that what you are telling us?
are working from in response to a written Mr Bennett: That is what I am anticipating, yes.
parliamentary question. Do you want to tell me
exactly what you are quoting now? Q188 Chairman: You are giving a little hostage to
Mr Bennett: Which page are you looking at? fortune, Mr Bennett, which doubtless I shall turn

to again!
Mr Bennett: I am anticipating that.Q183 Chairman: I have in front of me a written

parliamentary question in November 2005, which
you supplied, about complaint levels. It has Q189 Mr Clelland: I have noticed that Mr Markwick
complaints received, the year starting from 1997. has not spoken at all during the whole of this
The total is what is of interest. You went from 1,468 discussion. I am sure that is not because he is a shy
up to 4,777. person. I assume it is because nothing that has been
Mr Bennett: It is probably my fault but there are said up to now is particularly relevant to his
two things. department. Therefore I wonder why the Vehicle

Certification Agency is part of the DVO Group or is
it just that the Department has nowhere else to putQ184 Chairman: I have the breakdown as well
it?between telephone services and processing. You do
Mr Markwick: The VCA covers type approvalsnot seem to have done terribly well on processing.
before they are registered on the road. Part of thatWe still come back to the fact that these are quite
process relates to taking things like CO2 figures.marked changes, both with emails and telephone
DVLA does not register vehicles unless they arecalls.
approved for use on the roads. The DVLA needsMr Bennett: I will come on to the emails. Can I deal
VCA information for registration. It also needs thewith the telephone calls first? The first thing you
information in terms of the vehicle excise duty astalked about is compliance and the complaints are
well. The VCA works very closely with VOSA onnot necessarily a telephone response to customer
approvals, particular for trucks and things like that.service; that includes all of the customer service calls.
There is very good contact.For example, at the moment we answering 18.4

million calls in 2004–05 and 95.3 of those 18.4
Q190 Mr Clelland: What about the operating deficitmillion calls were answered within 30 seconds. That
which your agency has been running for the lastis the status for 2004–05. Broadly, that has not
three years? The reasons given for this werechanged. Our telephone answering has broadly been
apparently: predicted income from DfT being lowerokay over that period of time. Our email response
than expected and MSC; and higher debtor write-definitely dropped. Our email response was revised.
oVs. Could you explain that?It is worth pointing out that the target was revised
Mr Markwick: I would love to be able to share thatfrom 95% in seven working days to 95% in three
with my agency as well. VCA is a relatively smallworking days, so there has been a change of
agency. Therefore, any slight hiccup in revenues canworking days.
have quite a big eVect. On the DfT funding, there is
an enforcement budget that DfT administers, which

Q185 Chairman: We are doing a sort of Virgin VCA delivers on or operates to. Quite late in the year
timetable change here, are we? We are changing the 2004–05, the Department decided not to spend all of
goalposts? that budget. We had already incurred costs which
Mr Bennett: We tightened the target. are costs on labour. They held back a bit of the VCA

enforcement budget. There were some write-oV
costs or liability costs with the demise of MG-Rover.Q186 Chairman: So it is not a Virgin trip; it is the

reverse? You will know as well as anybody that happened
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right at the back end of the financial year. We had Q196 Mr Clelland: How do you manage overseas
bank accounts in order to minimise that?£50,000 worth of liability, a mixture of type

approval work and managing system work. We Mr Markwick: It is very diYcult. We are not like,
could not legislate for those. say, a big bank where we can buy forward on the

exchange and mitigate those losses. We try not to
shift money around. Where we have that loss inQ191 Mr Clelland: Your forecasting then gets much principle, we try not to take that loss. We manage

brighter and you think VCA will return to its surplus very carefully when we bring money back, if we need
situation within three years. How can you be so to. If the exchange rate is adverse for us, we will not
confident that that will happen? shift the money; we will leave it in the local account
Mr Markwick: We work on a commercial basis. Of funding the operation in that local area. Where you
course I cannot sit here and say I am 100% confident have our headline figures, we do not necessarily take
that in year X I am going to deliver Y amount of the actual cash loss; that is a provision.
surplus. I can tell you that our income, our revenue,
is 14% up this year on last year and our costs are up
between 11 and 12%. As long as our revenue is rising Q197 Mr Clelland: We are told that you are looking
faster than our costs, then we should be on the glide at other methods to mitigate risks, such as invoicing
path towards a surplus. in sterling.

Mr Markwick: We do, where we can, invoice in
sterling. If our customers are not prepared to pay inQ192 Mr Clelland: Presumably you have identified
sterling, then there is little we can do. I repeat thatwhat risks there might be to prevent you reaching
we operate in a commercial environment. If we dothat happy position. Can you share with the
not give our customers what they need to buy, thencommittee what they might be?
they will go and buy somewhere else.Mr Markwick: The risks are similar to any

commercial type operation, an engineering service
type organisation. You may remember back to when Q198 Chairman: You did not do terribly well on
my predecessor gave evidence to this very your legal computer system, did you, really? Did you
committee; he talked about potential slippages in talk to people before you made the transition to a
manufacturers’ product launches. VCA, in terms of new system? It says that the core services were
the activity it delivers, generates fees from severely disrupted.
manufacturers happens right at the end of the Mr Markwick: Can you give me a little more detail?
vehicle engineering process. If there is a hiccup in
that engineering process, which is nothing to do with

Q199 Chairman: We have been told you did not giveus (it is down to the engineering process), then that
a satisfactory level of service to a large percentage ofwill delay the certification and final approval side.
your customer base.That is a risk. To mitigate that we are trying to
Mr Markwick: I am not sure that is correct. Again,spread our net so that we have a larger customer
I would need to do more digging and come back tobase. We have been working hard to increase our
you on that. We have not changed our coreglobalisation, particularly over the last couple of
computer system. We have suVered from someyears, and that is working. If we are less dependent
breakdowns in our headquarters’ server and in theon fewer companies, thus we are trying to mitigate
email group line system that has happened, and sothat risk.
we work very hard to improve our resilience. We did
run a business disaster test just before Christmas.

Q193 Mr Clelland: You say that the Agency expects The resilience that we have embedded in the system
to double its expenditure by 2007–08 against a 44% held up extremely strongly. We believe those issues
predicted increase in income. are now behind us. With our groupwide email
Mr Markwick: I do not remember that. system, that is common across DfT. This is yet

another indication where DVO worked well for us.
We were able to take benefit from the maintenanceQ194 Mr Clelland: This is in your evidence, is it not?
contract that DfT has with Mogul, the supplier andYou have a pattern of falling expenditure for the last
benefit from that activity.three years and expenditure is expected to rise again

in 2005–06 onwards. In particular, a significant rise
is expected in 2007–08, a 25% increase in payroll and Q200 Chairman: We understand the main bit of your
141% increase in other expenditure. foreign currency loss, but there is also an
Mr Markwick: I am sorry, but I am not familiar with involvement with China and India. Was this
those figures. I would need to come back to you on something that could have been foreseen or was it
that. something unusual?

Mr Markwick: This investment is in a start-up,
Madam Chairman, and so in 2004–05, we wereQ195 Mr Clelland: You can come back on that.
doing the homework to start the VCA ChinaWhat level of foreign exchange loss did the Agency
business, which we opened formally in April 2005.have in 2004–05?
There was no business problem there. It was anMr Markwick: It has changed a lot. It was in the

order of £50,000. investment.



3351221016 Page Type [O] 21-07-06 13:02:46 Pag Table: COENEW PPSysB Unit: PAG1

Transport Committee: Evidence Ev 49

8 February 2006 Mr Stephen Hickey, Miss Rosemary Thew, Mr Clive Bennett,
Mr Paul Markwick and Mr Stephen Tetlow

Q201 Chairman: It was an investment you put in; it Q208 Chairman: I come back to VOSA because
possibly that would be interesting for us. There haswas not a direct loss?
been very a considerable retained surplus in respectMr Markwick: Exactly.
of MOT fees, has there not?
Mr Tetlow: Yes.

Q202 Chairman: Mr Markwick, we have allowed
you to escape this afternoon, but, when you look

Q209 Chairman: Have you spent any of the money?across the table, do you really belong as part of this
Mr Tetlow: No. What we are planning to do is to usegroup? You are a bit sui generis, are you not?
that money to invest in the system and doMr Markwick: We think we both deliver good value
technology refresh over its life.to DVO and get good value from DVO for us, so,

yes, we are comfortable being a member of DVO.
Q210 Chairman: Technology refresh? You meanWe are a diVerent scale in terms of an operation.
that you are going to buy some new toys?
Mr Tetlow: Under the contract at the moment, there

Q203 Chairman: You do not really fit in with any of was provision originally for one technology refresh.
them, do you?
Mr Markwick: I think some of our core services do Q211 Chairman: I am not quite clear what a
fit in very well, although we are not delivering to the “technology refresh” is.
general public; we are delivering to businesses and Mr Tetlow: It is an IT system that will have a life of
manufacturers. at least 10 years.
Mr Hickey: There is a genuine economy, I think. If
you ask what DVO does, it basically says which bits

Q212 Chairman: Is it likely to be able to connect withof metal and which people should be allowed out on
anybody else?the roads. VOSA and VCA are both in the business
Mr Tetlow: Yes, and it is connecting with otherof doing that.
people.

Q204 Chairman: It is still quite a way back, is it not, Q213 Chairman: That will make it interesting.
Mr Hickey? In eVect, they do an excellent job but Mr Tetlow: What we want to do with that money is
they are doing it before we get anywhere near any of to make sure that system keeps up to date, and it will
the other agency services, are they not? Do you be reinvested in the system.
genuinely believe that they belong as part of the
group? Is that what you are saying? Q214 Chairman: Your surpluses—2002 cumulative
Mr Hickey: I think the alternative of having them surplus £12 million, £20 million in 2003–04,
entirely separate would be a loss. £30 million in 2004–05 and a cash balance, which is
Mr Markwick: There is also value added in the quite comfortable—
technical capability of the VCA engineering staV Mr Tetlow: Yes.
which transfers also into VOSA and DVLA. We are
now taking some more rigorous steps to ensure that Q215 Chairman:—are going to be held for this new
happens through the Vehicle Technology Forum. system?

Mr Tetlow: One of the reasons for that cash balance,
slightly perversely, is because of the delay. We keptQ205 Chairman: How often does that meet?
payments back that were originally due to SiemensMr Markwick: It meets every two months.
so we had a bigger cash balance than we thought.

Q206 Chairman: Do you also have a system that can Q216 Chairman: You have £108 million, you are not
transmit these elite from one agency to another? exactly in the poorhouse, are you?
Mr Markwick: In terms of electronic systems, Mr Tetlow: Indeed but some of that money is now
through email that is not a problem and thorough being paid to Siemens because the system is rolling
virtual private networks, again that is not a problem, out, in fact it has all but rolled out, and we will be
but we are not on the same business operating investing most of that money in the system over the
systems as the other agencies. We cannot aVord to next few years.
run those.

Q217 Chairman: Motorists have been paying over
the odds for the MOT test for two years. Are theyQ207 Chairman: You have not found any diYculty
going to get any period of grace before they go upwith exchanging information or exchanging
again?consultations?
Mr Tetlow: Our intention is to go out to consultationMr Markwick: No. That does not mean to say no
on the next fee increase. The intention is that will notimprovements could be made. We are now
be until April 2007.discussing a common type approval database as part

of the revised framework Directive to give better
information to those who work in DVLA. There can Q218 Chairman: What were the problems that you

found in this new computer system?be improvements.



3351221016 Page Type [E] 21-07-06 13:02:46 Pag Table: COENEW PPSysB Unit: PAG1

Ev 50 Transport Committee: Evidence

8 February 2006 Mr Stephen Hickey, Miss Rosemary Thew, Mr Clive Bennett,
Mr Paul Markwick and Mr Stephen Tetlow

Mr Tetlow: Do you mean with respect to— service? Do you not think it is right that they should
only pay for the enhanced service when it is
available?Q219 Chairman: Yes, there is considerable delay,
Mr Tetlow: I think in eVect they have. There haswhat has gone wrong? Did you give them the wrong
been a staged increase in those prices to pay for theterms of reference?
system as it has been coming on-line. I think it is veryMr Tetlow: There are two mains reasons for the
true to say that the cash balance, because of thedelay. The first one is that there was a lack of
delay, we have delayed payments to Siemens untilunderstanding of the complexity of what this
the system has come on-line. There is an argumentsystem needed.
to say that if this had not been done in the way it was,
the taxpayer or the motorist would have had a muchQ220 Chairman: You mean you did not know what greater burden. What we are intending to do is holdto tell them before you gave them the parameters the price increase down as long as we can, balancedwhich introduced the system? against the continuing investment we need to makeMr Tetlow: The original specification needed quite a into the system.lot of amending as it went through in the

consultation with the trade. There was also the
Q226 Mr Goodwill: At what point do you think thesecurity aspect of the system which was probably
police using their roadside cameras will be able tounder-estimated. A lot of changes were made to the
start checking for which cars are MOT-ed and whichoriginal technical specification of the system as it
are not? Presumably that is the end game, that is thewent along which compounded the delay.
real benefit that as well as checking on people who
have not paid their car tax we will be able to pick upQ221 Chairman: What timetable are we talking
on cars which are not insured and cars that are notabout now?
MOT-ed. At what point will that be viable to theMr Tetlow: We have renegotiated the contract. In
police?our new business plan we set a timetable to have the
Mr Tetlow: To some extent the police can get intocomputer system rolled out by April this year, and
that database now. They can check that against thewe are on target to do that. We have, as of last week,
database.17,400 garages live on the system out of 18,400.
Mr Hickey: The MOT database will not be
completely populated until the full roll-out which

Q222 Chairman: 17,400? takes you into a year after the last car goes to the last
Mr Tetlow: 17,400 are now live on the system. garage. It is a way oV before the database is

complete. It is building up fast.
Q223 Chairman: You have a very small amount to
go, is that what you are telling us? Q227 Mr Goodwill: When will that be?
Mr Tetlow: About a thousand to go. Mr Tetlow: About two years.

Mr Hickey: Theoretically the last garage goes live
Q224 Mr Goodwill: Mr Tetlow, what are the next month. If I have my car MOT-ed the day before
advantages of having this system computerised for it goes live it is another year, you can miss it by a day.
the car owner and I suppose for the Government as It could be two years oV.
well? What are the advantages which we have had to Chairman: I am conscious of the fact we have kept
wait two years longer for than we would have you quite a long time but we have a little bit more to
expected? ask you.
Mr Tetlow: For the consumer, the motorist, they get
a better service. It means that the integrity of the Q228 Clive EVord: What constitutes a suitable
MOT system can be much better monitored. You location to carry out inspections and roadside
know the quality control which we can apply to the checks across the country?
way the MOT system is administered which we Mr Tetlow: Do you mean in terms of the annual test
could not do before. It provides better customer inspections?
services, some of which are due to come but one of
which is electronic vehicle licensing which we heard

Q229 Clive EVord: No, the roadside inspection, theabout, that would not have been possible before. For
spot checks?the Garages, the MORI poll which we have just
Mr Tetlow: Spot checks?completed says 97% of garages have said it is either

an improved or better system than they had before,
Q230 Clive EVord: Yes?as far as they are concerned. For the Government,
Mr Tetlow: Where we think the most transgressionsyou are getting a better administered system which
are likely to be.should lead to safer vehicles on the road.

Q225 Mr Goodwill: I taxed a vehicle on-line, it was Q231 Clive EVord: Let me give you a steer of what I
am aiming at. We have had evidence from Stenaa tractor which did not need an MOT so I guess that

is why I could do it. Is it not true that for two years Line Ports Limited that there is a disproportionate
amount of inspections which take place near to theirthe customers have been paying a Rolls-Royce price

but continuing to get the less than a Rolls-Royce ports which has a knock-on eVect on their business
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in terms of people suspecting that there may be stops Q237 Clive EVord: You are currently reviewing that
and there is the possibility of relocations?close to that port therefore not using that port and
Mr Tetlow: Yes, that is right.using another route.

Mr Tetlow: In terms of targeting various operators
we think who are going to transgress, we will target Q238 Clive EVord: How eVectively does this system
port stops on those roads where we think there are of vehicle checking operate in Europe? Has any
likely to be a lot of transgressions. eVort been made to improve procedures across the

EU?
Mr Tetlow: Yes. We do transfer and share dataQ232 Clive EVord: Do you publish the results so
across the EU. We do have a number of fora withwhere the amount of stops are taking place are
which we deal and share enforcement data.publicly known in order that people can see the

system is transparent and that there is a fair spread?
Q239 Chairman: The EU does go in for fora as weMr Tetlow: We do not necessarily publish where we
all know.are going to do our stopping in advance because that
Mr Tetlow: Indeed.would defeat the object.

Q240 Clive EVord: Moving on, I am conscious ofQ233 Clive EVord: No, but the outcomes?
time, the weigh in motion sensors, you said in aMr Tetlow: In terms of the outcomes, yes we do recent interview that these could have a “dramatic

publish our outcomes of where we stop and how we eVect” on operations. Can you expand on that?
have done. Mr Tetlow: Yes. We have been running a trial on

weigh in motion sensors embedded in the road
coupled to automatic number plate readers.Q234 Clive EVord: It would be possible for someone

to find these figures and look at what the outcomes
were? Q241 Chairman: What, on the way into the centre, is
Mr Tetlow: I think by individual location, no they that what you are saying, or just one on the main
could not, but we can tell you by which nationality road somewhere?

Mr Tetlow: It is actually embedded in the road. Aand which enforcement area where we applied our
lorry drives underneath a gantry, we know what theeVort.
axle weight is on that vehicle. There is a camera on
the gantry which checks the number plate of the

Q235 Clive EVord: Does that complaint from Stena vehicle against the database of what the maximum
cause you any concern? Is it something you would loading on the axle should be. We can tell, within an
look at? instant, whether that vehicle is operating legally or
Mr Tetlow: It rings true. I am aware of that illegally it looks like with about 90% accuracy. If we
particular complaint. I am also aware of a large then use that information to stop the vehicle and
amount of illegal traYc coming out of that take it to a weighbridge, we can in fact take action
particular port. What we do try and do is work very against that vehicle if we need to or what we can do,
closely with the port authorities to come to a and what we are looking at doing, is if we cannot
successful or reasonable compromise. stop the vehicle we can go and see the operator and

get the information.
Chairman: As long as you can identify it.

Q236 Clive EVord: What about the geographical
spread of these locations? It has been suggested to us

Q242 Clive EVord: Why did you choose to roll thisthat they are more based on the 1960s than their
out on the major routes in the South East?current pattern of travel.
Mr Tetlow: We are not just going to do it in theMr Tetlow: I would say that applies more to the test
South East but we thought that would be a goodstations themselves rather than the test sites. If I deal
place to start both because that is where we know awith the test stations, I think it is true to say that the
lot of our target enforcement needs to be and alsovast amount of our estate was built in the 1960s and
simply because of the volume of traYc in thelife has moved on from there. We are looking very
South East.carefully at the new locations and how we need to

change our estate to meet more modern needs. That
Q243 Clive EVord: Can you explain to us how therefers to the just under 100 test stations that we have
points system for Vehicle Inspectorate oYcersaround the country, we are doing a lot of work on
works?that, and a lot of investment. In terms of where the
Mr Tetlow: Are you referring to our performancetest sites are, for example the weighbridges, as Mr
gain or the operation—Hickey referred to earlier, again there is some more

modernisation that needs doing. We have been
building new sites, there is one on the M24 and we Q244 Clive EVord: I will tell you, we have had
are looking at the moment at putting new evidence from Eurosun Coaches and they are
enforcement sites especially on the M2 and M20 concerned that the points system means that the

examiners are awarded very few points for a driverhopefully next year.
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prosecution but for an operator they get a lot of Q250 Mrs Ellman: Are you confident that you will
be able to run it this year?points. I guess we could say “They would say that,
Miss Thew: No, I do not think I can say withwouldn’t they”.
confidence. We have done as much as we can to tryMr Tetlow: I am reminded of a phrase “They might
to see that next year’s target is as good as we cansay that”. I think all I can comment on that is that
make it but I think there is still more for us to do.we did not devise the points system, it was done by

an independent consultant and approved by Audit
and the Department. Like any system it is bound to Q251 Mrs Ellman: You seem to have reduced some
have slight vagaries but I believe it to be of your targets, for example answering telephone
intrinsically fair. calls, why is that?

Miss Thew: The targets for 2004–05?

Q245 Clive EVord: You believe it to be fair, you do
Q252 Mrs Ellman: This is 2005–06.not think it is skewed in favour of catching operators
Miss Thew: 2004–05 against 2005–06, yes. We didrather than drivers?
not meet our targets in 2004–05 for service standardsMr Tetlow: The onus on the safety is on the operator
in quite a lot of respects. The targets for 2005–06as well as the driver.
were in fact set before I joined the Agency. I amChairman: Because of the legal responsibilities.
afraid I am not sure I can comment on that.

Q246 Clive EVord: You do assess the vehicle Q253 Chairman: I think “not me, guv”, does not goenforcement oYcers as well and monitor their down very well, Miss Thew.
performance in relation to this? Miss Thew: I fully accept that.
Mr Tetlow: Yes, we do.

Q254 Chairman: You are going to go away and do a
Q247 Clive EVord: Do vehicle enforcement oYcers bit of homework and give us a note. Okay?
work a locality? What assurance is there for smaller, Miss Thew: I certainly accept that, Chairman. My
local firms that are complaining about treatment point was really saying that I am not sure why the
from their oYcers which means they will not be targets were reduced. They were not met in 2004–05
targeted as a consequence? and I think it was probably a reflection of the fact

they were not met in 2004–05.Mr Tetlow: We do monitor the performance of each
Chairman: We just need a little note from youarea. We try, as much as we can, to make sure that
saying why.there is a proper decent complaints system. We have

made available to the Confederation of Passenger
Transport an anonymous complaints system so that Q255 Mrs Ellman: Sickness absence was worse than
if someone does not want to make themselves known anticipated?
they can talk to us. Miss Thew: Sickness absence is a very great deal of
Chairman: That is good. I want to come on to the concern to me. Sickness absence is running at very
DSA finally, Mrs Ellman. unacceptable levels.

Q256 Chairman: Why, do you think?Q248 Mrs Ellman: In your memorandum you say
Miss Thew: I think there are a whole lot of factorsthat your forecasts were not accurate, last year.
for this. What we have got in place is an action planMiss Thew: Yes.
which comprises about 16 points which is being
implemented at the moment. We have in particular

Q249 Mrs Ellman: Why is that? What is the eVect? to ensure that we are complying properly with the
You say it has aVected the ability to provide services. processes. The processes are there, they are sound
Miss Thew: That is exactly right. Demand for car but I am not sure whether or not there is full

compliance. There is an underlying factor in so farpractical tests has exceeded all our expectations, in
as driving examiners are concerned, there have beenfact in 2002–03 it ran at 1.4 million and 2006–07 we
incidents where driving examiners have beenare anticipating it is going to be 1.9 million. Last year
involved in crashes and accidents and that haswe had a forecasting tool which proved not to be
caused a slight increase in the level of sickness.accurate but this year we have invested in better

accuracy. In fact we have had the benefit of one of
our non-executive directors having a particular look Q257 Chairman: Presumably you could have done a
at our forecasting model. I still think there is a little disclaimer on the bottom of some of the
tremendous amount of work to be done on this. It is information you gave. If it was 11 days an employee
very strange in the way that demand has shot ahead. and it is now 14.6 days, that is nearly three weeks a
We have taken into account demography and we year per person. It is pushing it a bit.
have taken into account a lot of other factors but still Miss Thew: It is very, very worrying. It is a real
we have been surprised by the level of demand. That worry to me over the course of the time I have been
has caused us to run foul of the six weeks’ waiting with the Agency. It is going to be something that I

am taking up with the management team attime.
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conferences that I am holding in February and Q267 Mrs Ellman: You have a contingency
provision?March. It is going to be a priority for everybody

within the Agency. Miss Thew: I am not sure what figure you are
referring to here.

Q258 Mrs Ellman: You have changed your
contractor for theory tests.

Q268 Chairman: We have some bottom line figures,Miss Thew: Yes.
have we not? We want to know why you planned
surpluses and deficits in such a way that althoughQ259 Mrs Ellman: Why is that?
you say you will breakeven over the long term, andMiss Thew: We changed the contractor for theory
although you say you are now in surplus, you didtests, it is now with Pearsons, because there were
record deficits in 2003–04, 2004–05. These weresome problems in delivery with the former
presumably planned deficits, were they not?contractor. I am pleased to say that Pearsons are
Miss Thew: We have been in surplus for a number ofnow meeting all of the service standards that they
years. Our plan, as the multi-purpose test centreswere set.
roll-out, is that we will get into deficit. It was
intended at one point that would happen in 2004–05Q260 Mrs Ellman: You had a debtor, £8 million.
and 2005–06 but in fact, because of delays, it has notWhat was that in respect of?
happened.Miss Thew: I am not sure.

Q261 Mrs Ellman: In the annual accounts 2004–05. Q269 Mrs Ellman: Your payroll has increased
Miss Thew: I do not know what the debtor is, I am significantly?
afraid. Miss Thew: Yes, it has.

Q262 Chairman: It is payment of implementation
costs on the theory tests contract. It went from nil to Q270 Mrs Ellman: A 12% increase expected?
£8 million, which is interesting. Miss Thew: Yes, that is the result of increased
Mr Hickey: If it was in relation to the theory test investment in driving examiners. Because of demand
contract, it was a residual dispute between the we have recruited some additional driving examiners
previous contract, Prometric, and the DSA about in order to be able to meet the six-week target. The
whether or not the DSA was or was not liable for payroll and pension costs have increased as a result.
some payments after the contract technically ended.
They claimed that DSA owed them for some period
after the contract ended. That dispute has now been Q271 Chairman: I think we are going to send you a
resolved, and I think that figure has not been little note with a few more questions, Miss Thew.
realised. Miss Thew: Of course.

Q263 Chairman: We need a little note on that too,
please. I am giving you lots of homework so you do Q272 Chairman: I am sorry we have allowed you to
not get bored. relax under the impression that you have escaped,
Mr Hickey: Yes. that is not necessarily the case. Mr Hickey, I do

genuinely want to say thank you to you and your
Q264 Mrs Ellman: Will you have a surplus or deficit colleagues because you have been very tolerant, very
in 2005–06? kind, hard working. I think that for us this is a very
Miss Thew: We will have a surplus. The reason for important investigation because we need to know
the surplus is we had anticipated that we would have your DVO is working eYciently, we need to know
more sites purchased for multi-purpose test centres. that all of your component parts are firing on all
This is as a result of the European legislation which cylinders, which is I hope the right thing to say with
requires us to do diVerent testing for motor cycles a group of particular agencies, but I think, also, that
and our anticipation was that we would have 20 sites because we do rely on you right the way across the
during the course of 2005–06. In fact those have not board, and because you do throw up so many very
come into fruition and that has resulted in our important issues, it has been quite helpful. I did want
surplus. to ask you, but I will write to you about it, about the

numbers of vehicles that were recalled, because I was
Q265 Mrs Ellman: What level of contingency does it a bit surprised to see that in the 12 months up until
maintain? 2005 1,000,009 vehicles were recalled because of
Miss Thew: Contingency for the testing sites, do concerns about defects which could lead to injury
you mean? and death. That is the highest ever number, more

than 250% up on the previous year. Do we know
why that is?Q266 Chairman: IF you are moving from deficit to
Mr Hickey: Not oVhand.surplus, what degree?
Mr Markwick: I think it is reflecting the increasingMiss Thew: We are in surplus already, we are not

moving from deficit to surplus. complexity of vehicles and vehicle systems.
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Q273 Chairman: Forgive me, Mr Markwick, the Q274 Chairman: I do think we need a note on that.
Committee are told vehicles are becoming more Mr Hickey: Sure.
eYcient. Unlike the times when I started out married
life pushing cars, we are told now it is all very
eYcient and it all works.

Q275 Chairman: We would like to know why soMr Markwick: I do not think anyone could
many vehicles are coming out of factories withchallenge that today’s vehicles are far safer than they
significant design defects. I am grateful to you all.were 20 years ago. Within that there is a lot more
Thank you very much indeed for coming. You all getcomplexity. I think some of the terminology may be
special gold stars on your Civil Service records.a little bit overstated because many of the wrinkles
Mr Hickey: Can we ask for that to be recorded!are not absolute crash-bang safety issues but they are

upgrades of software, for example. Chairman: Not bonuses, just gold stars!
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Chairman: Good afternoon to you gentlemen. We Mr Robertson: It is not having an impact on our
direct and immediate services to customers. It is verydo have one or two small bits of housekeeping and
important to us now, of course, that we have a directthen we shall come to you if we may. Let us begin
customer interface with the rollout of the TraYcwith Members who have an interest to declare. Mr
OYcer Service.Clelland?

Mr Clelland: I am a member of Amicus.
Q281 Chairman: It seems to be very wide, civilGraham Stringer: I am a member of Amicus.
engineers, bridge engineers, environmentalists,Chairman: I am a member of ASLEF.
traYc management oYcers. Is it not true that this isMrs Ellman: I am a member of the Transport and
going to hit the Highways Agency’s ability to reachGeneral Workers’ Union.
its performance indicators?
Mr Robertson: I do not believe it will.

Q276 Chairman: May I ask you to introduce
yourselves for the record. Q282 Chairman: So you would not accept that a lot
Mr Robertson: Good afternoon, Chairman. I am of your work depends on goodwill from your staV
Archie Robertson. I am Chief Executive of the because they have to do an enormous amount of
Highways Agency. travelling?
Mr Zuydam: Good afternoon, Chairman. I am Mel Mr Robertson: All of our work depends on the
Zuydam. I am the Finance Director for the goodwill of our staV. 500 staV decided to vote in

favour of action short of a strike; many moreHighways Agency.
decided not to strike.

Q277 Chairman: Mr Robertson, did you have Q283 Chairman: Why did they do that, Mr
something that you wanted to stun us with before Robertson? It is fairly widely based and it is quite
we begin? targeted. You are an Agency that has a direct
Mr Robertson: No, Chairman. We have provided interface with the public. Why are your staV so
you with an integrated brief from the Department dissatisfied?
and the Agencies. We are ready to go straight in. Mr Robertson: This is an action taken by 500 of the

3,200 staV that we now have. We had a protracted
pay negotiation this year in which a number of issuesQ278 Chairman: Is it true that some of your staV are
were raised, including issues around pay bands andworking to contract?
ultimately our ability to make sure that we hadMr Robertson: They are all working under contract.
arrangements which would attract, retain and
motivate all ranges of our staV. This year we have
made some particular eVorts to make sure that weQ279 Chairman: I said working to contract. I know
could continue to attract graduates, both generalistthe diVerence, Mr Robertson.
and technical, and we made some adjustments inMr Robertson: A number of them did vote recently
agreement with the unions on that. The unions hadto work to take action short of a strike, that is
some other things that they would have liked us tocorrect, and as I understand it that is continuing.
do as well. I was simply unable to do it within theThey have set a date until the 28 or 29 March to
remit that was available to me from Government.continue with that. There has been no interruption

to our services to customers that has been brought to
Q284 Chairman: How long do you think this is goingmy attention, but clearly it is disappointing that we
to go on?find ourselves in a situation where some of our staV
Mr Robertson: We have imposed pay because I dohave felt dissatisfied enough to work to contract.
not think it is right to hold back pay from people
over one dispute that aVects a few people. We have

Q280 Chairman: You are quite convinced this is made the pay settlement. People have had the money
they are entitled to. We are continuing to meet withhaving no eVect on your work at all, are you?
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the unions monthly at our regular meetings. As far Mr Zuydam: At this stage not. Because it was so
urgent, what I decided with my team was, ratheras I see it at the moment, it will conclude at the end

of March. Unless advised otherwise by the unions, I than embark on another potentially costly and
lengthy IT project, we could see what we could dobelieve it will conclude.
with the tools we had and that is the approach we
have taken, which I believe in the 2004–05 year boreQ285 Mr Leech: Is it not the case that the dispute is
some pretty good fruits in terms of returning theto do with payments to the people who are at the top
Agency to a state of financial control. However, weof the scale? Is it not the case that by those people
have not finished and the next stage is indeed hardbeing most aVected by these changes you are
coding those improvements into the Agency byeVectively discouraging your most experienced staV
automating the systems and indeed making them afrom staying with you?
little bit more robust.Mr Robertson: There is a pay scale issue here both at

the bottom of the pay scales and the top of the pay
scales. The issue at the top of the pay scales is where Q290 Chairman: We asked whether systems were in
people who have been with the Agency for a number place that would provide adequate safeguards
of years and who have risen to the top of the pay against any recurrence of what was a very bad
scales but perhaps have not got promoted to higher episode. Are those safeguards in place now?
gradings have been given pay increases within the Mr Zuydam: I believe they are.
remit that we can aVord but those increases are not
fully consolidated and built upon.

Q291 Chairman: How eVective have they been?
Mr Zuydam: I believe they have been very eVective.Q286 Mr Leech: Is it not the case that there is a wide
In the year ended March 2005 I believe that thediscrepancy between the pay increases that the
Agency not only delivered good value for money topeople at the top of the scale are being oVered in
budget but also demonstrated financial control forcomparison to people in the lower scales?
the in-year expenditure down at the projectsMr Robertson: It depends on performance, of
management level.course. Obviously you cannot draw generalisations
Mr Robertson: Could I add something because I amon it. It is the case that we have augmented salaries
the Accounting OYcer after all and the eVectivenessat the bottom of the scale in order to attract people
of accounts is rather important to me. I would likeinto the Agency, which is where I see the principal
to commend Mr Zuydam on the excellent job he hasissue in terms of having the resource we need to carry
done coming in here. Not only has he brought meout the job, but that is a relative issue, not an
good knowledge about my management accountingabsolute one. We very much value the contributions
now so that I can make good tactical decisions toof people who have been working with us however
make sure resources are well deployed, he islong it is.
producing for me half-year accounts, which were not
produced by the Agency in prior terms, so that we

Q287 Chairman: I think we will come back to that, can look at the big picture of the Agency.
Mr Robertson. You will remember that we did point
out to you in our 2003 report that we were very

Q292 Chairman: The people working on specificconcerned about the serious deficiencies with the
projects, do they get access to this information?Agency’s accounting systems and we were told you
Mr Zuydam: They do, Chairman, on a monthlywere producing a strategy which would enhance
basis, which is a great improvement from the past.project and management accounting. Can you tell us
However, we have got yet further improvements towhat you have done?
make.Mr Robertson: First of all, we have recruited people

to run our finances professionally. Mr Zuydam is
right at the front of that so I am going to ask him Q293 Chairman: Tell me a bit about yourself. What
to answer. did you do before you came into this job?

Mr Zuydam: I have been a finance director for some
Q288 Chairman: Mr Zuydam, what have you done 20 years.
about the Agency’s finances?
Mr Zuydam: The approach we have taken is to look

Q294 Chairman: Where?first and foremost at the financial skills in the Agency
Mr Zuydam: In the private sector prior to theand to combine that with some immediate and
Highways Agency.urgent provision of management information. In

short, what we have done in the last year and a half
is restructure the finance function of the Highways Q295 Chairman: Could you tell us a name or is it
Agency, bring in better financial skills combined secret?
with the production of monthly accurate and useful Mr Zuydam: Half of that was in the manufacturing
financial management information, which I believe sector with a company called Stylo. If anyone is
has greatly enhanced the in-year financial control, a footballer here, you will know “Stylo
budgetary control and accountability. Matchmakers” football boots, and the second half

was substantially with Balfour Beatty.
Chairman: So you certainly have relevantQ289 Chairman: Did it have any costs associated

with this new system? connections.
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Q296 Graham Stringer: Can you explain your staV Q303 Graham Stringer: Have you looked at
alternative arrangements for meetings? Do you havedispersal policy?
more meetings with ministers in London than youMr Robertson: If I understand that—
do with your management staV in Birmingham,
Manchester, Leeds and the rest of the country?

Q297 Graham Stringer: It is to do with moving staV Mr Robertson: Our board team is distributed
out of London. amongst several oYces. Board directors are based
Mr Robertson: We have moved our staV out of here, in Bedford and Birmingham. So we are moving
London under an initiative initiated before I joined. around to meet our staV at all of the locations all of
Our staV are now concentrated very close to where the time. We meet here in London for meetings and
people use the motorways, in particular with the alternatively in the oYces so that we have the
employment of what will by the summer be 1,200 opportunity to talk to staV, to brief staV and to take
traYc oYcers and 300 people in traYc control their views, but most of the meetings are either just
centres. Then we will be operating from geographically convenient to bring people into
approximately 50 sites, many of which are very small London because that tends to be where the
oYces where people just come in at the end of their communications links are strongest or tend to
shift and debrief. Otherwise our staV are deployed to involve people who are already based in London.
nine locations: 11 oYces in regional capitals, in
Leeds, in Manchester, in Birmingham, in Bedford,
in Dorking and in Bristol, those are our principal Q304 Graham Stringer: Have you done a value for
areas, and then I keep a small oYce to support money study on keeping the headquarters and the
myself and key directors here in London where there meeting rooms?
are now fewer than 50 people and falling. Mr Robertson: We did a value-for-money study

when we undertook the original move which
displaced something of the order of 600 people out

Q298 Graham Stringer: Why have you not dispersed of London and we have now pretty much brought
yourself? Why are you further away from that process to a conclusion. We will need to look at
motorways than all your staV? what our future requirements are as the organisation
Mr Robertson: I am here to give advice to and settles and, in particular, as we become much more
sometimes take advice from the Roads Minister and distributed anyway with the roll out of the TraYc
the Secretary of State for Transport. OYcer Service.

Q299 Graham Stringer: And you do not have Q305 Graham Stringer: Are you going to re-look at
enough confidence in the roads to be able to get here a value-for-money study on the headquarters in
on time? London?
Mr Robertson: It would take a while by any form of Mr Robertson: At the moment we are looking at
transport from any major city outside London. what our staYng needs are in London and there will

be some reductions to come there.
Q300 Graham Stringer: I am not convinced it would
take that long from Birmingham. How much is the Q306 Chairman: How many of these administrationannual rent for your headquarters in London? staV are actually based in London? You have got
Mr Zuydam: I believe our headquarters in London large numbers of administration staV compared
cost in the region of, for rent and rates, service with all the other specialties, have you not?
charges, approximately £300,000 or £400,000, so it is Mr Robertson: Most of the people in London arenot cheap. administration staV. Administration staV in the

Agency includes all of our specialist engineers, they
are all included in our admin budget, but many ofQ301 Graham Stringer: And that is for less than 50
them are technical specialists or project specialists,staV?
they are not administrators.Mr Zuydam: It is approximately 80 as we speak at
Clive EVord: How many?the moment.

Q307 Chairman: The 1,590 figure that you haveQ302 Graham Stringer: How long is your lease for?
given us, which certainly looks disproportionateMr Zuydam: This is not information I have at my
with everything else, programme staV 142, staVfingertips but I am going to make an estimate. I
engaged in capital projects 299, you are telling usbelieve it has probably another five or six years to
that they are specialist staV as well, are you? Do yourun.
know how many you have got?Mr Robertson: There is a lot of call for our staV to
Mr Robertson: In rough terms less than half of thecome to meetings with other oYcials, for example
total staV in the administration budget areDfT oYcials and oYcials in other departments in
administrators, but we have administrators toLondon, so quite a lot of our oYce is given over to
support the technical specialists so that they can do“hot desking” facilities. Perhaps a third of the space
their work and that is the way they are organised andis used by people who come in for the day, go to a
they are distributed through the Agency’s locationsmeeting, come back, do their day job and then return

to their oYce. in order to operate in that way.
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Q308 Mr Leech: You said that the cost of the oYce coming up to renewal. They are certainly delivering
was about £300,000. How does that compare with continuous eYciency and they are certainly
the other oYces around the country? delivering improving performance, not least on the
Mr Zuydam: Inevitably the cost of oYce space in back of the lessons of “White Friday”.
London is probably the most expensive in the
country, so per square foot it is probably well up. In

Q314 Mrs Ellman: Have you imposed any seriousBirmingham we have a particularly good deal at the
penalties on contractors for the new PFIs?moment per square foot, in Manchester we have
Mr Robertson: Generally speaking not. What we arequite a good deal and Dorking is a building we
looking at doing is forging long-term partnershipsactually own. It varies, but I do think we would agree
with key suppliers, working in an environment ofthat an oYce in London is an expensive thing to
continuous improvement and then looking at thehave. As Mr Robertson says, this is something we
point when the contract comes to an end.will be looking at.

Q309 Mr Leech: So you are able to tell us it is Q315 Chairman: What does that mean, Mr
£300,000 for London but you are not able to tell us Robertson, an “environment of continuous
what the figures are for the other oYces. improvement”?
Mr Zuydam: I was making an estimate. I do not have Mr Robertson: The contracts that they have do
the detailed rent and rates figures with me but I am require them to continuously improve the
happy to supply them. performance that they provide us and do require

them to continuously improve the eYciency with
Q310 Mr Leech: Would we be looking at 50% or which they operate. So they are not loose terms, they
75% costs? are generic terms in the contract which will then set
Mr Zuydam: Purely as a guesstimate, I would say in out what our expectations are and which we review
London we are probably paying £25 or £30 per with them on a regular basis.
square foot. That would contrast with Birmingham
where we have a particularly good deal of about £15
a square foot. Q316 Mrs Ellman: Are you satisfied those

improvements have been achieved?
Mr Robertson: Broadly, yes. It was quite a boldQ311 Chairman: You will give us a little detailed
experiment to venture into. In terms of improvementnote on this.
in flexibility, we are certainly getting that. In termsMr Zuydam: I am happy to do that.
of being able to cope with the continuous growing
demand that we have with an Agency and theQ312 Mr Scott: Mr Robertson, did you say that just
motorways, where use is continuing to grow at 4% orunder half of the staV are in fact engineers and the
thereabouts per annum, that is going well and we areothers are back up?
seeing eYciency improvements coming out either inMr Robertson: Yes. So these are people who are
the form of reduced costs but more commonly in thesupporting the engineers. Again I cannot be precise
form of improved quality and a broadening ofbecause I am not carrying the numbers with me, but
services.those are people who are then supporting the

communications with the public and administration,
doing the finance and accounting, looking after the

Q317 Mrs Ellman: We have had evidence saying thatstaV and the payroll, providing the press and
on average there has been a 67% increase in the costscommunication facilities and doing, for example, the
of road projects under your targeted programmeprocurement work of the Agency. Some of those
and indeed some of those increases are a great dealstaV will come out of the Agency when the Agency
more than that, 220% and 280%.goes into the shared services project which it is
Mr Robertson: Perhaps I can just make sure that weparticipating in as part of the DfT family, so that
diVerentiate between maintenance contracts, whichnumber will come down, but in round terms that is
are those contracts we place for the continuedwhat it would be.
operation of parts of the road, which are for the
repair of the roads, looking after the technology andQ313 Mrs Ellman: You tell us that you have
signaling, looking after the barriers and safetyimplemented new maintenance contracts. Can you
equipment and the provision of winter maintenance.tell us how those have made improvements?
That is separate from the use of contractors forMr Robertson: We have 14 maintenance contracts
building of the capital network where we are rollingthroughout the country now and those are contracts
out the Government’s targeted programme ofwhere contractors we have appointed look after the
improvements, where we have individual projectsroads which are still under the Highways Agency’s
where a contractor is appointed for a specificdirect control, in other words wholly owned and
project, like the recently completed widening of theoperated by the Agency. In addition to that we have
M25 between Junctions 12 and 15 near Heathrow.eight sections of road which are operated under PFI
That is a specific project and it is in that area wherecontracts but where the maintenance requirements
largely because of cost inflation in the costs that goare largely the same. The new maintenance contracts
into building a road you are seeing the increases thatdo not seem very new to me now. They are rolling

through their first five or six years. Some of them are I think you are referring to.
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Q318 Mrs Ellman: What about the increases that we costs. So in fact the costs of the projects to the
country have not increased, it is simply that thehave identified, for example the M6 Carlisle to

Guardsmill extension that was 280% more than accounting has changed.
forecast or the A303 Stonehenge that was 276%
more than forecast. That does not suggest an Q322 Chairman: So it is just a diVerent way of doing
eYcient organisation, does it? the books and we do not need to worry about it.
Mr Robertson: We have got to be careful not to talk Mr Robertson: I do not think you do on the VAT
about chalk and cheese here. one. Clearly we are concerned about the costs of

building schemes.
Chairman: I think we are concerned about whetherQ319 Chairman: We were just talking about your
you know what your costs are and whether youbudget, Mr Robertson.
know what you are doing. That is the sort of mildMr Robertson: Let me take you through it, please,
interest we have.Chairman. We were asked to provide initial

estimates for the costs of the targeted programme of
improvements. These were provided. We were asked Q323 Mrs Ellman: Would you say that you are good

project managers?to do those without including any inflation
assumptions. At that stage we did not include the Mr Robertson: I would say that we are delivering the

projects that are required as required within thecost of VAT on new land uptake and we did not
include the costs of inflation of land. As we work scope and to the budgets that are agreed, so yes.
through from the initial estimate and we take on the
projects those are then re-evaluated at several Q324 Mrs Ellman: What are your relationships with
points, once by the Secretary of State when he takes the Department like?
them formally into the targeted programme of Mr Robertson: Specifically in relation to the capital
improvements and publishes them; secondly, when programme?
they come through the planning process and the
preferred route is announced at technical level then Q325 Mrs Ellman: No, in general.
the costs are looked at again, and then, finally, the Mr Robertson: Our relationships with the
point at which now a target costs would be set out Department are based around, first of all, the
for a contractor to complete the job and that would framework agreement that we have recently re-
set out a budget and a timescale within which it is issued with them. That defines the relationships
done. Our record at least of late in terms of doing between the departments in terms of all formal
that is, with the two projects we have brought interfaces; it defines my responsibilities, the
through, the A47 Thorney bypass and the M25 Secretary of State’s responsibilities and the
widening, is that they have been done to the budget Permanent Secretary’s responsibility in terms of
agreed when we had made a final decision that it was accountability. Around that then we deliver a
worth going ahead and ahead of the timetable that programme which encompasses delivery of parts of
was set for that. This is in contrast with the way that three of the Government’s key objectives and in
contracting was done in the mid-1990s when it was addition to that we are delivering a substantive part
done on a lowest tender contract where quite often of the eYciency programme, so three PSA targets
after— and the substantive part of the eYciency

programme. Our relationships with the Government
are based on continuing meetings between ourQ320 Chairman: Mr Robertson, wait a minute. I am

not very clever so I do not quite understand what it oYcials, which is why we have some of us based in
London, but also regular meetings that I have withis you are saying to me. You are saying to me that

your initial figures did not include the costs of land the Secretary of State.
or VAT or anything else that normally one includes
in a calculation and therefore the fact that you then Q326 Mrs Ellman: Would you say the relationship is
proceeded to get 280% wrong or 276% wrong was a good one? How would you categorise it?
not serious. You do not think it would have been Mr Robertson: I believe it is a good relationship. It
more accurate to have given some of these figures is a constructive relationship, it is a challenging
somewhere near what they were supposed to be in relationship, but I believe there is a common vision
the first place? of what we are trying to do in terms of our role as
Mr Robertson: There is a diVerence of 10 years in the delivering the Agency’s policies in relation to the
meantime, so obviously any inflation missing is strategic network and in relation to some work that
going to make a dramatic impact even on RPI. The has been done with local authorities.
numbers that were originally provided were to
enable Government to do its financial planning. Q327 Mrs Ellman: What about your work with the

DVO Group?
Mr Robertson: We are working very closely with theQ321 Chairman: How do you do that if you do not

include even basic taxes on the cost of land? DVO Group although not across the piece. There
are two areas where we are most actively engagedMr Robertson: The assumption that was made was

that those would not be subject to VAT because it with the DVO Group. The first if with VOSA and
this is particularly relevant to the new reliabilitywas a government department and therefore it

would not be appropriate. In the meantime the target that we will now have and was announced
yesterday where there is an opportunity for VOSA toTreasury has advised that we should include those
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contribute to both better reliability and safety by the fact that we are partner highways authorities and
preventing accidents happening, which is one of the that we are looking to do things together. We have
key objectives of the Agency’s reliability target and important interfaces on the network. Nobody
the deployment of traYc oYcers. We are also making a journey by car actually starts or finishes on
working with the DSA in terms of promotional the strategic network, they start on the local
campaigns and in advising on what should be the authority network somewhere, so we recognise that.
contents of the new Highway Code, including There is close agreement between people in the
changes to motorway signing and especially the Agency and people in local authorities through joint
introduction of the TraYc OYcer Service. membership of the County Surveyors’ Society.

There is work that we do together on winter
Q328 Mrs Ellman: The Local Technical Advisers maintenance, both of the interfaces there. There is
Group describes you as “an elitist organisation” and still work to do on strategic diversions where, should
says you “could be classed as lumbering and risk we lose, and we inevitably will at some stage, a piece
averse”. Do you recognise that description? of the national highway to an accident for a number
Mr Robertson: I do not recognise it. of hours then we want to make sure that our traYc

oYcers can divert traYc through the local network
Q329 Mrs Ellman: Do not know what they might be with the minimum disruption and the minimum
talking about? additional risk, and we are working with local
Mr Robertson: The Highways Agency is going authorities to make sure that that happens in the best
through the most exciting time, delivering a new possible way. Not all local authorities have yet come
service which is growing the size of the organisation to an agreement with us but we are working with
by 100% in terms of headcount. them on the basis of mutual benefit. We are working

with them on maintenance programmes and there is
Q330 Chairman: Yes, its administration. much more to do on that and on the eYciency
Mr Robertson: These are traYc oYcers. agenda, but one of the examples where we have done

that would be with Birmingham City Council where
Q331 Chairman: We will come to them. we jointly did the refurbishment work on the
Mr Robertson: In two years we have basically taken elevated section of the M6 through Birmingham at
the approval and check and rolled that out to the the same time as doing refurbishment on the Ashton
point where it is now making a real contribution to Expressway, which belongs to Birmingham Council.
improvement. I think that has been pretty special We did that work together, saved money and we
and our people have done a fantastic job. were able to optimise the traYc management
Chairman: That is what we were told, you are very arrangements and that is what we would like to do
elitist, which is another word for special. more of with local authorities. At an even more

tactical level we all have to do maintenance on our
Q332 Mrs Ellman: Could you identify any risk- networks, they are very hard worked, so we do
based activities you have undertaken? Do you think regularly liaise with them to make sure that we are
that is within your remit? not doing work on an important part of our network
Mr Robertson: All of our safety work in particular, at the same time as they are doing work on an
almost anything on the strategic highway involves adjacent part of the local network and all of that is
taking a very high profiled consideration of safety. co-ordinated through the partnership. Those
All of that is done on a risk basis otherwise you relationships are very important and generally work
would find it impossible to operate. So we do tackle well although there is more to do.
those risks, particularly safety on the network, but
we also apply risk management as a sensible tool
across the Agency in terms of looking at what might Q334 Mr Scott: If there is a problem on a particular
interfere with the delivery of our objectives and part of your network which does involve a local
seeking what actions we can take to mitigate, for authority, because yours is a major road with
example, the roll out of the service. oVshoots oV it belonging to the local authority and
Chairman: Mr Robertson, we thought we should there are major issues at stake there which have been
give you a rest so the Committee is adjourned! ongoing for quite some time, would you interplay

with the local authority to try and solve those issues
The Committee suspended from 3.17 pm to 3.37 pm together?

for a division in the House Mr Robertson: Yes, and that is very much a part of
the eYciency structure and the maintenanceChairman: Mr Scott?
contract strategy that we were talking about before.
We believe that there are opportunities for us to saveQ333 Mr Scott: Mr Robertson, what level of co-
monies by doing maintenance contracts whichoperation have you experienced from local
embrace not only the strategic highway which, whenauthorities? Given the Agency has no power to
you think about it, is a very long, thin workplace orenforce any action that local authorities take, how
worksite, but also to combine with the workdoes it try and encourage best practice in local
requirements of local authorities to gross up theauthorities?
requirement in order to get lower costs for bothMr Robertson: We have one power which is in
ourselves and the local authorities, and that is one ofrelation to development which we will re-visit later.

Our work with local authorities is largely based on the threads of the Gershon eYciency initiative.
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Q335 Mr Scott: If there is a problem, does it end up sure that we do everything possible to prepare for
bad whether, to anticipate it when it comes, to warnon your desk or one down the line? At what stage

would you get to hear about it? road users of the potential impacts and to make sure
that we deploy the right resources in the right placeMr Robertson: It depends what it is. If it is a tactical

problem then I would expect it to be resolved locally at the right time. In case we do not get enough real
events to try out then we are also practising regularlyby the local route manager that we have or the local

regional manager if it is a bigger authority. I expect and in particular we do tabletop exercises
particularly focused on communication, which wasmy managers to have continuous good quality

communications and relationships with local one of the major weaknesses, every autumn leading
into the winter. So I believe our capability is indeedauthorities. Some of the bigger issues that might be

coming our way we will tackle at chief executive enhanced.
level. For example, last week an announcement was
made about the Tour de France for 2007 which is Q340 Clive EVord: You have had the opportunity to
going to start in London and run through Kent. test these new procedures since 2003. What has been
Something like three million people are going to the outcome?
need to get to see that. It does not aVect the strategic Mr Robertson: I believe the winter weather that was
highway at all because the cyclists are using local experienced at the end of January 2004 was a more
Kent roads, but getting people to the viewing sites severe weather event than was experienced in 2003.
and getting the materials in and getting the Despite that and despite when it happened snow was
roadshow in and maintaining the traYc for falling at the same time as the temperature was
everybody is a joint problem for us to solve, and we dropping on the south-east of the country, which is
have already sat down at senior level to make sure thee most diYcult challenge for us to deal with
that we are each resourcing that particular aspect of because of the nature of the commuting journeys
keeping traYc moving while that event is going on. that people make and because of their relative lack

of awareness of winter weather, we got everybody
Q336 Chairman: You do not think that you set moving.
standards that they cannot follow and that in fact
local authorities think in many instances there are all Q341 Clive EVord: With all due respect, thosesorts of simple things you could have done you have factors are known. You should be anticipatingnot done? The things that you talked about are those.rather specialised. It is very worrying. I must tell you Mr Robertson: And we did and we kept traYcfrankly, Mr Robertson, when we are given evidence moving in an event which was more severe than thewhich says you have got significant resources not previous one.enjoyed elsewhere, you set standards, you do not
promote best practice, you influence the action of

Q342 Clive EVord: Where there is a crisis, would thelocal authorities but you do not look for value for
Agency be taking a coordinating role?money, do you recognise that description?
Mr Robertson: Clearly the objective is not to have itMr Robertson: I do not recognise that description. I
but to keep people moving in the first place or,hear some of those points with concern but others I
alternatively, to advise them that the weatherthink are incorrect. We are very much looking for
coming is unlikely to be sustainable in terms ofvalue for money with local authorities; indeed we
movement, therefore they should stay where theyhave an objective of doing exactly that.
are, that is our strategy. Should an event develop
where people become stranded and need help, thenQ337 Chairman: We all have objectives, Mr
in that case we would expect the police to declare aRobertson. The diVerence is the gap between
major incident and take action appropriate to that.aspiration and delivery.
We do not ourselves have the ability at present toMr Robertson: We are delivering our objectives,
declare a major incident although it is somethingChairman.
that I aspire to be able to do as a matter of good
practice.Q338 Clive EVord: Mr Robertson, last time the

Committee looked into the work of the Agency there
Q343 Clive EVord: I am still not clear. If there is awas particular concern about a lack of co-ordination
severe weather crisis, in order that there is a clearbetween some of your contractors, particularly in
chain of command there must be a procedure inbad weather. I assume you are going to assure us
place for somebody to be at the head of that chain ofthat things are better now, but can you tell us how?
command. Who would it be?Mr Robertson: I am going to assure you that things
Mr Robertson: For the Agency that would be Derekare better now. Planning for winter—
Turner who is our Director of TraYc Operations.

Q339 Chairman: To be fair, it would be diYcult to be
much worse, would it not, really? Q344 Clive EVord: So the answer to the question is

yes, that in a crisis of that kind the Highways AgencyMr Robertson: I can only take what we found and
make sure that we get the very best out of what was is primarily responsible for coordinating all the

agencies involved?learned from a very unfortunate incident and indeed
it was. We are now working proactively with both Mr Robertson: In relation to the strategic network

and our relationship with local authorities, yes.local authorities and with our contractors to make
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Q345 Clive EVord: I was not clear about the issue Q349 Clive EVord: Some of the land that you hold
you hold for quite some time, particularly when yourelating to your staV. Your staYng numbers have
are trying to assemble a package of land for a majorgone up in administration staV terms. If they are
project. Does it not make sense in thosetechnical staV, why are they classified as
circumstances to put that portfolio in the hands ofadministration staV in your annual report?
somebody who is better equipped to handle theMr Robertson: That is because we only have one
property than perhaps the Highways Agency thatclassification.
should be concentrating on building roads?
Mr Robertson: Yes, and that is exactly what we do.

Q346 Clive EVord: Do you only have one structure Wherever we can we will use property agents to
of pay then for administration staV and engineers? obtain short term lets for the land. We will get them
Mr Robertson: In terms of our financial accounting, to look for opportunities for the land and we will
our budgeting and the vote we get is split into steer them in terms of disposal of the land. We do not
administration, which is a traditional Civil Service manage that land ourselves; we use professional
vote, and programmes, which is the projects that we contractors.
deliver. One of the projects of programmes we are
delivering is the TraYc OYcer Service because the Q350 Clive EVord: Is that in response to the Public
other programmes we are delivering are capital Accounts Committee’s report, that you have altered
programmes. Some of our people are assigned to the way you manage your property, or were they
programmes. The only other place we have to put mistaken when they suggested that you managed
people is something called administration, but your property diVerently?
within this administration we have people who are in Mr Robertson: Yes, there have been comments
our case senior civil servants or who are members of before my time on the use of land by the Agency, so
the wider Civil Service currently across government it is indeed partly in response to that that we have
and people who are on Agency pay terms and made sure that we husband land for the best benefit
conditions. They can be on Agency pay terms and of the taxpayer.
conditions whether they are technical specialists,
administrators or traYc oYcers. Q351 Clive EVord: This may be a question for both

of you: how much did the Agency pay in
compensation resulting from its activities as aQ347 Clive EVord: You will be aware of Gershon
developer in the last financial year? How are youand other pressures to cut down on the
trying to minimise those claims?administration staV, so it does stand out when you
Mr Zuydam: In the last financial year, 2004–05,see increases in the number of staV in
without digging out the exact numbers I have a feeladministration. This is to do with extra
for the resource accounting provision that we maderesponsibilities that your Agency has taken on, is it?
which was in the region of 30 million but which is notMr Robertson: That is correct and indeed we are
all compensation. Some of that is acquisition as wellreducing what I would call our support staV within
so it is a mixture of compensation for disturbance,the administration. We are doing that anyway as
noise and what-have-you but also the larger part ofpart of our continuing eVorts to be more eYcient
it would be provision for acquisition costs.and to deploy as much resource as we can to front
Clive EVord: What steps are you taking to minimiseline service and customer delivery, anticipating that
the sums of money that you are paying out forthe next leap in that is going to be the
compensation?implementation of the shared services project across

the DfT.
Q352 Chairman: They are identified somewhere in
your figures, are they not, the diVerences between

Q348 Clive EVord: Can I just ask you about your compensation and acquisition?
property portfolio? Why do you have any properties Mr Zuydam: They are not identified in our statutory
when it is your job to build roads? accounts. They are not analysed out as such.
Mr Robertson: We have properties because we need
land on which to build roads. We acquire land in Q353 Chairman: You have just been tell us that you
anticipation of roads being required. We need to are analysing everything every month on a rolling
hold that land through the planning and public basis so somewhere you must have a figure that says,
inquiry process through to the point where the road “This much is compensation and this much is
is built. Sometimes we need additional land for work acquisition” which you are going to let us have, are
sites and storage sites. At the end of that, once a you not?

Mr Zuydam: I would be more than happy to doproject is completed, we will then dispose of the land
that, yes.but we do that using a system agreed with the
Mr Robertson: In terms of the scope for us toTreasury and with Lyons which is that we dispose of
manage, generally the rules for compensation andland as quickly as we can at market levels but at a
acquisition are longstanding and set out—rate which does not in itself cause disruption in the

lands market. We therefore have a continuing stock
of land which is work in progress. We do not hold Q354 Chairman: Mr Robertson, I do not want to
land generally for its own reason. There are one or stop you but you got an absolutely stinging PAC

report in your Agency which said you lost ontwo places where we hold land for security reasons.
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average 32% of the value of any property which you both the TPI and other programmes of investment
held because you did not maintain it. I am using the in the existing network, making the existing network
word “you” of course in the generic sense. The work harder through deployment of the traYc
reality is that that is not something to be continued. oYcer service, for example, technology in order to
Are you assuring us that that has changed? You are keep people travelling more smoothly and better
telling Mr EVord you have now changed that totally. traYc information so that people can make their
Of course you do not know how much of the own decisions about travelling, that leading of
compensation is actual compensation but you are course to the demand management measure that the
going to tell the Committee that. Secretary of State is now considering and making
Mr Zuydam: Absolutely, yes. announcements about.

Q355 Mr Clelland: Mr Robertson, your Agency is
responsible for the major road network in this Q363 Mr Clelland: Is the Highways Agency part of
country but one region, namely the north east, is still overall joined up government thinking or do you just
as yet not directly connected to the motorway go merrily on your own way regardless of what the
system. Do you regard that as a failure on your part? government’s other policies might be? I am thinking
Mr Robertson: I do not recognise the issue. The of the OYce of the Deputy Prime Minister, the
north east is connected in particular through the M1 Treasury, the Department of Trade and Industry.
and TransPennine routes to the rest of the country. They are all very concerned that regional disparities
I certainly do not see it as remote in any way. are happening when regional economic

development takes place. Are you cooperating in all
Q356 Mr Clelland: There is no motorway linking the of that?
A1M in the north east to the M1. Mr Robertson: We are cooperating actively at the
Mr Robertson: There is motorway or close to tactical level. These are what would be described as
motorway standard. ministerial and departmental initiatives that ought

to be joined up. We are a delivery agency but we
Q357 Mr Clelland: Dual carriageway? recognise that an important part of what we do is not
Mr Robertson: Yes. only making sure that existing strategic traYc can be

looked after properly but that development can be
Q358 Mr Clelland: It is not a three lane motorway. enabled in a sustainable way.
Mr Robertson: No. That is an observation of fact.

Q359 Mr Clelland: Is it not important that the north Q364 Mr Clelland: Can you explain what your
east does not have any three lane motorway Agency’s broad policy is for issuing Article 14
connected to the rest of the system? directions? Are they issued as a matter of routine or
Mr Robertson: I do not think it is an objective in as a last resort?
itself because it is certainly not the objective of the Mr Robertson: They are issued for diVerent reasonsHighways Agency to build roads. It is an objective

in diVerent circumstances. In the simplest of cases, Iof the Highways Agency to make sure that the
suppose, they are issued where a developer iscountry’s strategic road transport needs are met.
proposing a development which would require to be
joined to a major trunk road or motorway, where itQ360 Mr Clelland: You are concerned about
is simply unsafe, which we are not prepared tocongestion?
sustain. In that case, we would give a directionMr Robertson: I am, yes.
prohibiting those sorts of connections. We do that
occasionally and generally for very smallQ361 Mr Clelland: What major impact have you had
developments and generally in places where there ison congestion in the north east in the last 10 years?
a lot of high speed traYc. We use Article 14Mr Robertson: We have invested in the A1 with
directions from time to time in examiningsignificant improvements particularly in the
developments and in making sure that properDarlington to Dishforth scheme with an upgrading
consideration has been given to the development inof the network to motorway standard. We have
terms of sustaining the road network, to make surecarried out a number of improvements of junctions
that information is available and has been used toin order to let traYc move more smoothly and of
come up with the most sustainable solution. As youcourse we are now deploying traYc oYcers on all of
will recognise with the busiest motorway network onthat network in order to make sure that we get the
the planet, it is challenging to be able to supportbest out of it and more reliable journeys for
development when our roads are as busy as they are.travellers.
It is increasingly the case that we cannot simply say,
“Yes, you can come on” or, “You can upgrade thisQ362 Mr Clelland: The congestion is worse now
junction.” Increasingly what we are finding is thatthan it was before you started all this improvement.
we need to agree with developers not just capitalMr Robertson: You could recognise that as a
injections but travel plans so that traYc is managedcircumstance right round the country. Indeed, it is
in a particular way, public transport is maximisednot my mission to do that. The objective I have been
and traYc is controlled so that—given by the Secretary of State is in respect of

investing to tackle the worst bottlenecks through Chairman: I think we get the idea.
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Q365 Mr Clelland: Such is the extent of congestion interchange being built. This is delaying the scheme
and we are now told that there is no prospect ofin the northern region that you and your colleagues

have indicated that one extra vehicle could be getting a decision from the Highways Agency. This
is an extremely important development and yourmaterial in terms of making decisions around Article

14 directions. Therefore, just about every Agency is holding it up. How is that part of overall
government thinking in terms of economicdevelopment that is proposed will fall into that

category. That means, as far as the north east is development in the regions?
concerned, your department is crucial so far as Mr Robertson: We are using Article 14 directions to
economic development is concerned. Do you agree make sure that the right information is pulled
with that? together so that when we do sit down with
Mr Robertson: Yes, and our regional director is developers we can have a properly joined up
working very actively. conversation about what the pressures are now,

what the impacts of things coming in the future
might be, because nothing is such a precise scienceQ366 Mr Clelland: Is that Mr Steve Spink?
that you can do it. What we need to do is have goodMr Robertson: No, Mr John Bagley.
information and sit down to see what is the best we
can facilitate. That is what we will do.Q367 Mr Clelland: Do you know Mr Spink? He is

one of your managers.
Mr Robertson: I know the name. Q372 Mr Clelland: Has Sir Ron Eddington raised

these issues with you? He told this Committee he
Q368 Mr Clelland: It was put to him recently that the would raise these matters with you. Has he done
north east needs 65,000 additional jobs to take it that?
from 80% of the national average to 90% in terms of Mr Robertson: I have met Ron Eddington in other
economic activity. Mr Spink’s reply was, in terms of circumstances. He has not formally raised that with
your Agency’s influence in the region, “I doubt that the department. His report is not due until July.
we will be able to sustain that level of development.
I do not think it will be possible.” If your Agency has
anything to do with it, the north east cannot even Q373 Mr Clelland: You think your Agency strikes
rise to the modest level of 90% national average. the right balance on issuing Article 14 notices
Mr Robertson: I can assure that we will do between local and agency interests?
everything that we can to enable development to Mr Robertson: Not between local and agency
take place consistent with the responsibilities I am interests because the agency interest is the agency
given by the Secretary of State to make sure that responsibility and the agency responsibility is to
highway traYc is kept moving. keep the strategic highways moving so that people in

the North East can—
Q369 Chairman: You might like to give us a detailed
note on that, Mr Robertson, because I am sure Mr

Q374 Chairman: What Mr Clelland wants from youClelland would like that. We would like to know
is a short memo that sets out the numbers of schemesapproximately what the timetable is and what
in the north east where Article 14 is involved.involvements you have in the north east.
Mr Robertson: I would be happy to write to you.Mr Robertson: Can you be specific as to what you

want a note on, please?

Q375 Mr Clelland: Are you doing anything to
Q370 Mr Clelland: I am concerned about the overall improve your performance and speed up the process
strategy of the department in issuing Article 14 of these Article 14 notices? Why does it take so long?
directions and the eVect these are having on Mr Robertson: Yes, we are using Article 14
economic development in the north east. Can I give directions to get better information out of
you an example? Answer this question and I will give developers quicker so that we can sit down and get
you an example: in issuing Article 14 directions, these things sorted out.
would account be taken of imminent road
improvements?

Q376 Mr Clelland: You are improving yourMr Robertson: Yes, it could be. What we are trying
performance? You are speeding up the process ofto do now is sit down with the developer at an early
these Article 14 notices?stage to look at the problem in the round.

Chairman: You did explain that to us. Mr Robertson: The critical issue is finding a way to
enable those developments to take place at the same
time as developments on the strategic network. WeQ371 Mr Clelland: Can I just give you an example?
are also reviewing, with the department and with theDurham Tees Valley Airport is hoping to develop a
Secretary of State, whether there are ways that thenew terminal. It is an investment of £56 million with
requirements could be facilitated so that we can bethe possible creation of 1,800 jobs. Despite a
helped to come to more prompt and eVectiveministerial announcement that the Long Newton
conclusions.interchange on the A66 is to be put out to tender for
Mr Clelland: You are not succeeding in convincingconstruction to commence in 2006, your Agency
the local authorities in the north east that you arewants the applicants to undertake an exercise to

show the traYc impact without the Long Newton being very helpful.
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Q377 Chairman: I think he has got the message. He Mr Zuydam: We certainly have a feel for that. In
terms of the time, I would estimate that the design ofis going to go away, do some homework and let us

have a note on what is going on in the North East. the requirements on SAP and the implementation
would take at least 12 to 18 months. I would estimateYou said that you are currently using Oracle as your

financial management system. the costs in terms of bringing in external expertise to
help design the new processes on the new systemMr Zuydam: We are.
could be in the region of £10 million to £15 million.

Q378 Chairman: You also made it clear that you are
going to migrate to this SAP system so that you will Q387 Chairman: When you bring in experts from
be compatible with the department. outside, do they not only operate the system but
Mr Zuydam: That is correct. transform and transfer that technology to civil

servants or are they going to be on a perpetual
Q379 Chairman: Do you want to tell us very briefly contract?
what the diVerences are and what assessment has Mr Zuydam: In today’s IT systems world, there is
been made of the costs? always going to be a need to retain external expertise
Mr Zuydam: They are both leading edge enterprise in a business of the size of—
resource planning systems.

Q388 Chairman: What I am asking you is if you are
Q380 Chairman: I think we have assumed everything going to pay consultants are they going to come in
you do will be leading edge. and teach your staV how to run financial systems or
Mr Zuydam: Oracle and SAP are very similar. Quite are you going to retain them for the ultimate future?
frankly, they are two enterprise resource planning Mr Zuydam: Most of that knowledge will be
systems. transferred to our existing staV but we will have to

retain an element of consultants.
Q381 Chairman: Why do you need to spend a whole
lot more money when you have only just been using

Q389 Chairman: Is that costed into your originalOracle for a short time?
contract so that the taxpayer is aware that they areMr Zuydam: There are two very important points.
going to pay for continuing contract arrangementsFirstly, we are not about to spend that money.
with a private supplier?
Mr Zuydam: I certainly will ensure that it is costed

Q382 Chairman: You are going to bring on in the future.
somebody else’s system but you are not paying for
it? That is a good innovation. Is that something you

Q390 Chairman: Mr Robertson, would you do thatcould tell us about?
on any other kind of supply anywhere else in yourMr Zuydam: We are not going to move to SAP in the
Agency? Would you say, “We will not only buy thisnear future.
special, noise defeating substance for our roads but
we will make sure that we keep on buying it forQ383 Chairman: What is the timetable?
ever more”?Mr Zuydam: The timetable is three to four years,
Mr Robertson: Not in respect of surface materialswhich is a good timetable to get the best use out of
but certainly in respect of our maintenance that is allour existing Oracle system. I believe that generally
out-sourced business. It is not done by the Agency.speaking financial IT systems these days have a shelf
It is done by contractors.life of three to four years. That would demonstrate

a good value for money timetable.
Q391 Chairman: DiVerent contractors presumably,
Mr Robertson. You put it out to tender every nowQ384 Chairman: Are you going to have the same
and then. You are telling me that because it is andiYculties that you had when you moved on to
expertise you have to retain arrangements with theOracle?
same people. Is that what you are telling me? I amMr Zuydam: Moving on to SAP will be a significant
looking for a career when I leave politics. I feel I amchallenge for the Agency, for a business the size—
missing something.
Mr Zuydam: With a business the size and complexityQ385 Chairman: Careful, Mr Zuydam; you are in
of the Highways Agency moving to a leading edgedanger of saying yes. You are telling me that the
ERP system, sadly, the level of IT skills for certainpresent system has a number of customised elements
parts of the ongoing maintenance of a system likeand it has several systems which you have developed
that means that we do have to retain those specialistin house which have an interface with your main
external people simply because—management system. How are you going to do all

that in relation to SAP?
Mr Zuydam: By making sure that we resource the Q392 Chairman: Because they have a monopoly,
projects in three or four years’ time at the point of yes. What you are saying is it is going to take 18
change over correctly. months. You are not at all sure what the figures are

going to be. You will have an ongoing relationship
with these people because you are going to makeQ386 Chairman: Have you a time and any estimate

of the cost? Do we know how long it is going to take sure that they retain control over that element of the
IT which you need and cannot get your fingers on.and what it is going to cost us?
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Mr Robertson: I am responsible for a part of Mr Robertson: I am aware of the claims that the
government which has a turnover in total terms of trade unions have made. I am afraid I do not
something like £5 billion per annum. recognise them particularly. I think it is just

important that I reflect to you that the terms and
conditions for traYc oYcers are terms andQ393 Chairman: We have a very clear idea how
conditions that were agreed with the unions. Theremuch you cost the taxpayer.
are some issues to deal with that I will explain asMr Robertson: I do not take lightly those
some of those teething problems. One is in theresponsibilities. I want really good, professional help
deployment of traYc oYcers who are extremelyto make sure that the progress we have made to get
enthusiastic people and who have been through aa grip of those finances remains.
significant training programme, but we are very
carefully controlled in the move to a work typeQ394 Chairman: Your operating income has
called hard shoulder work to live carriagewaydecreased, has it not, by 30%?
running, the diVerence being that those operatorsMr Zuydam: It has decreased. Are you talking about
are then directing traYc in live lanes and, in ourin the year 2004–05?
view, entering into an area where the hazards are
quite significantly diVerent. We have been veryQ395 Chairman: Yes.
careful to make sure that all the teams and all theMr Zuydam: That is largely because we did less work
supervisors are fully trained before they go to thatunder the Section 278 approach, which is where we
step. Some of our new colleagues have been quitearrange for work to be done on behalf of developers.
patient about doing that. We all share the frustrationMr Robertson: Developers give us money to do the
about getting there but we are determined to moveimprovements to join on to the network and we
this forward positively and safely. That is the firstcarry out the improvements.
area of frustration. The second one has been in the
traYc control centres themselves, in the control andQ396 Chairman: You have more administrators but
command network of seven centres round theyou have less private work?
country, which are rather harder to define. SomeMr Zuydam: Indeed.
people who have been coming into those roles have
found that it was not quite what they expected it toQ397 Clive EVord: Is the integration of traYc
be. It is not like a customer service centre. SomeoYcers into the Highways Agency going well and are
people have found that diYcult and have decided tothere any significant problems?
move on to other things. I think that is also part ofMr Robertson: I think it has gone really well but it
the teething process. We have equally had somehas not been without challenge. Everybody who has
issues in some places with local supply and demandbeen involved has been very dedicated and has found
in terms of availability of staV. We have, whereit quite demanding. This is a completely new service,
necessary, sought to make sure that we can employa completely diVerent approach from what the
good people where there is a local issue.Agency was involved in before so, yes, we are going

through a major programme with some significant
teething problems. Q400 Chairman: What are the total numbers and

what is the breakdown in gender?
Q398 Clive EVord: Are there satisfactory liaison Mr Robertson: The total numbers are about 1,150
arrangements between the Agency and the police? traYc oYcers and approximately 350 regional
Mr Robertson: One of the things that has gone really controllers. In terms of gender, I do not have thewell has been the relationship between the Agency number. I can provide you with the number. In theand the police. It was right at the top of the risk

regional control centres it tends to be close to 50:50.register when we started out because we were not
In the front line, traYc oYcer service it is not as high.sure how much support we were getting from the
It is happily higher than in the traditional Highwayspolice. It has been super. We have excellent support
Agency but—from ACPO. They have not only supported us in the

roll out of the traYc control centre but they put
eVort in at the individual management level to make Q401 Chairman: Could you give me a detailed note
sure that their staV are aware of what the that not only sets out the gender basis but also give
consequences are. They have now appreciated that me some indication of the ethnic background of
the deployment of traYc oYcers enables the police your oYcers?
to do what the police are there for, which is to chase Mr Robertson: I can, yes.
criminals, not do traYc management. That has gone
well and indeed I expect, in my 2006–07 business

Q402 Clive EVord: We have some evidence from theplan, subject to ministerial advice, to pull back the
full implementation date of the service by six months trade unions about self-serve that needs to be
because it has gone so well. addressed here. Their experience is that there are five

staV to each PC. There has been an incident where
one member of staV attempted to self-serve and wasQ399 Clive EVord: Have you sought to address the
disciplined. It turned out that the software was notconcerns of staV? We understand the trade unions
working properly. In some locations where peoplehave raised concerns about self-serving claims and

overtime. work, they do not have access to computers so they
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cannot self-serve and they have to do it in their own them or see them they are always bursting to get on
with the job, so I really do not find commonalty intime. There are one or two other issues. Do you feel

you are addressing these concerns from the staV? the suggestion that there is a morale problem at all.
Chairman: Gosh!Mr Robertson: Yes, we are. I do recognise them as

part of the energy that has the traYc oYcers
deployed as quickly as we safely can in the set-up of Q407 Clive EVord: Can I just pick you up on this
some of the outstations, some of which are in our bursting to get on with the job. I am sure the ones
depots and some of which are in police compounds. who are there probably are but what we are told—
What we have not done is prioritise giving and it is only right to give you the opportunity to
everybody a full, high speed connection to e-mail or comment—is that “morale amongst traYc oYcers is
the systems of the rest of the Agency. We will do low owing to overwork caused by a lack of staV and
that. concerns over low pay and shift patterns/allowances.

Failure on the part of the Agency to recruit and then
retain suYcient numbers of personnel have led to,Q403 Clive EVord: Why would you implement a self-
amongst other things, a failure to deliver full-coverserve system if the staV cannot access it?
working in control rooms and delays to theMr Robertson: Perhaps I can take the self-serve
implementation of 24/7 operations cover.” So is thatsystem separately. What I am talking about now is
people “bursting to do the job”?my being able to communicate with all of my staV
Mr Robertson: Ultimately the test is do I have theand them being able to communicate with me. At the
people I need to do the job and the answer is, yes, Imoment, if I host a web chat or something like that,
do have the people. Some of them are still comingthey cannot come in because they do not have the
through training. So I find that description quiteband width or the number of PCs to enable them to
diYcult.do that. We will address that as part of the rolling

out of the service. Next year as part of the
implementation of the shared services review we will Q408 Chairman: You are saying that you do have
move our human resources management into the the full complement?
shared service and as part of that we will all have to Mr Robertson: I am able to attract people. I am able
operate diVerently in terms of looking after our own to retain and to train them. I am able to deploy them.
basic details about where we live and so forth, and I I do not deploy them all 24/7 on day one. We run our
will do that in the same way as our staV will do that. regional control centres 24/7.
If we did that now we would not be able to include
the TraYc OYcer Service because the facilities are Q409 Chairman: No, Mr Robertson, you are saying
not there. Indeed, when we go live with it next year the answer to Mr EVord is yes, you have a full
we will still not be able to fully address it in terms of complement and you do not have any diYculty
being able to link up our traYc oYcers to the shared recruiting?
service centre which is in CardiV. Therefore, we will Mr Robertson: That is correct.
be using, I am afraid, paper systems for a while until
we get this sorted out, but we will be able to do it. It Q410 Chairman: Why would we be told something
will be a bit archaic and it will need patience and very diVerent?
understanding, but it will be done. Mr Robertson: I really do not know.

Q404 Chairman: It is a new system, it does not work, Q411 Chairman: You do not know?
and you have not got it in place, and they have not Mr Robertson: I am delighted to take it up on behalf
got access to the IT; otherwise it is fine? of the unions because clearly I do not like being in
Mr Robertson: They do have access to the IT; they that position, so I will investigate.
just do not have the access that we would like all of
us to have. Q412 Clive EVord: Do you think that the

information about incidents attended by traYc
Q405 Chairman: Sort of intermittently they have oYcers is suYciently disseminated to the travelling
access? public?
Mr Robertson: No, it is speed. Mr Robertson: No, not yet. One of the things that I

noticed when I first came here was that although
there were technology plans for the Agency,Q406 Clive EVord: We have representations that

morale amongst traYc oYcers is low. Have you although there was a capital plan for the Agency,
although there were maintenance plans for theheard this complaint? If so, what are you doing to

deal with it? Agency, and although there was a wish to
disseminate better information to motoristsMr Robertson: I think there have been one or two

concerns from people specifically in relation to the (because motorists can make their own decisions
about how they travel, which is diVerent fromissue that I mentioned with regional control centres

and people getting aligned. I do not otherwise almost any other form of transport) there simply was
not a strategic approach to informing people better.recognise the morale issue. I think that the morale

and motivation and enthusiasm of the traYc oYcers Therefore, I hired an Information Director who has
experience in this area, and she has now producedis very good indeed. Their sickness absence rates,

which is one of the measures that I use to monitor for us an information strategy which we are
consulting with the Department and elements ofmotivation, is excellent, and whenever I go out with
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which we will include in our next business plan. Anglia and will you please, Secretary of State, put
this at the top of the queue”. If he does that then weThere are basically three elements of that. The first
will build it.one is that we do have quite a lot of variable message

sites now, which are a good way of delivering
information to people, but the information is not Q414 Clive EVord: Would you not agree that it is fair
always trusted, so we have a first action to make sure to say that having no dual carriageway and no
that people trust and therefore will act on the motorway would make it a fairly high priority when
information that is supplied to them. The second jobs are, I am told, under a lot of threat, or perhaps
area is that there are more products that we can they should apply to the Secretary of State in
provide to road users in order to give them more Holland?
information, both in planning their journeys and in Mr Robertson: The development of the Strategic
executing their journeys, and therefore a stream of Road Programme is focused, as I think Mr Clelland
work that introduces new products there. The third has observed, around keeping strategic traYc
one is that this is not an area where I think the moving, and the programme that we have now was
Government needs to be directly involved in based on the pressures that were identified a number
supplying all of the information, so what we want to of years ago. We do do continuous route
explore is, first of all, assurance of our information management strategies and I will need to check that
and then the creation of an environment where we have done one for these (although it seems like

one of them we would have done) from which weothers, for other reasons, can come in and provide
would recommend upgrades should the demand orinformation and value-added services to our
the anticipated demand be such that it would restrictcustomers, for example the delivery of information
ultimately the growth of trade and GNP.into the card electronically rather than it simply
Chairman: Can I move on. Mrs Ellman?being posted on the board.

Chairman: I think we are a long way away from that,
Mr Robertson, are we not? Can we move on to Mr Q415 Mrs Ellman: Why has there been a 45%
Scott. increase in the land and property acquisition

contingent liability?
Mr Zuydam: That figure will be driven by certain

Q413 Mr Scott: We heard earlier about problems in trigger points in the scheme procurement process.
the North East of the country and in this case it is Mr Robertson referred to the Targeted Programme
nowhere near my own constituency so it is nothing of Improvements, a long list of capital schemes that
to do with that, but the problems of the experience are proposed, some under construction, others
of places such as Lowestoft where the A12 between further oV in the planning process. As we move
Ipswich and Lowestoft is not even a dual through that planning process we hit milestones. An
carriageway. Indeed, I am told that the nearest important one of those is called compulsory
motorway is in Holland rather this country! What is purchase. At that point we are issuing a notice to say
your view on this? I understand that you cannot this scheme is now going ahead and this is the land-
commission a new motorway yourselves but what is take that we need to go ahead with the scheme. Prior
your view on this and the fact that industry is losing to that point, however, in order to inform the public
vast numbers of jobs here? in our statutory accounts, we do actually give notice
Mr Robertson: There is a programme called the of the sort of value of those liabilities as contingent
Targeted Programme of Improvements which is liabilities, so what you are seeing there—an increase
capital improvements to the network which came in contingent liabilities—would say that at a pre
out of a number of studies that were done quite a few compulsory purchase order stage we have got an
years ago now. Those identified something like 130 increase in the number of schemes that require
schemes in total that would be enhancements to the land-take.
network, whether they are motorway widening, or Mr Robertson: If I could add to try to help
whether they are bypasses, or whether they are understand, we are going into a period where our
roundabout improvements. There is not much in capital spend is increasing significantly. In the last
that in terms of new motorway creation but they three years we had a capital project spend of

£1.1 billion; next year it is going up to £1.9 billion, soresponded to a demand at that time. That
we are building more roads and we need more land.programme has been rolled out on priority now, but
Chairman: A joyous thought!in addition to that the Department for Transport has

asked regional bodies to give the Secretary of State
advice on which road projects should be given Q416 Mrs Ellman: Your accounts also show a big
priority and taken forward. That process has been increase in losses due to damages to the road
taking place over the back part of 2005 and all of the network where the culprits could not be found, in
regional authorities have now given their advice on fact a figure of 179%. You say it is all to do with
priorities to the Secretary of State who is going to use changes in the way you are keeping records. Is that
that information to inform the road projects that he correct and what else are you doing better now?
asks me to take forward initially next year and Mr Zuydam: That increase in losses, I believe the
beyond that in the next spending review period, so figure from memory is in the region of £4 million that
the opportunity is there therefore for the regional we have written oV, is part of the tidying-up exercise
organisations to say, “This is a priority for the from earlier years where, quite frankly, we did not

keep a proper handle on those things. What you areresources that Government is investing in East
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seeing there is a sweeping out of the areas where we is increasing. That is an easy one. It is only a notional
charge anyway. Mr Robertson has already said thatdid not have control. What I am pleased to say now

though is we have a very eVective green claims team. next year our capital programme is increasing and
indeed that I would say is the second most important
increase that we are seeing. The capital programme,Q417 Chairman: A what claims team?
I think from memory, approaches £1.3 billion nextMr Zuydam: A green claims team. They do an
year compared to this year of just under £1 billion.excellent job, I feel, in ensuring that where we do
So those are the two key aspects of that. Beyond thatsuVer loss on the network from our customers,
we do have some increases in our resourcesadly, that where recompense is due we do get it.
expenditure. We continue to roll out the TraYcYou will see in the same set of accounts a figure of
Manager Programme. When the TraYc Manager£11 million as income which was successfully
Programme was in an earlier development phase, therecovering the cost of such damage.
expenditure would have been largely capital—Mr Robertson: So when a truck runs out 100 metres
building regional control centres and such like. Nowof Armco (crash barrier) we get the money for
the TraYc Manager Service is up and running, thereplacing that back from the owner of the truck, but
expenditure is more resource and operating costs. Sowe do not always succeed because we cannot track
that would be one reason for increased resourcesdown the person who demolished part of the
expenditure next year. The other reason is very muchnetwork.
around information and technology, which again we
have talked about a little bit today but the futureQ418 Mrs Ellman: So you are sure that you are
does lie in better information to our customerssuper-eYcient in that area?
supported by cleverer technology on the network.Mr Zuydam: What I would be very happy to say is

that we have improved greatly, but I would never say
that we are such super-eYcient, I would always say Q423 Mrs Ellman: Your statement on internal
we have got further to go. control states that there are still “significant

weaknesses”. What are those and what is being done
Q419 Chairman: £2.8 million write-oV of debt from about them?
third parties arising from book-keeping errors Mr Zuydam: I would be happy to comment on that.
would not quite seem to imply that you are super- Our Head of Internal Audit and his assurance team
eYcient. do an excellent job in trying to seek out areas where
Mr Zuydam: Except those are really, Chairman, I there are still risks and weaknesses. In the first half
am sorry to say, historical problems that we had. of 2004–05 a lot of the improvements in financial

control that I was talking about earlier were still in
gestation, so the opinion there from our Head ofQ420 Chairman: For a government agency to write
Internal Audit really does refer to the fact that in theoV VAT incorrectly recovered from the tax
earlier part of the year we had not got those controlsauthorities, you talk about 2.5 and special payments
in place but he was satisfied that by the end of theof £400,000. It may be historical but they seem to me,
year we at least had those controls in place.being a poor girl, to be quite interesting as sums go.

Mr Zuydam: I would wholly concur with you,
Chairman, that it is representative of a time when Q424 Mrs Ellman: Are you satisfied that you are
things were out of control. getting value for money on all roads?

Mr Robertson: On all roads? It is very diYcult not to
Q421 Mrs Ellman: Are there any other areas of poor get value for money from roads when they are in
record-keeping which are now historic? such demand but, as I mentioned earlier, there is
Mr Zuydam: The biggest area, in my view, is some continuing growth in use. We are seeing increases on
of the things that we referred to earlier where most of the network of about 4% when the country’s
historically I believe we did not have some of the wealth is growing at perhaps only half of that rate,
most important record readily available, namely our so there continues to be a demand for the service
monthly contract management and expenditure which I have to assume enables a growth in GNP
data, so that really was the first and urgent area of and an improvement in social and economic welfare.
focus, but that is now in place.

Q425 Chairman: Do you have that reaction right theQ422 Mrs Ellman: You are planning a 30% increase
way across your responsibilities? Are you better within expenditure in 2006–07. What does that relate to?
the strategic network than you with other roads?Mr Zuydam: In total, our expenditure, as Mr
Mr Robertson: I do not understand.Robertson mentioned just now, for the current year

is in the region of £5.5 billion. For next year this rises
to £6.5 billion. This is, as I am sure you can see, made Q426 Chairman: We need to know if you are

delivering value for money. You are costing theup of quite a complex set of diVerent types of
expenditure in diVerent categories, etcetera, so there taxpayer a lot of money. You are getting a lot more

money this year. Are you spending that moneyare many reasons for this, but to try and summarise,
one area is our cost of capital which out of the wisely? Do you know what you are doing with it?

Are we getting value for money or could we actually£6.5 billion is in the region of £2.4 billion. That is a
notional charge on the value of our balance sheet. do ourselves a favour by outsourcing the whole of

you?Our balance sheet is increasing in size so that charge
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Mr Robertson: Let us look at benchmarking as a initiative in terms of new ways of doing
procurement. We have moved through fixed pricemeans of checking that out. We have a number of

benchmarks in place. We have got benchmarks in contracts and we used them when they were
recommended by Government but these also tend toplace in terms of the eYciency of the capital

programme. We have got benchmarks for the give you high costs because the contractor takes all
the risks and he prices it with all the risks and youeYciency of the maintenance contractors. We have
have given away that money whether the risk at thejust embarked on a joint venture with our Dutch
end of the day existed or not. We are now workingcolleagues who are the most comparable in terms
on partnerships and early contractor involvementof—
which means that we get the contractor in earlier so
that they take responsibility for what they are doingQ427 Chairman: Oh, you are thinking of following
earlier. They build the road quicker so we get thethe Scott Theory, are you?
benefits of it quicker. We work with completelyMr Robertson: I will steal a good idea from anybody!
transparent, open-book contracts, so what it costs toWe are going to work with them because they are
buy the concrete, what it costs to buy the steel, whatahead of us in terms of their use of traYc
it costs to hire the sub-contractors is all transparentmanagement techniques and they are very interested
to us, it is the same whoever we would be usingin the way that we do maintenance contracting so we
anyway, and the competition between thehave got a joint opportunity to learn from each
contractors is on the basis of their innovativenessother.
and the quality of their management. So that givesChairman: Finally I just want to bring Mr Leech in.
us a faster delivery, more reliable, more open and
clearer contracts, including incentives on

Q428 Mr Leech: The Targeted Programme of contractors because if they do not deliver for the
Improvement projects come under three categories, prices that they say then they lose money. If they do
I understand. One is fixed price; one is time and better they get a bonus because they bring in
materials; and one is unhelpfully known as “other”. something better. We share the gain and the pain
In an answer to a parliamentary question on 24 between the Government and the contractors. That
January I understand that we heard that only three is giving us better and quicker results. What it does
of those projects were on fixed price, 39 were on time not do is take away the fact that construction costs
and materials and 17 were done under the “other” are rising, that the oil price has a very significant
category. Do you think that has had some impact in impact on construction because steel and concrete,
terms of the escalating costs and the fact that some which are our main materials, are both bits of rock
of the estimates that you have made have been heated up with oil, because we use oil to make the
completely underestimated? asphalt and we use oil to move people around, so we
Mr Robertson: There are quite a number of factors are quite oil-dependent and oil has doubled in price
that impact on the cost, but the main thrust of your over the past few years.
question was about the way in which we do business
with our contractors, so let me address that first. In Q429 Chairman: So you are demanding all sorts of
the mid-1990s we were doing contracts on the basis innovative, new solutions from your suppliers?
of lowest price tender. People were putting in low Mr Robertson: We are.
prices to get that business and then taking as much Chairman: Mr Robertson, we have got several things
out of the Government as they could in extras at the we need to ask you about water and about ramp
end. That meant that the projects we undertook were metering and a number of other subjects and we are
escalating in costs on average 40% over the tender going to have to write to you. We are very grateful
price and in some cases 100% over, beyond the point to you. When this new era of transparency dawns we
we had made the decision to go ahead. That was not shall be delighted to ask you next year where the
a good use of public money. We have therefore gaps have appeared, but I am sure that all will be

revealed. Thank you very much.followed the Gershon initiative and the Lyons

Supplementary memorandum submitted by the Department for Transport and the Agencies

Thank you for your letter of 15 February seeking supplementary information arising from the evidence
session on 8 February.

I am advised by OYcials that no response is needed in respect of question 5, under the heading
“Generally”, about the job description for the “new Group Finance Director”. As I understand it, this was
mentioned in the Memorandum on the Department’s Annual Report 2005 (responding to letter from the
Committee Secretariat dated 11 August). However, this refers to an appointment in DfT’s Central Finance
Directorate, not in the DVO Group.

As regards the remaining questions, the information is set out in the attached Memorandum and two
annexes. In addition, some supplementary information has been supplied at paragraphs 86–97 inc.

2 March 2006
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Generally:

Q1. Latest position on EC Third Driver Licence Directive

1. The Council of Ministers reached a General Approach in October 2004. The European Parliament
held its First Reading in late February 2005. Subsequently, the Luxembourg Presidency put forward a
compromise text which it was understood would be acceptable to the European Parliament at Second
Reading, and the UK Presidency sought to reach political agreement on this compromise text in the
December 2005 Transport Council.

2. Political agreement on the compromise text has yet to be reached because of continuing worries of a
number of Member States about withdrawal and replacement of old licences. There is as yet no indication
that the dossier will be raised in the forthcoming March Transport Council meeting.

3. Since the proposed third Directive on driving licences remains under negotiation in Council and under
consideration by the European Parliament, it is at this stage not possible to foresee what costs will be
incurred across the DVO Group for its implementation. However, the UK’s position in negotiation has
been, and remains, to minimise nugatory cost (including implementation costs). It will be important, once
a text for the Directive is adopted, to further control costs by ensuring that implementation is well-
coordinated across the Group and that full advantage is taken of the expected six-year implementation
period. At the point where Political Agreement is reached a further Regulatory Impact Assessment will be
produced.

4. Although now overtaken, on the basis of the Commission’s original proposals, a partial RIA was
prepared in June 2004. This was subsequently updated in December 2004 to take account of the Council’s
(then) agreed General Approach. The updated RIA is attached for information at Annex A.

Q2. Corporate Documents?

5. Details as follows:

DVO C

— DVO Corporate Plan 2004–05 (£4,000)

— DVO Annual Report (£5,760)

DSA

— Business Plan 2004–05 £5,020)

— Annual Report and Accounts (£4,950)

DVLA

— Annual Report and Accounts 2004–05 (£11,380)

— Business Plan (£5,475.00)

— Strategic Agenda 2004–10 (£2,720)

— From this year onwards DVLA will be printing corporate documents “in house” estimated costs:

— Annual Reports and Accounts—£6,000 (saving £5,380)

— Business Plan—£3,420 (saving £2,055)

VCA

— VCA Annual Report and Accounts 2004–05

— VCA Business Plan

— (less than £500 for both combined)

VOSA

— VOSA Business Plan (£18,304)

— VOSA Annual Report (£16,208)

Q.3 Administrative Burdens on companies and businesses?

6. The “Administrative Burdens Reductions”(ABR) initiative is a major exercise to measure the burden
that Government regulations impose on businesses, charities and the voluntary sector in terms of form
filling, record keeping, and inspections. It is being handled via a cross-Government contract with
consultants PricewaterhouseCoopers (PwC)

7. PwC are leading on work to identify and quantify those burdens. To date, across the Department for
Transport (DfT) a total of 109 Regulations have been identified as giving rise to 2,050 information
obligations (IO). As regards the DVO Group, this equates to 19 Regulations and 201 IOs. As part of the
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ABR project the Department is working directly with representatives of the businesses aVected by our
Regulations. A final report is due to submitted to the Cabinet OYce Better Regulation Executive by the
spring. Subsequently DfT, and other Departments, will be given targets for burden reductions.

8. In parallel DfT has already started putting together a Simplification Plan which consists of a series of
proposals aimed at reducing the Regulatory burden on businesses, members of the public, local authorities,
the voluntary sector and charities. This is at an early stage of development; many of the individual proposals
have yet to be agreed by Ministers. The outcomes of the ABR project will inform the work on the
Simplification Plan, for example by helping to focus specific areas for reform. Simplification will be taken
forward as a rolling programme within DfT, so new ideas from stakeholders will be welcome at any time.

Q4. Shared Service Project: costs of retraining, re-location, new software?

Retraining

9. The working assumption has been that there will be an average of one half day’s end-user training for
all staV. Clearly there will be variances within this average with those staV used to self-service potentially
requiring considerable less than, say, a manager who will be using manager self-service for the first time.
The precise amount of training across the Department will not be known until the training need analyses
have been completed. The cost of training all staV for one half day is would be the order of £1.7 million.
The cost of the training team and materials etc is estimated at c £2 million.

Relocation

10. The working assumption has been that few DfT staV would want to transfer to the Shared Service
Centre (SSC), and mainly those already within commuting distance of the centre at Swansea Vale. This
assumption, however, is based on information that is now over six months old and it is possible that now
that the SSC is becoming a reality more staV from the business units will consider career opportunities there
and be interested in relocating. Up to £300k has been allowed in the business case for relocation expenses
and this will be reviewed in March 2006 as business units develop their plans for retained organisations and
release and retention of staV.

New software

11. The main software element is the SAP licence. This had a purchase cost of £2.4 million, including the
first year maintenance. Additional software for the development team and live environment has been
estimated at £450k. Over the next few weeks we will be finalising the business case. The main activities will
be to refine the FTE savings based on the staYng levels at the SSC and retained organisations, agreeing
business unit migration project budgets and firming the commercial agreement with the main supplier
(IBM). The final business case is expected towards the end of March.

Q6. A complete list of e-services and costs?

12. Details for DSA are set out at Annex B. The list of e-services for DVLA and VOSA are as follows:

DVLA

— Electronic Vehicle Licensing (EVL)—development costs £35 million. Running costs w £3 million
per annum rising (as take up increases) to £7 million for 2007–08.

— Drivers Re-engineering Project ( DRP)—£102.9 million for Phases 1 and 2. Average running costs
over 10-year period of live operation amount to £5.1 million

VOSA

— Operator licence self-service—cost £10 million (including back oYce processing system);

— TransXchange—cost £200,000;

— Commercial customer portal; www.transportoYce.gov.uk—cost £17 million, part rolled-out and
part in development;

— E-test booking—cost £6 million;

— MOT status checks and history checks; www.motinfo.gov.uk—costs are absorbed within the £1.08
vehicle MOT pass transaction payable to Siemens.
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Driving Standards Agency

Q1. Targets between 2002–03 and 2005–06—figures supplied in Memorandum . . . indicate that performance
and indeed targets have slipped. Why is this?

13. We have identified three targets which either changed or where performance badly slipped:

— ADI check tests—in 2003–04 the target was 8,500 but this was reduced to 5,000 in 2004–05. This
was to allow for the re-allocation of resources to achieve the practical car test waiting time of six
weeks. Unfortunately, because demand for driving tests was even higher than forecast, further
resource had to be withdrawn from conducting ADI check tests and the reduced target was missed.

— Correspondence—target remained unchanged at 97% throughout the period. Performance
appeared to dip in 2004–05 because of the incompleteness of data during the month of changeover
in theory test providers. The correspondence statistics were calculated to include the 11 months
worth of data for the theory test and this influenced the final outturn.

— Bill payment—in 2002–03 and 2003–04 the target was set at 100%. This was regarded as an
unrealistic target as a single missed payment of an invoice would register as a failed performance.
The target was therefore revised to a still demanding 98% and this was achieved.

Q2. “DSA engaged in gold plating of the motorcycle test. Is the UK test more prescriptive than the EU
Directive and, if so, why? What weight was given to industry opinion following consultation?

14. In October 2000, the European Commission brought into force Directive 2000/56/EC which revised
Annex II to the 2nd Driving Licences Directive (Council Directive 91/439/EEC). The new Directive
introduced new standards for theory and practical driving tests conducted within the European Union (EU).

15. The new EU standards set extra and more demanding special manoeuvres that must be included in
every practical motorcycling test by October 2008. In addition to the existing manoeuvres candidates will
have to undertake:

— At least two manoeuvres executed at slow speed, including a slalom.

— At least two manoeuvres executed at higher speed, of which one manoeuvre should be in second
or third gear, at a speed of at least 30 km/h (18.75 mph) and one manoeuvre avoiding an obstacle
at a minimum speed of 50 km/h (31.25 mph).

— At least two braking exercises, including an emergency brake at a minimum speed of 50 km/h
(31.25 mph).

16. In order to assess the various manoeuvres in an eYcient manner DSA designed an exercise that
includes all the various special manoeuvres required by the legislation. The exercise has been developed as
a single event that can be carried out safely before the test moves on to the general on-road ride. The Agency
estimates that this exercise would take candidates around 10 minutes to complete, including the time needed
for the examiner to brief the candidate on what to do.

17. The content of the new riding test is no more prescriptive than is required by the European Directive.
The proposed means of delivery has been developed in the light of discussions with motorcycling interests
and responses to public consultation. The views of the motorcycling stakeholders were crucial to the
development of these proposals and they played a key role in trialling the new test. DSA is continuing to
work with a wide variety of motorcycling stakeholders (including those who represent motorcyclists with
disabilities) to refine the proposals for delivering the new test.

Q3. Outline the main continuous education programmes and estimation of the most recent take up rate. Have
you collected evidence on the eYcacy of these programmes? Cost information for these schemes would also
be useful?

Pass Plus

18. Developed to improve the safety record of inexperienced drivers it is designed to help young people
become better drivers by allowing them to gain confidence and to increase their skill levels. Participating
novice drivers pay for six modules covering driving on motorways and dual carriageways; driving at night
and in all weathers; driving in town and in rural areas. Certificate holders may qualify for a discount on their
first insurance policy from insurers representing over 63% of the car insurance market.

19. The scheme is available to anyone who has passed a driving test but is particularly focused upon the
needs of novice drivers. The scheme syllabus has been recently revised to adopt a competency based
approach and all accompanying literature has been developed and reissued to advertise these changes.

20. DSA has registered over 28,000 Pass Plus approved instructors. There has been a sustained increase
in participating drivers, year-on-year, over the last seven years of the Pass Plus Scheme. Take up for the Pass
Plus scheme increased to over 16% of all car practical test passes in 2004–05, with over 115,000 certificates
issued in the year.
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21. Dft is currently carrying out research into the eVectiveness of the scheme. DSA research carried out
by ORC in March 2005, found that 90% of novice drivers who took Pass Plus felt more confident on the
road and 85% felt it had improved their driving skills. DSA intends to establish a Pass Plus scheme for
motorcyclists.

Arrive Alive

22. DSA’s main continuous education programme is the “Arrive Alive Road Safety Programme”. This
programme has six modules. The first one is delivered to the pre-young driver age group in schools, colleges,
places of employment, scout groups and any other venue where groups this age range are found. Modules
two and three are delivered to Young OVenders. These are adjusted to suit working with Young OVending
teams and visiting Young OVenders’ Institutions.

23. The “Arrive Alive Motorbike” presentations launched on 1 September 2005, not only focuses on the
vulnerability of the new young rider, but also the dangers of taking drink and drugs when riding, and the
use of speed and the consequences if it is not used correctly. The presentation uses DVD footage showing
the results of road accidents and the consequences of rider error.

24. “You can drive too” was also launched on 1 September 2005, and is aimed at the young driver with
mobility problems. The presentation includes information about facilities at both theory and practical
driving test centres.

25. The sixth module is the “Arrive Alive Classic”. This is aimed at the 50! age group and encourages
the more mature driver to think about their driving standards and how the environment has changed since
they passed their test. The Agency’s aim is to help drivers to continue to drive more safely for longer. It is
planned to extend this programme drastically in 2006–07. Recent figures show that for the first 10 months
of this financial year overall audience figures have totalled nearly 90,000.

26. There has not been a recent evaluation of the presentations, however it is planned to put one in place
this year. It will probably be held in the same format as the one held previously by the British Institute of
TraYc Education Research (BITER) in 1998. This showed attitudes towards driving before seeing the
presentation, immediately after and six month later. The result of this survey showed that there was an
improvement in the attitude towards safe driving. Currently each Arrive Alive presentation costs DSA
around £155.

DSA Learning Materials

27. DSA produce learning materials for each category of learner driver. These are created within a
competitive, business environment with distribution through the retail market into high street shops, on line
and telesales. They are therefore self funding with any surplus fed back into new product development or
initiatives such as our Arrive Alive road safety programme, as described above.

28. The printed products are the market leaders, with electronic products sales increasing rapidly.
Research through focus groups is carried out constantly to receive feedback about existing and planned
products. Correspondence from customers regarding the products, both positive and negative, is also
monitored and regarded as an important contribution to the constant improvement of the products.

29. Whether the source material for the theory tests is eYcient is diYcult to monitor as the material has
been available since the introduction. There has never been a theory test without the supporting material.

Other Learning Materials

30. Access to the Crown Copyright material (which is needed for other publishers to oVer learning
materials to educate learner drivers) is oVered under HMSO’s IFTS (Information Fair Trader Scheme).
There are four main licences available from DSA:

— Crown Copyright licence entitles the licensee to allow the licensee to reproduce the OYcial DSA
Theory Test question bank and/or the oYcial DSA Hazard Perception Test clips within a product
or products of their choice.

— Translation licence allows the licensee to translate the oYcial DSA Theory Test question bank into
a foreign language and to reproduce it for sale.

— ADI licence allows registered Approved Driving Instructors to use DSA Crown Copyright
material on a licensed basis to facilitate the preparation of their pupils for both the DSA Practical
and Theory Tests.

— Educational licence gives educational establishments (mainly schools and colleges) access to
Crown Copyright material on condition that students are not charged for access to the material.
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Q.4 A major element of DSA’s contribution to DfT objectives is promoting fuel eYcient driving and reducing
congestion through education. Please explain how you do this. Is information available on the website?

31. Following extensive research and development work DSA has identified a comprehensive range of
techniques which, when honed and developed by the driver, lead to a style of driving which is both safer and
more environmentally friendly. These techniques have been demonstrated to representatives from driving
instructor groups, advanced driving test organisations and the media. Presentations have been given on this
subject to driving instructor groups at both local and national level over the past three years.

32. A chapter on environmentally friendly driving had been included in several of our publications used
by driving instructors and those learning to drive. DSA’s interactive DVD The oYcial guide to learning to
drive also contains a section on using and driving a car in a safe and environmentally friendly way. Regular
articles have appeared in the quarterly DSA magazine Despatch which is sent free of charge to driving
instructors and other road safety professionals.

33. The theory test taken by learner drivers and riders contains questions about minimising the impact
of driving and riding on the environment. Since October 2005, new driving instructors have been assessed
on their ability to demonstrate eco-safe driving whilst qualifying as Approved Driving Instructors and plans
are being developed to introduce a similar assessment into other categories of licence acquisition test over
the next two years.

Q5. Miss Thew mentioned a forecasting tool which was ineVective. Can you provide us with more information
about this? What was the tool, how did it fail, were there cost implications?

34. Miss Thew referred to the tool used to forecast demand. We selected the business plan forecast for
2004–05 in September 2003 using statistical analysis of recent trends and population predictions. The
forecast of 1.56 million practical car tests was exceeded by 7%, with actual demand of 1.67 million. Since
then we have reviewed our forecasting methodologies, in consultation with the Operational Research Unit
(ORU) of the Department for Transport and developed a suite of statistical models to predict car practical
test demand. The suite produces a forecasting range which typically spans 400,000 tests, reflecting the
unpredictability of demand. There are many factors aVecting demand including waiting times, time that
candidates elect to wait between tests, practical test pass rate, theory test pass rate, etc We have seen a
reversal of the previous declining trend in 17 year olds as well as continued growth in the 21–25 year old
sector. These two factors combined could explain the high demand this year.

35. This suite of models was independently reviewed by Professor Gerard Whelan of the Institute of
Transport Studies at the University of Leeds in January 2005. He concluded that the current methodologies
were valid, and suggested some possible improvements which we are pursuing with the ORU. David
Leibling, one of our non-executive directors, has also reviewed and supported our approach to forecasting.

36. The cost implications for DSA of higher demand include higher revenue from test fees which covers
the additional cost of recruiting, training and paying the extra examiners needed to deliver the higher
volumes. This takes about six months to increase capacity in this way, adversely aVecting our service
performance. Conversely, if demand falls below predicted levels then reduced fee revenue might not be
suYcient to cover committed costs. DSA manages the uncertainty by planning for a range of demand and
manages the business risk by putting contingency plans in place. For example, the range for 2005–06
(predicted in September 2004 before the full increase for 2004–05 was apparent) was between 1.49 million
and 1.84 million and current forecast outturn is at the top of the range. The business plan of 1.7 million was
chosen as it was in the upper half of the range, reflecting the rising trend. The plan contained contingency
arrangements to deliver up to 6% year on year growth using existing and standby or on-call resource, with
the mitigating action of recruitment should the growth exceed 6%. Growth has exceeded 6% and we have
recruited extra driving examiners. Forecasts are reviewed monthly and customer behaviour is monitored to
identify any changes. The business plan forecast for the year is set six months before the start of the period,
but we continue to plan our business based on the latest monthly forecast which takes into account the latest
customer behaviour and trends.

37. Our annual modelling tools are based on historical behaviour of candidates, and are only able to
predict the eVects of anticipated changes. In recognition of this and to try to improve our ability to react to
changes in customer behaviour, we have developed our annual modelling tools to run based on quarterly
data, and developed a simulation model to predict short term demand patterns up to 18 months ahead.

38. We continue to invest in the development of improved and informed demand forecasting techniques
(during 2004–05 we invested £57,000 with ORU, this year we expect to spend £48,000 and we employ two
full time staV members to concentrate on this work). To reduce the range and improve our forecasting
confidence, and in recognition of the eVect customer behaviour has on demand, we have conducted focus
groups with 21–25 year olds to better understand this sector and this year we are about to launch an online
survey of 17 year olds to track their intentions and experiences of learning to drive.
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Q6. In terms of sickness absence, can you provide figures which exclude any long term absence due to accidents
that happened on the job?

39. During the 2005 calendar year, DSA recorded 858 accidents on test, 90 non-test accidents, 386 near
misses on test, 33 physical assaults and 348 verbal assaults.

40. In order to assess what long term absence is due to accidents that happened on the job, we have
applied our 30 day definition of long term absence and assessed whether those absences can be linked to
accidents. Where the absence is due to psychological reasons (eg stress, anxiety, depression) it is only related
to an accident if a medical practitioner has specifically related it to the after eVects of the accident, such as
post–traumatic stress disorder, and in such cases trauma counselling is provided.

41. Applying those criteria, 3,643 days of absence would be accounted for in 2005 out of a total of 33,318
days recorded as sickness absence using the DVO specified calculation method, and thus represents 10.93%
of total absence.

42. Excluding these long term absences due to accidents on the job would reduce our average absence for
2005 from 13.1 to 11.79 days average per full time equivalent employee.

Q7. Can DSA explain how it manages in-year surpluses and deficits to ensure that break-even over the long
term. In what situations might it plan a deficit; and in what a surplus?

43. In planning the target level of surplus or deficit for a year the agency takes into consideration the 3.5%
Return on Capital Employed (ROCE) target for the year, together with accumulated over or under
achievements from previous years, financial risks, and longer term strategy. As the annual ROCE target
currently equates to around £2 million per annum it would be usual to plan for a surplus, however, where
the level of over achievement against this target has accumulated to significant levels and it is judged that
the position of the agency is financially robust then deficits may be planned in order to reduce the
accumulated surplus (contingency).

44. By March 2003 excess surplus had accumulated to £9.6 million and therefore the agency took steps
to reduce this through the next business plan and fee setting round, deficits were planned for the next two
years and by March 2005 the excess surplus had reduced to a more acceptable level of £7.6 million. Financial
risk around demand forecasting and investment then led to a return to a strategy of planning surpluses to
achieve its in-year ROCE target. In light of high levels of surplus being achieved in 2005–06 and 2006–07
fees are again being held in April 2007 and deficits will be planned again for 2007–08 and 2008–09.

Q8. DSA is due to go “live” with “Shared Services” in April. What has DSA done to prepare for this? What key
messages does DSA have for other members of the DfT family who will be commencing Shared Services later?

45. The Shared Services initiative is a DfT-wide programme led by a programme team based in London
and Swansea. DSA is due to go live in August together with DVLA. We have provided four staV to
participate on a full time basis on the Process Design and Business Change and Transition workstreams of
the project. We have also provided part time input by some 11 subject matter experts, overseen by two
directors, to facilitate DSA’s needs in the process design of Finance, Payroll and HR systems. This has been
assisted by the coordination of two full time internal DSA staV.

46. We have now established a DSA Project Board for the migration of DSA to the shared service from
August based on the DfT wide design and technology. This will be supported by a project team which is
currently being put in place, and will include some of the skills which have worked on earlier phases. The
project board includes a member from the DfT-wide programme team to ensure that lessons learnt from the
DSA and DVLA implementations are fully utilised in the migration of the other DfT business units.

Q9. Has DSA made any assessment of the driving tests that might be lost due to examiners self-serving. Is this
likely to impact on waiting times for tests?

47. The benefits of a shared service model can be best achieved by maximising automated processes,
Manager Self Service and Employee Self Service. However DSA is conscious that this would be counter
productive if it interfered with the delivery of tests and customer service, thus reducing eYciency.

48. DSA therefore requested that one of the imperative design principles for the new processes must be
that it does not take longer for an examiner than current processes and must therefore not aVect any
driving tests.

49. We can confirm that all of the processes are being designed with paper and telephone options based
on current systems, with the exception that such communication will then go to the shared service centre,
not to DSA as at present. The electronic option will be used by other staV, and we will continue to consider
ways of examiners doing so in the longer term provided that tests are not aVected.
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DVLA

Q1. Can you please supply a copy of the figures Mr Bennett was working from in response to Qs 184—187?
The figures he quoted do not appear to tally with the figures provided in the Departments’ Memorandum

50. The figures are as follows:

Telephone Response:

— target is 95% answered within 30 seconds exceeded for last three years (last quarter 2005 at 97.13%
in spite of increased demand);

— 2002–03—12.2 million calls (99.4% answered with 96.8% in 30 seconds);

— 2003–04—16.1 million calls (99.0% answered with 96.9% in 30 seconds) % 31.9% growth;

— 2004–05—18.4 million calls (99.5% answered with 95.3% in 30 seconds) % 13.9% growth and
50.2% over three years.

E-mail response:

— target revised from 95% in seven working days to 95% within three working days from April 2002;

— 87.1% volume growth between 2002–03 and 2004–05;

— old e-mail system constrained performance;

— in December 2005 with new system 99.1% answered in three days, with 86% in 24 hours.

51. In question 181 the Chairman quoted the following statistics, “For 2002–03 you answered 91% of
telephone calls within 30 seconds, but by 2004–05 that was 83% . . .”. These statistics appear to refer to those
customers who chose to opt out of the automated system in order to speak directly to a member of staV,
and not to the total number of calls received by the Agency.

Q2. Does the DVLA have plans to increase data sharing with partners such as the Post OYce? If so, can you
please explain?

52. One of the main purposes of the DVLA is data sharing to assist in law enforcement. There are long-
standing and eVective structures in place to provide data to trusted partners where it is legal to do so and
where there are adequate safeguards in place for personal data. Examples include the Police, other DVO
agencies, Local Authorities, the department for Work and Pensions and HM Revenue and Customs. We
will listen to any requests from the Post oYce and consider how best to meet their needs but we do not have
any current high volume requests from them.

Q3. What was the thinking behind the proposed introduction of the annual registration charge? We assume that
you still intend to go ahead with the new fee structure. Will it still include the ARC?

53. The annual registration charge (ARC) was proposed in the November 2004 Fees and Charges
Consultation. There are a number of reasons why DVLA have considered the introduction of such an
annual charge:

— Responses to this and previous consultations appear to support the principle of “user pays”. Since
only around 62% of the adult UK population can be classed as motorists (see below) then the
consensus appears to be that motorists should pay for DVLA’s activities rather than these being
funded through taxation. This aligns with the responsibility that DVLA has as an executive agency
and as a Trading Fund to be self suYcient in funding its statutory activities (excluding tax
collection) through levying fees for services.

— Currently only approximately 10% of motorists (vehicle keepers or driving licence holders)
contribute to the costs of running and maintaining the DVLA registers. The bulk of the DVLA
fee income that covers its costs comes from just two fees: the first vehicle registration fees at £38
(around 3 million each year) and the first provisional driving licence also at £38 (around 1 million
each year). The vast majority of motorists who have passed their tests and do not buy new cars do
not contribute to the road safety objectives of DVLA through paying fees.

— This distribution and dependence on a small proportion of the motoring population makes the fee
income unstable and seems inequitable (especially in terms of dependence on new/young
motorists) so that expansion of the fee bearing burden across the wider motoring population seems
desirable.

— There are constraints over how DVLA can extend this fee recovery of its costs, since it appears
undesirable to levy fees for many of the services delivered. These fees might be seen as
counterproductive and impose burdens that might discourage compliance with regulations: for
example, notification of address changes, changes in vehicle keepership, notification of medical
conditions etc.
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— The conclusion, therefore, has been that spreading the burden through an annual charge across
the majority of motorists, but not to attach this to any of the transactions that DVLA needs to
keep its registers as accurate as possible, is the best way forward. The costs of these non-fee-bearing
transactions have been grouped together as a total cost of register maintenance and spread across
the majority of motorists. It does not seem sensible to establish a new transaction to collect this
on its own. The low level of the fee brings to mind the “dog licence” approach that was widely
ignored because of the low cost and hence low enforcement impact, so this fee would need to be
“attached” to an existing transaction both to make it collectable and cost-eVective to collect.

— This approach was adopted in the last consultation and was the best supported of the options
proposed. A new consultation to further explore this is imminent and now awaits ministerial
approval before it is made public.

54. The new fee structure will be the subject of a second consultation that builds on that made public in
2004. The feedback received has been incorporated into the new options, supplemented by a high level of
stakeholder consultation and discussions in the interim.

55. The new fee structure does include the ARC as one of the three options. But adoption is dependent
on reaction to the consultation paper, subsequent discussions with HMT and ministers—and indeed for the
ARC primary legislation will be needed. This is not the easy option for DVLA but we do believe that this
provides both the most equitable solution and a more stable and less variable fee regime because of the
spread of cost recovery across all the motorists that use the DVLA services overall.

Q4. Is there a conflict in the fact that the Agency both administers the transfer, retention and sales of
registration mark facilities and at the same time sells registration marks? Is retention of registration mark
responsibilities in-house actually the most cost-eVective and eYcient solution?

56. There is no conflict whatsoever between the Agency administering the transfer, retention and sale of
registration marks and at the same time selling registration marks.

57. The legislation to facilitate the sale and transfer of marks is enabled under the Vehicle Excise and
Registration Act 1994 (VERA). The regulations and rules surrounding the processes are in place not only
to enable that process to take place, but also to maintain the integrity of the vehicle record and to prevent
fraud. The regulations are necessary to aid in the detection and prosecution of those who choose to operate
in such a manner as to both deprive the Government of saleable assets and defraud the public as customers.
Evidence of this is clear from the recent successful prosecutions of two members of the secondary market
and current investigations into the legality of the operations of a number of others.

58. There has always been a secondary market operating in the area of personalised numbers. Such
dealers buy numbers that have already been issued and are on vehicles to sell at a profit, or by acting as
agents to facilitate this. The DVLA sale of numbers does not impinge upon this as it deals solely with
numbers that have never been issued. They are sold by a telesales scheme or by auction.

59. The DVLA scheme has raised the profile of personalised numbers and has provided additional
opportunities for dealers and the public alike. Dealers are able to obtain a far larger range of stock and
commission sales and the public can buy direct from a trusted Government source if they wish. When the
secondary market operated only with issued numbers, there were around 20 dealers. The opportunities
provided by the DVLA scheme have seen a large expansion in dealer numbers (currently at least 150). Many
of these have concentrated solely on buying and selling DVLA scheme numbers. Without the DVLA
scheme, most of these businesses would not exist.

60. Numbers purchased from DVLA do not stay on the same vehicle indefinitely. As a result, transfers
from one vehicle to another have increased significantly, again providing more potential business for dealers.

61. The Agency scheme is not exempt from legislation and operates under exactly the same strictures as
any other business operating in this area. The Agency also complies fully with aspects of the Competition
Act and Distant Selling Regulations. The propriety of its operation is scrutinised on a regular basis by both
DVLA’s Internal Audit and the National Audit OYce.

62. The Agency has maintained the cost-eVectiveness of its sales operation by means of regular market
testing. Both the sales functions, telesales and auctions, are out-sourced to the private sector and have been
re-tendered on a regular basis in the 16 years that the scheme has been operating. Specialist functions such
as media buying and creative design are also out-sourced and re-tendered regularly. In this way, over the
past 10 years the Agency has been able to increase the revenue gained from its Sale of Marks Scheme from
around £32 million in 1994–95 to £119 million in 2004–05 with minimal increases in cost.
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Q5. What eVorts have been made to accommodate the specific circumstances of rental and leasing companies,
particularly in terms of reducing administrative burden?

63. DVLA has taken measures to assist car leasing and car hire companies by reducing the burden of
process so that they can deal with customers on their premises:

— DVLA operates a dedicated premium rate telephone service solely for the use of car hire
companies.

— The car hire company will suVer reduced business if their potential client is unable to produce the
driving licence and counterpart (which includes endorsement history).

— To mitigate this, DVLA will with the permission of the driver reveal to the car hire company
relevant information from the driver record.

— The dedicated telephone line operates the following hours:

8 to 20.30 hours Monday to Friday;

8 to 17.30 hours on Saturday.

— This service facilitates the business of car hire companies

Q6. Please clarify why the £23 million to the Post OYce and the £8 million to IBM that we raised with you
were paid up front?

64. Under the terms of the contract we have with the Post OYce and in order to benefit from the
favourable rates negotiated, we pay them in advance twice a year. Thus the prepayment of £23 million shown
at 31 March 2005 will cover the service delivered by the Post OYce from 1 April 2005 to 30 September 2005.

65. The service charge paid to IBM includes amounts relating to assets used by DVLA in delivering our
services but owned by our service delivery partners, IBM/Fujitsu. On advice from the National Audit OYce,
and in order to match the cost of those assets with the service delivery they underpin, we recognise a deferral
of that element of the expenditure which relates to those assets with the amount being amortised over the
assets’ useful life.

Q7. Had DVLA done any scenario analysis or detailed economic risk assessment in order to plan the level of
contingency it holds?

66. Yes. Before it became a Trading Fund in April 2004, DVLA undertook a major risk appraisal exercise
jointly with HMT. At that stage, the major point of instability in terms of funding was identified as the first
registration fee. The sales of new vehicles is one of the key lead indicators for the economy and in the mid-
90s this activity dropped by nearly 12% (this had a major fee income impact on DVLA that took 24 months
to recover).

67. Because of the scope of the changes DVLA is now undertaking (new legislative requirements, moving
to electronic services, process improvements and Gershon changes), costing for its activities is becoming
more complex, but the basic instability remains. The response to Q3 provides one major way in which we
are attempting to address this.

68. In our future cost projections, we have calculated the impacts of the changes noted above and the
significant systems investment we need to make to redress the position inherited from the 1990s. These have
been factored into our fees calculations and the level of contingency we need to hold to ensure our future
operations are not compromised through running out of funds. Clearly, these levels are under ongoing
discussion with HMT and we do not wish to charge motorists higher fee levels than necessary so that the
level of contingency is balanced with the need for safety and operational continuity.

Q8. Non-VED income for 2004–05 was estimated at £566 million in the DfT Departmental Annual Report.
The published accounts however reveal the actual amount to be £364 million. What is the reason for the
shortfall? What has DVLA done to ensure that future predicted income is achieved? How can we be sure the
planned income for 2005–06 will be accurate?

69. We do not recognise the diVerences from the DfT reports. The published DVLA Business Plan for
2004–05, approved by the Minister, predicted non-VED income of £360.5 million and income from SLAs
for VED collection and enforcement of £192.2 million—a total of £552.7 million.

70. The audited outcome as reported in the 2005–05 Accounts was non-VED income of £363.8 million
and income from SLAs for VED collection and enforcement of £198.7 million—a total of 562.5 million. This
represents a variance of only 1.8% of outturn from the budgets set some 18 months earlier and the increases
are explainable almost entirely by increases in volumes above those forecast in the original budgets.

71. The DVLA has been extremely close in its estimates over the last years and has continued to refine
its forecasting tools and estimates. The latest forecasts for 2005–06 suggest that DVLA will again be within
2% of its original budgets at the end of the year. We believe that the Trading Fund reporting regime that
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DVLA entered in 2004 is far more transparent in terms of plans and performance than that of an on-Vote
agency, so that the DVLA Annual Report and Accounts now provide a much more open account of its
planning and performance.

72. Internally, DVLA has developed an operational and finance planning cycle operating with a 24
month horizon that is updated and refreshed on a monthly cycle—we call this our Integrated Resource
Management (IRM) process. This is reported to the DVLA Board as part of the monthly cycle and
decisions/actions taken during the monthly meetings. Together with the quality of forecasts noted above,
DVLA believes that this IRM cycle will assist in delivering the financial results needed from its activities.

73. The track record noted above and the management controls in place should provide a high level of
confidence that both income and costs will be delivered to a close degree of tolerance for DVLA in 2005–06.
In support of this view our year-to-date figures as at the end of January 2006 provide additional confidence
that we are very close to our Business plan projections. The IRM planning horizon of 24 months is now
providing the projections for 2006–07 and 2007–08 to be included in our next Business Plans about to be
published.

VCA

Q1. In the evidence session Mr Markwick said VCA would be in surplus next year but the accounts say it will
take three years. What evidence are the predictions based on?

74. VCA plan to make a surplus in 2006-07. This is based on an expected increase in income over 2004–05
of 30% combined with an estimated increase in expenditure of 20%. The income prediction is based upon
a continuation of the growth in business seen in 2005–06. A factor in this increase is VCA’s expansion in
overseas emerging markets; in April 2005 the Agency opened an oYce in China and plan to open an oYce
in India during 2006. The cost prediction has regard to the Value for Money programme already
implemented with further planned measures to be introduced over the next two years. The Agency has
prepared a detailed Business Plan for 2006–07 setting out how the business is to be developed and delivered
to customers and how that will lead to a surplus being earned.

Q2. Figures in the Department for Transport Annual Report indicate that VCA expects to double its
expenditure by 2007–08 against a 44% predicted increase in income. In particular, it expects there to be an 80%
increase in expenditure in 2007–08. Please explain this pattern. How does it fit in with VCA’s prediction that
it will return to an operating surplus within three years?

75. As stated in the previous answer, VCA plan to make a surplus in 2006–07. This pattern is expected
to continue in to 2007–08, with planned income growth of 44% over 2004–05 and a corresponding increase
in costs of 29%. These latest projections are consistent with Mr Markwick’s evidence to the Select
Committee that the Agency aims to return to a surplus in 2006–07 and continue in surplus through 2007–08
but this, of course, is subject to external economic factors.

Q3. Why is VCA an Agency rather than a Trading Fund (or even a public corporation)?

76. A number of years ago the Department considered the possibility of VCA becoming a Trading Fund
(Public Corporation status has been actively considered as an option). HM Treasury guidance advises
against small Trading Funds that might lack the range or scale of income necessary to insulate against an
unexpected drop in demand for one product or service.

77. VCA turnover is relatively modest, below the threshold Treasury advises as sustainable for a Trading
Fund. VCA is working to grow its turnover.

VOSA

Q1. More information on the VOSA test booking system would be helpful. In particular, what came out of the
experience in terms of lessons learned, sharing across the DVO Group etc, how it impacted customers

78. VOSA’s e-test booking system provides for booking of heavy vehicle tests in VOSA test stations. The
first stage commenced last August in VOSA’s test stations and call centre, allowing customers to book tests
by phone or in person. The second stage; currently being developed, will go on-line to enable customers to
book tests on the Internet.

79. A lessons learned review was conducted by two VOSA Non-executive Directors (with support from
other key DVO personnel). The main issues identified in the review were:

— insuYcient time given to testing in an end-to-end test environment;

— the need for more robust implementation of Prince2 methodology, including training for
individuals with executive responsibilities;

— the need for more robust business modelling to underpin change projects; and
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— the need to review contract construction and management ie ensuring good solution design, risk
management and strategic reward structure.

These lessons are being communicated in more detail across the Group.

80. The e-test booking system has not impacted on VOSA’s Secretary of State Key Target of providing
HGV and PSV test appointments within 15 days of the requested date, 95% of the time. The residual impact
relates to:

(a) VOSA’s ability to reconcile statements for pre-funded account holders; 3% of statements are
aVected (of a total of c 9,500). VOSA are in regular contact with the customers impacted.

(b) Delivery of the second stage will be delayed, impacting on the availability of external on-line
booking to customers. Having heeded the lessons learned, VOSA will ensure that the system is
stable and robust before launch.

Q2. Please provide details of the measures taken to ensure that changes in vehicle requirements are
communicated to operators quickly and eYciently, particularly given the fast moving nature of EU Regulations?

81. Communication styles used by VOSA to ensure operators are aware of changes in vehicle
requirements:

(1) Seminars

(2) Workshops/consultations/focus groups

(3) Local presentations

(4) Publications—Moving On, Matters of Testing, Special Notices, Safe Operators Guide

(5) One-oV flyers

(6) Operator visits

(7) Quarterly policy and technical working groups

(8) Trade Shows

(9) Press releases

(10) Mailshots

(11) Specialist ad hoc support for specific changes

(12) Sponsorship

(13) Web publishing—www.vosa.gov.uk, links to/from other sites, specialist sites eg
www.digitaltachograph.gov.uk

(14) Helplines

(15) VOSA representatives are members of various European working groups so we are able to
contribute to changes and pass details on to relevant customers at the appropriate time.

The above are completed as either VOSA only communications or in conjunction with other agencies as
appropriate.

Q4. One of the Agency’s long term targets is to implement recommendations of the TAN/VI merger subgroups.
Given that the merger took place in 2003, why are merger issues still being considered?

82. There are no outstanding merger issues being considered. “To successfully implement the agreed
recommendations of the TAN/VI merger subgroups” was one of the underpinning measures for Key Target
6 in 2003–4 which we entitled “Long Term Development”. The measure was achieved in that year.

Q4. Has VOSA done any research into how it’s operations, as they currently work, aVect small, independent
operators? If so, please provide an overview

83. The annual MORI surveys for Operators and Drivers, Fitters and Presenters covers a cross section
of operators representing diVerent sizes but does not target small, independent operators specifically. VOSA
are able to request that the data for small operators alone is extracted. This would be at an additional cost.
For reference an overview of the existing survey results is:

Operator Licensing—

Satisfaction with operator licensing markedly improved.

Vehicle Testing—

A general improvement in ratings such as no delay at test sites, opening hours that reflect business
needs and operators understanding of pass or fail criteria.

Driver Standards and Training—
Stronger awareness of EU Working Time Directive.
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Enforcement and Compliance—

Overall satisfaction with enforcement procedures is similar to last year. However, there is a general
acknowledgement that compliance improves road safety and better vehicle maintenance and a
rejection of the notion that it places an undue burden on Operators.

Increased proportion are satisfied with DfT agencies’ eVorts to improve road safety. The relative
treatment of non-compliant and overseas drivers remains a contentious area.

On-line and Other Communications—

On-line O Licensing self service is particularly well received.

Most Operators are fairly clear of VOSA’s role.

Q5. Because of the delay to the new MOT system, VOSA has collected a lot of “extra” money from MOT
fees, over and above that needed to fund the non-computerised system. Is this money ring-fenced? Has VOSA
spent any of this money and if so what on?

84. Yes, the money is ring-fenced for the MOT scheme. Since roll-out of the live system began in April
2005 VOSA have paid Siemens as per the negotiated contract. VOSA’s expenditure by the time the service
is in all MOT testing stations is estimated to be £30.5 million. This is based on our costs for resource, external
specialist advice about software integrity and business continuity, accommodation and legal advice.

Q6. Do any of the DVO Board Members have a financial qualification?

85. Stephen Tetlow has an MBA which included financial and management accounting. Geraldine Terry
is a qualified chartered accountant. In addition, the Board also has access to advice on financial issues from
S&R Directorate’s Finance and Planning Director, Leslie Gilbert, who is a Certified Practising Accountant.

Supplementary Points in Respect of Evidence Session of 8 February

Shared IT systems (Q32 in evidence session transcript)

86. The IT systems of the DVO Group fall into three categories: (1) operational systems (eg driving test
bookings), (2) support systems (eg finance and HR) and (3) oYce systems (eg email).

87. The DVO ICT Strategy which was agreed by the DVO Board in 2003, and updated in January 2005,
defines the ICT Architecture for the group, based on the industry standard service oriented architecture
(SOA) approach. Its key principles are:

— interoperability;

— common use of applications;

— technical independence;

— eVective data management; and

— leading to value for money.

88. The ICT Strategy ensures a common infrastructure across the group and that business services are
delivered only once (eg driving licence data is held by DVLA and they provide the services to enquire on
and maintain that data. These services are used by the rest of the DVO Group, as well as external data
partners where appropriate). Since October 2003 all DVO ICT projects delivering operational systems have
been required to confirm to the ICT Strategy.

89. The Department for Transport is moving to shared services for Finance and HR, including the
sharing of the supporting IT systems. The completion date for DVO is the end of October 2007.

90. OYce systems vary across the group, having been established prior to the formation of the group.
The centre of the Department is about to refresh its oYce systems and DVO is actively involved in this work.
DVO will be pushing for commonality with one of our agencies, and ideally a common provision of the
service. As each agency’s oYce systems come up for refresh they will be required to move to the standard
adopted by the Department.

MoT fees (Q217 in transcript)

91. VOSA are responsible for implementing the fee increases for the annual tests on HGVs and buses/
coaches as it is VOSA that carries out the tests on these vehicles. The fees for these tests will not be further
increased until April 2007.

92. The Department for Transport (DVO C) is responsible for implementing the MOT fee increases for
all other classes of vehicles, including cars, as these tests are not undertaken by VOSA but by around 18,500
private garages around the country. The fees for these classes of vehicles may be increased from the end of
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July 2006 to take account of inflation and any increase in the time needed to carry out an average test (VOSA
are currently carrying out a test timing exercise to determine whether the introduction of MOT
Computerisation has had an eVect on the time it takes to conduct an average test.)

93. Although the overall test fees may be increased in July this year, there will be no increase to the “pad
fee”. The pad fee is the small element of each test fee—currently £1.44—which garages pay to VOSA to cover
the Agencies costs in supervising and administering the MOT scheme.

Vehicle recalls in 2004 (Q272–274 in transcript)

94. On vehicle recalls there was an increase of some 250,000 vehicles that were the subject of a recall
campaign in 2003–04 compared to the previous year.

95. Vehicle recalls are very largely preventative, precautionary measures. The fact that a vehicle is subject
to a recall does not necessarily mean that it is dangerous to use—in the vast majority of cases it means that
it has the potential to develop a defect which the manufacturer would prefer to remove as soon as reasonably
practical. Neither does it mean that the defect is necessarily very serious in itself; or, that all of the vehicles
that are subject to recall will ever develop the defect or indeed, develop the defect in circumstances in which
a danger to the vehicle or its occupants might arise. In the vast majority of cases manufacturers initiate recall
campaigns on their own volition, and in response to a relatively small number of reports—from various
sources including VOSA—about potential rather than necessarily actual problems.

96. The increase in the number of vehicles aVected by recalls in 2003–04 is explained by two key factors.
Firstly, the number of recalls varies from one year to the next in any event. (This sort of increase is not
unusual—for example 2.3 million vehicles were the subject of recall campaigns in 2000–01). Secondly,
because manufacturers are increasingly aware of their responsibility, formally, both to identify, and to
notify, recall campaigns to the Department. This is a legal requirement of enhanced EU legislation on the
subject of product safety generally, which took eVect in January 2004 (2001/95/EU).

97. Vehicles are subject to type approval inspection by a certification authority. The purpose of the type
approval process is to check that the design specification of each new vehicle type complies with
internationally agreed key standards of safety and environmental performance. The process is undertaken in
part by reference to technical information submitted by a manufacturer, and in part by witnessing a certain
selection of type vehicles being subjected to various performance tests prescribed in type approval
legislation. The process also involves checking to see that the manufacturer has systems in place to ensure
that type approved vehicles will be built in conformity with the approved type vehicle(s). However, the type
approval process does not look at every aspect of design, construction and manufacture. Type approval
provides the assurance that new vehicle types produced by manufacturers meet current international
requirements of safety and environmental performance. And it allows the manufacturer to produce new
types approved to these standards and to market them freely in the international community.

Annex A

PROPOSAL FOR A DIRECTIVE OF THE EUROPEAN PARLIAMENT AND OF THE COUNCIL
ON DRIVING LICENCES, RECASTING COUNCIL DIRECTIVE 91/439/EEC

Updated Regulatory Impact Assessment

Purpose of the measures

1. In December 2003, the European Commission published its proposal for a Directive to update the
existing European Union (“EU”) requirements for Member States’ driving licences by “harmonising”, that
is in general tightening, them. We produced a Partial Regulatory Impact Assessment on that text in June
2004.

Timetable and state of play

2.1 Following negotiations in its working group, the Transport Council reached a General Approach on
the proposed Directive at its meeting on 7 October 2004. The resulting text diVers substantially from the
Commission’s original proposal. This Regulatory Impact Assessment assesses the potential impact of the
Council’s General Approach, not that of the Commission’s original proposal.

2.2 The European Parliament (“EP”) is expected to have its First Reading on 22–24 February 2005.
Council and the EP must then agree a final text before it can become law. Publication of the Directive is
therefore unlikely until late 2005 at the earliest. Member States would then have four years to transpose the
Directive into national law, and a further two years to implement it. This implies a likely date of 2011 for
the provisions to come into eVect in national law.
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Intended eVects of the general approach

3.1 New licences only. The proposals would explicitly aVect only driving licences issued after the new
measures came into force.

3.2 Plastic card and microchip. In future, all new driving licences would have to be issued as a plastic card,
in line with present UK practice, bearing a photograph of the individual concerned; with the option
available to Member States to include a computer chip.

3.3 Harmonised periods of administrative validity. A new concept of “limited administrative validity” of
driving licences would be introduced. Licence documents would have their administrative validity renewed
periodically, and the periodicity would be the same throughout the EU:

— every 10 years for drivers of mopeds, motorcycles, cars and light vans; and

— every five years for drivers of medium and heavy goods vehicles, minibuses, buses and coaches.

3.4 Medical checks. New medical checks or revisions to the medical standards setting out the physical
and mental conditions for fitness to drive would not be part of the measures.

3.5 Driving examiners—qualification and training. A Community-wide obligation is proposed to
harmonise the requirement for initial qualification and periodic re-training of driving examiners.

3.6 Combating driving licence tourism. “Driving licence tourism” is the practice by which a driver
disqualified in one Member State may establish usual residence in another, then be issued with a licence after
test passed in his new state of normal residence. To combat this, Member States would be forbidden from
issuing a new or renewed driving licence to a person already holding a valid EU driving licence (that is, a
licence issued by one of the EU Member States) or whilst his or her driving licence is withdrawn by any
Member State.

3.7 Harmonised vehicle sub-categories. The existing Driving Licence Directive obliges the Council to
consider Commission proposals to harmonise vehicle sub-categories. So the Commission proposed a more
detailed alignment across the EU of the types of vehicle for which entitlement to drive may be granted by
the national authorities: much of the Commission’s original proposal was concerned with this aspect.
However, the General Approach would reject many of the Commission’s proposals, majoring on omitting
those for which there are no clear road safety benefits.

Risks addressed by the measures

4.1 The Directive is intended:

— to combat fraud;

— to improve road safety through the implementation of common transport policy; and

— to facilitate the free movement of persons changing their place of residence from one Member State
to another.

Fraud

4.2 In the newly-enlarged EU, some 110 diVerent models of driving licence are currently in use, in a
variety of paper, card and photocard formats, languages and even alphabets. This diversity creates a wide
variety of opportunities for impersonation and for forgery.

4.3 It is proposed to simplify enforcement by issuing all future new licences in conformity with the single
common photocard model already adopted across the EU. This has been in use for new licences issued in
Great Britain since 1998 and in Northern Ireland since 1999. It is also proposed to enhance the security of
the system by permitting Member States the option of including a computer chip on the card. This may hold
further information to confirm that the person holding the licence really is the person who has the
entitlement to drive.

4.4 The introduction of limited periods of administrative validity would also reduce fraud by providing
for update of the driver’s photograph and details, and for inclusion of the most up to date security and anti-
fraud features.

Road safety

4.5 In the United Kingdom (“UK”), the Government is committed to reducing the number of road
deaths and serious injuries by 40% by 2010, compared to the average for the years 1994 to 1998. In the EU,
the UK has agreed to the European Road Safety Charter, which commits the Member States to halve the
number of road deaths by 2010.

4.6 We have resisted many of the Commission’s original proposals for changes to vehicle categories,
where we saw little or no resultant road safety benefit. However, we have encouraged and sought to
strengthen proposals from which road safety benefits may be foreseen, for example from the proposals to
harmonise driving examiner training, and from proposals to combat driving licence tourism.
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Diminished mobility

4.7 The principle of “mutual recognition” of Member State driving licences was introduced by the current
driving licence Directive. DiVering national validity periods for driving licences, as at present, impede the
application of this principle. Citizens who take up residence in another Member State have significant
uncertainty about their driving entitlements. This uncertainty hinders free movement. Administrative
harmonisation should, by helping free movement, help to improve the functioning of the internal market.

Options

5.1 In principle the UK had three options:

— oppose the current Commission’s proposals in their entirety;

— support the Commission’s proposals in their entirety; or

— influence the drafting of the Directive through negotiation.

5.2 In practice, the first two options are not realistic. The UK has negotiated very actively, achieving a
General Approach which we can regard as a success, even if it would not fully reflect every detail of our
wishes.

Progress in negotiations

6.1 The UK has negotiated very actively along lines set out in our partial RIA of June 2004. We have
resisted many of the Commission’s proposals for changes to categories for which we saw no road safety
benefit. We have opposed proposals which would have imposed undue burdens on the public, industry,
enforcers or Government with little or no compensating benefit. Partly as a result of the strong
representations which the UK has made, most of our key objectives, as outlined in the Partial Regulatory
Impact Assessment of 2 June 2004, have been achieved at this stage and are reflected in the General
Approach.

6.2 Vehicle categories. Many of the Commission’s less justifiable changes to vehicle categories have been
omitted or amended, either to align with existing practice or to address a real road-safety concern.

— Most of the proposed changes aVecting truck and bus drivers would be omitted or amended. For
example, the General Approach now proposes to retain at 7.5 tonnes the maximum vehicle weight
at which a medium goods vehicle licence would apply (the Commission proposed to reduce this to
6 tonnes). This improvement alone would avoid very substantial costs to industry, to the voluntary
sector and to others which were referred to in the June RIA.

— The General Approach on cars with trailers would replace the Commission’s very restrictive
proposal with a measure similar to that currently in force. This would permit a maximum
combination weight of 3.5 tonnes on an ordinary car licence.

— On motorcycles, the rigid “staged” approach proposed by the Commission would be made more
flexible, with some national derogations to permit Member States to adopt older or younger
minimum ages as they deem appropriate. Whilst this would not enable the UK to continue exactly
as now, we should have a good deal of freedom to determine the conditions under which access
would be permitted to the very largest machines.

6.4 Drivers’ “grandfather rights”. The Commission claimed that the new measures would not change
entitlements to drive already granted or acquired before the new Directive comes into force. The General
Approach now includes language which explicitly defends the entitlements of existing drivers.

6.5 Member States’ rights. The General Approach text would allow Member States to implement the new
measures in ways relatively well-suited to their own national conditions. For example:

— Commission proposals obliging medical checks every five years on young truck and bus drivers
have been replaced with a requirement that their licence would be renewed only if the applicant
continues to fulfil the medical standards. Whilst this would mean a new requirement for periodic
renewal every five years for the younger drivers, the medical procedure is in line with present
UK practice.

— The age of 65 at which, under the Commission’s proposals, entitlements to drive would in eVect
have expired, has now been deleted, leaving it to Member States to determine at what age
entitlement would lapse.

— Member States may issue licences for periods shorter than the harmonised validity period, for
example for medical reasons. There would be no obligation to withdraw and renew longer-term
licences already issued (eg the pre-photocard models).

— Member States may store additional data on the optional microchip, so long as it does not interfere
with the use of the chip for driver licensing.
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6.6 Road safety. The General Approach text on requirements for driving examiner training and testing
concentrates on competences gained rather than prescribing merely the duration of training, which was the
focus of the Commission’s proposals.

6.7 Nevertheless, there remains scope to refine and focus the Directive in some areas, and we will continue
to negotiate accordingly. Details are provided below.

Benefits and costs

7.1 The greatest potential of the Directive to tackle current problems lies in proposals:

— to combat fraud by measures to tighten driving licence security;

— to create a framework of improved measures for driving examiner qualification and training which
may ultimately impact beneficially on road safety; and

— to recognise the trans-frontier mobility of drivers through harmonised periods of licence validity
and through measures to combat “driving licence tourism”.

Driving Licence Security

7.2 The proposed Directive provides an opportunity to improve the security of the driving licence system
against forgery and fraudulent use. The mandatory photocard for new-issue licences, the proposed
computer chip on the licence, and the introduction of harmonised periods of limited administrative validity
are particularly relevant.

7.3 Photocards and microchips. The General Approach would move all Member States exclusively to the
photocard format for newly-issued licences, in line with existing UK practice. It would also allow (but not
oblige) Member States to insert a microchip on the licence.

— These measures provide for increased security of the licence and would help Member States to
counter the growing threat from fraudsters.

— If DVLA opted to include a microchip, there would be a marginal production cost increase to
DVLA, but (more importantly) the costs, benefits and justification for such a step would be
evaluated nationally on their own merits.

7.4 Any microchip would be permitted to hold information which is not already held on the face of the
card, if so desired by the UK.

— This could have a number of benefits. For example biometric data could support validation that
the person claiming to be the licence-holder is the person to whom the claimed driving entitlement
has been issued.

— It would allow costs to be spread over several functions. The microchip could also function, for
example, as a tachocard, hazardous goods certificate, or as an access key to other databases, with
practical advantages for licence holders. Licence-holders might not have to pay for several
diVerent cards and carry them around, and they might be enabled to include useful information
such as blood-donor group, organ donor or other medical information on the chip.

7.5 Harmonised periods of administrative validity. As amended, the proposed new measure would have
both benefits and costs.

7.6 It would have potential administrative and customer service benefits.

— It would facilitate greater accuracy of records, including the data on the licence, thus reducing the
potential for fraudulent use and counterfeiting.

— It would give greater clarity for EU citizens of the rules regarding licence renewal when they move
from one Member State to another.

7.7 On the other hand, there would be some additonal administrative cost to bus and truck drivers and
to DVLA, through the new need to renew such licences five-yearly at ages under 45 (see paragraph 10.10
below). In the UK, we see no scientific justification for the Commission’s original proposal for regular
medical checks under the age of 45, and we believe that the General Approach would require no changes to
our current medical procedures.

7.8 The General Approach text does not oblige Member States to withdraw old format paper licences.
The UK is neutral about this. We see the advantages of withdrawing old model licences to the security of
the whole EU driver licensing system: the EU system will be only as secure as its weakest member. But we
recognise there would be significant costs, especially for Member States which oVer lifetime driving
entitlement. We have secured the inclusion in the General Approach of text which would protect existing
drivers’ entitlements so that they would not be adversely aVected by any future decision to withdraw old
model licences, whether taken nationally or internationally.

— This is partly by allowing Member States some freedom to administer EU standards in accordance
with national conditions, as set out at paragraph 6.5 above.
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— Any decision to withdraw old model licences in the UK would (as the text presently stands) be for
the UK authorities, and it would be taken only after a detailed regulatory impact assessment
backed up by full consultation.

Driving examiner qualification and training

8.1 The General Approach on driving examiner qualification and training would help to improve road
safety. Competence-based criteria are now included, to enable the required training to be targeted so as to
address any examiner failings, and to deal with changes in the law and with new technological developments
(as in UK practice).

— In this way, the road safety benefit would be secured by the eVective guarantee that driving
examiners all have the necessary skills.

8.2 There should be no need for DSA to change their procedures fundamentally, as in the UK we already
train driving examiners and we are well-advanced towards introducing a more rigorous competence-based
approach.

— However, there would be an increase in costs. Currently periodic training is provided on an ad-
hoc basis following annual observation of the examiner’s performance to identify any training
requirements or if an examiner has been absent for a period of 6 months. The Commission’s
proposals would make periodic training mandatory and so would increase the Agencies’ costs by
at least £2 million pa. Every examiner would have to undertake on average three days training per
year, at a cost of £200 per examiner per day. In addition, DSA would have to hire some 30
additional driving examiners to cover absences due to the increased training requirements. Costs
would also be incurred by non-DSA examiners such as the MOD, Bus Operators, Fire and
Police forces.

— That said, the detailed requirements set out by the proposed Directive for driving examiner
training and testing would be subject to review by Brussels oYcial comitology. We should expect
the UK to gain early experience of the practicalities of implementing the Directive and, as and if
necessary, to come forward with proposals to amend the requirements in the light of experience
long before the Directive would come into force in Member State law.

Combating “driving licence tourism”

9. The Commission’s proposals to combat “driving licence tourism” could have real road safety benefits
and we are keen to see appropriate measures put in place.

— We should prefer to see a more fully-considered text, better focussed on achieving real benefit and
on avoiding nugatory cost. We continue to pursue this goal.

Changed categories of vehicle and related measures

10.1 Many of the Commission’s original proposals to change the categories of vehicle have been omitted
or amended in order the better to focus on road safety benefit whilst removing costly measures with little
or no road safety justification.

— We believe that there is still scope for substantial improvement in some areas as set out below.

10.2 Mopeds. We welcome the proposed inclusion of mopeds in the EU driving licence system.

— However, we believe that a mandatory practical test should be the norm throughout the EU for
new moped riders. Statistics show alarming death rates amongst moped riders on EU roads, and
huge disparities between Member States in the proportions of moped riders killed. The rate of rider
deaths per thousand mopeds is very high in some Member States where mopeds are popular. In
1997 over 2,500 people died on mopeds in what are now the 25 EU countries. This was some 4%
of all road deaths. In some countries, more than 10% of fatal accidents involve mopeds. In UK
experience, the introduction of appropriate training and testing requirements can cut the death-
rate by about two-thirds. Nor do we wish to have to accept on UK roads moped riders who have
not proved their competence in a practical test.

— We therefore continue to negotiate for a mandatory practical test for moped riders to be the EU
norm.

— We should also prefer to see mopeds defined so as not to exclude a category of even smaller vehicles
which would fall outside driver licensing. Such exclusion would encourage abuse, and we would
probably wish to introduce a new national category of sub-moped machines, thereby incurring
some administrative cost in DVLA and DSA. And we seek to exclude small three- and four-
wheeled vehicles from the moped definition, since these are more like small cars or vans in their
handling characteristics than like two-wheelers.
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10.3 Motorcycles. The rigid “staged” approach proposed by the Commission has, in the General
Approach, been made more flexible, with some national derogations to permit Member States to adopt
older or younger minimum ages as they deem appropriate. This would not enable the UK to continue exactly
as now. But it would leave us a good deal of freedom, for example to determine the conditions under which
access will be permitted to the very largest machines.

— Direct access to the largest machines (a category which we should like to see broadened to include
all machines over 25 kW, that is the more powerful 500cc range machines as well as those even
larger) would be optional, not mandatory on Member States as in the Commission’s proposals. A
Member State would therefore be free to decide that access to the largest machines for its own
licence-holders could be only after experience on smaller motorcycles. The General Approach
would also allow freedom between the ages of 21 and 27 as to the minimum age at which to permit
direct access to the largest machines.

10.4 On motorcycles generally, we understand that MEPs may seek a more tightly-structured approach,
and accordingly we are encouraging MEPs to consider the possibility of allowing flexibility particularly
where the Member State adopts a rigorous testing and training regime for moped riders.

— We should prefer to see the maximum power of medium sized motorbikes retained at the present
lower limit of 25 kW. We believe that the 35kW limit is too high and that it would allow relatively
large motorbikes to be ridden by 18 year olds with very little experience. UK experience is that
competence, not age, is the prime consideration. Given the right size range for medium-sized
motorcycles and proper training and testing arrangements, we see no reason to oppose access to
them at age 17 (as at present in the UK). Therefore we continue to support the lower (25kW) limit,
with national derogation in appropriate circumstances to minimum age 17.

10.5 We are aware of concern in the driver training industry about the motorcycle minimum test vehicles
(MTVs). MTVs need to reflect the categories of vehicle finally adopted. They also need to match up with
the vehicles that are on the market.

— Changes to the MTV definitions could have significant cost implications, because they might
require training and testing organisations to buy and insure expensive new fleets of vehicles. We
aim to have MTVs defined appropriately in the text as adopted in due course. However, the MTV
definitions are also subject to oYcial comitology procedures, so that they may be amended by the
Commission after adoption of the Directive. We shall take any necessary opportunity to review
the MTVs through oYcial comitology, well in advance of the date of implementation of the
Directive in Member State law.

10.6 Three- and four-wheelers. The General Approach text would include tricycles and quadricycles in
the moped and motorcycle categories.

— We believe that they would all be better included in a re-defined category B1 (light vehicles) as their
handling characteristics are more like those of a car than of any two-wheeled vehicle. If a Member
State chooses not to apply this optional category, they ought to be included in category B (normal
car or van).

— If we are obliged to include three-and four-wheeled vehicles in the moped and motorcycle
categories, this will involve administrative costs for DSA who may have to change testing
arrangements, and for DVLA as the category definitions will change.

10.7 Cars, light vans and trailers. The Commission’s proposals for cars and light vans with trailers
(including caravans) have been almost entirely rejected in the General Approach, which reverts to text
similar to that in the existing Directive, with two projected changes.

— The current provision for cars or light vans to tow small trailers of less then 750kg on a category
B driving licence (even if this takes them above the category B combination limit of 3,500kg) would
be removed. This removal has no clear road safety benefit, and it would aVect utility companies
and others who tow light equipment (eg small pumps) using vans. We are therefore negotiating
to reinstate the present provision for small trailers whilst preserving the general 3,500kg limit in
combination weight (see 10.9 below).

— For B!E licence holders (who have to take a special car- or van-with-trailer test) the absence in
present law of an upper limit to the trailer size has caused freak articulated vehicles to proliferate
in some Member States. The Council text therefore provides an upper limit to the trailer mass at
3.5 tonnes, so long as, in eVect, the trailer weighs less than the tractor. To drive larger combinations
would need a C1!E (medium commercial vehicle with trailer) licence, even if the tractor alone
was in category B (car or light van). We believe that there is good road safety reason for imposing
this limit. There might be some cost to commercial operators relying on freak articulated
combinations, but we believe that the size-limit is set suYciently high to avoid most if not all
leisure use.

10.8 The Council chose not to make a general extension of category B to cover single vehicles
(motorhomes) or trailers (caravans) up to 4.25 tonnes. This was to avoid the overlap which would result
between leisure-use and commercial-use vehicles, with resulting impossibility of enforcement on the road.
We believe such an extension would have had detrimental eVects on road safety by encouraging widespread
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abuse. In eVect it would raise the size of vehicle which could commonly be driven on a B licence. It would
also raise the spectre of “white artic man” who would find himself able to drive articulated vehicles on an
ordinary car licence as large as some rigids for which a C1 (medium commercial vehicle licence) is needed.

10.9 Medium and heavy goods vehicles, minibuses. buses and coaches. Most of the Commission’s proposed
changes to these categories have also been rejected in the General Approach text.

— It is proposed to retain at 7.5 tonnes the maximum vehicle weight at which a medium goods vehicle
licence would apply (the Commission proposed to reduce this to 6 tonnes), so avoiding the very
substantial costs to industry which were foreseen in the June RIA.

— A minibus driving licence would apply to vehicles up to 8 metres in length (as opposed to 7 metres
as proposed by the Commission). This would avoid needless burdens on voluntary organisations
and others transporting disabled people.

— The Commission proposed linking the minimum age requirements for truck and bus drivers with
the minimum age and professional training requirements of Directive 2003/59/EC (the recent
Training Directive). We identified potential diYculties for the Ministry of Defence, emergency
services and vehicle recovery operators and have secured in the General Approach suitable
exemptions for them, thus potentially avoiding substantial costs.

— We have successfully resisted on road safety grounds the Commission’s proposal to make driving
licences interchangeable between minibuses and medium goods vehicles. We received little or no
indication of support from industry for this measure.

10.10 The requirement for five-yearly medical checks for category C and D drivers under the age of 45
has been successfully opposed. Nevertheless, these drivers will still have to renew their licences every five
years. This will impose some administrative costs on the industry and on DVLA. DVLA will have to
undertake over 100,000 extra transactions per year, which will require approximately 10 new staV members,
at an annual cost (very roughly) of around £300,000. However, the periodicity of renewal is the same as that
governing Certificates of Professional Competence (already required under Directive 2003/59/EC), so that
there may be scope to minimise this by combining the two exercises.

10.11 Whilst we have successfully resisted most of the Commission’s proposed changes to categories,
there will inevitably be some changes to categories and minimum ages resulting from the implementation
of this Directive. This will incur some administrative costs on DVLA in terms of system changes, but these
can be quantified eVectively only when the final text of the Directive is agreed and the detailed changes
are known.

Summary and recommendation

11.1 The Council’s General Approach is a great improvement on the Commission’s original proposals.
It would remove most of the potential undue cost burden that could have fallen on drivers, industry,
enforcers and the Government. However, there are some areas where improvements can still be made and
we are continuing to negotiate on them.

11.2 We also see two areas in which we intend to use the oYcial Brussels comitology process as and if
necessary to refine detailed requirements so as to maximise benefits and minimise burdens: these are: the
minimum test vehicles for motorcycles; and the detailed training requirements for driving examiners.

Benefits

12. The proposed Directive should benefit the UK by providing appropriate measures:

— to combat driver licensing fraud and impersonation;

— to improve drivers’ performance through an improved regime of driving examiner qualification;

— to tighten international arrangements to combat “driving licence tourism” by persistently-
oVending motorists;

— to extend the categories of vehicle for which driving licences are needed, so as to cover mopeds and
very light motorised three- and four-wheelers; and

— in a few instances to refine the existing vehicle categories so as to make it harder for drivers to drive
vehicles on an inappropriate licence.

Potential costs

13. There are still some areas of the Directive in which the potential costs may outweigh the benefits.
These include:

— Lack of a mandatory practical test as the EU norm for moped riders, and an impractical moped
definition;

— Inclusion of three-and four-wheeled vehicles in moped and motorcycle categories;
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— Lack of a fully-coherent approach for the motorcycle categories; and

— Excessive administrative requirements to combat driving licensing tourism.

Recommendation

14. We shall build on our substantial achievement so far in Council by continuing to seek to maximise
the potential benefits and to oppose measures from which undue cost will arise .

15. We are pursuing these goals by three complementary routes:

— We are already actively briefing MEPs to consider measures which would refine the text to good
eVect. This applies to:

— Well-specified requirements on the Member States and on the Commission to combat driving
licence tourism;

— Mopeds: proper definition, and practical test as a mandatory EU norm;

— Motorcycle categories; minimum ages and staging arrangements.

— Inclusion of three wheelers with light cars/vans or with cars/vans, rather than with motorcycles.

— We are already using the oYcial comitology process to fine-tune some of the details on which
expertise needs to be marshalled and practical experience brought to bear. This applies to:

— Detailed training requirements for driving examiners.

— The minimum test vehicles for motorcyclists.

— We intend, where flexibility has been achieved to empower national authorities to make decisions,
to exercise our usual practice of thorough detailed regulatory impact assessment, backed up by full
consultation, before decisions are taken or measures implemented. This would apply if we were to
think of taking steps to:

— introduce the optional microchip;

— withdraw old model licences; or

— change the driver training and testing regime, within the framework established by the proposed
Directive.

LRI1/DfT

17 December 2004

Department Name: Driving Standards Agency
Project Name Project Description Amount (£) Date entered Service

Internet Booking To further enhance web-based
Service—Practical booking service enabling cancellation,
Test—Phase 2 amendment and refunds and 0.5m Jul 2005contributing to the DVO’s corporate

objective to e-enable core customer
facingservices.

Automated Speech To enable practical test candidates to
Recognition change their test booking date at the 0.8m Jun 2004same venue on a like for like basis

using automated telephone service.

Internet Booking To enable the booking ofa practical
Service—Practical driving test over the Internet 1.3 Oct 2003Test—Phase 1 providing customer choice and cost

savings.

Internet Booking To introduce the facility for
Service—Theory candidates to check, cancel or change N/A Jan 2003
Test—Phase 2 Theory Test bookings on line.
Hazard Perception To deliver an IT based hazard
Testing (HPT) perception test to be used in 2.6m Nov 2002determining driving test candidates

hazard perception skills.
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Memorandum submitted the Highways Agency

Response to Supplementary Questions following the Hearing on the Work of the Highways Agency
15 February 2006

General

1. Please provide us with an idea of what proportion of your work is research-based or—focused. Tell us about
one or two recent research projects of significance

In financial year 2005–06 approximately £14 million of our programme expenditure was assigned to our
Research and Development budget, against a total Agency programme spend of approximately
£1.79 billion. The programme focuses on the key themes of Reducing Congestion, Safety, Asset
Management and Sustainability. The research is aimed at the development of innovative and cost eVective
ideas for supporting the operation, maintenance and improvement of our network.

Video Information Highway

The Video Information Highways (VIH) research project demonstrated the use of internet technologies
and broadband transmission to deliver images from Agency CCTV cameras to Agency staV (route
managers) and to media providers such as the BBC for use within traYc bulletins, without the need for
expensive video links. The successful research project led to a pilot of Highways Agency Network Viewer
(HANET) in 2004–05 in the South West, which has this year been extended to almost all of the Agency’s
network and oYces. The availability of real time CCTV to the media and to staV in the Agency’s oYces and
control centres significantly improves the quality of information provided to drivers.

Accident Investigation Surveying Equipment

The Agency is carrying out research into advanced accident investigation surveying techniques to improve
and speed up data capture following accidents allowing the time taken to re-open the road to be shortened.
Trials of the equipment show potential benefits of up to £4.5 million per year in user delays with incidents
being cleared up to up to 7.5% more quickly. The project illustrates how we are working in partnership with
the police to manage our network more eVectively. Equipment has now been deployed to West Midlands
Police to use it in live accident investigations.

2. Mr Robertson talked in broad terms about the Agency’s risk-based safety work. Could you please provide
us with more detail on this?

Traditionally risks are managed through the use of standards for safe highway design. By definition,
standards have addressed road user risks in a generic way. The Agency’s new role as a Network Operator
has led to the need for greater innovation and less reliance on the use of traditional asset based standards.
The new challenges posed by operating the network require a diVerent approach. We now have to review and
manage risks at individual sites, or for specific operating procedures in a more focused and transparent way.

In order to ensure safe operation of the network and manage the risks to road users, road workers,
emergency service personnel etc, we have had to adopt a more formal and transparent risk based safety
management approach.

An example of this new approach has been introduced for the pilot of Active TraYc Management (ATM)
in the project on the M42. ATM will allow the vehicles to use the hard shoulder as a running lane at various
times of the day and therefore introduces new risks. This has required a very thorough risk based safety
management system to be developed. New measures to mitigate the risks such as emergency refuges and new
operating procedures have had to been introduced to ensure the safety of road users, road workers, vehicle
recovery operators, emergency service personnel, TraYc OYcers and any other workers who may be
involved.

Another example of the new risk based approach has been used in the process to determine when it is
safe to carry out central reserve safety barrier repairs. Traditionally, when a safety barrier is damaged, the
standards required repair within a 24-hour period or lane closures. This action was required regardless of
its eVect on congestion or wider safety implications. The predominant risk considered by this generic
approach was that road users might have another accident at the same location. A risk-based approach was
developed considering the wider safety implications for road users and road workers. This has resulted in
a more measured approach tailored to the individual circumstances at a site, resulting in an overall
improvement in safety.

The Agency has also been working on developing a number of risk-based standards to ensure that risks
are better managed. The first risk-based standard, the “Road Restraints Standard” will be published in
August 2006. This standard will allow the risk to road users from roadside furniture such as lighting columns
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and signs and features such as embankments to be assessed. It will also allow the eVect of various mitigation
measures, such as relocating the furniture, protecting with a safety barrier to be reviewed and their eVect on
the risks to the road user assessed.

Lessons learnt from the above examples have led to the development of a new internal system for
managing health and safety, called Management Arrangements for Health and Safety (MAHS). This system
looks at the Health and Safety requirements for oYce work, out of oYce work and TraYc OYcer service,
which are covered by descriptive procedures outlining the risks and control measures.

3. How does the Agency assess value for money? Does this diVer, for example, from the approach of local
authorities?

The value for money of Agency projects is assessed using the New Approach to Transport Appraisal.

NATA is a comprehensive approach to appraisal considering a scheme’s economic, environmental, safety
and accessibility impacts as well as its contribution to the integration of transport policies. The approach
requires identification and assessment of these impacts and then, where possible, quantification and
valuation. Where impacts cannot be directly quantified or valued these are still taken into account in the
value for money assessment. Information is provided on all the key impacts to ensure that the full picture
can be considered when making decisions on schemes. Guidance on the approach to value for money is set
out on a dedicated site at: http://www.webtag.org.uk/. Alongside the value for money assessment, a scheme’s
wider fit with national, regional and local policy objectives is considered, and scheme deliverability and
aVordability.

We understand that local authorities also follow this approach for assessing the value of money of major
schemes (generally schemes over £5 million) for which specific DfT funding is being sought. For smaller
schemes, local authorities are encouraged to follow the NATA approach, and consider the value for money
in developing their Local Transport Plans (LTPs). It is left for local authorities to determine how their local
funding, provided through the LTP Block, is spent taking account of value for money.

The Agency is working collaboratively with local authorities to improve value for money by identifying
opportunities to deliver highway services and new highway works more eYciently ie by reducing overall
costs or by increasing overall benefits. In addition to joint contracts for major projects and maintenance
services other collaborative initiatives are also being explored. Examples of these include: the joint and bulk
purchase of materials and the setting up of regional supplier and client communities to encourage continual
improvements through improved delivery quality and reduced costs.

Closer working will also lead to improved foreword planning and therefore improved management of
demand and of the supply chain. The objective in all of this work is to improve eYciency and value for money
of services provided by all highway authorities.

4. Does the Agency have good working relationships with counterparts in other EU countries? Please provide
a few examples of good practice

The Agency is an active member of the Conference of European Road Directors that provides a forum
for exchanging knowledge and information, and discussing common issues. It also facilitates working
relationships with counterparts in other EU countries and exchange visits. In some cases we have seconded
staV to each other to learn about each other’s practice. Some examples of the outcomes of these working
relationships are:

Study Visit to Swedish National Road Administration (SNRA) to assess the Scandinavian Light Weight
Gantry Design

The Agency visited SNRA in 2001 to look at gantries erected on the Swedish motorway network and to
discuss their design approach.

Very light lattice gantries have been used in Scandinavia since the early 1970s. These gantries, unlike those
in the UK, are not designed for vehicle impact and have minimal barrier protection. There are clear cost
advantages with using a much lighter structure but this has to be weighed against the increased likelihood
of gantry collapse in the event of a vehicle collision with one of the gantry support legs. The gantries may
also not be suitable for carrying the weight of electronic signs and signals. The purpose of the visit was to
assess if this type of gantry could be used on the UK network and gather information to understand the
risks associated with a change in design approach.

The information was used to inform the development of the functional specification of the gantries for
the Active TraYc Management Pilot (ATM) on the M42 and has underpinned the development of a research
brief and UK project involving crash testing of lightweight gantries. As a result, a new specification for
lightweight gantry design is being developed by the Agency and it is planned to trial its use in a road scheme
involving the provision of gantries later this year.
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Exchange of Pavement Engineers with France

To ensure the transfer of knowledge on emerging pavement engineering and management issue, and
associated research activities regular meetings and exchanges have taken place with the French research
agency. A major benefit to the Agency has been the quicker route to widespread implementation of low noise
surfacing, due to the availability of results from trials within France.

Development of data management practice with Denmark

Through membership of the Confederation of European Road Directors (CEDR) working group on
Road Data best practice, strong working relations have been established with the Danish Road Directorate
to address the common business problems of how to collect, reference, store, and analyse data to meet user
and administration performance standards. Denmark’s experience has been of great benefit in highlighting
both best practice and pitfalls to be avoided.

Co-operation with the Netherlands

There are many similarities between the Netherlands and the UK in terms of the road network and its
management and there has been much exchange of information between the respective road organisations.
This January we signed a formal co-operation agreement with them. Their earlier implementation of Active
TraYc Management helped us enormously in developing the safety and operational procedures for the M42
Active TraYc Management Project, and also their experience of traYc incident management has helped us
to develop our own traYc incident management programme. In return we have participated in the European
Roads Survey, which is managed by the Dutch and have lent them some of our own advanced traYc
information signs for their evaluation.

The co-operation agreement recently signed envisages closer working on, among other things, road safety,
intelligent transport systems, and shared research. Specific areas focussed on network operations include
further developing Active TraYc Management, the use of technology to provide information to road users,
and congestion and incident management.

5. Could you please provide a breakdown of the 1,590 administration staV, showing how many are specialists
(and what the specialisms are) and how many are engaged in genuine administrative tasks? An idea of what
the specialist staV undertake in the course of their work and whether the Agency has sought Treasury approval
to re-classify staV costs as programme costs, would also be helpful

Our existing resource information system, does not separately record the professional status of individual
staV apart from distinguishing between those who are engineers. We expect to have this capacity on the new
shared service system. We employ a variety of staV with professional qualifications including procurement,
finance, environment, operational research, communications, IT, human resources, statistics, audit and
health and safety.

The Agency charges the cost of front line predominantly traYc management staV to the Programme
Resource budget. This treatment has been agreed with Treasury, and is in line with Treasury guidance in
Public Expenditure Settlement (PES 2002) 38, which defines administration costs as “. . . other than the costs
of direct frontline service provision or support activities that are directly associated with frontline service
delivery.” Classification of staV costs as Administration or Programme depends solely on the nature of the
tasks undertaken, not professional status of staV undertaking those tasks.

By far the largest proportion of front line delivery staV are engaged in the TraYc OYcer Service. In
2004–05 this function was in its infancy and averaged 142 full time equivalents (FTE).

Of the total Administration funded staV in 2004–05, the costs equivalent to 299 FTEs were charged to
our Capital budget, and reflects the value of time spent delivering Capital projects, the majority of which
are network related.

The remaining 1,590 staV (FTEs) in post in 2004–05 were funded from our Admin Resource budget and,
as is the case with Programme and Capital funded staV, represents a mix of specialists and non-specialists/
administrators.

6. How many Agency staV are involved in managing the property management contracts? How much decision
making power is devolved to property management agents?

We currently have two National Managing Agent Contracts, one managing our residential portfolio of
460 properties, the other managing our commercial and agricultural portfolio, which consists of 820 units
of property and land. This contract also includes the disposal of all commercial and agricultural land and
property, which is declared surplus and made available for sale.
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The contractors are managed centrally in the Agency lands policy team with day-to-day instructions
issued by Lands Operational Branches. This ensures the Agents are providing a consistent level of service,
which meets with the contract specification and Lands Branches are operating the contract consistently.

Twenty five staV in the branches are involved in managing these contracts together with four in the central
policy team.

In both contracts, the Managing Agent provides a full property management service and is responsible
for arranging lettings and organising repairs or refurbishments to the property, subject to our approval. The
only exception would be where the Agent had to approve works of an urgent Health and Safety nature.

The following are an indication of those areas where the managing agent must seek our approval:

— Before letting a property, approval of the new tenant and rent to be charged.

— Before agreeing with a tenant a repayment schedule for arrears.

— Before arranging any repairs, which exceed £2,000. All cases of repair/refurbishment which exceed
£15,000, must be supported by a full business case to include the projected value of the asset with
and without works, accompanied by the forecast rental income once works have been completed,
which is passed to the Lands Policy Team for approval.

— Before boarding up or demolition of a property. No demolition can take place until a business case
has been made and accepted by the Lands Policy team.

— Before any alteration can be made to a listed building.

The Agents report to the Lands Branches on a monthly basis, providing up to date financial data on rents
received and management information to assist them in managing the Agent’s performance against the
contract specification.

7. Was the Agency fully consulted in arriving at the Department for Transport’s PSA target to make journeys
“more reliable” on the strategic road network by 2007–08? Please outline your views of the target—are you
happy with it?

Ministers decided the form of this target, on advice from the Department including the Agency. The
Agency has accepted the target, derived from HA data, in its 2006–07 Business Plan.

Meeting this target will bring real benefits to our customers. Improving the slowest journeys reduces the
variability of journey times from day to day. This makes journeys more reliable overall—so our customers
won’t need to allow as long to give themselves a reasonable chance of arriving on time. The target
underscores the Agency’s operator role. Making best use of the available capacity through the traYc oYcer
service, preventing incidents, managing access to motorways, improved customer information and better
planning of road works, are central to achieving the target. The Agency has recognised the contribution that
can be made by others and is working closely with VOSA and others.

8. Has the Agency managed to reduce congestion in absolute terms on the strategic road network? Please
supply figures if possible

The new data that we have only recently put in place to monitor our progress against the new reliability
target for the strategic road network, will also help us to quantify changes in other measures of congestion.
But general trends in the PSA measure, and other congestion measures, will only become clear once a
significant time series of data are available.

We expect our programme of major schemes to help to tackle congestion in absolute terms. Between April
2004 and March 2006 the Highways Agency will have delivered 16 schemes at a combined cost of
£726 million. For the five schemes that we have so far assessed, we estimate that savings of approximately
1.8 million vehicle hours travelling time have been generated in just the first year after opening.

Meanwhile, our customers tell us that what really concerns them now is the unpredictability of their
journeys, and the PSA target encourages us to tackle that right now. Our TraYc OYcer service is being
progressively rolled out to all regions of the country and as well as generating significant benefits in terms
of road safety and the saving of police time, is expected to be a major contributor to progress against the
reliability PSA target.

9. Have you done any work on how congestion gets shifted around the network—from Agency managed roads
on to local authority managed roads for example? Please provide a summary of what you have discovered with
figures where possible

We evaluate the impact on traYc on the local road network for all improvement and maintenance
schemes, and we would want to avoid wherever possible shifting congestion from the strategic road network
to local roads. The development of motorway access management is one example. These projects are
designed to ensure that if there’s a risk of queuing adversely aVecting the local network, the control on the
slip road is over-ridden until the queue is suYciently reduced.
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10. In terms of ramp metering, is controlling the flow of traYc onto the strategic road network the best way to
tackle congestion? Have you considered reverse ramp metering? If so, has it been rejected as a strategy? Please
provide details

Ramp Metering, which is now referred to as Motorway Access Management, is a traYc control technique
that uses traYc signals on motorway slip roads to regulate the rate at which traYc joins the motorways
during congested periods. The technique enables traYc to join the motorway without causing braking by
vehicles on the motorway itself, by only allowing traYc to join when there are suitable gaps. The Agency is
deploying ramp metering at sites where the technique will help to tackle recurrent congestion by delivering
improvements in traYc flow and journey times.

There are other ways to tackle congestion and each have their merits in particular circumstances: Major
improvement schemes will tackle recurrent congestion by provision of greater capacity but take a number
of years to deliver; more modest improvements may be brought forward to address specific congestion
hotspots in the short to medium term; the TraYc OYcer Service will target non-recurrent congestion
through dealing more eYciently with the management of incidents on the network.

Reverse Ramp Metering

Reverse ramp metering is not a recognised term. If it means metering the traYc oV the motorway rather
than onto the motorway then this is in eVect already taking place at a number of junctions as a result of the
traYc signals which are located at the end of motorway oV-slip roads.

If it means control of access onto the motorway network regardless of consequential impact on the local
road network, then this is not considered a viable strategy either from a safety or congestion perspective.
We will, however be working in partnership with local highway authorities to integrate our systems with
local traYc control systems, wherever possible, to maximise the potential for greater traYc benefits in future.

11. Is the Agency bound by the Network Management Duty as set out in the TraYc Management Act 2004,
or does it comply voluntarily?

Section 73 of the TraYc Management Act Network Duty Management Guidance states that whilst the
duty is not directly applied to the Agency through the Act, the Agency has already been given an equivalent
remit by the Secretary of State to better manage the existing network and to reduce the impact of congestion
related delay. This includes the AGENCY facilitating the movement of traYc on local roads. In short the
Agency has an equivalent network management duty.

12. Does the communication process along the whole of the Agency’s supply chain work well (DfT-Agency-
contractors)? Please give examples of any problems encountered and how you have dealt with them

The Agency enjoys excellent communications with its supply chain and has put in place an extensive
communication structure at all stages and levels of:

— quarterly discussions with key suppliers to discuss current company issues and help the Agency
understand their business strategies;

— the use of the Agency website and electronic communication portals to provide information to
suppliers;

— annual feedback meetings with all major suppliers to discuss all aspects of performance including
performance on CAT and tendering;

— undertake annual survey of key suppliers to get feedback on Agency’s approach to procurement
and contract management;

— holding an annual conference for key suppliers and Agency contract managers to discuss latest
and proposed changes in procurement;

— every major change to the Agency’s procurement processes is supported by an Industry Advisory
Group drawn from all parts of the supply chain;

— each key procurement route has its own community to improve communications and identify best
practice (eg major projects and maintenance);

— the Agency meets with major supplier forums twice a year to discuss programming and
procurement issues (eg Civil Engineering Contractors Association, Association of Consultancy
and Engineering, Quarry Products Association, etc); and

— the Chief Executive regularly meets senior management of key supply firms and leaders of industry
associations.
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13. How sensitive is the Agency to the need to take account of animals in maintaining its roads? In particular,
we have had complaints from the British Horse Society. Can you please tell us about your relationship with this
organisation and give us examples where you have worked in tandem with them?

Advice on the way in which maintenance and improvement activities should take account of native flora
and fauna is included in the Design Manual for Roads and Bridges (DMRB), Volumes 10 and 11. This
advice has been developed in consultation with the devolved administrations, statutory environmental
bodies (SEBs) and non-Governmental Organisations (NGOs).

Before any significant work is undertaken on the Agency network, assessment is carried out to determine
all likely environmental impacts. A range of specific design advice is applied on species protection and
enhancement for badgers, otters, dormice, reptiles, amphibians and bats. Further advice is being developed
on white-clawed crayfish, water voles, southern damselfly, red squirrel, and red data book species including
barn owls, as well as advice on management of pest species including deer and rabbits.

The Agency has also published its own biodiversity action plan (known as HABAP), which serves to
outline our contribution to the UKBAP for a number of animal species of conservation concern. Our
progress against the targets in these action plans are monitored annually and form the basis of some of the
Agency’s Environmental Key Performance Measures.

Domestic animals are an issue that the Agency addresses in undertaking maintenance activities. An
example of this is the treatment of ragwort, which can present an identifiable risk of ingestion by vulnerable
animals if it spreads into neighbouring land. The provisions of the Weeds Act 1959, lists Common Ragwort
(Senecio jacobaea) as an injurious weed. This is one of several similar native species found in the UK, that
include Marsh Ragwort (S aquaticus), Oxford Ragwort (S squalidus) and Hoary Ragwort (S aquaticus),
however these other species are not subject to control.

The provisions of the 1959 Act have more recently been supplemented by the provisions of the Ragwort
Control Act 2003, which provided for the development of a Code of Practice on Ragwort Control. This
Code of Practice on how to prevent the spread of Ragwort was published by DEFRA in 2004.

The Code of Practice does not seek eradication of common ragwort, recognising that a balance must be
sought between the nature conservation value of this native species and its potential health/welfare issues.
The Agency recognises the requirements of this code and its Agents are tasked with complying with the
provisions of the 1959 Act.

The Agency has also developed a policy for dealing with dogs killed on the Motorway and Trunk Road
network (approximately 300 are killed on Agency roads each year). We have issued guidance to our
maintaining agents on the positive identification of animal remains, their careful storage and return, where
possible, to owners. Remains are cold stored for at least seven days and if they stay unclaimed after this time
they are then incinerated.

British Horse Society

The Agency’s policy is to consult with the British Horse Society (BHS), as with other groups
representative of minority road users, whenever the needs of their members may be aVected by trunk road
maintenance and improvement schemes.

A mandatory audit of the needs of all non-motorised road users is included in the design work of all
improvement schemes.

A BHS oYcer provided a significant contribution to the drawing up of various Agency technical advice
documents on provision for the needs of non-motorised road users.

There have been a number of complaints in recent years to the Agency from the BHS regarding the thin
surfacing material used for resurfacing trunk roads, which can create a more slippery surface for horses. The
Agency responds to these complaints on an individual basis and takes appropriate action. For example,
when the A449 in the West Midlands was resurfaced recently, a special treatment, which reduces the risk of
horses slipping, was used as a result of contact with a member of the BHS. The Agency will consider this
treatment in future schemes where there is significant equestrian activity.

The Agency has, in general, a good relationship with the BHS and regular contact with representatives
of the Society is maintained, eg at Regional and National Road User Committee meetings, where their
concerns are discussed.

The BHS is a major stakeholder invitee to Route Management Strategy consultations and contributes to
discussions about the future strategy for the route.

The Agency also has an ongoing programme of providing improved trunk road crossing points for non-
motorised road users, where appropriate, and the BHS were very involved at a local level in the work to
determine where these improvements would be considered, for example:

— Equestrians will benefit from a new bridge over the A14 at Burton Latimer in Northamptonshire,
completed in December 2005.
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— In the recent construction of a new bridleway bridge over the A26 near Beddingham, East Sussex,
the Agency consulted local equestrian groups on the design of the bridge to ensure that it would
accommodate horses and riders in the best possible way. The height of the bridge parapets was
increased to 1 metre, which is above the Agency required standard of 0.6 metres.

BHS has been invited by the Agency to take part in a road safety initiative for non-motorised users as
part of the Safety Action Plan.

14. Please explain for us what the “water preferred policy” is, when the Agency took over responsibility for it
and why. Has the “significant” shift in the number of abnormal indivisible loads carried from the roads to inland
waterways—promised by the DfT in June 2002—been achieved? Please provide figures if available. Has the
Agency published any definitive guidance or research on the policy since 2002?

14(a) Please explain what the water-preferred policy is

The water-preferred policy stems from the Government’s desire to see more freight travel by water. It
recognised that as well as general freight there were certain niche markets, like abnormal loads, which could
make greater use of the waterways. Heavy, large and slow moving loads such as electrical transformers and
generators cause severe traYc disruption and congestion on the road network. Power stations and sub-
stations are often located nearby to waterways so potentially could make greater use of water in order to
reduce the distance these loads travel by road.

In June 2002 the Department issued a press notice announcing the decision to adopt a water-preferred
policy for larger and heavier abnormal loads and also funding for two vessels that could be used to transport
these loads. The larger of the two vessels, which came into operation in April 2004, is capable of operating
at sea and on larger inland waterways, while the smaller vessel is a converted dry cargo vessel capable of
penetrating further inland on certain navigations.

The previous policy to minimise the distance abnormal loads travel by road and use established coastal
ports has been revised to recognise that these vessels could enable loads to be delivered either directly to site
or to nearer locations. This would reduce the road mileage travelled. The larger and heavier loads require
individual authorisation to move by road.

14(b) When did the Agency take over responsibility for the policy and why?

This work of authorising the movement of the larger and heavier abnormal loads, together with the
application of the water-preferred policy, transferred from the Department for Transport to the Agency in
April 2003, as it was more aligned with Agency’s new role as a traYc manager.

14(c) Has there been a “significant” shift in the number of abnormal indivisible loads carried from the road to
inland waterways—promised by the DfT in June 2002? Please provide figures if available.

The June 2002 press notice announced the funding of the two vessels and the intention to adoption a
water-preferred policy, with the expectation that the vessels would “. . . lead to a real reduction in the
mileage Abnormal Indivisible Loads travel by road.” It also went on to say that the Government wished to
encourage freight from the road wherever it is “practical, economic and environmentally desirable”. There
are several hundred large and heavy loads individually authorised by the Agency each year to move by road.
Of these there has not been a “significant” shift in the number being moved by inland waterways. There are
several reasons why this is the case such as, the start and finish points of the load are not near a major river
or ship canal (smaller canals and rivers cannot accommodate large loads), the cost of moving the load by
water is disproportionately high compared to the value of the load or a road journey (sometimes impacting
on the business), the impact on traYc by allowing a load to move by road is minimal, eg a long load moving
at speed on a multi-lane road, etc.

Applying the water-preferred policy has continued to ensure movement of loads by coastal waters and in
certain cases loads have moved by inland waterway. These have mainly been high value, heavier and larger
loads such as transformers and generators that would cause major traYc disruption. Since 2004 the two
vessels have been used 19 times of which six journeys have involved the use of inland waterways. There might
well be loads that have been transported by inland waterway by other vessels and which have not come to
the Agency’s attention because no permission to move by road was needed.

14(d) Has the Agency published any definitive guidance or research on the policy since 2002?

No definitive research or guidance on the policy has been published to date. DfT and the Agency are in the
process of developing more detailed guidance and research has been carried out by the Transport Research
Laboratory on the cost of congestion from abnormal loads. The guidance and research should be available
in the next two months. For the larger and heavier loads where we believe there is potential for greater use
of water, applicants are required to complete a water pro-forma. This asks for details of the costs associated
with the road and water options including aspects such as dredging, craneage, wharf/jetty provision.
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Finance

15. Some finance staV are working to contract until, at least, the end of the financial year. What impact has
this had on assisting the NAO’s interim audit, the compilation of nine month accounts and other preparations
for the 2005–06 resource accounts?

We are unaware of the present industrial action having aVected either the NAO’s interim audit work or
the production of the nine-months account. We do not anticipate the action will disrupt the preparation of
the year-end account and will in any case give full support to our staV during this busy time.

16. Finance staV often work a large amount of overtime around the year-end in order to prepare the resource
accounts. If the industrial action continues beyond the end of the financial year how significantly will this aVect
the timetable for producing the resource accounts agreed with the NAO? In particular is there a possibility of
delays, which may impact the production timetable for DfT’s consolidated Departmental accounts?

The Agency does not anticipate the industrial action aVecting the production of the year-end account.

Yes, year-end is a particularly busy time of year for our finance team, and for others who provide data
for the statutory accounts. Detailed plans have been prepared and resources identified to carry out this task.
This envisages the draft accounts being sent to NAO by the end of April (the same as last year) and our
contribution to the consolidated account to the Department by 8 May.

We do rely on the dedication and professionalism of our staV to meet this challenging timetable. We
nonetheless have a team better equipped to deliver having undertaken the production of half year and nine
month accounts (including consolidation schedules) and we are confident we have suYcient resources to
carry out the work, on time, without recourse to excessive overtime. The Agency, however, is not complacent
to the risk that any industrial action may pose. We will monitor the situation carefully and look to bring
additional skilled resource to bear should the situation require it.

17. In the oral evidence session, Mr Zuydam told us that he would expect the costs of transferring the financial
system to SAP would be in the region of £10–15 million. We understand that Agency’s current system cost in
the region of £50 million. How can the Agency be confident that it the new system can be implemented for about
a quarter of the cost of the current system? Could you also confirm any formal cost assessments of the
transfer made?

The Agency’s current financial system on Oracle was designed and implemented during the years 2001–02,
2002–03 and 2003–04—moving the Agency from legacy cash accounting systems, to a resource accounting
financial system. The costs involved in this major change included initial costs of scope and strategy
determination, as well as system selection. Once Oracle had been selected as the system (on the professional
advice of Deloitte Touche Consulting), further expenditure was then incurred on the design of the financial
processes. In particular significant costs were expended to design:

— the financial processes to support the large and complex contracting activity of the Agency;

— the resultant bespoke processes for both financial and budgetary control and payment for
contracting services; and

— the significant interfaces with the supply chain needed for monthly updating and checking.

The future costs of moving the Agency to SAP are likely to be less because the core purchase ledger
functionality for purchases other than the road programme will already be met by the existing Shared
Service SAP design. The Department recognises that there will be additional costs to design and build all
the required interfaces and bespoke financial processes for the Agency. The full costs will not be known until
detailed technical design work, planned for a later phase of the shared services programme, is complete. This
work will take into account our experience of the Oracle implementation.

18. The Agency employs a lot of engineers and other specialist staV who are not financial specialists but who
are budget holders. What has the Agency done to enable these staV to gain the financial skills they need to be
eVective in their roles?

Since February 2004, the Agency has held 76 financial awareness courses that have been attended by more
than 700 staV. A further 350 staV will have attended these courses by the end of this year. These numbers
are made up of a cross section of staV across the Agency all of whom have some financial responsibility.

The courses run over two days and cover all aspects of resource accounting and budgeting in the Agency
and how the financial systems can support the work of project sponsors and budget holders.

As a result of feedback from our financial awareness course, a specific course on the treatment of VAT on
Agency transactions has been recently been developed and is currently being piloted. This will be available to
all staV shortly.



3351221022 Page Type [O] 21-07-06 13:02:46 Pag Table: COENEW PPSysB Unit: PAG1

Transport Committee: Evidence Ev 99

The Agency is also an active participant in the Department’s Financial Management Professional Skills
in Government (PSG) Group. This is contributing to the development of learning tools to ensure all staV
at Pay Band 7 and above have the necessary financial management competency to achieve the PSG
requirement. These tools will be rolled out in the Agency over the coming year in accordance with the PSG
timetable. It may be of interest to note that our current financial awareness course ticks 13 of the 18 boxes
required for PSG.

On a day-to-day basis, our project sponsors and specialists are supported and advised on financial matters
by local project and business management accountants who are embedded in the business.

19. Does the Agency see and review the local authority annual eYciency statements submitted to ODPM?
What assurance does it have that the savings claimed by local authorities are valid?

The Agency sees and examines the local authority backward-look Annual EYciency Statements (AESs)
prior to publication. In conjunction with DfT the Agency looks for any obvious anomalies. Where there are
concerns with the Statements these are passed on to the council by ODPM along with those of other central
government organisations.

The initial 2004–05 AESs, published in early 2005–06, did not diVerentiate between highways and non-
highways local transport eYciency gains. DfT carried out a preliminary assessment to split these two areas
and the mid year update separated out highways and non-highways eYciencies. In future all AES
submissions will identify roads and non-roads figures separately.

Recent guidance issued to councils on the measurement and scrutiny of eYciency statements sets out the
approach to validation of eYciency gains (see www.rce.gov/rce/aio/16540).

In addition to the internal processes in place (the Statements must be signed by the Leader, Chief
Executive and Finance Director), and examination by central government organisations, there is a key role
for the Audit Commission, and, where necessary, independent consultants commissioned by ODPM. As
of 2005–06, the auditors appointed by the Audit Commission will review the processes underpinning the
Statements on a mandatory basis as part of the Comprehensive Performance Assessment. It will report back
to ODPM which councils have inadequate procedures in place. Those councils will be invited to re-examine
their Statements by ODPM, and independent consultants will be commissioned to assess whether adequate
procedures are put in place at that second stage. ODPM reserves the right to report national figures for
eYciencies that exclude returns from those councils that do not achieve acceptable standards in reporting.

The Agency is confident that the levels of eYciency required by 2007–08 will be achieved. This confidence
is based on the enthusiastic work being done by local authorities and the supply chain in the roads industry
especially in working with the Agency in its change agent role.

An element of this change agent role is to promote consistent transport measurement techniques across
local authorities which, in turn, should lead to enhanced robustness in reported eYciency gains, easier
identification of local authority good practice and assistance to the Audit Commission in validating
eYciencies.

20. Regarding cost overruns on major road schemes, Mr Robertson told us in the evidence session that much
of the increases could be explained by inflation and the failure to include some VAT. For each scheme that was
listed in the Department for Transport’s answer to Tom Brake MP on 19 December 2005, could you please
provide figures showing what proportion of the overspend is due to these causes and what reasons exist for any
remaining amounts?

We are currently analysing the cost increases on each scheme. I will write to the Committee with details
as soon as possible.

21. Further to question 20, please clarify why VAT was not originally included in costings and outline what it
has done to improve costing of major schemes by Agency staV. In addition, are Agency finance staV involved
in helping to cost schemes? If not, is any professional financial advice sought?

The inclusion of an individual scheme in the Secretary of State’s TPI programme was, and still is, on the
basis of strict value for money criteria. Original scheme briefs excluded VAT, as this was not a factor
determining whether a scheme represented good value for money. Until April 2003, Ministerial submissions
and publicly reported numbers were quoted from the scheme brief and excluded VAT. Since April 2003 the
basis of submissions to Ministers have been amended to reflect any irrecoverable VAT.

For budgeting and forecasting purposes, the financial eVects of any identified irrecoverable VAT have
always been included in Agency programme estimates for the financial year or Spending Review period.

We have extensive measures in hand to drive down costs and improve estimating and budgeting.

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,
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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 and any
necessary adjustments to the programme to remain within budget. Ongoing measures we are developing for
managing cost pressures include:

— Work to identify and quantify cost pressures, including forecasting construction inflation.

— Actions to manage down scheme costs: strengthening cost challenge workshops, improving
processes to cut out waste, new forms of contract which provide for value engineering, giving sight
of future work to our supply chain, improving our commercial skills, bringing forward cost
challenge earlier in the process, considering the potential for guaranteed maximum price contracts,
strengthening our monthly business management, improving risk management, and ensuring that
our teams—backed by focused performance management—are fully equipped to drive out
savings.

— Reviewing the allowance for Optimism Bias and the way we use it in our estimates. Closely aligned
to this, we are piloting a new approach to risk management based on structured risk additions to
the basic estimates. The Agency is working closely with DfT, which is carrying out complementary
work in this field.

— Developing a set of unit rates, based on outturn costs, which will provide a series of benchmarks
that can be used to challenge costs and improve early estimating.

— Analysing construction costs. The outcome from this work should be a series of benchmarks for
major projects that can be used for more extensive cost challenge, early estimating and the like.

Recently additional resources have been dedicated to this work including appointed cost consultants to
drive out any further savings from the schemes that are giving the biggest immediate pressures and to carry
out a health check on our cost management action plan. The independent consultants have been asked to
take a view of the work on inflation.

Historically, Agency finance staV have not generally been involved in costing up specific major roads
scheme proposals; this has traditionally been the responsibility of our managing agents or design consultants
who would employ experienced professional quantity surveyors to estimate the costs involved. With the
introduction of resource accounting and budgeting, local and central finance staV are now routinely
involved and consulted at various points of the project life cycle and provide advice on the accounting
consequences of any major funding or contractual proposals, including the financing of PFI contacts. In
addition, the recruitment of two “in business” Finance Directors, and the creation of strong in business
finance teams underneath them, should greatly enhance the financial and commercial challenge and
management to scheme cost estimates.

In addition, during the evidence session it was agreed that notes would be provided on the following:

Figures for property acquisition and compensation (Q353 evidence session)

In 2004–05, the Agency provided approximately £32 million for liabilities in relation to the acquisition of
properties and £29 million for future compensation payments.

Cost of the annual rent for all of the Agency’s oYces; the length left to run on the contracts; and the numbers
of staV in each location (Q311 evidence session)

The Agency has significantly reduced the number of staV in London from over 450 since 2003 for two
main reasons: to migrate posts to regional oYces to better support increased customer focus; and to reduce
estate costs. By moving people and posts to existing regional locations, we estimate that we have saved at
least £2.5 million per annum of additional rent costs in London.

Those posts remaining in London were concerned with supporting the Chief Executive and working
closely with Ministers and senior oYcials in the Department. Originally the DfT planned to accommodate
those staV in existing DfT accommodation. When it became clear that this accommodation was not
available, we sought to find small accommodation and following a competitive market search secured 123
Buckingham Palace Road.

The annual rental cost of 123 Buckingham Palace Road is £572k. As part of a continuous review of how
the Agency works, we are reducing further the number of our staV in London, but we also recognise the
need to support our staV that frequently come to London. We are currently looking at how this might be
achieved within the existing oYce or elsewhere in business eYciency and value for money terms.
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The information requested on individual oYces is contained in the following table

Next Lease Current Rental HA StaV
Location Building Name Lease Expiry Breaks1 Costs Headcount2

Bedford3 Albion House Jun 2015 None 183,700 86
Bedford3 Heron House Dec 2007 Dec 2005 350,000 222
Birmingham 5 Broadway Mar 2012 Jun 2010 1,167,700 608
Bristol Temple Quay House Mar 2020 None 589,800 206
Dorking Federated House N/A—freehold tenure 264
Exeter4 Ash House Feb 2019 Mar 2014 168,800 55
Hemel Hempstead Hempstead House Nov 2013 Nov 2008 76,700 57
Leeds5 JeVerson House Mar 2015 None 327,780 70
Leeds City House Sep 2006 None 481,030 252
London4 123 Buckingham Palace Road Jul 2028 Jul 2013 572,000 91
Manchester Sunley Tower Mar 2005 None 446,250 252

Notes:
1 This is the earliest date that we can end the lease without penalty.
2 Represents most recent HA staV headcount (as opposed to full time equivilants) though HA Accom is provided at

times for contractors and engineering consultants to work on projects in HA oYces.
3 It is planned to move to a single location in Bedford during the spring 2006. This building, Woodlands, is currently

being fitted out.
4 Excludes rent free period element.
5 JeVerson House is where much of the Agency’s central ICT equipment (servers etc) is located.

Figures for TraYc OYcers by gender and ethnic background. If you can include this split by region as well as
in total, that would be useful; (Q401 Evidence Session)

The gender and ethnicity of staV involved in the TraYc OYcer Service is shown below. It is not possible
to provide this information on a regional basis because some staV are employed across diVerent regions.

TRAFFIC OFFICER SERVICE—ETHNIC BACKGROUND
AND GENDER

Male Female Total

ON ROAD
TraYc OYcers

White 505 57 562
Non White 18 18
Other 5 5 10
Not Indicated 194 19 213
TOTAL 722 78 800

OFF ROAD
Control Centre StaV

White 81 48 129
Non White 4 3 7
Other 1 1 2
Not Indicated 61 28 89
TOTAL 147 80 227

ON/OFF ROAD
StaV doing both types of work

White 12 3 15
Non White 1 1
Other 1 1
Not Indicated 10 1 11
TOTAL 23 5 28

Agency Wide

White 598 108 706
Non White 22 4 26
Other 7 6 13
Not Indicated 265 48 313
TOTAL 892 163 1,055
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Diversity Monitoring

The Agency is an equal opportunities employer. We recruit on the basis of ability, and make no distinction
between people on grounds of their race, sex disability ethnic or national origin, age part-time status,
religion, marital status or sexual orientation. To do this we ask prospective candidates to complete a
diversity monitoring form. This is voluntary. The information given to the Agency is confidential and not
seen by any person who is connected with the selection process. The information is recorded for the purpose
of diversity monitoring in the Agency.

Recruitment for the TraYc OYcer Service

Advertising has been designed to attract Black Minority Ethnic (BME) groups and we have used specific
BME publications such as “The Voice” and have run a series of feature articles in “Works for Me”. Other
diversity activities include the development of a cinema recruitment played at “Bollywood” cinemas as well
as attendance at job fairs (eg one held in Leicester targeting Asian people at a Sikh community centre).

We have ensured that there has been briefing to response handling staV and sifters on diversity issues.
Job application packs include an oVer of assistance (a telephone number and contact name) to complete the
application form and achievement record.

Assessment Centre (AC) design and delivery

All Assessment Centre (AC) exercises were trialled for content, style and language with individuals from
BME groups and practice psychometric ability tests are sent with AC invitations helping candidate
familiarisation beforehand. All candidates receive a clear written timetable at the beginning of the AC as
part of a briefing session and are given a list of relevant competencies in a written format as well as verbally.

Major road developments in the North East, including the number of Article 14 Directions issued there, the
schemes they apply to and how they are being resolved. More generally, figures for the number of Article 14
Directions issued across the whole of the UK over the past three years, along with numbers resolved and time
taken to resolve them would be useful (Q374 evidence session)

Use of Article 14 Directions in response to planning applications.

— Article 14 of the Town and Country Planning (General Development Procedure) Order—
GDPO—empowers the Secretary of State for Transport to direct a planning authority to impose
planning conditions when approving applications in which he has an interest. Article 14 also
enables a direction of refusal or that the application should not be determined for a specified period
(commonly called a “holding” direction). The Agency implements planning controls using Article
14 on behalf of the Secretary of State to ensure that safety is maintained on the trunk road network,
or that mitigation measures are put in place to maintain its operating eYciency.

— Developers should submit a transport assessment (TA) to a planning authority with any
application that has significant transport implications for the adjacent transport network. This
information is essential for both the local authority and the Agency to establish whether the
proposal will impact significantly on the local transport network and, particularly for the Agency,
the strategic road network. The Agency has 21 or 28 days to respond to such consultations,
depending upon the type of application.

— In some cases there are complex issues to consider that take longer than the statutory 21 or 28 days
to resolve. It is often the case that the TA is of poor quality and does not contain enough detail
for the Agency to understand the transport implications. In addition a significant number of
applications are not supported by a TA. In these circumstances the Agency uses Article 14 to direct
a planning authority not to approve an application and this can be up to six months (renewable).
This is a “holding direction” but the planning authority can turn down the application. This
additional period of time enables the Agency to discuss the transport details with the developer
in order to determine what planning conditions might be needed to safeguard the trunk road or
motorway.

— The Agency has recently been accused of using Article 14 directions to local planning authorities
to not approve applications (holding directions) in order to “block” development. This is a
misunderstanding of the situation; holding directions are used to allow time to resolve diYcult
transport issues and enable the Agency and developers to work together to find solutions. The
alternative would be to direct refusal due to insuYcient information, this would be a perfectly
proper use of Article 14 but it is not used in this way, as it would not be a constructive use of
the powers.

— It is important to ensure that the trunk road and motorway network continues to support
regeneration and development by maintaining an eVective service to road users. Uncontrolled
development is unsustainable, will increase congestion and delay, create unacceptable safety
problems and damage the local and national economy.
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— The Agency is proactive in encouraging developers to agree transport assessments with them
before a planning application is lodged, where this happens it is not necessary to issue Article 14
holding directions and there is no delay to the planning process. This is the preferred approach
advocated by the ODPM.

— The Agency is consulted on over 3,000 planning applications a year. During the 22 month period
from 1 May 2004 (start date of the database currently in use) to 28 February 2006 a total of 6,228
consultations were received nationally and the breakdown of responses invoking Article 14 of the
GDPO is set out in the table below with those for the North East Region highlighted.

— The database used by the Agency to record Article 14 Directions to “not determine” cannot
provide exact figures for how many times this has happened. When such a “holding” direction then
becomes a “no objection” response or a direction of conditions, or refusal, the database redefines it
making retrospective analysis impossible. This is to be rectified by a new database currently under
development. Holding directions currently in force can be identified but this includes cases where
the applicant has withdrawn the application or does not wish to progress it. In such circumstances
the Agency is often not informed and the entry remains as outstanding in the database. This figure
does not therefore accurately represent the number of cases which are outstanding or where active
negotiations are still underway.

PLANNING APPLICATIONS DEALT WITH BY THE HA
1 MAY 2004 to 28 FEBRUARY 2006

Article 14 directions
Number of Article 14 directions Article 14 directions not to determine

consultations of refusal of conditions currently in force

All Regions 6,228 127 319 124
North East 263 4 5 4

Article 14 Directions in the North East—Position at 1 March 2006. Holding Directions for non-determination
still in force—brief details

None of these are linked to any proposed Agency improvement scheme.

Derwent West Bank

— Date of application—28/4/04.

— Operational assessment requested for A1 junctions, 2nd holding direction issued in March 2005.

— Response to comments by developer’s consultants sent to Gateshead Council in March 2005.

— File dormant since then.

A1 Fifth Avenue Business Park A1

— Date of application—2/9/05.

— Operation assessment requested for A1/A167 and A1/A692 junctions.

— Meeting with developers on 14/2/06 resulted in agreement on a way forward.

— Developer discussing application with Planning Authority.

— Solution identified, outcome depends on further negotiations between the developer and LPA.

Corus Pipe Mill A19

— Date of application—18/2/05.

— Three developments impact on A19 Portrack Interchange.

— The Agency has carried out work to identify the mitigation necessary.

— Stockton BC to attempt to broker a deal to fund the improvement and act as Ringmaster.

— Awaiting outcome of developer/Stockton negotiations.

— Stockton BC have expressed appreciation for the Agency’s positive and proactive approach.

— Successful outcome expected.

Rainton Bridge Business Park

— Date of application—10/1/06.

— The site has an existing consent although the Agency was not consulted on the original application.
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— The Transport Assessment prepared for the original application was submitted in support of the
latest applications, it does not consider the impact on the trunk road network and is therefore not
acceptable.

— Awaiting a revised Transport Assessment to include impact on the trunk road network. A meeting
has been held with the planning authority to discuss the issues.

— Outcome uncertain until a proper transport assessment is produced.

The following lists other current cases where the Agency has issued a holding letter but not subject to an Article
14 Direction

Newcastle Airport Southside Business Park A1

— Date of application—17/10/05.

— An operational assessment of the adjacent A1/A696 junction shows that mitigation will be
required to leave the junction no worse oV with the addition of development traYc.

— No proposals for mitigation were supplied with the application and the developer is now
addressing this.

— The proposals, if acceptable, will be conditioned as part of the planning approval.

— Holding Letter.

Cramlington A19

— Date of application—16/1/02.

— No transport assessment was submitted with the application and is still awaited.

— The application has been called in ODPM a Public Inquiry has been arranged for August 2007.

— Holding Letter.

Durham Tees Valley Airport A66

— Date of application—12/1/05.

— Complex application due to a mixture of airport traYc, business park traYc and cargo handling
facilities proposals.

— Slow progress initially due to diYculties in obtaining suYcient information from the developer to
support traYc forecasts.

— The Agency has undertaken its own transport assessment due to dissatisfaction with developer’s
ability to progress this.

— Better progress now being made and the only outstanding issue is a traYc assessment at one
adjacent roundabout.

— Holding Letter.

North Shore A19

— Date of application—1/6/05.

— Three developments impact on A19 Portrack Interchange.

— The Agency has carried out work to identify mitigation necessary.

— Stockton BC to attempt to broker a deal to fund the improvement and act as Ringmaster.

— Awaiting outcome of developer/Stockton negotiations.

— Stockton BC have expressed appreciation for the Agency’s positive and proactive approach.

— Holding Letter.

East Durham Link Road A19

— Date of application—28/7/03.

— Proposal to link A19 Hetton bypass.

— Initial review of additional information from consultant (received 14/10/05) is insuYcient.
Confirmation of Master plan to be adopted.

— Additional information on the applications mitigation proposals with regard to junction layout
and build ability of the scheme.

— Successful outcome anticipated.
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Northside Birtley A1

— Application not received by HA.

— Previous planning permission granted 5/10/98 has lapsed for development of 41 hectares of land
for residential purposes, primary school, and community facilities.

— The application has been called in and a public inquiry has been arranged for May 2006.

— Outcome uncertain.

Highways Agency Road Schemes in the North East

Schemes in the Targeted Programme of Improvements

A19/A184 Testos Roundabout Improvement

A19/A1067 Seaton Burn Junction Improvement

A66 Long Newton Junction Improvement

*A1 Adderstone to Belford Dualling

*A1 Morpeth to Felton Dualling

A69 Haydon Bridge Bypass

* Not recommended for implementation before 2016 as part of recent advice to Ministers from the
Regional Transport Board for the North East.

Schemes Recommended for inclusion in the TPI by the Regional Transport Board

A19/A1058 Coast Road Junction Improvement

A19/A189 Moor Farm Junction Improvement

Supplementary memorandum submitted by the Highways Agency in relation to Question 20

20. Regarding cost overruns on major road schemes, Mr Robertson told us in the evidence session that much
of the increases could be explained by inflation and the failure to include some VAT. For each scheme that was
listed in the Department for Transport’s answer to Tom Brake MP on 19 December 2005, could you please
provide figures showing what proportion of the overspend is due to these causes and what reasons exist for any
remaining amounts?

1. The attached list of schemes expands on the answer given on 19 December 2005 to Tom Brake MP,
which provided data for all current road schemes in the Targeted Programme of Improvements (TPI) on
the expected costs when schemes received Ministerial approval for entry to the TPI (TPI entry) and the latest
agreed budget cost.

2. Since April 2003 the TPI entry, cost has been reported on the basis of full projected outturn—making
allowance for identified risks, inflation up to scheme completion, non-recoverable VAT and for “optimism
bias” in line with revised Treasury guidance11 issued in April 2003. Before then, only net scheme costs,
exclusive of VAT, projected inflation and “optimism bias” were reported at TPI entry. The answer to Tom
Brake MP explained that the greater part of the increase in estimated cost was due to that change in
methodology.

3. The latest Ministerially agreed budget costs in Tables 1 and 2 represent the latest approved estimated
costs of the schemes. However, the TPI is subject to significant external cost pressures, including rising
energy prices, which have driven cost inflation above the retail price index in the road construction industry.
We have measures in hand to drive down costs and improve estimating and budgeting, including working
closely with the supply chain, details of which we have already provided to the Committee in our response
to Question 21. We are also developing and revising scheme estimates to take a more realistic view of the
likely final cost of projects to be fed into updated programme costs. The cost forecasts are being finalised as
part of the Regional Funding Allocation exercise. We shall write again to the Committee when those revised
estimates are finalised.

4. The Agency has carried out further analysis to show the original cost estimate at TPI entry, adjusted
to represent the revised approach to estimating. The Agency has also reviewed a sample of seven schemes
to identify in more detail the reasons for cost escalation. The National Audit OYce (NAO) has worked with
the Agency in compiling and validating the data in this Memorandum.

5. The answer to Tom Brake MP stated that for some schemes, the estimated costs on TPI entry were not
directly comparable with the latest approved budget cost because of changes in the way that estimates have
been prepared since 2003. Table 1 lists schemes which entered the TPI before April 2003 that have yet to be

11 http://greenbook.treasury/gov.uk/
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completed and provides TPI entry cost estimates and adjusted entry costs that are now directly comparable
with the latest agreed budget cost (ie the cost that was most recently approved by Ministers). The remaining
diVerences represent increases in forecast costs due to reasons other than the revised approach to estimating.
Table 2 lists schemes that entered the TPI after April 2003, for which the TPI entry cost and latest agreed
budget cost are on a comparable basis and for which no adjustment has therefore been necessary. In addition
to the schemes listed in Tables 1 and 2, the Agency has completed 30 schemes under the TPI which are not
included in the analysis.

6. Table 1 shows that, prior to the adjustments to the estimates, the TPI entry cost for schemes which
entered the TPI before April 2003 and which have yet to be completed was £1,682 million. This compared
with the latest agreed budget costs of £3,217 million, an increase of £1,535 million or 91% over the original
estimates. Our analysis shows that the revised approach to estimating increased the TPI entry costs of these
schemes, from £1,682 million to £2,695 million. Thus £1,013 million or 66% of the total cost increase of
£1,535 million is explained by the revised approach to estimating costs. The remaining £522 million or 34%
of the increase is explained by other factors.

7. Table 2 shows that the latest agreed budget costs for most schemes which entered the TPI after April
2003 have not changed compared to the estimated costs at entry.

8. We took a sample of seven schemes in order to examine in more detail the main reasons for the latest
cost estimates being greater than the estimates on entry to the TPI, other than the diVerences explained by
the revised approach to estimating. Our analysis shows that the most significant area of increases is related
to those aVecting the works (construction) costs (66% of the total cost increase), which is made up as follows:

— change in preliminaries costs, which cover site set up, staV costs, large plant, insurance and so
on—22%;

— inadequate early estimate and increased scope—20%;

— additional risk/contingency allowance—15%;

— inflation due to slippage/higher inflation rate—4%; and

— third party, statutory and other requirements (landfill tax, archaeology etc)—5%

9. Preparation and supervision costs have also increased, accounting for some 7% of the total increase,
due to:

— change of scope and investing more in design through the early contractor involvement form of
contracts to reduce overall costs—5%; and

— omissions (including historic spend) and underestimates—2%.

10. There have also been increases in land and compensation costs (20%), made up as follows:

— revised estimates due to changes in land values and the addition of risk/contingency and statutory
interest—16%; and

— increased landtake—4%.

11. Increases due to statutory undertakers’ works accounted for 7%:

— better understanding of the work required/inadequate early estimate—4%; and

— increased scope—3%.

12. Improved processes introduced by the Agency, following the revised approach to estimating, means
that we will have this level of detail available for all schemes as they go through the approval processes. We
are currently developing a costs database for our project teams, together with guidance on improving
scheme estimates. The level of detail available for the schemes that entered the TPI after 2003 is more
comprehensive than for the earlier schemes. That reflects the increased focus on delivery processes, following
the creation of the Agency’s Major Projects Directorate in May 2003.

13. The National Audit OYce has worked with the Agency in compiling and validating the data in this
Memorandum. The NAO’s work involved reviewing:

— the methodology for adjusting the initial cost estimates;

— the Agency’s quality assurance of the adjustment calculations and validating the calculations for a
sample of schemes, including those marked (1) in Table 1 where the Agency used a slightly diVerent
approach; and

— the reasons for cost escalation, using a small sample of eight schemes, selected to represent the
range of schemes that form the TPI in terms of value, type of scheme, progress and geographical
region. The NAO’s sample included four of the seven schemes analysed by the Agency
(paragraph 7).

14. Based on this work, the NAO has told the Agency it is satisfied with the methodology and its
implementation, and that the data in Tables 1 and 2 and the analysis in this Memorandum present the
position accurately and reliably. The NAO confirmed that the range of reasons for cost increases identified
from the Agency’s review of seven schemes reflected the range of reasons for cost increases in the NAO’s
sample of eight schemes, but notes that the reasons and their extent vary significantly, scheme by scheme.
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15. The Agency are considering recommendations from the NAO that we should consider annually
publishing updated cost estimates and outturns for all the roads schemes within the Targeted Programme
of Improvements.

5 April 2006
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Table 2

HIGHWAYS AGENCY TARGETED PROGRAMME OF IMPROVEMENT—SCHEMES THAT
ENTERED THE PROGRAMME AFTER APRIL 2003 AND HAVE NOT YET BEEN

COMPLETED

Latest
TPI Entry Ministerially

Scheme cost agreed budget cost Start of
(£m) (£m) % Increase TPI Entry Date Works

A14 Ellington—Fen Ditton Improvement 490 490 0% April 2003 SIP

A57/A628 Mottram—Tintwistle Bypass 90 103 14% April 2003 SIP

A45/A46 Tollbar End Improvement 57 57 0% April 2003 SIP

M1 Junction 6a to 10 Widening 241 289 20% July 2003 March 2006

M1 Junction 10 to 13 Widening 382 382 0% July 2003 SIP

Al Morpeth to Felton Dualling 84 84 0% July 2003 SIP

Al Adderstone to Belford Dualling 14 14 0% July 2003 SIP

A1/A19/A1068 Seaton Burn Junction 30 29 "3% July 2003 SIP

A19/A184 Testos Junction Improvement 21 21 0% July 2003 SIP

A505 Dunstable Northern Bypass (A5 to M1) 48 48 0% July 2003 SIP

A421 Bedford to M1 Junction 13 171 171 0% July 2003 SIP

A21 Tonbridge to Pembury 65 65 0% July 2003 SIP

M40 Junction 15 (Longbridge) 57 57 0% July 2003 SIP

A590 High and Low Newton Bypass 22 22 0% October 2003 SIP

M20 Junction 10A 46 46 0% November 2003 SIP

A30 Carland Cross to Chiverton Cross 125 125 0% November 2003 SIP

A30 Temple to Higher Carblake
Improvement 41 41 0% November 2003 SIP

A27 Southerham to Beddingham
Improvement 19 19 0% March 2004 SIP

M1 J21–30 1,915 1,915 0% April 2004 SIP

M25 J1b–3 Widening 66 66 0% April 2004 SIP

M25 J5–7 Widening 214 214 0% April 2004 SIP

M25 J16–23 496 496 0% April 2004 SIP

M25 J23–27 Widening 419 419 0% April 2004 SIP

M25 J27–30 Widening 402 402 0% April 2004 SIP

A21 Kippings Cross to Lamberhurst Bypass 68 68 0% May 2004 SIP

A23 Handcross to Warninglid Widening 41 41 0% May 2004 SIP

A453 Widening (M1 J24 to A52
Nottingham) 90 90 0% May 2004 SIP

M25 Junction 28/A12 Brook Street
Interchange 8 8 0% March 2005 SIP

M27 J11 to J12 Climbing Lanes 27 27 0% March 2005 SIP

M27J3 to J4 Widening 52 52 0% March 2005 SIP

M1 J30 to J31 Widening 135 135 0% March 2005 SIP

M1 J31 to J32 Widening 20 20 0% March 2005 SIP

M1 J32 to J34S Widening 139 139 0% March 2005 SIP

M1 J34N to J37 Widening 246 246 0% March 2005 SIP

M1 J37 to J39 Widening 224 224 0% March 2005 SIP

M1 J39 to J42 Widening 202 202 0% March 2005 SIP

M1 J31 to J32 Northbound Collector/
Distributor 29 29 0% March 2005 SIP

M62 J25 to J27 Widening 215 215 0% March 2005 SIP

M62 J27 to J28 Widening 83 83 0% March 2005 SIP

TOTALS 7,094 7,154 March 2005

Notes:

Note 1: The TPI entry cost adjusted to include optimism bias, VAT and inflation (Table 1, column C) is
the TPI entry cost revised so that it is calculated on the same basis as the latest Ministerially approved budget
cost (Table 1, column D) as follows:
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— Making an allowance for non-recoverable VAT on the works cost. The other key elements of
scheme costs (preparation and supervision, and land) are for the majority of cases fully VAT
recoverable. For schemes marked (1) in Table 1 the cost breakdown between these elements was
not available so non-recoverable VAT has been applied to the total cost inclusive of land and
preparation and supervision thus marginally overstating the TPI entry cost.

— Making an allowance for “optimism bias” as required from April 2003 in the Treasury Green
Book on investment appraisal. Optimism bias is the tendency of those appraising a new project,
and those engaged in bidding for its operation, to over-estimate the benefits and to under-estimate
the costs and the risks associated with delivery. To counter this tendency, scheme cost estimates
are expected to include an allowance for optimism bias, set at between 3% and 65% depending on
the quality of the risk assessment and the stage and complexity of the scheme. The level of
optimism bias decreases as a scheme progresses and has therefore been applied according to the
stage of each scheme at TPI entry and the complexity of the scheme (more complex schemes
require a higher level of optimism bias).

— The TPI entry cost has been adjusted to Quarter 3, 2001 prices using the Road Construction
Tender Price Index (based on price rates contained in accepted tenders for public sector road
schemes). The latest Ministerially approved budgets are all at Quarter 3, 2001 prices. All estimates
are therefore on a common price base.

— Inflation has been applied to the TPI entry cost at a rate of 2.5% per year for 2001–02 to 2007–2008
and 2.7% thereafter in line with Treasury guidance. In order to apply inflation the scheme costs
were profiled in line with the expected timetable at TPI entry. 10% of the scheme cost was profiled
over the preparation years and 90% across the construction years.

Note 2: The figures included for the two DBFO schemes (Al (M) Ferrybridge to Hookmoor and A249
Iwade to Queenborough Improvement) represent the Financed Capital Cost of the schemes.
Note 3: SIP denotes that the scheme is in preparation (prior to start of works).

Supplementary memorandum submitted by the Highways Agency in relation to Question 20

Attached are further tables of information to show for all completed schemes in the Targeted Programme
of Improvements:

— entry cost (adjusted for VAT, inflation and optimism bias);

— final cost of the completed scheme (or best estimate where not completely finalised);

— date the scheme entered the TPI; and

— date the scheme was substantially complete.

Table 1 shows that all the earlier TPI schemes (which were based on forecast tender prices rather than
outturn) were completed at a higher cost than anticipated at programme entry.

Whilst the TPI entry cost is an initial estimate, the figures also show that the addition of optimism bias,
VAT and inflation would generally have given more realistic forecasts for the likely outturn costs, as is the
case now. Although a limited sample, the three ECI contracts were completed at less than the adjusted
entry cost.

We believe this endorses our policy to adopt the ECI form of contract in preference to earlier Design and
Build and remeasure forms of contract. The use of ECI, coupled with better estimates based on optimism
bias and rigorous risk management, places the Secretary of State in a far stronger position as investment
decision maker. The new approach allows him to decide to commit, or otherwise, to the scheme based on
a robust forecast of the likely outturn cost. The previous methodology, based on lowest tender price,
inevitably ran the risk of significant cost over-runs because of “extras“” charged by the contractor.

We have separated, into Table 2, three schemes that were subject to significant scope, or other changes,
and which do not reflect the general trends.

8 May 2006
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Table 1

HIGHWAYS AGENCY TARGETED PROGRAMME OF IMPROVEMENT—COMPLETED
SCHEMES

A B C D%C"B E%D/B D E F

TPI Entry
cost DiVerence

adjusted between % Increase
to include adjusted between

TPI optimism TPI entry adjusted TPI
Entry bias, VAT Outturn cost and entry cost TPI

cost & inflation Cost AUC cost and AUC Entry Completion Procurement
Scheme (£m) (£m) (£m) (£m) cost Date Date Method

A1
Willowburn–Denwick D&B with
Improvement 7.10 9.13 8.70 "0.43 "4.71 1998 Mar 2003 Orders

D&B with
A5 NesscliVe Bypass 13.46 17.59 20.20 2.61 14.84 1998 Mar 2003 Orders

A5 Weeford–Fazeley ECI with
Improvement 30.58 42.83 40.80 "2.03 "4.74 1998 Oct 2005 Orders

D&B with
A6 Great Glen Bypass 16.79 20.35 20.90 0.55 2.70 1998 Feb 2003 Orders

A6 Rushden &
Higham Ferrers D&B with
Bypass 11.6 14.40 15.70 1.30 9.03 1998 Aug 2003 Orders

A6
Rothwell–Desborough D&B with
Bypass 10.73 13.72 19.00 5.28 38.48 1998 Aug 2003 Orders

D&B with
A6 Clapham Bypass 31.00 37.64 43.90 6.26 16.63 1998 Dec 2002 Orders

D&B with
A6 Alvaston 13.08 16.90 22.30 5.40 31.95 1998 Dec 2003 Orders

A10 Wadesmill D&B with
Colliers End 24.36 39.12 40.20 1.08 2.76 1998 Oct 2004 Orders

A11 Roudham
Heath–Attleborough D&B with
Improvement 26.90 42.42 49.90 7.48 17.63 1998 Mar 2003 Orders

A21 Lamberhurst D&B with
Bypass 11.50 18.38 25.50 7.12 38.74 1998 Mar 2005 Orders

D&B with
A27 Polegate Bypass 25.70 32.65 28.90 "3.75 "11.49 1998 June 2002 Orders

A34 Chieveley/M4 J13 D&B with
Improvement 36.40 58.36 72.30 13.94 23.89 1998 Sept 2004 Orders

A41 Aston Clinton D&B with
Bypass 21.30 33.32 44.40 11.08 33.25 1998 Oct 2003 Orders

A46 Newark–Lincoln D&B with
Improvement 30.00 39.24 40.70 1.46 3.72 1998 July 2003 Orders

D&B with
A63 Selby Bypass 40.76 8.48 66.10 "2.38 "3.48 1998 June 2004 Orders

A66 Stainburn & D&B with
Great Clifton Bypass 9.60 12.09 12.50 0.41 3.39 1998 Dec 2002 Orders

A120
Stansted–Braintree D&B with
Improvement 91.80 117.48 104.60 "12.88 "10.96% 1998 July 2004 Orders

A500 Basford, Hough, D&B with
Shavington Bypass 28.01 44.19 54.30 10.11 22.88 1998 Mar 2003 Orders

A650 Bingley Relief D&B with
Road 58.44 92.63 90.50 "2.13 "2.30 1998 Dec 2003 Orders

A1033 Hedon Road D&B with
Improvement 57.70 80.33 85.40 5.07 6.31 1998 Nov 2003 Orders

A1 Stannington Oct D&B with
Junction 5.60 7.57 7.20 "0.37 "4.89 2002 Oct 2004 Orders

M4 Junction 18 Dec ECI without
eastbound Diverge 10.13 10.84 9.30 "1.54 "14.21 2002 Nov 2005 Orders

M5 Junctions 17–18a
Northbound Climbing Dec ECI without
Lane (Hallen Hill) 6.32 7.02 6.90 "0.12 "1.71 2002 Oct 2005 Orders
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A B C D%C"B E%D/B D E F

TPI Entry
cost DiVerence

adjusted between % Increase
to include adjusted between

TPI optimism TPI entry adjusted TPI
Entry bias, VAT Outturn cost and entry cost TPI

cost & inflation Cost AUC cost and AUC Entry Completion Procurement
Scheme (£m) (£m) (£m) (£m) cost Date Date Method

Oct D&B with
A64 Colton Lane GSJ 11.32 11.32 12.40 1.08 9.54 2003 June 2005 Orders

A14 Rookery D&B with
Crossroads 5.00 6.70 13.90 7.20 107.46 1998 Mar 2006 Orders

Mar D&B with
A47 Thorney Bypass 14.95 22.70 25.00 2.30 10.13 2000 Dec 2005 Orders

D&B with
M25 J12–15 Widening 94.00 118.59 116.70 "1.89 "1.59 1998 Dec 2005 Orders

Totals 744.07 1,035.99 1,098.20 62.21 6.00

Table 2

HIGHWAYS AGENCY TARGETED PROGRAMME OF IMPROVEMENT—COMPLETED
SCHEMES WITH SCOPE OR OTHER CHANGES

A B C D%C"B E%D/B D E F

TPI Entry
cost DiVerence

adjusted between % Increase
to include adjusted between

TPI optimism TPI entry adjusted TPI
Entry bias, VAT Outturn cost and entry cost TPI

cost & inflation Cost AUC cost and AUC Entry Completion Procurement
Scheme (£m) (£m) (£m) (£m) cost Date Date Method

A1 (M)
Wetherby–Walshford
(DBFO) 49.90 62.69 83.00 20.31 32.40 1998 Aug 2005 DBFO

A2 Bean–Cobham
Phase1 D&B with
Bean–Tollgate 43.80 60.36 22.90 "37.46 "62.06 1998 Dec 2004 Orders

A43 Silverstone
Bypass
A43 Whitfield
Turn–Brackley Hatch
Improvement
A43 M40–B4031 D&B with
Dualling 51.36 82.52 107.10 24.58 29.79 1998 Sept 2002 Orders

Note 1: Outturn cost based on AUC (Asset under construction cost). This includes all spend on scheme including that
incurred before TPI entry.
Note 2: A1 (M) Wetherby–Walshford (DBFO)—Column C % non-cash equivalent Capital value.
Note 3: Scope of A2 Bean to Cobham Phases 1 & 2 adjusted after TPI entry.
Note 4: A43 Silverstone Bypass/A43 Whitfield Turn–Brackley Hatch Improvement/A43 M40–B4031 Dualling–Accelerated
completion in time for Grand Prix.

Memorandum submitted by The Driver Vehicle and Operator Group, Department for Transport

Thank you for your letter of 11 May seeking further information on MoT computerisation. The position
is as follows:

Q1 We understand that the system uses dial-up rather than broadband and slow dot-matrix printers. Is this the
case? If so, is there provision in the PFI contract to upgrade the technology and when will this happen?

A. Yes this is the case.

Broadband

Garages would have incurred significant costs in installing broadband whereas all garages already had
a standard telephone socket. In addition broadband technology was not commercially available when the
contract was signed in February 2000.
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Dot Matrix Printers

It was agreed to use dot matrix printers before the go ahead was given to move to non secure certificates
as this type of printer puts the ink into the paper as opposed to laser jet which writes on top of it. Therefore
it would be diYcult to alter fraudulently the information on the certificate if the decision had been to retain
secure certificates. By the time we received the go ahead to move to non secure certificates, the contract with
Siemens had already been signed on the basis that dot matrix printers would be used and these had already
been purchased.

Yes, there is provision in the contract to upgrade the technology. VOSA and Siemens are already
discussing options such as broadband, laser printers, flat panel screens and hand held devices for MOT
testers. No dates have as yet been set for any technology refresh as this will form part of revised contract
negotiations.

Q2 How many test centres have reported problems with the system, or needed to contact the call-centre due
to a problem with the system?

A. On average the service desk receives 30,000 calls a month from users in the garage community
covering the full range of service functions the desk provides eg re setting passwords, making payments,
checking MOT tester status etc.

Whilst unable to provide the specific figures asked for by the Committee we do know that, during the
period since roll-out (18 April 2005 to 30 April 2006), there have been 28 days of the 378 days of operation
where a technical problem occurred. In 20 of these 28 days, 95% or more garages that were using the system
experienced no disruption to MOT testing. Of the remaining eight days, there were only three (commencing
Tuesday 25 April) when more than 5% of the total garage estate (18,390) were aVected by a technical
problem

Q3 Since roll-out was completed, how many paper MOT certificates have had to be issued rather than
computer generated ones? What were the main reasons for these?

A. 115,900 paper certificates have been issued compared to 14.75 million computerised ones. Paper based
certificates are issued for only two reasons:

(i) hardware failure in the garage itself or

(ii) when VOSA invoke Emergency Testing (ET).

Emergency testing is a back-up system which is invoked in the event of service disruption. It enables
garages to continue testing. Motorists can still get their vehicles MOT tested. They will receive a paper based
certificate (rather than a computerised one) which is valid proof of the test. Motorists can still obtain a
vehicle excise licence by presenting the paper certificate and can get a duplicate computerised certificate if
they want one.

Q4 Have there been any whole-system failures which resulted in all, or a substantial number, of testing centres
being unable to operate?

A. There have been no whole system failures which resulted in garages being unable to operate.

As previously mentioned, in the event of service disruption VOSA invokes Emergency Testing. This was
done when we had technical problems on the system in April and within 15 minutes of being advised of the
problem by Siemens. Garages and MOT customers were able to carry on delivering and receiving the MOT
service and the computerised system was virtually fully restored within four working days.

The reason for the technical problem was quickly identified by Siemens as an overnight batch which ran
slower than expected and was still running when garages began using the system the following morning
(25 April). The problem was fixed by 12.30 pm on the same day and those garages aVected began to come
back on line. ET remained in place until VOSA were content that the system was fully back to normal.

This incident did attract some national and regional media, print and broadcast interest. The articles
(particularly those appearing in the press) overstated the problem by inaccurately reporting that “millions”
of garages were unable to test and motorists wanting to have their vehicles MOT tested were being turned
away. Some motorists did experience inconvenience because a number of garages failed to implement ET
correctly. VOSA are addressing this with bulletins and direct contact.

22 May 2006
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APPENDIX 1

Memorandum submitted by GG Carriages

I have a small minibus company based just outside CardiV in South Wales. I have just been reading my
routeone industry magazine and found a paragraph on how VOSA faces a Commons inquiry. It also states
that if we have any comments about VOSA, DSA, DVLC, VCA and HA to send an email to you with our
comments on a list of questions printed. I believe that the agencies are not working very well together in the
PCV area. Evidence of this is on our streets all over Great Britain. Imported stretch limos with more than
eight passenger seats not including the driver being used for hire and reward. This class of vehicle under
current law falls under PCV rules and regulations. DVLC register them as private vehicles not to be used
for hire and reward. The vehicles do not pass a (COIF) Certificate of Initial Fitness Test which is a legal
requirement for all PCV’s being used for hire and reward. Without this or a Public Service Vehicle Test
Certificate they are committing an oVence under section 47 of the Road TraYc Act 1988.

VOSA have a conflict of interest as they seem to be the agency certifying the limos fit for use on our streets
as private vehicles. How can they then go to their customers and tell them if you use this limo for the purpose
it was built and bought for you will be prosecuted. We can see what happens in all major towns and city’s—
absolutely nothing. If VOSA were doing their job, working with all other agencies including the police and
the local taxi authorities there would not be any illegal vehicles on the road. Instead there are hundreds of
unlicensed uninsured vehicles without the correct MOTs being used for hire and reward without displaying
any private hire sign or operators licence discs.

Will it take another Ian Huntley before you close the door on this incompetent behaviour. At present any
paedophile can go out and purchase a limo or the new gimmick fire for hire fire engine limos. They can take
it out on our streets and work carrying children for hire and reward, they seem to be able to advertise their
illegal services in the yellow pages and on the internet without challenge from the relevant authorities. If I
fail in my duty of care to the public as an operator I can face jail. If a child is abused or killed as a result of
all relevant agencies turning a blind eye to what is going on, who faces a jail sentence? Who can the parents
blame? Who is responsible for allowing this to happen? Is it the police? Is it VOSA? Is it the Government
for not making sure that the relevant agencies are doing there jobs correctly? VOSA claim that they do not
have the funds and resources to deal with the problem. I spoke to a police oYcer in CardiV No 7538 and
voiced my complaints to him, only to be told that in his opinion if the vehicles are being driven on the road,
they must have the correct paper work. How incompetent. But what can you expect South Wales police put
out a radio message on Radio Wales telling all limo operators that they were going to be in CardiV pulling
over all illegal vehicles on Friday 23 December. I wonder if they warn their drug dealers were and when they
are going to be knocking on there doors. As a result of this message I would love to know how many limos
were prosecuted as a result of their purge on that night? Over the past four years I have been trying to get
a meeting together with all the relevant agencies to sit down together along with some government policy
makers to try and sort this problem out, only to be met by a brick wall. All of my above insulting comments
do not get me anywhere. I am an ordinary man who wants to prevent another Holly and Jessica before it
happens. Not run around like a headless chicken when it is too late.

The law on our PCV vehicles has been improved over many years please do not give limos a separate
licence. If they don’t pass our safety rules we do not want them. Limos can be built to meet our very high
safety standards. If limo operators are that serious about becoming legal.

3 January 2006

APPENDIX 2

Memorandum submitted by The Parliamentary Advisory Council for Transport Safety

1. The Parliamentary Advisory Council for Transport Safety (PACTS) is a registered charity and an
associate Parliamentary Group. Its charitable objective is, “To protect human life through the promotion
of transport safety for the public benefit”. Its aim is to advise and inform members of the Houses of
Parliament on air, rail and road safety issues. PACTS brings together safety professionals and legislators
to identify research-based solutions to transport safety problems having regard to cost, eVectiveness,
achievability and acceptability. We welcome the opportunity to contribute to the current inquiry.

2. PACTS is a transport safety research group. As such, this submission will largely address the second
item listed in the inquiry’s terms of reference, “how the agencies contribute to departmental objectives
and policy”, from the perspective of road safety and casualty reduction.

3. The Department for Transport’s road safety and casualty reduction objectives and policies are most
clearly articulated in Tomorrow’s roads—safer for everyone, published in March 2000. This strategy set
targets for casualty reduction by 2010:

— 40% reduction in the number of people killed or seriously injured;

— 50% reduction in the number of children killed or seriously injured; and
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— 10% reduction in the slight casualty rate, expressed as injuries per 100 million vehicle kilometres.

4. The targets can be seen as the Department’s key road casualty reduction outcome, from which a
range of policies and activities flow. In considering the role of the DVO agencies in achieving the
departmental objectives and policies, it is useful to examine how they have contributed to achieving
these targets.

5. As a result of concerted eVort from many government, local government and community
organisations, good progress has been made towards the reduced road casualties noted above. The review
of Tomorrow’s roads—safer for everyone, released in April 2004, indicated that there was a 17% reduction
in people killed or seriously injured; a 33% reduction in children killed or seriously injured; and a 12%
reduction in the slight casualty rate. This progress was confirmed in the casualty statistics for 2004
published in September 2005.

6. However, there remain some areas which have not seen the same improvement that are within the
remit of the agencies currently being examined by the inquiry.

7. There is an ongoing issue with newly qualified, young drivers and the frequency with which they
crash. An earlier House of Commons inquiry report, the 1999 Young and Newly Qualified Drivers:
Standards and Training, cited statistics on their likelihood to be involved in a crash:

— The 17–24 age group holds only 11% of licences, but they are involved in 25% of accidents
annually in which someone is killed or seriously injured.

— Drivers aged 16–19 have 16 accidents per thousand licence holders, compared to just six per
thousand licences for drivers aged over 25 years.

— Male drivers aged 17–20 are 10 times more likely to die in a collision than for men aged 35–54.
— Very newly qualified drivers are at particularly high risk, with one in five new drivers involved

in a collision in their first year of driving.12

Also of concern is that, while the overall number of deaths on British roads fell by 8% in 2004, fatalities
among 16–19 year old drivers or passengers rose by 12.3% over the same period.13

8. As the agency responsible for accrediting driving instructors and setting and assessing the theoretical
and practical driving exam, there is room for the Driving Standards Agency (DSA) to do more towards
achieving the departmental objectives of reducing road casualties for this demographic.

9. In response to a Parliamentary Question regarding reducing car accidents involving young people,
Minister of State for Transport, Dr Stephen Ladyman, noted the conclusions of a departmental report
on the topic, which were that:

“the way forward is to improve the education environment so that learners have access to a more
consistent and better standard of training;
the Department’s Driving Standards Agency (DSA) should consider what further learning
resources might be made available to learners and trainers. In particular, they will look at how
modern learning techniques and information technology can be further developed and used to help
learners develop safe driving skills for life; and
the regulatory arrangements for driving instructors will also be reviewed to ensure that the public
can have confidence that the driver training services they are buying are of the highest quality.
DSA will consult interested parties on measures to achieve these changes.”14

10. The Department is undertaking a repeat of the cohort study, to track and evaluate the way people
learn to drive, their attitudes and behaviour and their involvement in crashes. The DSA’s Driver Record
and Pass Plus schemes are also being analysed. The DSA is to be congratulated on its involvement in
this important research.

11. In line with the Minister’s statement, PACTS would urge the Committee to consider recommending
that the DSA respond and implement recommendations from these research studies where they indicate
that improving the driving education environment could contribute to reducing road casualties.

12. At the same time, clause 14 of Schedule 5 of the Road Safety Bill 2005 amends section
133ZA(Training) of the Road TraYc Act 1988. The clause would empower the Secretary of State to
specify the nature and providers of training to would-be driving instructors. In drawing up such
regulations, the Secretary of State must have regard to such research as has been conducted into the link
between quality of instruction and subsequent accident involvement of those receiving paid instruction.

13. The 1999 inquiry recommended that the Government introduce a mandatory minimum period of
six months or a year between obtaining a provisional licence and taking the driving test.15 PACTS would
support the implementation of this earlier recommendation on similar grounds to those articulated in
the inquiry report: increased learning time and additional maturity would contribute to a lower likelihood
of crashes.

12 House of Commons Environment, Transport and Regional AVairs Committee, Young and Newly Qualified Drivers:
Standards and Training, October 1999, p vii.

13 Association of British Insurers, Young Drivers: road safety and the cost of motoring, p 3.
14 House of Commons, Hansard, 6 December 2005.
15 House of Commons Environment, Transport and Regional AVairs Committee, op cit, p xx.
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14. In his response to amendments in the Road Safety Bill 2005 pertaining to restrictions on young
and newly qualified drivers, Lord Davies of Oldham indicated that,

“people who have just passed the test cannot have a level of competence that matches that of the
experienced driver because nothing can substitute for experience”.

A mandatory learning period would assist in increasing the amount of driving experiences young people
have before setting out as a fully licensed driver.

15. PACTS recognises that many learner drivers already spend between six months and a year learning
before taking the driving test. A mandatory learning period would contribute to greater skill level in
newly qualified drivers, but would not on its own address the current problems.

16. Given the ongoing issue of newly qualified drivers and their frequent collisions, PACTS would
therefore also support an examination by DSA to further improve the learning and testing regime to
encourage both technical proficiency and awareness of the wider road environment.

17. There is also scope for the Drivers and Vehicles Licensing Agency (DVLA) to improve its databases
to assist in the achievement of road casualty reduction objectives. The 2005 PACTS report, Policing Road
Risk: enforcement, technologies and road safety, discussed in detail the need for up to date and accurate
data on drivers and vehicles to ensure that advances in enforcement mechanisms, such as Automatic
Number Plate Recognition schemes can function eVectively.

18. Vehicle registration oVences of the type detected by ANPR may not be dangerous activities in
themselves. However, they undermine the licensing and registration system that underpins road safety.
Drivers without tax or insurance are more likely to engage in dangerous behaviour and research shows
that groups engaging in minor criminality are also more likely to engage in major criminality and to be
involved in road crashes.

19. In addition, many other agencies engaged in understanding and enforcing road safety, in particular
the police, rely on the DVLA for data. The accuracy of those data has implications for the eYciency
with which the police are able to enforce road traYc and other laws.

20. Database accuracy issues are perhaps the single greatest challenge to the eVectiveness of ANPR
and automated enforcement and have significant implications for enforcement agencies. The DVLA
should continue to work on the accuracy and timeliness of its data to support road traYc law enforcement
and reduce road casualties. To assist with this, the Committee should consider recommending that the
National Audit OYce conduct an audit of the database accuracy of the DVLA.

21. It is also of concern that there is no automated link between driver and vehicle licensing within
the records of the DVLA. The proliferation of automated enforcement systems has put new strains on the
licensing structure. The absence of a link appears to be a major barrier to the eVectiveness of automated
enforcement. The Committee should therefore recommend that the DfT and DVLA commission a wide-
ranging review of the options for establishing such a link.

22. In terms of the Highways Agency, it is important to note that although the roads under the
Agency’s control amount to about 4% of the road network in England, they carry 35% of the traYc.
Statistically, they are the safest roads being designed to an appropriate standard for vehicles travelling
at higher speeds. What is also important to note is that the Agency undertakes substantial research into
the accidents that occur on its roads and the identification of suitable counter-measures. PACTS believes
that this amounts to a significant resource for road safety and that it should be disseminated as widely
as possible within the professional road safety field.

9 January 2006

APPENDIX 3

Memorandum submitted by Mr Stephen Plowden

This reply is confined to the Highways Agency. It is very short because of the shortage of time and the
pressure of other work, but it can be amplified if the Committee wants.

Despite previous assurances, the Government has decided on a massive revival of the road programme.
Any relief that this brings will be short-term only. The roads will soon fill up again and we will be faced with
the same problems as at present on a larger scale.

The HA supports the programme by calculations which purport to show very favourable benefit/cost
ratios when the schemes are compared with do-minimum alternatives. But the supposed do-minimum
alternatives are not do-minimum at all. They would be better described as business-as-usual alternatives.
They presuppose the continuation of the policies which, combined with the growth of personal incomes,
produced the traYc growth experienced in the past. In particular, they presuppose the continuation of a
major road programme. Without this extra capacity, the traYc increases in the so-called do-minimum
situation would not arise, and neither, therefore, would the problems which the road programme is supposed
to solve.
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Even if a road scheme or programme showed a highly favourable benefit/cost ratio when compared with
a genuine do-minimum alternative, that would not be enough to justify it. Two other conditions, closely
related to each other, would also have to be met. The investment would have to show a favourable result
compared with do-something-sensible alternatives, and it would have to show a higher benefit/cost ratio
than could be obtained from other ways of spending a transport budget.

Transport activity takes place within a regulatory and fiscal framework set by governments. If this
framework is unsatisfactory, then the resulting traYc flows cannot be assumed to be desirable and it is
irrational to use them, or projections from them, as a basis of future plans. It has been apparent for more
than 40 years that the framework for road transport is unsatisfactory and should be reformed.

There is a huge number of ways in which transport in towns could be improved. Urban transport is not
the responsibility of the HA, but since the great majority of the journeys on the trunk road network for which
it is responsible have one or both journey ends in towns, traYc restraint in towns would have a significant
eVect on traYc levels on the HA’s roads, which it should take into account in its own planning.

Outside towns, there is an overwhelmingly strong case for lower and better enforced speed limits. They
would not only reduce the casualties, fuel consumption, pollution and other adverse impacts arising from
any given volume of traYc, but would reduce the amount of traYc as well—even a proper enforcement of
the existing speed limits would have that eVect. There is also a very strong case (set out in Keith Buchan’s
and my 1995 report for the Civic Trust A New Framework for Freight Transport) for a distance-based system
of road pricing for lorries. Provided that the system was kept simple, as it should be, with the charges related
only to the physical characteristics of the vehicle and not to traYc conditions, there are no technical
obstacles to its immediate introduction. Among the eVects would be to reverse the tendency for lengths of
haul to increase, to encourage operators to delay consignments in order to achieve higher load factors, even
if that meant slightly reduced levels of service, and to induce some switching from road to rail and water.
It is hard to say whether a system of distance-based road pricing for cars would still be needed once lower
speed limits had been introduced and enforced, but it might be needed at least on motorways. A pricing
system confined to motorways would be very easy to introduce, since it only requires a record of where
vehicles entered and left the motorway network. But road pricing on motorways only makes sense given
suitably low and properly enforced speed limits on other roads to prevent diversion.

In the longer term, new forms of car ownership (shared rather than individual) and new types of car (local
rather than all-distance) could have a huge eVect in reducing the demand for long-distance car travel. Both
developments could be encouraged by, perhaps even depend on, the adoption of suitable policies. Another
exciting possibility which advances in IT have created is a new form of demand-responsive, long-distance
public transport, oVering a door-to-door service. That too could have a profound influence on traYc levels,
and indeed on car ownership.

The idea of carbon rationing based on contract and converge is finding increasing support. Its
introduction would have a profound eVect on long-distance transport of all kinds. Fuel prices are likely to
rise in any case; the assumptions on fuel prices built into the DfT’s traYc forecasts are extremely implausible.

The division of transport spending between the HA and local authorities does not seem to be informed
by economic criteria. Management measures such as bus priorities and small-scale road schemes designed
to improve safety and the quality of life commonly show very much higher benefit-cost ratios, even when
assessed in ways which understate their benefits, than major road schemes, even when assessed in highly
flattering ways. The economic evaluation of schemes to help cyclists and pedestrians has been disgracefully
neglected, but there are strong reasons to think that they too would show very high benefit/cost ratios. There
is much more scope for this kind of investment by local authorities than by the HA, which suggests that
there should be a large transfer of funds from the HA to local authorities.

The HA has described its task as to invest and manage. The order is wrong. Until the existing road
network is properly managed, no case for increasing it, other than to serve new development, or to bring
environmental relief which cannot be brought in other ways, and which is large enough to outweigh the
damage done by the road itself and the traYc it will carry, can be made out. This obvious point was made
by a HoC committee as long ago as 1973 with respect to urban roads. It might have been premature in 1973
to have applied the same principle to the inter-urban road programme, but it is high time to do so now. The
HA’s attitude reflects its own vested interest, not the public interest.

Of course, the DfT and Ministers, rather than the HA, bear the main responsibility for mistaken policies.
However, the HA is responsible for estimating the costs of its own road schemes, and has completely failed
in that responsibility. In 1995, in reply to a question from Joan Walley MP, the HA produced a list of all
the schemes for which it was possible to compare the cost estimated at the time the scheme was accepted
into the road programme with the outturn cost (see press release issued by Joan Walley on 12 October 1995) .
There were 78 such schemes, every one of which had overrun, and the average overrun was 38% of the
estimated cost. At that time, the HA must have had available a huge amount of information about the cost
of building roads. Had it made proper use of this information in its cost estimates, these errors could not
have occurred. There might still have been substantial discrepancies between the estimates and outturns in
particular cases, but they would not all have been in the same direction, nor would the average have been
out by so much. This experience does not seem to have chastened the HA in any way, nor led it to reform
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its ways. I have seen a table prepared by Roadblock from the answer given on 14 July 2005 to a PQ from
Colin Challen MP, which shows that massive overruns still continue. I understand that this information is
being sent to the Committee.

The only roads to be built now should be those that would still be required if the fiscal and regulatory
framework had been reformed and other measures aVecting demand for motorised road transport were in
place. Since it is very hard to estimate the eVect of these reforms, it will often be diYcult to identify the
schemes which should still be built if they were introduced. The rule in doubtful cases should be not to build,
since if it should later transpire that the road was necessary after all, it can be built then, whereas the decision
to build or widen a road, once eVected, is irreversible.

The HA and the road programme are out of control. The DfT and Ministers could bring them under
control but are not going to. The Treasury could as well, but it too lacks the will. (It may also lack the
knowledge, but if so, its ignorance is willful. I know from years of trying that the Treasury is more interested
in peaceful relations with the DfT than in ensuring the wise use of public money. I gave a very restrained
account of the early years of these contacts in a letter to the Independent published on 28 November 1989,
which is reproduced below.) The National Audit OYce can, and I hope will, get to grips with the cost
overruns on road schemes, but it is not allowed to question policy, as distinct from its implementation, which
makes it diYcult or impossible for it to engage with the wider points mentioned above. That leaves only
Parliament. If Parliament fails to act, that would leave the law-abiding objector with nowhere to go. People
would, and in those circumstances should, turn to civil disobedience.

In addition to the letter to the Independent mentioned above, I am attaching two recent letters to Local
Transport Today. They amplify the points made above and draw attention to two other startling features
of current roadbuilding plans. The plans are based on increases in traYc which have been oYcially described
as unacceptable, and for some schemes the justification assumes that methods of road pricing will be in place
which it is known will not be in place.

5 January 2006

The Editor
The Independent

24 November 1989

Sir,

Lord Croham (letter, 22 November) suggests that complaints about the Treasury come from people who
unreasonably blame it for the frustration of their pet schemes. A better ground for complaint is that the
Treasury has shown itself to be an ineVectual watchdog of public expenditure.

The Department of Transport’s method of appraising its road schemes, known as COBA, has several very
serious defects, all of which tend to exaggerate the case for road building. Three years ago, I tried to interest
the Treasury in a critique of COBA. Initially, this idea was warmly received. I was told that the Treasury
had been worried about COBA for some time; of course the Department of Transport would have to be
told, but it would be made clear to them that they could not stop the study, short of escalating the matter
to a very high level. But this initial enthusiasm soon vanished under pressure from the Department of
Transport; some weeks later, the same oYcial told me that if the Department of Transport, as the
department principally concerned, was not interested, there was little the Treasury could do.

Finally, as the easiest way out of the situation, the Treasury commissioned a study on just one of the
aspects that I had raised. Some weeks after I submitted the report, I received a letter from the Treasury
containing its “considered views”. Some important points were accepted, and I was told that they would be
pursued, although no changes have since been made in the method. When I queried another comment with
the Treasury they could not defend it; it transpired that they had simply relayed a point from the Department
of Transport.

A little later I wrote to the Financial Secretary about an expensive road scheme in Manchester which had
been accepted on the basis of a COBA appraisal, even though COBA was not designed for use in large towns,
but would not have passed a more adequate test. Some correspondence with the Treasury’s letter writing
unit followed, resulting in the claim that “on the whole we are satisfied that COBA, though by no means
perfect, provides a reasonably good approximation of the costs and benefits associated with new road
schemes”. This claim was made even though the Treasury had refused to look at all but one of the objections
to COBA, the oYcials were working from out of date manuals, and the senior oYcial concerned, who was
also the warmest in COBA’s defence, and the most determined to belittle my points, was unfamiliar with
the most basic technical term in traYc forecasting.

In May of this year a huge increase in the road programme was announced with virtually no attempt at
a public justification. It will not have been scrutinised behind the scenes either.

Stephen Plowden
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The first paragraph of the following letter was published by Local Transport Today on 17 March 2005 with
the heading M25 plans will not lock in the benefits of added capacity.

The Editor
Local Transport Today

14 March 2005

The proposals to widen the M25 (“Highways Agency takes up the challenge to ‘lock in’ the benefits of
M25 capacity enhancements”, LTT 3 Mar) are a good example of the illogical and harmful nature of the
revived road programme. The Highways Agency estimates that the total cost of the five schemes will be £1.6
billion and claims that they will bring benefits of £6.25 billion (“Infrastructure update”, LTT 26 Aug).
However, its calculation of the benefits assumed that road pricing would be in place to control traYc
generation and lock in the benefits. In fact, road pricing is not even one of the locking-in measures that the
HA is now examining, and it is committed to these schemes even if, as is virtually certain, it cannot find any
suitable measures. If the widening does take place, the enlarged M25 will soon fill up with traYc and we will
be faced with the same problems as at present on a larger scale.

Although there must be some sensible schemes in the rest of the £8.6 billion road programme, the net eVect
of the whole programme will be similar. Large amounts of traYc will have been generated and a bad
situation will have been made worse.

It has been apparent for decades that we need a wholesale reform of the rules for using the roads. Lower
and better-enforced speed limits and selective road pricing are only the most obvious of the required reforms.
We also need improvements in the facilities for travel by modes other than car both for short and long
journeys, a reversal of the planning policies that have encouraged the trend towards larger and fewer shops
and other facilities, and support for the trend for more people to work from home, not necessarily all the
time but for a day or two a week, and for teleconferencing.

It is impossible to predict exactly what the eVect of these policies would be, but it would be major. The
only sensible course is to implement them and to see what case, if any, for increasing road capacity can then
be made. The only roads to be built in the meantime should be local roads serving new development, and
a few other minor schemes that could be justified even if traYc levels were reduced. When you’re in a hole,
stop digging.

Stephen Plowden

An edited version of this letter, with the last two sentences of the first paragraph and the whole of the
second paragraph omitted, was published in LTT of 14 April 2005

The Editor
Local Transport Today

4 April 2005

The DfT’s long-term traYc forecasts, referred to in Andrew Forster’s article “Tumbling motoring costs
could provide the spur for accelerated traYc growth” (LTT 31 March), are the major input to the Highways
Agency’s appraisal of its road programme. The Highways Agency claims that this programme, costing
£8.6 billion will bring benefits worth £27.7 billion (“Infrastructure update”, LTT 26 August). But it is clear
from the way that the forecasts are prepared that this claim is not justified.

Appraisals of roadbuilding proposals are usually based on a comparison with a do-nothing or do-
minimum option, but that is not a suYcient test. A comparison with a do-something-sensible option is also
required. There is a crying need to reform the rules for the use of the roads, and there is plenty of opportunity
to do so over the 30-year (now 60-year) period used to assess major schemes. The road programme should
be compared with the situation that would obtain on the existing roads if a package of reforms, of which
the most important are probably lower and better enforced speed limits, was implemented. But the DfT’s
forecasts assume that the existing rules will continue unreformed.

The DfT’s forecasts do not even provide the basis for a test comparing the road programme with a
do-minimum alternative. The forecasts for 2025 assume that by then the Highways Agency will have added
4,032 lane kilometres to the network it managed in 2000, and that £5.3 billion will have been spent on
“improving” local roads. Without this extra capacity, the forecast that traYc will increase by 55% on the
HA’s roads, and by 40% on the road network as a whole, could not be realised.

In paragraph 3.21 of The Future of Transport, published last July, the DfT said that an increase in traYc
of 40% would be unacceptable. Nevertheless, it is now, in eVect, planning to bring that increase about.
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APPENDIX 4

Memorandum submitted by the recognised Trade Unions within the Department for Transport

DfT Does Not Work as an Integrated Whole

Management structures within DfT can either help staV deliver targets or they can hinder them. In our
opinion the current organisational arrangements positively work against joint working, co-operation and
information sharing.

When the agencies were first set up they were envisaged as separate “businesses”. Many personnel
management functions were delegated to the Agencies which re-enforced this “separate” business mentality.

Consequently each of the DVO Group Agencies and the Highways Agency now have separate terms,
conditions, line management chains, internal objectives, separate IT systems and pay arrangements.

Consequently the Department is not an integrated whole but a collection of businesses bound together
within DfT. There is no DfT wide intranet, no DfT staV directory or e-mail directory, no common IT
systems or procedures.

A common term used by senior managers to describe the internal arrangements of the department is the
“DfT Family”. We think this term gives a telling psychological insight into the mind set of the senior
management team.

Ensuring eVective co-operation, information sharing and working between these separate business is very
diYcult in the absence of central control and common terms and conditions. Clearly this absence of central
control works against the department eVectively delivering its objectives.

Loose Control in DfT

The Select Committee, in the past, itself has commented on the loose control within DfT.

In the 2003–04 session the Committee held an evidence session on the Department for Transport Annual
Report (report printed 21 January 2004). At section 35 of that report it noted:

“The Executive Agencies and non-departmental public bodies spend very large sums of public
money. We are concerned that the Department does not have a firm grip on expenditure or
accounting, either centrally or through its Agencies. As the Treasury intends to speed up the
production of resource accounts across Government departments, the Department for Transport
should ensure all of its agencies have robust systems in place to meet the Treasury’s timetable,
otherwise the benefits of more timely resource accounting may be lost. The Committee
recommends that the Department takes a closer interest in the accounts and expenditure of the
Agencies which spend so much of its money and deliver the overall transport strategy” (our
emphasis).

In its recommendation 2 of its Eighth Report—The Work of the Highways Agency the Committee said
(again the emphasis is ours):

“The accounting treatment of the Department and the agencies must be monitored carefully in
future to ensure that mistakes in one or more agencies do not cause the accounts of the Department
as a whole to be overspent. We look to the Accounting OYcer of the Department, and to
the Accounting OYcers of the Department’s Agencies, to ensure that the relationship between
the Department and its agencies is close enough to avoid any repetition of this mistake.
(Paragraph 10)”.

At least DfT is attempting to maintain some sort of financial control. In terms of people management the
situation is even worse. There is no real attempt, that we can detect, by the centre to exert positive control
over staV and staYng in the Agencies. If it is a management truism (cliché) that staV are the most important
asset, then DfT is squandering and neglecting this asset.

Equal Pay Time Bomb

Given the sharp diVerences in gender composition and pay between the Agencies real equal pay tensions
have arisen. The PCS Union is currently considering taking equal pay cases between the agencies. It
estimates that between DSA and DVLA such cases could cost DfT over £4 million if successful. The figure
for DVLA and VOSA is £22 million! These figures may not be fully realisable via legal action but they do
show the increasing equal pay liabilities that the DfT is building up as a result of pay delegation.

In the Prison Service the PCS Union has been fighting equal pay cases for the last five years. It has won
every major legal hearing. The Prison Service has paid out large legal fees fighting the cases, diverted key
management time and resources to the cases and now faces a multi million pound pay out to the staV.

The same fate awaits DfT. Ignoring the equal pay consequences of the present pay arrangements will not
make them go away.
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DfT as a Public Authority

Under the Race Relations Amendment (RRA) Act, the Disablity Discrimination Act and the Equality
Bill the department is designated as a Public Authority. Unfortunately the separate business mentality is at
work here as well.

We have asked the department as a whole to ensure that any pay gaps between workers from diVerent
ethnic groups in diVerent DfT Agencies be reviewed to ensure that they do not result from unlawful racial
discrimination.

The department in a written reply said that equality checks should be undertaken by each individual
business unit only to ensure that no disparity exists between workers from diVerent ethnic groups within
each Agency.

Our reading of the duty to eliminate unlawful racial discrimination is that this must mean eliminating it
between Agencies as well as within each individual Agency. Similarly with the duty to promote equality of
opportunity between persons of diVerent racial groups. This duty must mean more than merely promoting
equality within each individual Agency but must apply across the public authority as a whole.

If Parliament wanted the general duty only to apply to Agencies within the Civil Service then the RRA
would have been diVerently drafted. DfT has interpreted the duty via the prism of delegation. It is our belief
that all Public Authority duties placed on it by Parliament will be treated in the same way.

Particular Concerns—VOSA

As part of the wider Civil Service review VOSA is conducting a Value For Money (VFM) review. Part of
this is what is called Business Transformation. The first area being subjected to Business Transformation is
the Heavy Vehicle Testing part of VOSA.

The locations of the present testing stations have remained largely unchanged since the late 1960s when
testing was introduced. As a result of changes in demographics and of the road network these stations may
not be in best locations. VOSA, in determining the ideal locations of its test stations, is using a computer
software package which has a DVO target that operators should be no further than 30 miles or one hour’s
driving time away from a station, whichever is the greater. This package calculates average vehicle speed on
certain roads. As a result an Operator, based adjacent to a motorway, travelling to a test station which is
also adjacent to a motorway may well be expected to travel anything up to 50 miles to the test station. This
means increased cost to the Operator (in fuel, drivers hours and not being available for work) as well as a
greater impact on the environment. We believe that there must be an environmental impact assessment of
proposed changes of location along with an assessment of increased Operator’s cost. It should be mandated
that any resulting relocations of stations should be Operator cost, and environmentally, neutral.

In relation to VFM issues, increased use of information technology may well result in processes being
undertaken “automatically” and so requiring less time compared to the same process being handled
manually. However previous experience has shown that new IT equipment and systems do not necessarily
mean less work for staV nor that the systems will actually work as claimed (the Child Support Agency is a
case in point).

Cutting staV in the belief that the IT systems will work as promised is, in our view, misguided. If the IT
does not function properly, but staV are cut, then there will be constant delays in testing. We believe staYng
in the test stations should not be cut until it can be demonstrated that in practice the IT systems will deliver
the claimed benefits. Again we refer the Committee to the CSA experience.

VOSA—Outsourcing

Whilst the “Value for Money” review is being conducted the VOSA Chief Executive has declared that in
parallel all areas of VOSA’s work should be subjected to a strategic review. This will determine what should
remain in-house. We do not understand why time and money should be spent conducting the VFM review
whilst at the same time reviewing whether the work should stay in-house.

The first area under scrutiny for possible outsourcing is Heavy Vehicle Testing (HGV and PSV). It must
be stressed though that all VOSA services are to be reviewed for possible outsourcing—this includes both
VOSA enforcement activities and its support services.

In its previous guise, as The Vehicle Inspectorate, vehicle testing and support work were subjected to both
“market testing” and “privatisation” reviews on a number of occasions over the last 20 years.

All these reviews concluded that the work should stay in-house.

The reasons for this are as valid today as in the past.

VOSA:

— Provides an impartial testing regime (VOSA having no commercial interest in the test result and
cannot be influenced by threats to take away business).

— Operates with a high level of integrity.



3351221031 Page Type [O] 21-07-06 13:02:46 Pag Table: COENEW PPSysB Unit: PAG1

Transport Committee: Evidence Ev 123

— Has public trust. They feel reassured that the roadworthiness of the largest and heaviest vehicles
in use on the roads is looked after by the state.

— Ensures that the cost of a vehicle test is kept low. For example the fee for a private car test is
£44.15—a 2 axle HGV test conducted by VOSA costs £46.00. Given the high hourly rate charged
at commercial vehicle repair workshops—to where testing work would likely be outsourced—
there would need to be either a significant increase in testing fees or a reduction in the number of
testable items on the vehicle.

— Ensures eVective and impartial roadside enforcement of roadworthiness and drivers hours.

— Ensures that commercial interests play no part in the level of sanctions imposed. The same cannot
be said if private companies undertake this work. Revenue could be determined by its defect/
oVence detection rate. This would create a commercial incentive to increase a sanction.

Over recent years the Police have been withdrawing from Road TraYc activities, with much of this work
moved to VOSA. This additional work has been successfully carried out by the Agency. This successful
transfer would not have happened if the work had been out sourced.

Therefore given all of the above we think VOSA’s Strategic Review should be stopped.

Particular Concerns—Highways Agency

The Highways Agency is delivering a new on–road traYc service involving the roll-out of seven Regional
Control Centres and the recruitment of a 1,000! traYc oYcers to patrol the motorway network.

Morale among traYc oYcers is low owing to overwork caused by a lack of staV and concerns over low
Pay and Shift patterns/allowances. Failure on the part of the agency to recruit and then retain suYcient
numbers of personnel has led to, amongst other things, a failure to deliver full-cover working in control
rooms and delays to the implementation of 24/7 operations in all regions.

This unresolved and unfortunate situation has regrettably resulted in threats of and actual resignations
from the new traYc service. Indeed, such has been the decline in morale that both on-road traYc oYcers
and control centre staV have voted in favour of industrial action in the new year.

If threats to the successful deliverance and maintenance of the traYc service are to avoided then the
recruitment and retention problems cited above must be addressed with out delay.

Particular Concerns—DSA—Waiting Times

We regard 3,500 deaths and many more serious injuries on our roads each year as totally unacceptable.
In our view a key distraction to improving the safety work of the DSA is its obsession with waiting times.
The Unions believe that the waiting time target has nothing to do with road safety. Yet the Agency commits
massive resources to meeting that target.

We question the logic of this. The Unions believe the Approved Driving Instructors industry is not so
much concerned about whether the wait is six weeks or eight weeks, but rather about the consistency of the
waits and the ability to fast track re-booking of failures. Within the organisation this target driven approach
causes real problems with training and vacancy filling. At present quality control at Senior Driving
Examiner and Supervising Examiner level is not working because all available resources are diverted to
satisfy an arbitrary target unrelated to the Agency’s core road safety task.

The Unions believe that the waiting time target should be relaxed. The goal being to ensure consistency
of waits across the country and to ensure fast track re-booking of failures. Resources freed by this change
should be ploughed into delivery of the Agency’s core road safety tasks.

In Conclusion

We believe that current allocation of Agencies’ responsibilities should be changed and that the Agencies
should become in essence divisions of the department, with common conditions, IT systems and processes,
rather than remaining separate businesses as they are now. Pay, terms and conditions and staYng should
be centrally controlled. This will not only allow more eVective use of staV, eVective co-operation and
working but also will defuse the equal pay time bomb in DfT. Agencies could then concentrate on core
activities rather than trying to ape private companies. Central control will also allow DfT to properly carry
out its duties as a Public Authority. This tighter control will also make it easier to share information between
agencies and with the Government.

We hope that the committee will agree that the particular concerns we have raised in relation to HA,
VOSA and DSA are relevant matters for the inquiry.

We think that there must be an environmental assessment of any change of testing station locations along
with an assessment of any increase in Operators’ cost. It should be mandated that any relocation of stations
should be Operator cost and environmentally neutral.
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We believe that there should be no cut in test station staYng until it can be demonstrated that in practice
the new IT systems deliver the benefits claimed for them.

We further believe that VOSA’s Strategic Review of what is to be retained in-house should be stopped.

The recruitment and retention problems in HA’s on-road traYc service have to be addressed urgently.

The Unions believe that the DSA waiting time target should be relaxed, with freed resources being put
into DSA’s road safety work.

5 January 2006

APPENDIX 5

Memorandum submitted by The Civil Engineering Contractors Association

The Civil Engineering Contractors Association (CECA) is the principal trade association representing
contractor-suppliers to the Highways Agency (HA) with close interaction at both regional and national
levels. Accordingly, CECA is well-placed to comment on the role that HA plays in delivering the
Department’s road programme.

The Purpose of the Agency and Whether the Current Allocation of Responsibilities is Appropriate

The Highways Agency (HA) is responsible for implementing the Department for Transport’s roads
programme on motorways and major primary routes, and for routine and reactive maintenance.

The Agency is customer-driven and has adopted a pro-active approach to achieving its objective
summarised by its mission to provide Safe Roads, Reliable Journey Times and Informed Travellers.

In seeking to achieve these goals, the HA has developed a focused approach to its business and CECA
recognises its success in adopting modern, industry-leading processes.

Under the Gershon initiative, the HA has also been allocated the role of Change Agent to investigate
opportunities, to develop proposals and to make recommendations to Government on the subject of
improved eYciency in highways procurement and delivery throughout England including that administered
by Local Authorities.

This additional responsibility recognises the Agency’s expertise in developing greater eYciency
programmes in its areas of influence and for its ability to do so in conjunction with its suppliers and
associated stakeholders, many of which are also suppliers to local authorities and other procurers in the
areas being investigated.

In this sense it is appropriate for HA to take on such additional responsibilities although it is necessary
for a clear definition of the HA’s mandate to ensure maximum co-operation with all stakeholders.

CECA members are concerned that some aspects of the HA’s area of responsibility may be aVected by
the implementation of Regional Transport Boards (RTBs) that could add considerable uncertainty to the
robustness of the Agency’s programme of improvements. It is recognised that ultimate decisions about
future schemes will be taken by the Secretary of State, but it would be of considerable benefit to the working
of the HA for strategic routes to receive special dispensation and greater management control within the
Agency itself.

How the Agency Contributes to Departmental Objectives and Policy

Whilst CECA members are suppliers to the DfT (as Employer), members’ principal route for
communication with their client is via the HA.

It is clear that HA is required to deliver Government policy rather than contribute to it and the Agency
communicates DfT’s policy, in broad terms, to CECA in an eVective way.

What is less clear however, is how HA communicates back to DfT on issues that either directly or
indirectly aVect contractors and other members of the Agency’s supply chain, and how such issues may
contribute to Government policy.

It will be helpful for greater transparency, collaboration and feedback on this issue.
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Whether the Level of Accountability and Transparency of the Government’s Relations with the
Agency is Appropriate

CECA is concerned that Government (DfT) control of the HA does not facilitate the Agency fulfilling its
commercial responsibility to its suppliers to the extent it (HA) would prefer.

The development of more eYcient procurement and delivery processes has been carried out with
considerable collaboration between the Agency and its suppliers and with much success in achieving better
value for money. In so doing, the Agency recognises the need for suppliers to be confident that Government
will stimulate a transportation-business environment that encourages and rewards both innovation and the
development of improved practices. Currently, there is a perception within the highways construction and
maintenance industry that the HA is less able to deliver the reciprocal commitment to its suppliers that is
needed to balance the equation.

Greater transparency and robustness of spending plans, together with recognition of the needs of industry
suppliers, is essential to achieve the eYciency improvements required.

Whether the Agency’s Performance is Satisfactory and Whether it is Sufficiently Accountable

No additional comment.

How the Agency’s Funding Arrangements Relate to Government Accounts

An ongoing concern for CECA members is the inconsistency in funding for the HA’s budget. This concern
aVects both basic commercial issues—can suppliers expect a consistent and predictable flow of business
opportunities to encourage their day to day commercial relationship within the public sector?—and longer-
term collaborative initiatives that seek to develop more eYcient processes.

Both of these concerns aVect decisions on investment in recruitment, training and new capital resources.
The nature of civil engineering construction has changed in recent years with contractors finding themselves
drawn into greater areas of specialisation. This has been encouraged by the increased use of modern
collaborative forms of procurement, the widespread use of long-term framework contracts, an increasing
use of ECI contracts and a shared approach to driving down cost.

The success of this has seen a commensurate decline in traditional forms of procurement, particularly for
those clients that can provide reasonable guarantees about steady streams of work for the new generation
of better-qualified suppliers.

Under these modern forms of procurement, suppliers should be entitled to greater predictability of
workload in order to justify the additional investment needed. For suppliers to the Highways Agency, it is
essential that the Agency be empowered to fulfil these commitments.

It is clear that HA has, for some time, been addressing the issue of reliability of budgets for both
maintenance and capital projects. Procedures are being developed to ensure that budgets are accurate and
robust, thereby providing DfT with more reliable information. CECA members are being encouraged to
contribute to this process.

The abandonment, in 2004, of the Government’s 10 Year Plan without a similar or suitable replacement,
denied the HA the credibility it needs to develop better working practices. For the future, CECA maintains
that giving the HA a clear and ring-fenced funding stream that will enable it to interact with suppliers with
greater confidence, will assist further cost reduction and best value initiatives to flourish.

Commitment to funding both individual projects and long-term frameworks through at least a five year
period is essential to provide this stimulus and to reduce wasteful use of resources.

Whether There is Sufficient Co-ordination of Systems and Sharing of Information between
Agencies and with the Government

CECA is not fully conversant with internal communication systems between DfT and HA or with other
agencies to determine suYciency.

However, there is an important Health and Safety issue that is of concern to CECA members that may
benefit from greater co-ordination across all relevant agencies. This relates to the need to implement Health
and Safety measures to protect construction workers engaged on projects on high-speed roads.

It is clear that, currently, enforcement of traYc law is the responsibility of the relevant local police force.
However, the design of temporary traYc management systems to facilitate construction work, decisions
about temporary speed limits and the issue of closing running lanes should all benefit from greater inter-
action with the police. CECA members are concerned that there must be greater general understanding of
the diVering priorities in the vital area of Health & Safety management and HA should be the pivotal agency
charged with facilitating that.

CECA is aware that HA has already initiated industry discussion on this topic and is keen to emphasise
the importance of this issue as part of this consultation.
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Any Further Relevant Matters

The over-riding concern for CECA members, as suppliers to the major highways sector in England, is the
need for greater Clarity, Consistency and Continuity in the published programme, funding available and
initiatives to promote better value for money.

Moreover, CECA maintains that this would be of equal (if not greater) benefit to the HA itself, helping,
as it would, to ensure further advances are possible.

6 January 2006

APPENDIX 6

Memorandum submitted by Wynns Group. Incorporating Wynns Ltd & Robert Wynn & Sons Ltd

Introduction and Background

1. Wynns Ltd are the UKs only independent transport consultancy specialising in the movement of
abnormal indivisible loads. In 1998 and working on behalf of Powergen, Wynns engineered the delivery of
seven loads in excess of 150 tonnes to Cottam Power Station in Nottinghamshire. The loads were delivered
directly to site via the River Trent.

2. In November 2000 Wynns subsidiary company Robert Wynn & Sons Ltd was awarded an £8.5 million
freight facilities grant. The grant represented 99% of the total cost of the design and build of a specialist ro/
ro barge and the purchase and conversion of a former inland tanker barge. The vessels, later named the Terra
Marique and the Inland Navigator, work as a system to maximise the potential of the inland waterway
network for the carriage of the largest and heaviest abnormal indivisible loads. Specifically, Special Order
and VR1 categories which are granted for road movement by the Secretary Of State for Transport.

3. The Governments “water preferred policy” was announced on 11 June 2002 by the then Parliamentary
Under Secretary for Transport David Jamieson MP and clearly states that:

“the Departments VSE Division will henceforth adopt a policy whereby water transportation is
the preferred mode for the movement of the largest and heaviest abnormal indivisible loads. Road
movements will only be authorised where the Department has considered the possibility but
believes water transportation is not feasible”

4. In 2003 the Highways Agency became responsible for the implementation and management of the
Government’s policies concerning the movement of the largest and heaviest abnormal indivisible loads.
Previously this had been the responsibility of the VSE section of the Department for Transport.

5. On behalf of the Secretary of State for Transport, Highways Agency oYcials manage the application
process for Special Order permits (for loads which when transported are either in excess of 150 tonnes in
weight, six metres in width or 30 metres in length) and VR1 permits which are for loads which when
transported are above five metres in width.

6. The Highways Agency is also responsible for the implementation of the Governments “water
preferred policy”.

The purpose of the agencies and whether the current allocation of responsibilities is appropriate

7. The Highways Agency website states that:

“The Highways Agency is an Executive Agency of the Department for Transport (DfT), and is
responsible for operating, maintaining and improving the strategic road network in England on
behalf of the Secretary of State for Transport”.

8. The Highways Agency’s role in the management of abnormal loads is involved. Last year alone, as well
as co-ordinating the issuing of Special Order and VR1 permits, Highways Agency oYcials co-ordinated the
compilation of a code of practice and best practice guide for the self escorting of abnormal load vehicles,
commissioned and co-ordinated research into the true economic cost of the movement of abnormal loads
and set up a working group to study the availability of inland waterway infrastructure which would be
appropriate for the transhipment of abnormal loads.

9. As a direct consequence of the government adopting a water preferred policy for the movement of the
largest and heaviest abnormal loads, the Highways Agency is increasingly involved with the facilitation of
abnormal load movements. Applicants for Special Order permits are being asked to fill out a “water
proforma” (attached) which request extensive information regarding the proposed road route as well as
waterborne alternatives. The information contained within this proforma is then used by the Highways
Agency within their decision making process when deciding if they allow use of the road network either in
whole or in part.
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10. There are a number of reasons for this. Primarily the Highways Agency has no responsibility for the
UK commercial waterway network and they do not have ownership or responsibility for any waterside sites.
Also as their role has developed from one of administration to one of implementation, they do not have the
knowledge or expertise required with which to take steps towards the timely implementation or development
of the water preferred policy.

11. The implementation and facilitation of the water preferred policy has been severely compromised
under the stewardship of the Highways Agency. It is however questionable if the agency should have been
given responsibility for the implementation and development of the water preferred policy.

12. There is a need for the Department for Transport to take ownership of it’s policy. There are numerous
stakeholders within government who need to work together to facilitate this policy and it is clear that the
Higways Agency as an executive agency of the Department for Transport tasked with operating,
maintaining and improving the strategic road network in England is not best placed to do this.

How the agencies contribute to Departmental objectives and policy?

13. In June 2002 the Minister announced his water preferred policy. At this time it was made clear that
the Department wished to see the transfer of a significant number of abnormal loads from road to inland
waterway.

14. Since the policy was announced we belive that there have been less than half a dozen examples of
where Special Order abnormal indivisible loads have been refused road route permission and have
subsequently been carried by inland waterway. According to the Highways Agency themselves, there are
some 450 Special Order applications per year, 26% of which are over 150 tonnes in weight, moving on the
road network at a maximum speed of 12 mph and most often blocking two lanes of the carriageway.

15. In fact there are examples of where the Highways Agency have taken steps to seemingly compromise
the policy. These initatives are actually making it easier to transport large indivisible loads by road.

Such initiatives include:

Developing the ESDAL system (Electronic Service Delivery for Abnormal Loads Project)

16. This is a system currently being developed which when fully online will make the administration of
the Special Order process for road based movements much simpler for both the Highways Agency and the
hauliers. Waterway routes do not feature in this £8 million Treasury funded initiative. It should be noted
that this initiative was announced after the the announcement of the water preferred policy.

Allowing night time movements of slow moving abnormal load vehicles

17. The practice of moving large indivisible loads in the hours of darkness has until recently been
discouraged. We are now however seeing a greater proportion of loads being given permission to move at
night. This is a policy change since the water preferred policy was announced. The significance of this is that
congestion on the road network is significantly less at night. Therefore when the Highways Agency assesses
the potential disruption caused by such a move they are less likely to insist on the load being transferred to
an inland waterway. We are not aware of any research carried out into health and safety issues of night time
movements.

Commissioning research in to the viability of raising the speed limit at which abnormal loads can travel

18. Currently the maximum speed limit that a Special Order category abnormal load is permitted to travel
is 12 mph. The Highways Agency are currently commissioning research which will investigate the potential
for an increase in the maximum speed that Special Order category loads are allowed to travel.

19. Research has shown that one of the significant factors when analysing the congestion caused by
abnormal load movements is the speed of the abnormal load carrying vehicle. Should this research lead to
a revision of the current limits upwards this would most likely lead to more loads being transported by road
as the congestion anticipated by the movements of these loads would be less than it is now, again serving to
undermine departmental policy and objectives.

20. While we welcome any Highways Agency initiative to make the movement of abnormal loads easier,
we would have expected that in light of the Departments stated water preferred policy that their Executive
Agency would be putting forward initiatives and finding funding to promote the waterborne carriage of the
largest and heaviest abnormal indivisible loads. This as yet has not happened.
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Whether the agencies’ performances are satisfactory and whether they are suYciently accountable

21. It is clear to us that the Highways Agency have not performed satisfactorily in the area of abnormal
load transportation. The government has a clear policy regarding the movement of the largest and heaviest
abnormal loads and it is not being implemented satisfactorily by the Highways Agency.

22. The policy has not been promulgated to any great extent by the Highways Agency. There is
widespread confusion within industry as to how the Highways Agency apply the policy and local
government oYcials are on the most part unaware of its existence.

23. While we understand that the Highways Agency are currently formulating a policy statement with
accompanying guidance notes, for some three years now the only public reference to the “water preferred
policy” is contained in a media briefing circulated in June 2002. Surely this is unacceptable.

24. The Highways Agency has commissioned the Transport Research Laboratory to carry out research
into the true economic cost of abnormal indivisible load movements by road. This research project
commenced early in 2003 and is yet to be concluded. The drafts issued to date have concentrated on the cost
of the congestion generated by the movement and have failed to fully investigate all impacts generated by
abnormal load movement and the resulting congestion. Despite representations being made by ourselves
and others, the Highways Agency have to date refused to consider those costs it feels unable to quantify or
calculate.

25. It is imperative that the oYcials within the Highways Agency abnormal load section are held to
account and that their work in fulfilment of departmental objectives is assessed. This however is not the case.
Abnormal loads seem to have fallen through the departmental stools. By that statement we mean that the
Department for Transport has a water preferred policy but no actual responsibility for waterways, and as
the role of the abnormal loads team has traditionally been an administrative one there is nobody within the
Department for Transport who is responsible for the review of their eVectiveness or for the development of
policy in this area.

Whether there is suYcient co-ordination of systems and sharing of information between agencies and with the
Government

26. There is currently no co-ordinated approach within Government on policies relating to waterborne
freight carriage. The Navigation Authorities who are responsible for the day to day operation of the inland
waterway network report to DEFRA. Responsibility for freight/logistics policy is that of the Department
for Transport and it is the Highways Agency who are designated to implement the water preferred policy
for abnormal load movement.

27. These are some of the Govenment’s stakeholders responsible for issues associated with waterbourne
freight carriage and specifically abnormal load carriage on the UK commercial waterway network. There
are however many others who need to take a proactive role if the Departments water preferred policy is to
be eVectively implemented, these include: the Environment Agency, OYce of the Deputy Prime Mininster,
Regional Development Agencies, Regional Assemblies and Local Councils.

28. If the current situation continues it is diYcult to see how the Highways Agency can eVectively deliver
the Department’s water preferred policy. There is a lack of both impetus and strategic direction with the
Highways Agency who would appear to be working at arm’s length with other sections of Government. The
Department for Transport should be acting as a co-ordinator of stakeholders to ensure the the Highways
Agency can deliver the water preferred policy, this to date is not happening.

29. In summary the water preferred policy was created by the Department for Transport as a common
sense initiative but with no ownership within the Department. The Highways Agency have been given it to
administer but do not own it and have no target or responsibility to make it work and indeed, as we have
argued given the current set up, cannot make it work.

9 January 2006

1. Instructions

Please complete all the following tables. Where information cannot be supplied, please give reasons.

The note boxes are for additional comments, however, if there is insuYcient space (they can be extended)
additional comments can be submitted separately but should refer to the line number in the table.
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An example of how Table 5 should be completed is demonstrated.

2. Summary Table

No Summary From To Final UK destination1

1 Journey start and finish points 
Please give details of the location where the 
load is being collected from i.e. the point of 
origin followed by a description of the route 
being proposed to transport the piece/s.

2  Mileage Cost £k
3 Water Option 1– road miles T

o
t
a
l

1ST

Leg
2ND

Leg

4 Water Option 2 - road miles T
o
t
a
l

1ST

Leg
2ND

Leg

5 Water Option 3 - road miles
 

T
o
t
a
l

1ST

Leg
2ND

Leg

6 Road option – road miles
 

7 Justification for not using water for each 
option – if applicable

1 If different from previous column

3. General Table

No
 

General 

8 Describe the abnormal load(s) 
 

9 Overall dimensions of the piece(s)
 

Height Width Length Weight

10 Overall dimensions when loaded on vehicle
 

Height Width Length Weight

11 Number of loads
 

12 Are repeat loads along same route likely?  
Please give details

13 Number of road movements
 

14 Value of each load £k
 

Total value of load(s) £k

15 Date of first / last movement 
 

Date of application

16 Your reference
 

17 Other information (e.g. wider project details 
/ timing / urgency) 
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4. Water Option Table

No Water Option
18 Describe below which water routes1 have been investigated (consider reasonable alternatives, not just parallel to road route)
19 Option From Wharf 

y/n
Lift2 To Wharf 

y/n
Lift Via Wharf 

y/n
Lift Sea / Waterway

1

2

20

3

Preferred water option number21

If not the shortest road mileage 
please justify why this option is  
chosen

22 Has the load already travelled part 
of its journey by water? If so 
please describe  

23 Justification for not using water

24 If in Row 23 time constraints are 
cited as justification for not using 
water, please explain why 
sufficient time has not been 
allowed to properly consider the 
water option.

25 Explain why more than one load 
cannot be moved at a time by 
water or stored to reduce 
craneage costs 

26 If delays are likely due to e.g. 
planning permission for wharf, 
ground works explain 

27 Any other relevant information Continue if necessary by extending the table

1 Sea or waterway 
2 Roll-on roll-off (RR), Lift-on lift-off (LL), mobile crane (MC),  fixed crane (FC) , Heavy lift ship (HLS) 

5. Road Option Table (Example)

No. Road Option 
 

28 Describe proposed road route (include proposed start 
time for each leg of journey) 

 

29 Day  Time 
24 hr 

Road name / rest points Road 
class / 
number 

Number 
of lanes 
(S or D*) 

Length 
(miles) 

Speed 
(mph) 

Notes 

1 1000 Notown Lane B5000 S2 4.5 6 Narrow and bendy (roundabout at end) 
 1030 Town Road to Motorway A6000 S2 3 6 Modern Wide road 
 1100 Slip Road onto motorway at J4 M1000 D3 0.5 12 Roundabout Junction 
 1100 Motorway J4 to J8 M1000 D3 15 12  
 1230 M1000 to M2000 slip road M1000 D2 1 12  
 1230 Motorway J3 to J10 M2000 D4 35 12  
 1530 Motorway Off Slip M2000 D2 0.5 12 Roundabout Junction 
 1600 A 7000 to site A7000 D2 3 8 Including 2 roundabouts 
      
      
      
      
      
      
      
      
      
      
      

 
 

      Continue if necessary by extending the table 
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6. Water Option—Road Element if Applicable

No. Water option – road element if applicable
 

30 Describe proposed road route (include proposed start 
time for each leg of journey)

31 Day  Time 
24 hr

Road name / rest points Road 
class / 
number

Number 
of lanes
(S or D)

Length
(Miles)

Speed
(mph)

Notes

OPT 

1

OPT 

2

OPT 

3

Continue if necessary by extending the table 

7. Breakdown of Costs

No. Breakdown of costs 
 

32 Cost of travelling by 
road

£k Notes Cost of travelling by water £k Notes

33 Road transport Water transport 
34 Escorting Craneage
35 Street furniture removal Dredging
36 Bridge assessments  Infrastructure 
37 Bridge strengthening Demurrage
38 Other Survey 
39 Waterway charges
40 Berth / port fees
41 Other
42 Road element if applicable
43 Road transport 
44 Escorting 
45 Street furniture
46 Bridge assessments  
47 Bridge strengthening

Other Continue if necessary by extending 
the table

48 Total
 

0 Total 0

APPENDIX 7

Memorandum submitted by the North East Assembly

Background

This memorandum is submitted by the North East Assembly in response to the inquiry by the
Transport Select Committee into the remit and work of the Department for Transport’s Executive
Agencies. The memorandum only considers the role of the Highways Agency with specific reference to
the land use planning process and its powers relating to control of development aVecting Trunk Roads.
The North East Assembly has developed a strong and positive working relationship with the Highways
Agency in terms of developing the transport strategy for the region, carrying out joint research on specific
projects and lobbying for the necessary resources to implement schemes.
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DTLR Circular 04/2001, “Control of Developments Affecting Trunk Roads”

One of the Highways Agency responsibilities is to implement DTLR Circular 04/2001 “Control of
Developments AVecting Trunk Roads.” The Assembly is concerned that the way this is interpreted could
be detrimental to the regeneration of the North East.

Through the emerging submission draft Regional Spatial Strategy, the majority of new developments
are focused within urban centres; particularly the conurbations of Tyne and Wear and the Tees Valley
and also regional brownfield mixed-use development sites that are compatible with the principles of
sustainability.

Prestige Employment Sites have been allocated to assist in the region’s accelerated economic growth
as there are unique opportunities within specialist growth sectors of the economy that should be
maximised. These sites are located within the city regions and within or adjacent to the conurbations.

Several Prestige Employment Sites are adjacent to the Trunk Road network managed by the Highways
Agency. The satisfactory development of these locations could be aVected by Highways Agency
directions, if in their application of Circular 04/2001, the additional volume of traYc generated by the
development appears unacceptable.

The Highways Agency has indicated that they should be involved in discussions at an early stage on any
proposals that could aVect the strategic priorities for the Trunk Road Network. Although local demand
management strategies are currently being developed as part of the next round of Local Transport Plans,
a number of proposed developments around the Metro Centre, Gateshead, Middlehaven, Middlesbrough
and at Darlington, may be delayed as a result of Highways Agency concerns.

The potential eVect of this delay is to undermine the regeneration of sustainably located brownfield
sites where development otherwise accords wholly with local, regional and national planning and
transport policy frameworks. Indeed, this approach has the potential to adversely aVect the aspirations
of other local authorities in the region who are seeking to promote regeneration strategies within the
frameworks of the Regional Economic Strategy, Regional Spatial Strategy and the Northern Way.

The Assembly has alerted the Director—Regional and Local Transport Policy to these issues on 13
October 2005 and is awaiting his response. There have already been discussions with the Highways
Agency about our concerns and further meetings have been arranged. We are aiming to discuss the scope
for the Highways Agency to adopt a more flexible approach to ensure North East important regeneration
schemes are not jeopardised, and where there are specific issues, further joint research is likely to be
commissioned. We request the Transport Select Committee to recognise these issues and support the
Assembly s actions.

6 January 2006

APPENDIX 8

Memorandum submitted by Gateshead Council

Background

This memorandum is submitted by Gateshead Council in response to the inquiry by the Transport Select
Committee into the remit and work of the Department for Transport’s Executive Agencies. The
memorandum only considers the role of the Highways Agency, with specific reference to its role in the land
use planning process and in particular its powers relating to control of development aVecting trunk roads.

Highways Agency Involvement in the Planning Process

It is accepted that the Highways Agency has a role to play in the planning process. It is important that the
eVects of new development on trunk roads are assessed properly such that the safe and eVective operation of
such routes is not impaired unnecessarily.

The highways impacts of development proposals are however only one factor in their assessment. It is
important that any planning decision is able to take into account wider transport impacts as well as other
considerations such as economic regeneration, regeneration of brownfield land etc.

It is considered that the current practice of the Highways Agency, and in particular the use of Article 14
directions to prevent the approval of development in some circumstances, does not support the wider view
needed to determine the overall acceptability of developments.
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The current narrow focus of Department for Transport policy (as implemented by the Highways Agency)
on the operation of the highway network alone is particularly problematic. There needs to be a broader view
taken, recognising that accommodating the right type of development in the right location while at the same
time promoting long term sustainability of transport use is more important than a narrow focus on
immediate impacts on the highway network.

This has been a particular problem in Gateshead recently, with a number of major development proposals
along the A1 corridor deterred as a result of the actual or likely imposition of an Article 14 direction. The
potential longer term impacts of this are detrimental to wider regeneration, economic development and land
use aims, as well as those of strategic transport policy. Development proposals on brownfield land in
potentially accessible locations in a major urban area have had to be shelved as a result of the current policy
approach. The eVects of this are to:

— undermine the acknowledged role of the central urban area as a wider economic driver for
regeneration in the north east;

— undermine the regeneration of extensive areas of brownfield land in central Tyneside;

— divert new development to more peripheral areas where levels of car dependence will be higher and
eVective and attractive public transport access more diYcult to provide;

— encourage longer distance, more dispersed travel patterns as a result, eventually increasing
congestion problems and making them more intractable; and

— undermine developer confidence in the planning system, particularly where extensive information
is required by the Highways Agency without any realistic prospect of identified problems being
resolved.

Within Gateshead Borough alone it is estimated that, over the period 2005–10 development of up to 2,000
houses and land suYcient to provide over 2,400 jobs could be threatened. This has serious implications for
the Borough which is for the first time in 2005 showing a stabilisation of the local population after many
years of decline.

Suggested Approach

The use of Article 14 directions should clearly be a last resort, rather than a routine instrument. They
should only be used in the context of a wider consideration of land use and transport policy impacts. Where
development consistent with broader land use strategies is proposed but which would nevertheless have a
detrimental eVect on the operation of a trunk road it is suggested that, rather than directing the refusal of
development, the Highways Agency works jointly with local authorities to develop local approaches aimed
at minimising the scale of resulting problems. This would include preparation of local demand management
strategies and ensuring that eVective travel plans are developed for existing uses and new proposals. As long
as the Highways Agency is satisfied that all realistic steps have been taken to minimise the detrimental
impacts on the trunk road, there should be no barrier to the granting of planning permission.

It is considered that this approach fits better into wider national policies for both transport and
regeneration. The narrow focus of the operation of the current policy is obviously contrary to the principles
of joined up Government and the delivery of eVective, co-ordinated strategies for regeneration and
transport.

6 January 2006

APPENDIX 9

Memorandum submitted by the Freight Transport Association

Freight Transport Association represents the freight transport interests of businesses throughout the UK.
Its members range from small and medium size enterprises to multi-national public companies and are
involved in all modes of transport. FTA members operate over 200,000 heavy goods vehicles, about half the
UK fleet, are responsible for 90% of freight moved by rail and 70% of goods shipped by sea and air. This
unique multi modal mandate enables FTA to speak authoritatively on all aspects of freight based on the
broader transport needs of industry in the economy.

FTA welcomes the opportunity to provide the Select Transport Committee with its views regarding the
Department for Transport’s Executive Agencies’ Group. FTA and its members work closely on an on-going
basis with staV and executives from the Driving Standards Agency (DSA), Driver and Vehicle Licensing
Agency (DVLA), Vehicle and Operator Services Agency (VOSA) and Highways Agency (HA). Generally
speaking FTA has a good relationship with these agencies that is found to be both co-operative and
consultative. There are, however, several areas of concern the industry has with regards to the operation of
these Agencies that we would like to bring to the attention of the Select Transport Committee.
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Specifically, on behalf of our members we provide comments on the following issues:

— Government agenda and industry needs;

— interpretation of legislation and intent of legislation;

— communication between agencies, with Government and stakeholders; and

— reduction of administrative burdens.

Government Agenda and Industry Needs

Overall, FTA believes that the current allocation of responsibilities for the DVO Executive Agencies is
appropriate and has resulted in the Agencies’ ability to meet internal targets set in the Business Plans. FTA
does, however, believe that there is a gap between the implementation of Government’s agenda and the
needs of the industry. Furthermore, that the evolving role of Agencies has resulted in a need to revise the
allocation of some responsibilities in order to better reflect the policy objectives of the Department of
Transport and, therefore, the national economy. For example, the change in the HA’s role from network
provider to network manager in order to improve journey time reliability, requires the allocation of
additional responsibilities.

FTA is supportive of the overall strategic priorities for the Department of Transport’s Executive
Agencies, and agrees that Agencies should set policy that improves services for customers, protects all road
users and improves the value for money of the services delivered. It is unclear, however, to FTA how some
Agencies contribute to this overall objective. An example we draw to the Committee’s attention is the HA’s
contribution to the Department’s objective of providing an eYcient and reliable inter regional transport
system. We do not believe that the HA’s internal targets readily translate into the Department’s objective
of supporting the economy. We also believe that it is diYcult to show how congestion is being reduced and,
therefore, provide evidence of any improvement of reliability of the strategic road network.

Furthermore, FTA believes that while, generally speaking, Agencies typically meet the key performance
indicators set in Business Plans, these are of an internal operational nature and are not reflective of the needs
of all customers.

For example, FTA believes that from an operational perspective VOSA is working well towards achieving
its key performance indicators. There is, however, need for a regular review of set targets to ensure they are
reflective of customer needs, including extensive consultation with stakeholders to ensure these are indeed
met. An example of such consultation that needs to occur on an ongoing basis is reflective in the work
between VOSA, FTA and other stakeholders to develop a series of Service Level Agreements to assist in
improved standards by all parties. FTA encourages VOSA to continue such review and consultation with
stakeholders on a regular basis and that all Agencies work towards a process where targets are set following
extensive discussion with customers to ensure they reflect the needs of the customer.

FTA also suggests a need for further improvement of HA’s targets. While the HA has met all operational
targets set in its business plan for the 2004–05 fiscal year, it is our position that journey time reliability should
be the real measure used to assess the HA’s performance. The HA must have the responsibility of not only
improving journey time reliability, but must have in place a robust method of assessing its performance
against such measure. For example, with the introduction of the HA’s TraYc OYcers, it will be necessary
to develop key performance indicators that show how that part of its work is delivering the necessary
improvements in journey time reliability. Going forward, it will be necessary to show that the significant
investment in the service, designed to ensure that the network is operating at its maximum eYciency,
operates in a practical way. Significant improvements should be made in the way that motor incidents are
dealt with on the strategic network and that traYc is kept moving by eYcient management of incidents. FTA
also recommends a process of consultation between the Department for Transport, HA and industry
regarding Service Level Agreements to better facilitate transparency for all parties.

Another issue of concern is the Government policy of enforcement paid for mainly by compliant
operators. Overall, FTA favours the existing funding arrangement approach for Agencies on a user pay
basis. We do, however, have a concern where non-compliant operators, who either do not hold an Operators
Licence or do not have vehicles tested, pay nothing towards the cost of enforcement eVorts. For example,
regarding the enforcement activities of VOSA foreign vehicles do not pay towards the cost of roadside
enforcement, therefore, FTA recommends that Government should reimburse VOSA for the expense
incurred in foreign vehicle activity. The revenue from fixed penalties and graduated deposits should be
remitted to VOSA so that the cost of enforcement is borne by the non compliant rather than compliant
operators.
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Interpretation of Legislation and Intent of Legislation

While the DVO Executive Agencies work co-operatively and consultatively with the industry, there are
times when Agency interpretation of legislation does not reflect the intent of the legislation. Experience has
demonstrated that at times an Agency may put its own interpretation on legislation in order to fit its own
purpose or without any regard to addressing a particular issue. FTA also believes that Agency interpretation
of legislation, at times, does not take into consideration industry standards and best practices as a means
of ensuring regulatory compliance by industry.

Furthermore, FTA believes that some Agencies should be more proactive in addressing issues before they
become a compliance issue, creating more tools to address issues at an early stage and provide guidance to
industry. For example, VOSA has both an enforcement and advisory role. FTA believes, however, that
VOSA should more proactively utilise its advisory capacity to provide industry with legislative guidance at
an early stage in order to prevent non-compliance in the first instance, and therefore the need for
enforcement action.

Communication between Agencies, with Government and Stakeholders

FTA believes that for Agencies to remain transparent and accountable there is a need for on-going
communication both between Agencies and with stakeholders. It is important that wherever possible
Agencies work closely together eliminating any unnecessary silo approach to policy development. It is also
important for the Department of Transport to ensure that it consults broadly across all Agencies when
establishing funding allocations, setting targets or allocating responsibilities. This ensures that the long-term
strategic objectives of all agencies are considered to provide the maximum benefit of services to customers.
This has not always happened—for example, Department funding for the Safe and Fuel EYcient Driving
initiative did not link into the DSA’s longer term strategic objectives—and FTA recommends going forward
mechanisms be put in place to ensure broad consultation across all Agencies.

FTA also suggests that there is a need for better communication between Agencies and Government to
ensure that there is a clear understanding of the needs of all Agencies. For example, the HA must better
ensure that Government clearly understands the need to increase the allocation of resources for spending
on the strategic network. FTA recommends a process where the HA can indicate to Government where that
spending is required for improvements to the network. We also recommend that this information should be
available publicly in order that national interests can see where the spending is required.

Furthermore, while overall FTA and its members maintain a close and communicative working
relationship with Agencies, there are times where the lack of transparency and communication has resulted
in a misperception of Agency activities. For example, during recent years the HA has been required to
undertake a significant amount of research regarding the way it operates the strategic road network. Delays
created in bringing about improvements through such research has resulted in a misperception that the HA
has been unable to bring about network improvements. FTA encourages all Agencies to transparently
communicate all initiatives, including changes and delays with such initiatives, in a timely manner.

Reduction of Administrative Burdens

FTA and its members are supportive of initiatives intended to reduce the regulatory burden for
businesses, including Government’s commitment to Better Regulation and the work of the Administrative
Burdens Reduction Monitoring Group, and the commitment to produce departmental plans for
simplification to be published at the Pre-Budget Report 2006. We are encouraged by Government’s work in
this area and support its application to the regulatory reporting requirements of the freight transport
industry.

FTA supports a modern and flexible approach to the transport regulatory framework in order to ensure
that the freight transport industry remains competitive. As such, we welcome Government initiatives that
examine the way legislation is administered to reduce the burdens on businesses while maintaining adequate
regulatory protections. FTA favours any initiatives that can reduce the administrative burdens on
businesses and wherever possible eliminate any duplicative regulatory reporting. For example, it is our
understanding that at least 300 pieces of transportation legislation have been identified by consultants
working on the Administrative Burdens Reduction Monitoring Group on behalf of the Department for
Transport, and that this legislation contains 1,700 information requirements. For the freight transport
industry, providing the mechanisms for co-ordination of systems and sharing of information between
Agencies could be beneficial to operators, as there would be no need to provide the same information to
several Agencies, therefore minimising unnecessary administrative burdens and ensuring that operators
remain competitive in the marketplace.

9 January 2006
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APPENDIX 10

Memorandum submitted by Eurosun Coaches

The purpose of writing this brief report is to help the House of Commons Transport Select Committee
with their assessment of the eVectiveness of VOSA.

We are a coach operator who has been running for 10 years. We run 15 coaches on a variety of work
including work and school contracts, national and international tours etc. We have had a few issues through
these 10 years with VOSA, some of the issues dealt with eVectively and some not as well. For the purpose
of this report I will mainly deal with the testing and enforcement side of VOSA.

I have tried to write this report with reference to personal examples, without prejudice.

VOSA states that the aim of the VOSA agency is to contribute to the improvement of the road safety and
environmental standards, and to the reduction of vehicle crime. One of the biggest and most serious
problems we have had with VOSA is (we feel) the lack of VOSA’s duty to the general public in promoting
road safety. We have had many examples of this where all the VI inspector wants is to catch the operator,
and not the driver, and not always looking to promote road safety.

We had one driver who drove four hours to Heathrow airport to drop a group of passengers oV, and drove
four hours home (coach was empty), and this was without a break. So this driver drove for eight hours
without the minimum 45 minute statutory break. A local VI OYcer from Norwich came to our oYce for
another reason, and I showed him this tachograph, and asked him what we should do about it. He said it
was nothing to worry about. The driver in question finished working for us the following week, but when
I confronted him about this tachochart and said I was going to report him to VOSA, he just laughed, and
said he wasn’t worried about it. With drivers such as this out there, it makes a mockery of the transport
system. Drivers will make mistakes (they are only human), but a blatant disregard of the laws by drivers
such as this, and the “slap-happy, careless” approach from VOSA is jeopardising the transport system , and
not promoting road safety like they should. VOSA has a duty of care to protect the general public, and we
feel they are falling short of this.

We had another case of a driver starting his working day three hours early (driver needed nine hours oV,
and only had six hours oV) driving home from Euro Disney, this meant the driver was hours over his spread
over driving hours, and again VOSA did nothing about it, and said “just store it with the others” when we
asked advice about what to do about it. Once a driver has left our depot we have no control over when he
will take his breaks, which route he will take, what speed he will drive. It is drivers such as this which causes
the accidents on the road. If VOSA completed their jobs more eVectively and that drivers are afraid of
breaking the law, this will cause these drivers to drive at the correct speeds, and take their correct breaks
and keep to the laws laid down in the Transport Act, but at the moment the drivers have no respect for
VOSA, and VOSA aren’t trying hard enough to promote road safety by prosecuting these drivers, who are
the root cause of the problem.

I have in the past spoken to local coach and haulage operators, as well as discussing certain problems with
our trade associates such as the CPT and the FTA. The reason we got told for VOSA’s lack of action to
prosecute drivers was the VI examiners points system they are awarded. They get very few points for a driver
prosecution, but for a operator they get a lot of points. For this reason they seem to focus their attentions
on the operators, instead of the common cause of the problems, the drivers. VOSA seems to have lost its
goal in promoting road safety and all the inspectors worry about is how many points they can collect in the
easiest way. This is endangering the public’s lives, and before I heard of this Commons inquiry I was going to
bring this matter up with our local MP, because we feel so strongly about the government agencies (VOSA’s)
apparent lack of care to the general public.

We have also had problems with VOSA performance. We have had two prohibitions issued incorrectly
and have been removed immediately. We have had vehicle checks at places such as Alton Towers were the
VI inspectors have given our driver the wrong paperwork, and it’s for a completely diVerent vehicle and
operating licence number. We are all human, but who is VOSA accountable too?

We have complained about our local VI Enforcement oYcer (from Norwich), because one of the drivers
reversed a coach into his mother’s car, and ever since then it seemed that he treated us harshly, and had a
grudge against the company. We asked if we could have a diVerent oYcer, but this never materialised, so
still have him breathing down our necks. Sometimes VOSA acts as the British Mafia (pardon the phrase).
We had a new vehicle inspection oYcer to check the vehicles, and he came down to introduce himself to us.
Suddenly there were six VI examiners (to check only about six coaches) and were down all day to check the
vehicles. The inspector at the end of the fleet inspection apologised for the heavy handed approach from
VOSA. But VOSA are a law unto themselves. They come in heavy handed, and no operator likes to complain
about them because they are worried about being victimised in the future, and not treated fairly. A lot of
local operators have stated that they wish they could appeal against certain problems, but are afraid to
because of the future consequences of this.

Drivers are human, and vehicles are mechanical, and VOSA should take this into account. A coach
coming home from a nine day school ski tour will be filthy by the time it gets back into the UK. But if the
children have made a mess of the coach and have chewing gum all over the racks and sandwiches and crisps
and sweets everywhere, it is not fair to issue a prohibition. We had a coach pass its MOT and the next day
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had a road-side ministry check were two of the children were fighting and broke one of the seats. The VI
examiner put an immediate prohibition on the coach (there were enough spare seats to not use the broken
one), then though the teachers explained what had happened, they still issued the prohibition. Same will
happen if a bulb or fuse blows, prohibition is immediately issued. All we expect is for sometimes for the VI
examiner to act reasonably and fairly and apply some common sense. But due to this points system that the
examiners are rewarded, they will issue as many prohibitions as they can in order to reach their quota, and
not always act in the fairest way possible.

We also have been told that if the examiner finds no faults with a coach they won’t issue a blank “No
defects found” form, because this will not look good on their record, as they have to issue so many
prohibitions. This is wrong as it looks bad on a operator’s record if only the prohibitions issued are recorded,
and not the actual number of vehicles checked. We have been witness to this procedure many times, and has
happened in Norfolk as well as Essex and Devon and the Midland Areas, where our coaches have been
checked but no faults found, so no records produced. This problem needs to be addressed, as the prohibition
rate is a very important factor in analysing rogue operators. Without all this information, it is diYcult to
paint a complete picture of the operator’s business and performance, and compliance to the regulations.

We have had brand new tyres on a coach, and picked up a stone on its way to the ministry station (which
is 15 miles) and had the coach fail its MOT for this. They can see it’s a brand new tyre with all the stickers
still on the outside, but failed it, and needed a retest etc, which all cause problems. On the testing standards
part of VOSA we had a vehicle fail its smoke test four times at Norwich, but at a designated VI garage it
passed easily every time, and had the same problem with headlight adjustments, but when we complained
we basically got told “tough”. We have had one coach which is 15 years old, and got told it needed an
interlock. We explained that it doesn’t need one, and they can see it was never fitted with one, and gone
through 14 MOT tests before. We spend hours on the phone with Swansea technical, and still Norwich
testing station won’t believe us. In the end Swansea PSV technical had to ring Norwich testing station in
order to solve the problem. VOSA aren’t reasonable, and feel their decision is final. I have many more
problems with testing standards, but most to do with the vehicle examiners lack of training and lack of
common sense and understanding, and not trying to help the operator at all. We have had in the past few
months had our vehicles tested before the annual MOT test by the FTA and still had some coaches fail, why
is this?

I hope this brief report has helped in some tiny way about analysing the eVectiveness of VOSA. The views
and examples I have shown may just relate to our local region, and the findings we have come to may not
be nationwide. As a local family coach operator we feel that the eVectiveness of VOSA is at the moment
poor, and that their aim to contribute to the improvement of the road safety and environmental standards,
and to the reduction of vehicle crime isn’t being achieved eVectively. We feel that VOSA are at times heavy-
handed and this approach causes operators to be afraid of complaining about problems, due to future
consequences to their businesses. We feel that the individual VI inspectors and examiners are at times being
over-bearing in their approach, and are more worried about their own performance (and pay packet) than
promoting road safety. And that these examiners performance are not being monitored correctly to make
sure that they are carrying out their jobs correctly, fairly and reasonably. If the whole pay structure maybe
changed for these examiners, and that their work was overlooked by a independent agency, this could help
promote road safety. Could there be a traYc commissioner to deal with VOSA’s examiners mistakes? The
ideal situation would be for the operator to act along side VOSA in order to promote road safety, and if the
operator has a problem with certain drivers breaching the regulations, VOSA will help to enforce them with
the operators help. We feel that if VOSA came down a lot heavier on driver’s breach of the road transport
regulations, it would help a lot to promote road safety. We are at times ashamed of being in a transport
industry such as this, especially with the lies, inconsistencies, mafia type approach and a complete lack of
care to the general public by VI examiners/inspectors and the general overall performance of VOSA.

9 January 2006

APPENDIX 11

Memorandum submitted by The British Horse Society

1. Introduction

The British Horse Society is the UK’s leading charity representing horse and riders needs. One of the
Society’s core aims is the protection and promotion of the network of bridleways and byways which form
a means of safe oV road riding, used for leisure and pleasure away from motorised traYc.

2. The Society has examples of Highways Agency behaviour which indicate that although equestrians are
formally consulted, no action is taken on their responses; problems with existing Highways Agency roads
are not addressed, leading to safety problems for riders



3351221039 Page Type [E] 21-07-06 13:02:46 Pag Table: COENEW PPSysB Unit: PAG1

Ev 138 Transport Committee: Evidence

3. The Cambridge Context

The total length of recorded public rights of way in Cambridgeshire is 3,210 km. But of this length only
541 km is registered as bridleway and 402 km as byway. (Source; CCC RoWIP)

4. Post war development of communities and infrastructure and the dependence upon the motor car
means that our roads are very busy and, where they used to be used by horse riders travelling between
bridleways road riding is now becoming dangerous, if not impossible.

5. Cambridgeshire is dissected by the A14, A428 and the A1—and all of these form barriers which cannot
be crossed and have played a part in destroying the public path network.

6. The A1

The A1 runs in a north-south line through the western part of Cambridgeshire. Just south of its junction
with the A14 and on the west side of the A1 lie the entrances to two bridleways—Brampton 1/Buckden 11
and Brampton 19. Access to both these is impossible due to the nature of traYc using the A1. For years
residents in Brampton have been denied safe oV road access to Brampton Wood and the open countryside
leading onto Grafham and the west of the A1.

7. There is one grade separated crossing for motorised traYc between the two bridleways, but the
parapets are not up to equestrian standards. When the Highway Agency was notified of this hazard its
response was not helpful—just to state that the bridge has pedestrian parapets and pavement which it
considered gave the usual protection for horse riders. (H Agency letter of 24 May 1999)16

8. A14

The A14 runs east west through the county and has been the subject of considerable consultation over
recent years both as a local road and an international freight route carrying over 80,000 vehicles daily.
Clearly a route of that nature is not suitable for slow recreational use by equestrians. Entrances and crossing
points to bridleways can be found all along its length but these are inaccessible and there is no evidence of
the Highway Agency willingness to provide grade separated crossing points.

9. Of particular interest is the Stukeley Bridleway 26 which lies to the north west of Huntingdon and on
the link road between the A14 and the A1.

10. A bridge exists at this location and is used to link the bridleway together avoiding crossing with the
traYc. In 1998 the BHS alerted the Agency to the problem that the parapets were not up to correct
equestrian standard (reply from H Agency dated 20 Nov 98)17. Due to errors in the paper work many years
ago the bridge—though used as a bridleway—remains as a footbridge and despite considerable
encouragement to the Highways Agency and local authorities by the BHS during recent years, the problem
still remains unsolved. To rectify the situation is quite simple—just means adjusting the parapets which
would provide a considerable safety improvement.

11. From Brampton to Thrapston there are severed bridleway links and though the route remains an A
road and legally the right to cross on foot or horse still exists, in practice to do so is suicidal yet—other than
a paperwork exercise—there has been no evidence from the Agency of any improvements for horse riders.
At grade triangular warning signs are inadequate.

12. At the junction of A14/M11 there is an entrance to a bridleway within a subway carrying the M11
above but to access this subway means crossing the A14 at grade—clearly impossible.

13. A428

The A428 runs from the A1 into Cambridgeshire joining the A14 west of Cambridge City. Ten miles to
the west of Cambridge City is the new town of Cambourne. Despite the master plan containing a
requirement for a new bridleway bridge the Highway Agency did not support this and the result is a set of
traYc lights which have been switched oV because they are recognised to be problematical, and a two way
route along one side of the bridge. This design has proved to be impracticable and unattractive—no one
uses it.

16 Not printed.
17 Not printed.
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14. Conclusion

Over recent years the BHS has been involved in many consultations; Multi Modal Studies, Route
Management Studies, individual road schemes and the Agency’s own Vulnerable Road User Crossing
Points project in 2002. Government has shown its desire (Countryside & Rights of Way Act 2000) to bring
the public rights of way up to date, and to cater for modern day and future users, this requires a much more
positive and proactive approach to repair the damage done over recent years and to prevent further
problems developing.

15. The examples above have shown how the Agency is often willing to include equestrian needs in
consultation exercises, but frequently fails to deliver suitable facilities on the ground. Although an attempt
to address this was made in the Vulnerable Road Users Crossings project in 2002, no physical changes were
made to crossings in Cambridgeshire. The BHS Cambridgeshire conclusion is that the Vulnerable Road
Users Crossings project needs reinforcement by means of Governmental policy statements to ensure it is
adopted wholesale rather than in pockets, funding to permit past errors to be corrected, and all new schemes
to have a formal Vulnerable Road Users Crossings suitability check.

16. At least within Cambridgeshire the Highway Agency has been consistent in its reluctance to do
anything other than a desk top exercise.

17. Thank you for giving the BHS the opportunity to provide information for the inquiry. Please contact
us if we can be of further assistance.

7 January 2006

APPENDIX 12

Memorandum submitted by Stena Line Ports Ltd

We are responding to the invitation from The Transport Committee to submit evidence and information
to assist them in their inquiry into the remit and work of the Department for Transport’s Executive Agencies
concerned with surface transport—the DVO group (Driving Standards Agency (DSA); Driver and Vehicle
Licensing Agency (DVLA); Vehicle Certification Agency (VCA); and Vehicle & Operator Services Agency
(VOSA)); and the Highways Agency (HA).

We are specifically addressing our concerns at the way in which VOSA operate and in particular, the
uneven way in which they conduct inspections in diVerent areas of the country, which directly leads to
commercial disadvantage. In addition, we hold that their approach to inspections may even be anti-
competitive under European Law. In short, as the operator of the Port of Holyhead, Anglesey we have
concerns about the impact on our business of roadside checks being carried out by VOSA in the vicinity of
the Port of Holyhead.

Let me first say that Stena Line supports the work of the UK Government in identifying and dealing with
breaches of the law in respect of transport units on UK roads. It is clear from the evidence of their records
that this work is necessary and, considering the ever-increasing numbers of foreign vehicles trading into the
UK with diVerent interpretation of roadworthiness standards, contributes to making our roads safer.

However, as mentioned, these roadside checks are regularly carried out in close proximity to the port and
we are concerned that legitimate haulage operators may re-route LGV vehicles to avoid the time delays and
inconvenience of these indiscriminate checks. The continued use of these by VOSA concentrating on the
area around Holyhead may potentially have a serious adverse eVect on both our business and that of our
ferry customers.

We understand that the roadside checks being carried out by VOSA are made pursuant to powers given
to VOSA in 2003. At that time North Wales was selected as one of the six police authorities that took part
in a pilot scheme to use the new powers. We have recently written to VOSA requesting clarification of the
pilot scheme, its duration and reasons for the selection of North Wales over other possible locations.

For clarification we wish to advise that this letter comes to you from The Port of Holyhead which is itself
owned by Stena Line Ports Limited a subsidiary of Stena AB, based in Sweden. Stena AB also owns ships
and operates 18 important ferry routes for freight and passengers throughout Northern Europe specifically
on the Irish Sea, the North Sea and around Scandinavia and these include:

— Stranraer to Belfast.

— Fleetwood to Larne.

— Holyhead to Dun Laoghaire and Dublin.

— Fishguard to Rosslare.

— Harwich to Hook of Holland and Europoort.

— Killingholme to Hook of Holland.

Stena Line, as well as providing ferry services, are also terminal managers and operators on most of their
routes. In addition to Holyhead, Stena are the statutory port authority in Stranraer and Fishguard.
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In this letter I hope to draw the Committee’s attention to VOSA activities at their new inspection facility
on the A55 at Dalar Hir which is within a few miles from Holyhead port. At this location they are able to
ensure that all freight vehicles coming to or from the port have to go through their facility. As you can
imagine, freight drivers get to know when inspections are being carried out. It is widely held that when
checks are being made, operators quickly become aware and there follows a degree of diversion to other
ferry services, for example, those connecting to Birkenhead and Liverpool.

This might mean that a proportion of the so-called “real oVenders” will divert to other routes or delay
shipping goods, so bypassing the A55 checks completely. They do this in the knowledge that the likelihood
of being pulled up elsewhere is much reduced or virtually nil. Consequently we see volumes aVected through
Holyhead when checks are being made but these volume losses are not confined to potential lawbreakers,
as bone fide operators will also divert to avoid the hassle factor and associated delays and to ensure more
predictable journey times. At the same time, they may avoid the potential of being compromised and/or fined
as a result of having what they may consider as being relatively minor infringements identified.

On 13 July we met with VOSA at our Holyhead port and were able to highlight the problems we were
facing as a result of their actions. The concerns expressed at the meeting were not confined to the port.
Indeed, the meeting uniquely saw both service providers represented (Irish Ferries and Stena Line Freight
who are customers of the port). These operators of ferry services equally voiced the concerns they have that
VOSA activities are placing them at a disadvantage versus their competitors using other west coast ports.
The reductions in volumes they experience are clearly reflected in the volumes we see and upon which the
port relies for its existence.

As a measure of the degree of concern a wide range of interested and concerned parties heavily supported
the meeting. I detail below the persons present at the meeting.

Port of Holyhead Wyn Parry Port Manager
British Ports Association David Whitehead Director
Stena Line Freight Frank Nieuwenhuys Freight Commercial Manager
Stena Line Freight Declan O’Sullivan Area Sales Manager, Republic of Ireland
Stena Line Freight Emyr Williams Freight manager Holyhead Port
Stena Line Freight Kevin Arman Freight Reservations
Stena Line Garth Halanen Ship Management
UK Chamber of Shipping Tim Reardon Manager Shipping Policy
Irish Ferries Eugene Carron Freight Manager
Irish Ferries Ian Fenwick Irish Ferries Manager Holyhead Port

In its terms of reference, The Committee sets out to determine the agencies’ accountability, transparency
and performance. It also requests any other relevant information.

Accountability

1. It is not clear to us how to complain about the activities of this agency, VOSA seem to be able to
determine how they will operate and can in their defence simply state that they are identifying dangerous
vehicles and are removing them from our roads. We have no issue with this ambition and would be
supportive of more checks throughout the country, but not all concentrated in one place.

2. We have made known our concerns to various parties including Welsh OYce Under Secretary Nick
Ainger MP, Local Member of Parliament, Mr Albert Owen MP, North Wales Police Force Chief Constable
Mr Richard Brunstrom and Local Trading Standards OYcers. However, while the views of these parties has
been generally sympathetic to our concerns, the defence put up by VOSA in line with point 1 above, has
remained their main justification for continuing their distorted level of checks when compared with other
UK locations.

Transparency

1. Figures for vehicle inspections at sites around the country and prohibitions issued do not appear to be
publicly available.

2. The Port of Holyhead was given figures by VOSA specifically prepared by them for the meeting on the
13 July. VOSA informed us that they had compiled the figures to provide evidence of prohibitions issued
and therefore to defend their actions. However, in doing so they also demonstrated that the whole system
was unfairly stacked against traYc using Holyhead Port. Extracts from these statistics underpinning our
case are included as an addendum. Full details available on request.
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Performance

1. For the reasons stated above we do not believe the performance of VOSA is consistent across the
country. Moreover, we consider that the level playing field necessary for the free movement of goods is being
compromised by having such a severe concentration of activity directed at Holyhead alone, placing it at a
commercial disadvantage. A consequence of this is that the long-term disadvantages experienced may lead
us to review future levels of investment in port infrastructure, eVectively inhibiting free trade.

2. Although not at that point yet it is possible that we could (i) see lack of interest by other ferry operators
wishing to commence a service to/from Holyhead and/or (ii) in an extreme case, one of our existing
customers could withdraw from Holyhead in favour of an alternative less aggressively policed port location
eg Mostyn, Liverpool, Birkenhead, Heysham.

3. Until now the Anglesey Trading Standards group and VOSA have both been using the site with the
former carrying out similar weight checks on vehicles. This duplication of activity has worsened the
perception of Holyhead in the eyes of the haulage industry. Although we understand that Anglesey Trading
Standards may now eventually withdraw this overlap has been ongoing for some years and so far, has
not ceased.

4. The entire “freight vehicle dredging” of the A55 when checks are being made is backed-up by VOSA
oYcers through their admission that mobile units are being deployed on all other roads and routes into and
out of Holyhead when the site at Dalar Hir is operational. We have been told this is to catch vehicles that
may divert early from the A55 to avoid being pulled in to the site. We see this as extremely heavy handed
and demonstrates that the way in which the port is eVectively blockaded is entirely unique and out of kilter
with any other port location, possibly within the whole of the rest of Europe and Scandinavia.

5. The A55 site operates in an entirely diVerent way than other ports. We were led to understand that
ALL VEHICLES MUST DRIVE THROUGH the Holyhead site and must queue and stop; the procedure
at other ports where VOSA operate within the port itself is that vehicles cannot be stopped by VOSA but
can only be approached if already stationary.

6. The number of vehicles stopped at other ports is wholly disproportionate when compared with the
number stopped at Holyhead.

Other Relevant Information

1. We have already highlighted that the A55 activities of VOSA potentially constitutes an infringement
of European Law and may represent interference with the free movement of goods between European
member states. The European Court of Justice (ECJ) takes seriously any attempts to restrict movement, and
it will be seen that seldom has the ECJ been prepared to allow such infringement unless with very good
reason.

2. As citizens, we are alarmed that vehicles being stopped outside Holyhead and found to have had grave
defects may have already driven across mainland Europe and indeed, if arriving via the Channel ports, will
potentially have covered more than 400 miles on UK roads prior to arriving for shipment into Ireland. Other
vehicles in equally dangerous condition not destined to Ireland may complete many hundreds of miles within
the UK and then head back to the continent without any checks (or apparent threat of checks) being in
evidence. Such vehicles may well travel back and forth over many weeks; the evidence of photographs shown
to us by VOSA on 13 July was that some of the vehicles with extremely dangerous defects “had been in that
condition for many months”.

I am sure you will concur that the activities of VOSA are unfairly directed towards Holyhead, trade
between Ireland and other member states of the EU and North Wales. We are frustrated in that we have no
course of action other than that which we have already taken. We continue to endure the eVects of action
taken by an agency that appear to act in an uneven way, setting their own agenda and priorities. Instead
of investing in new sites elsewhere recent upgrading and investment by VOSA was ploughed into the same
Holyhead facility to increase its capacity, potency and dominance.

9 January 2006
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Source: VOSA

VehType Date 2002
HGV

Checksite lookup Data 1999–2000 2000–01 2001–02 2002–03 2003–04 2004–05

Cheriton (Channel Sum of Vol 5 64 139
Tunnel outbound Sum of Mechanical 0 22 71

Prohibition
Coquelles (UK Zone Sum of Vol 4 2 16 34 185 421

Channel Tunnel) Sum of Mechanical 4 0 5 30 88 191
Prohibition

Port of Birkenhead Sum of Vol 10 42 150
Sum of Mechanical 3 12 37

Prohibition
Port of Dover Sum of Vol 14 3 16 22 166 477

Sum of Mechanical 3 3 6 17 103 281
Prohibition

Port of Fishguard Sum of Vol 1 1 1 55 30 82
Sum of Mechanical 1 1 1 2 0 7

Prohibition
Port of Fleetwood Sum of Vol 8 2 2 5

Sum of Mechanical 2 0 1 1
Prohibition

Port of Folkestone Sum of Vol 1
Sum of Mechanical 0

Prohibition
Port of Harwich Sum of Vol 2 209 112 14 11 14

Sum of Mechanical 2 1 1 2 0 0
Prohibition

Port of Heysham Sum of Vol 8 2 4 5 7
Sum of Mechanical 1 0 0 1 4

Prohibition
Port of Holyhead Sum of Vol 71 88 53 75 258 1,005

Sum of Mechanical 7 7 3 8 79 234
Prohibition

Port of Hull Sum of Vol 3 21 74 11 171
Sum of Mechanical 0 1 0 1 7

Prohibition
Port of Liverpool Sum of Vol 13 24 1 1 33 33

Sum of Mechanical 0 3 0 0 4 4
Prohibition

Port of Mostyn Sum of Vol 13
Sum of Mechanical 4

Prohibition
Port of Newhaven Sum of Vol 19 14 4 11

Sum of Mechanical 2 0 1 3
Prohibition

Port of Pembroke Sum of Vol 22 11 8 71 91 79
Sum of Mechanical 2 0 2 7 21 11

Prohibition
Port of Plymouth Sum of Vol 5

Sum of Mechanical 0
Prohibition

Port of Poole Sum of Vol 14 2 6
Sum of Mechanical 1 0 0

Prohibition
Port of Portsmouth Sum of Vol 8 3 2

Sum of Mechanical 0 1 0
Prohibition

Port of Purfleet Sum of Vol 2 15
Sum of Mechanical 0 3

Prohibition
Port of Ramsgate Sum of Vol 60

Sum of Mechanical 26
Prohibition

Port of Rosyth Sum of Vol 44 44 65
Sum of Mechanical 1 4 5

Prohibition
Port of Sheerness Sum of Vol 1 2 37 39

Sum of Mechanical 0 1 6 14
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VehType Date 2002
HGV

Checksite lookup Data 1999–2000 2000–01 2001–02 2002–03 2003–04 2004–05

Prohibition

Inland Checks Sum of Vol 1,946 1,989 1,841 1,542 2,505 4,408
Sum of Mechanical 139 156 182 163 457 796

Prohibition

Total Sum of Vol 2,108 2,337 2,092 1,972 3,505 7,190

Total Sum of Mechanical Prohibition 161 172 203 235 804 1,695

APPENDIX 13

Memorandum submitted by Ordnance Survey

1. Introduction

1.1 Ordnance Survey http://www.ordnancesurvey.co.uk is Britain’s national mapping agency. We
maintain the definitive geographical framework for Great Britain, as well as capturing and marketing a wide
range of geographical information. Our Director General is oYcial advisor to the United Kingdom
Government on all aspects of survey, mapping and geographic information. Ordnance Survey is a
Government Department and Executive Agency, and since 1999 has operated as a Trading Fund.

1.2 Ordnance Survey surveys and collects nationally consistent data on roads, buildings, addresses,
boundaries, water courses, height and many other aspects of the natural and man-made landscape of
Britain. Although traditionally supplied to the user as paper maps, this data is now more usually supplied as
digital information to underpin and link government and business information for analysis, manipulation,
display and publication.

1.3 The digital database of the surface of Britain is known as the National Geospatial Database (NGD)
from which the OS MasterMap> 18 product is produced. The NGD is the most up-to-date, consistent and
accurate topographic information available and forms an essential geographic framework for Great Britain.
It is continuously updated with some 5,000 changes added every day.

1.4 Ordnance Survey geographical data is currently available to all Government departments, agencies
and non-departmental public bodies through the Pan-Government Agreement (PGA).19 The agreement
supports the delivery of strategically important e-government and joined-up government initiatives. To date
Ordnance Survey data has been deployed by over 200 signatories to the PGA, including the Department for
Transport, the Highways Agency, the Driver and Vehicle Licensing Agency, the Maritime and Coastguard
Agency and the OYce of Rail Regulation, all employing geographical information systems (GIS)20 but to
diVering extents.

1.5 The OS MasterMap> Integrated Transport NetworkTM layer (ITN)
http://www.ordnancesurvey.co.uk/oswebsite/products/osmastermap/itn/ is licensed extensively to support
transport policy and projects across Local and Central Government. This includes a number of Department
for Transport projects including the Transport Direct journey planning portal, the National TraYc Model,
the National Congestion Model, Accident Rate Statistics and Public Transport Accessibility.

18 OS MasterMap> is an integrated set of geographical layers which provides the underpinning reference base for location-based
information in Britain. It is the definitive national database of geographic information. Designed for use in geographical
information systems (GIS) and a database environment, OS MasterMap> has interoperable layers of information with
Topography (real-world features such as the extents of land, buildings, roads and rail) as the basis. Additional layers include
Address (postal addresses), Integrated Transport Network(TM) (currently roads and road restriction information) and Imagery
(digital aerial images). Additional layers are planned. It is recognised by Government as key to joining up information and
processes between local, regional and central government and integration with the private sector.

19 The Pan-Government Agreement was established in April 2003, following a successful pilot, in line with Transport,
Local Government and the Regions Committee’s report on Ordnance Survey (HC 481 published 22 June 2002)
Recommendation (d).

20 GIS is a powerful combination of computer aided design, desk top publishing and digital cartographic tools integrated with
database technologies. It is a tool for managing, analysing and visualising information with outputs in numerous formats
including maps, tables and graphs. The development of open systems and common data standards has transformed GIS from
a specialist resource to a mainstream information technology for desktop and web-based usage across every sector of
Government and business.
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2. Summary

2.1 Everything on Britain’s extensive and complex transport networks happens somewhere. Operational
eVectiveness and eYciency is therefore dependent on a nationally consistent geographic database and
ubiquitous use of a common geographic framework.

2.2 The use by all relevant parties of a common geographic framework is fundamental to the eVective
and eYcient sharing of information between the Department for Transport’s Executive Agencies and others
within Central and Local Government, the Business community and citizens.

2.3 It is our view that there are significant economic and operational benefits in establishing a common
geographic framework for DfT and its Agencies in line with the Digital National Framework (DNF)21

principles and based upon OS MasterMap> .

3. Scope of Memorandum

3.1 It is not appropriate for Ordnance Survey to comment on a number of the issues the Committee will
consider. We therefore have nothing to say on:

— The purpose of the agencies and whether the current allocation of responsibilities is appropriate.

— How the agencies contribute to Departmental objectives and policy.

— Whether the level of accountability and transparency of the Government’s relations with the
agencies is appropriate.

— Whether the agencies’ performances are satisfactory and whether they are suYciently accountable.

— How the agencies’ funding arrangements relate to Government accounts.

3.2 Ordnance Survey does however have extensive experience in the creation, supply and use of
information and will therefore confine its response to the issue of:

— Whether there is suYcient co-ordination of systems and sharing of information between agencies
and with the Government.

4. Is there Sufficient Co-ordination of Systems and Sharing of Information between Agencies and
with the Government

4.1 In our view, no.

4.2 Everything on Britain’s extensive and complex transport networks happens somewhere. Whether this
refers to fixed assets, mobile units, passenger journey information, freight movements or street works,
everything can be attributed with a geographical reference or position. Addresses, road names, national grid
and GPS co-ordinates all represent a position on the earth’s surface to which information can be uniquely
referenced and linked. More often than not the only common denominator in information systems is
geography or geographic information (gi). GI therefore provides the only nationally consistent common
framework for the transport industry’s disparate information and datasets.

4.3 GI provides the facility to link information together and to combine datasets, connecting information
about people, places and events to locations and routes. Used within a live database environment it is a
powerful tool enabling virtual integration and analysis of information drawn from numerous sources. This
can and does improve the accuracy and reliability of information.

4.4 Integrating and sharing government and business information and related technologies is key to
delivering a step change in the performance of Britain’s transport networks. Employing GI as the consistent
common framework for accessing and referencing that information will deliver significant benefits to
transport, not least as an unambiguous context for live data.

4.5 Government policy for the transport industry stresses the importance of greater co-operation
between all stakeholders with particular emphasis on improved traYc management. Devolved
responsibilities also now serve to highlight the importance of a single source for accurate, focused and
unambiguous information.

4.6 The requirement for integrating public and private sector information is also significant. Utility
companies and infrastructure contractors in particular have been tasked with reducing their impact on
transport networks. The New Roads and Street Works Act 1991 requires statutory undertakers to inform
the relevant street authorities of impending works. The authority is in turn required to maintain a street
works register and to co-ordinate workings, including its own, to minimise disruption to road users. The
TraYc Management Act 2004 has since added to these roles and reinforced the need for an unambiguous
street referencing system with GI at its centre.

21 DNF is an industry standard for integrating and sharing business and geographic information from multiple sources. The
vision for DNF is to enable and support easy and reliable integration of business and geographic information regardless of
who is responsible for its maintenance and where this is undertaken, thus achieving the goal of “plug and play information”.
http://www.dnf.org/Introduction/WhatIsDNF.htm
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4.7 The need to draw together and analyse geographically referenced information is now essential for the
eYcient management of the road and other transport networks. Knowing with certainty the position and
condition of assets, workings, incidents and users, and being able to link that information to performance,
capacity, safety, costs and revenues at both location and route level, will make a major contribution to
understanding core network issues such as the causes of congestion, and so help the overall objective of
improved integration.

4.8 Surface transport data can be viewed and analysed against the backdrop of accurate and up to date
geographical information. This will provide the consistent and common framework of known and assured
quality for managing, analysing and visualising data at local, route and network levels. As an example, faced
with the problem of fusing disparate information held in numerous datasets of varying quality, Network
Rail’s Corporate Network Model project has concluded that geographical attribution oVers the best means
of integration and data maintenance to support better informed decision making.

4.9 A uniform “picture” of transport networks can help in forecasting pressures from growing demands
on the network and can be used to understand how the growth predications relate to population, housing
and employment and to analyse and predict the eVects of transport initiatives such as congestion and road
user charging.

5. Conclusions

5.1 Road usage and demand for passenger and freight services is forecast to continue to grow. There is
consensus that improved communication, cooperation and coordination between the various agencies and
with the transport industry is now vital. GI provides the logical common framework for sharing information
to enable virtual integration.

5.2 Adopting the geographical perspective provides clear visibility of facilities, services, demand and
other vital road and transport information. TraYc data, infrastructure works and safety records can all be
viewed using this common backdrop so eliminating confusion, lost time and unnecessary expenditure.

5.3 Until all providers in the transport market are able to share and access information in a common
geographic framework there will be scope for improvement in the sharing of information. Information held
in, and exchanged against, a common geographic framework provides the potential for significant cost
savings and much improved decision making and operational eVectiveness. service provision.

5.4 GI has already been independently adopted by several transport stakeholders as an essential resource,
some examples are provided in Annex A. Government departments and their agencies, local authorities,
police authorities and Network Rail are all investing in the technology as an eVective source of intelligent
information. GI is also a very eVective tool for integration, a means of linking separate initiatives for the
wider benefit of all involved in planning, providing and using transport facilities. However agreement on a
common information framework and appropriate standards has not yet been reached.

5.5 We suggest that to maximise the sharing of information between DfT and its agencies a standard
definitive geographical framework should be adopted as this would allow diVerent information sources to
be easily cross-referenced and accessed.

5.6 Ordnance Survey advocates that the standard definitive geographical framework for the management
of the Great Britain’s road networks and transport systems should be founded on DNF and OS
MasterMap> including addresses in the form of OS MasterMap> Address Layer Release 2.

9 January 2006

Annex A

THE APPLICATION OF GI TO RELATED GOVERNMENT AND INDUSTRY INITIATIVES

A.1 GI is accepted as being fundamental to the success of a large number of Government and industry
initiatives. The importance of a consistent geographical underpinning framework has been accepted by the
Department for Transport, the OYce of Deputy Prime Minister, the OYce of National Statistics, the
Environment Agency, the Metropolitan Police and Network Rail amongst others. It is seen as essential for
reliable cross-referencing, sharing and analysis of government and business information.

A.2 Relevant current case studies include:

— The TraYc Management Act and the New Roads and Street Works Act tackles traYc disruption
and congestion by introducing the requirement for a nationally consistent referencing system to
enable local authorities, utilities and contractors to co-ordinate operations.

— Transport Direct is a web portal giving instant free access to comprehensive journey information
and an important element of the Government’s 10 year transport plan. It is the definitive web-
based journey planner for the citizen and detailed geographical information is the essential
backbone of its route planning service.
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— DfT’s National TraYc Model and Accident Rate Database use GI to bring together disparate
databases containing traYc, accident and road network information to improve appraisal
methods and monitor the impact of road and transport schemes.

— DfT’s Congestion Model uses structured road network data to analyse road congestion and traYc
flows and to model the impact of proposed improvement schemes.

— Local authorities receive grant allocation from the Revenue Support Grant for the upkeep of
minor roads in their areas. The use of high quality GI is critical for the accurate distribution of
grant funding.

— British Waterways is linking its IT and GI systems to improve understanding of its assets and
infrastructure. A web-based portal has been installed to provide dynamic links between financial
and management information referenced to precise locations.

— London Underground’s infrastructure partners Tube Lines and Metronet are tasked with
increasing the network’s capacity by 25%. In response, Tube Lines has invested £30 million on
developing an integrated enterprise system. This includes GI data within the asset and works
management system as a common set of master data for the Jubilee, Northern and Piccadilly lines,
providing project managers with a clearer picture of the location and condition of its assets.

— Network Rail maintains a number of legacy systems to manage its infrastructure assets. The wide
variety in data quality and standards is complicated further by the continuing usage of several
referencing systems. Each system is fit for its own purpose but there is no single “source of the
truth”. Network Rail is developing the Corporate Network Model (CNM) to provide access to
consistent network information across the business. The CNM is a database integrator, a single
master data source linking linear references to locational (GI) references.

— The Highways Agency is tasked with delivering the Roads Information Framework (RIF) as a
Strategic Programme for all roads. Using GI for the basic framework, the purpose is to enhance
the management of the road network in England by integrating existing and new data sources for
journey times, traYc volumes, planned and unplanned events, incidents and road works. RIF will
provide visualisation and analytical tools and facilitate the provision of information to road users
via web portals. The RIF will also enable better understanding of road network costs and
performance and inform investment decisions and the development of policies at local and
national level.

APPENDIX 14

Memorandum submitted by Tees Valley Joint Stategy Unit

THE IMPACT OF THE HIGHWAYS AGENCY OPERATION OF DEVELOPMENT CONTROL
POLICIES IN THE TEES VALLEY ON ECONOMIC DEVELOPMENT

The Tees Valley Joint Strategy Unit

The Tees Valley Joint Strategy Unit is an organisation set up by Darlington, Hartlepool, Middlesbrough,
Redcar and Cleveland and Stockton on Tees Borough Councils to carry out strategic planning, economic
strategy and transport strategy development in the Tees Valley. The Unit has to deal with the Highways
Agency in carrying out its functions.

The Problem

The Department of Transport requires local authorities to refer to the Highways Agency any application
where there is a material increase in road traYc on a trunk road. Our concern is that it is taking over a year
to deal with these applications and is also delaying projects by asking applicants to carry out unnecessary
work. One recent application has taken over a year to resolve and another is taking even longer. Both are
major development projects in the Tees Valley and the delays in obtaining approval from the Highways
Agency delays projects and discourages private sector investment in one of the poorest economically
performing areas of the UK.
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The Statutory Background

Local authorities are required to refer to the Highways Agency any application where there is a material
increase in road traYc on a trunk road ie an increase in turning movements at a junction in the order of 5%
or an increase of 5% in traYc using any link of the junction.

In cases where there is an increase in traYc on trunk roads the developer has to provide a transport
assessment. These assessments have to assess the impact of both development related traYc and background
related traYc will have on the trunk road network, at opening year and 15 years after opening when applying
the appropriate growth rate, traYc conditions are predicted to be at their worst. Where the assessed traYc
flows exceed the capacity of the trunk roads concerned at any time within that 15 year period the Agency
will normally direct that a condition be attached to any planning permission that may be granted specifying
the improvements to the highway required. These works will be of a suYcient standard to accommodate all
traYc 15 years after the development opens.

The circular specifies four examples where the improvements to achieve the required standard will not be
appropriate. They are:

— Where the scale of the improvement would be out of balance with the capacity provided on
adjacent sections of the trunk road network;

— Cases in which the improvements would be more extensive than the Agency itself would promote
given local circumstances;

— Cases where improvements aVect lower standard and in particular all purpose trunk roads;

— Cases which fall within areas granted Objective 1 status and which contribute to objective 1 aims.

The Examples

Two key development sites in the Tees Valley are Victoria Harbour Hartlepool and Durham Tees Valley
Airport. Approval of planning applications for these two major projects has been significantly delayed
because of lack of progress with the Highways Agency.

Example 1: Victoria Harbour Hartlepool

The Victoria Harbour project in Hartlepool is a major regional regeneration project promoted by an
urban regeneration company, Tees Valley Regeneration and a major landowner PD Ports to regenerate a
large area of Hartlepool to achieve over 20 years up to 3,500 residential units, 60,000 sq metres of
commercial and mixed use accommodation, 20,000 sq metres of retail including speciality retail, retail
warehousing, and convenience retail, 34,000 sq metres of community space including a new primary school
and 6,000 sq metres of commercial use. An outline planning application was submitted to Hartlepool
Borough Council in June 2004. Between January 2005 and December 2005, Tees Valley Regeneration were
in lengthy discussions with the Highways Agency due to their concerns over the impact of the development
on the trunk road network, in particular the A179/A19 junction and the A689/A19 junction (both of which
are five miles away from the site). Whilst progress was initially very slow, in December a package of
improvements costing £2 million has been agreed and Hartlepool Borough Council were able to approve the
outline planning application for this important scheme subject to a Section 106 Agreement on 19 December.

The concern is the 18 months it takes to negotiate a solution with the Highways Agency. This length of
time is unacceptable and creates major programming problems with public sector funders and frustrations
for private sector funders.

Example 2: Durham Tees Valley Airport

Durham Tees Valley Airport submitted two applications in December 2004 to Darlington Borough
Council for a new airport terminal and for a business park. The Highways Agency did not make any request
for studies or further information until June 2005. The applicants have tried to accommodate the Agency’s
requests but have been asked for information which they considered to be unreasonable. For example:

(a) despite the fact that development will begin in 2007–08, the Highways Agency have insisted that the
traYc projections commence from 2015 when all development would be completed for a further 15
years to 2030. Normally the 15 year period would be 2007 to 2022.

(b) despite a ministerial announcement that the Long Newton Interchange on the A66 is to be put out
to tender for construction to commence in 2006, the Highways Agency want the applicants to
undertake an exercise to show the traYc impact without the Long Newton Interchange being built.
The applicants consider this work to be unnecessary given the committed nature of the scheme.

Consequently one year on from the planning application being submitted the applicant has no prospect
of an early decision from the Highways Agency. As a result the much needed expansion of the airport
through private sector investment of £56 million and the creation of 1,800 jobs are in danger of being lost.
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The Issue

The problem in the Tees Valley is that the trunk road network ie the A66 and A19 is at or close to capacity
and therefore the Highways Agency are asking for expensive detailed studies which take a great deal of time
or money. As a result of the lack of public sector resources for trunk road improvements, the Agency
wants either:

(a) the developer to pay for major road improvements instead of the public sector to improve the capacity
of the trunk road network to serve major developments; or

(b) the developer to pay for improvements to the local road network or traYc management solutions to
control flows to the trunk road network.

Part of the problem is the lack of resources available from the Department for Transport to invest in the
trunk road network and hence the need to find other resources to carry out the improvements. Whilst in the
long term the Regional Funding Allocation process may result in greater priority being given to trunk road
projects, the Agency tries to find someone else to pay. Most of the schemes in the Tees Valley are being
promoted by the public sector through Tees Valley Regeneration, One NorthEast or local authority
support. In a poorly economic performing area like the Tees Valley, there is not enough added development
value in a scheme to pay for major oV site infrastructure works to the trunk road network such as grade
separated junctions or extra lanes. The delays in consideration of projects means that developers are put
oV investing in major schemes in the NE of England and could therefore transfer much needed investment
elsewhere because of these diYculties.

It is Government policy to reduce regional disparities between the north and the south. The Tees Valley
has a low GDP and is accepted as being in need of regeneration. The DfT development control policy as
operated by the Highways Agency is making it diYcult for the area to fulfil its full economic potential and is
eVectively putting oV development by requiring over elaborate transport models and delaying developments
which the local community and the rest of Government (Treasury, ODPM, DTI) are trying to tackle. It
shows a lack of joined up Government. It also sends negative feedback to those private sector developers
interested in developing in the area.

I should add this problem is not unique to the Tees Valley. There are similar concerns around the A1
western bypass in Gateshead, the A63 in Hull, the M62 in Yorkshire/Lancashire and M6/M62/M56 in
Warrington and Cheshire.

How Should the Matter be Resolved

The key actions are:

(a) for more common sense to enter into the Highways Agency requests for information;

(b) the Department for Transport to review its criteria on development next to trunk roads;

(c) for each trunk road the Agency to develop a memorandum of understanding with the local authorities
setting out what development can be allocated and the measures likely to be required. In addition a
series of studies to be agreed to deal with potential problem areas. Studies should be paid for from
Department for Transport resources;

(d) Regional Transport Boards be asked to prioritise improvements to trunk roads to enable major
developments to go ahead when deciding on priorities; and

(e) the Agency to operate a more developer friendly approach which encourages development to take
place, not to hinder it.

9 January 2006

APPENDIX 15

Memorandum submitted by the North East Chamber of Commerce

Introduction

The North East Chamber of Commerce (NECC) welcomes the opportunity to contribute to the
Transport Committee’s Inquiry into the work of the Department for Transport’s (DfT) executive agencies.

NECC is the only regional chamber of commerce in the country representing 5,000 businesses located in
an area co-terminus with Government OYce for the North East. Its members are drawn from all sizes of
business across all sectors and employ around 30% of the region’s workforce.

Transport is a key issue for businesses in the region with the role of the Highways Agency being under
particular focus. As a consequence the Committee’s inquiry is very timely.
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This responses highlights these concerns and addresses two issues being considered by the inquiry:

— The purpose of the agencies and whether the current allocation of responsibilities is
appropriate; and

— Whether the agencies’ performances are satisfactory and whether they are suYciently accountable.

Road Network in the North East

The North East of England’s road transport infrastructure is modest. Only one road—the A1 from the
Yorkshire Border in the south to Seaton Burn, north of Newcastle, being designated a road of national
significance.

The Highways Agency has responsibility for it and four other roads within the region namely the A1 north
to the Scottish Border, the A19, A69 and A66.

These roads provide the only significant roads connecting the North East to the national road network.
They also perform a key role in linking existing towns, cities, airports, ports and key employment sites in
the region.

For the region to maximise its economic performance it is vital that these routes are resourced adequately
to provide the transport capacity required.

Highways Agency Interventions in Planning

The Highways Agency, responsible to the Department for Transport, has a focused remit to ensure that
the roads under their control operate satisfactorily and do not become congested.

Under Article 14 of the 1995 Town & Country Planning (General Development Procedure) Order it has
the power to direct refusal for planning applications that will add to existing traYc pressures on the trunk
roads. Although these powers have only been used in five cases to date there is concern that they could place
a moratorium on all developments along the A1 and A19 in the North East as pressure on these roads
mounts.

Research by NECC—drawing on publicly available figures from regeneration bodies—suggests that
developments earmarked to create more than 10,000 jobs and £1 billion investment in the region are
potentially at risk if these powers are used vigorously.

Potentially, the unilateral action of the Highways Agency could put it in conflict with policies espoused
by the OYce of the Deputy Prime Minister to address the £30 billion wealth gap between the North and the
South through the Northern Way.22 The need to close this gap is highlighted in the revised Regional
Economic Strategy for the North East, Leading the Way23 which was published in November 2005 and is
currently awaiting approval from the Department for Trade and Industry.

Nationally, over 400 planning applications have been delayed or rejected since November 2002 due to
Article 14 notices. There is widespread concern in the region that potentially these powers could threaten
development on the following key sites in the region. A number of areas have been directly subject to Article
14 notices whilst many significant projects are compromised by the threat of these notices, these include:

A1

— Team Valley Estate, Gateshead

— Newburn Riverside Industrial Estate

— Expansion of Newcastle International Airport

— Newcastle Great Park

A19

— Tyne Tunnel Trading Estate

— Victoria Harbour, Hartlepool

— Middlehaven, Middlesbrough

— Central Park, Darlington

— Darlington Eastern Transport Corridor incl Morton Palms etc

— Faverdale East, Darlington

— Teesside Industrial Estate, Thornaby

22 The Northern Way (2005) Tyne and Wear City Region Development Plan, The Northern Way Secretariat: Newcastle.
23 One NorthEast (2005) Leading the way: Regional Economic Strategy 2006, p 134, One NorthEast: Newcastle.
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The North East Chamber of Commerce acknowledges that the region’s transport infrastructure is a key
asset and that it must not be compromised by unfettered development. However, the Highways Agency’s
policy presents a catch-22 for the relatively economically deprived North East: job creation opportunities
are to be stopped because they may aVect the road infrastructure, yet strategic road investment in the region
is insuYcient to address transport requirements.

Go For Jobs

The issue of the Highways Agency’s approach to the issuing of Article 14 notices and their eVect in
compounding under-investment in the region’s roads led to the North East Chamber of Commerce joining
with two regional newspapers, the Newcastle Journal and the Middlesbrough Evening Gazette in highlighting
the potential threat to regional investment through deficiencies in the key strategic road network.

Regional support for the campaign has been overwhelming with backing from a range of individuals and
organisations including the Regional Development Agency, One NorthEast, the North East Regional
Assembly, cross-party support from local and national politicians, and a broad spectrum of business
organisations.24

Action Required

The Highways Agency should not have the power to act unilaterally to stop potential developments. It
should be required to balance its remit in respect of highways with other regional objectives particularly the
needs of the Regional Economic Strategy and the Regional Spatial Strategy.

There is a need for it to be accountable to the region as well as the Department for Transport. This could
possibly become an additional duty for the Regional Transport Board.

9 January 2006

APPENDIX 16

Memorandum submitted by CTC

1. Introduction

1.1 CTC, the national cyclists’ organisation, has 70,000 members and supporters. CTC provides a range
of information and legal services to cyclists, organises cycling events, and represents the interests of cyclists
and cycling on issues of public policy. CTC celebrated its 125th birthday in August 2003.

1.2 CTC believes that cycling has a wide range of benefits in many diVerent areas of policy. These include
improved health, independent mobility for all (including children, older people, lower income groups etc)
and local economic benefits (in urban and rural areas alike), as well as reductions in the adverse eVects of
motorised travel (eg congestion, road danger, pollutant and greenhouse emissions, noise, community
severance and the spatial pressures, in both urban rural areas, for the provision or increased road and
parking space).

1.3 CTC campaigns for the promotion of cycling at national, regional and local level. CTC seeks to
ensure that cycling is central to the policies of not only the Department of Transport and its agencies, but
is also incorporated into the work of departments and other actors in policy areas and sectors, eg health,
environment, education, law enforcement, taxation, land-use planning and development, regeneration,
rural economic development and tourism. Our interests cover not only policy and resource allocation, but
also the planning and design of streets and highways, road safety, traYc law and its enforcement, integration
with public transport, influencing travel behaviour, and the promotion of recreational and oV-road cycling.

1.4 CTC was closely involved in the formulation of the National Cycling Strategy in 1996 and, more
recently, the setting up of Cycling England. It was closely involved in the preparation of the Walking and
Cycling Action Plans for both England and Wales. CTC has also provided input to the Government’s
Transport White Paper, its Public Health and Physical Activity White Papers, and the review of its Road
Safety Strategy. CTC sits on the Government’s Road Safety Advisory Panel and the Highways Agency’s
National Road User Committees at national and at regional level. CTC provides support to the All Party
Parliamentary Cycling Group of pro-cycling parliamentarians. Recent parliamentary activity has focused
on legislation relating to TraYc Management, Road Safety and Rights of Way, as well as Private Bills
concerning transport in London and the London “Crossrail” scheme.

24 The Journal (2005) Why Government must listen to us, p 8 ! p 9, Newcastle Chronicle and Journal: Newcastle.
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1.5 CTC’s local volunteer “Right to Ride” campaigners are active in seeking the promotion of cycling in
the policies and actions of local highway and planning authorities, as well as schools, colleges, health
authorities, retailers, employers, public transport operators, local strategic partnerships, local access forums
and other bodies.

2. Current Conditions for Cyclists

2.1 Historically, the principal purpose of the Highways Agency has always been to cater for the long-
distance movement of motor traYc along its motorway and trunk road network. Problems of severance, the
eVects on local communities and catering for non-motorised motorised users (NMU’s) have been at best of
secondary interest. The needs of cyclists in particular have been almost wholly ignored and little understood.

2.2 The eVect of this has been to produce motorways and trunk roads that carve up the country and
encircle cities with almost impenetrable barriers to safe and easy cycling. CTC, together with other non-
motorised user groups and the former Countryside Commission, documented the problems of broken links
(rural lanes, byways and bridleways etc) and severed communities as long ago as 1993 in a report entitled
“Breaking Point” 1(copy enclosed). That was written before the establishment of the Highways Agency, but
the problems remain broadly unchanged. To the Highways Agency’s slogan, Safe Roads, Reliable Journeys,
Informed Travellers, cyclists might well ask, “Safe and reliable and information for whom?”

2.3 To go from one extreme to another, if a cyclist crosses the Channel to the Netherlands, he or she will
find a totally accessible road network. All major roads can be crossed comfortably, and almost all—even
motorways—can be cycled along or alongside, in the case of motorways separated by a barrier. This did not
happen by accident, of course. To the Dutch, any facility or destination must be genuinely accessible on foot
and by bicycle, an approach that has been systematically applied over a period of many years. (NB Until
the Dutch Government first adopted pro-cycling policies in response to the oil shocks of the early 1970s,
cycle use there had been on the same declining trend as in Britain. The diVerences in cycle use between Britain
and Holland today are the result of public policy—they are not deep-rooted cultural diVerences as is
commonly believed). In other continental European countries the situation is similar though less
comprehensive, with excellent accessibility and permeability for cycles in Germany and Denmark, for
example.

2.4 The United Kingdom does stand out as being particularly poor in this regard. Although in this
country most cyclists would not expect to be able to cycle on a track adjacent to a motorway, they should
be able to cross all motorway junctions comfortably on whatever non-motorway road they are travelling.
In practise, this is very rarely possible. The vast majority of Britain’s major motorway junctions—typically
large roundabouts—are extremely cycle (and pedestrian)-hostile, with a cyclist being up to 15 times more
likely than a car occupant to be injured while crossing a roundabout (depending on the roundabout type).2

2.5 In the case of non-motorway trunk roads, however, not only should cyclists be able to cross them
easily, but also to cycle along or beside them safely. Although generally legal, this can be extremely
unpleasant or hazardous because of high traYc speeds or volumes or inadequate provision of road space
or facilities. Where special facilities have been provided, this has generally been only in response to special
or prestige projects such as the National Cycle Network, overlooking other routes and the needs of local
cyclists anywhere in the country. Design standards also leave much to be desired—they are fine on providing
oV-road cycle facilities but far less satisfactory on delivering good on-road cycling conditions, or providing
for crossing movements.

2.6 In 1996 the government of the day launched the National Cycling Strategy,3 the major part of which
would be delivered by local authorities who were expected to produce Local Cycling Strategies. Although
government guidance has changed and become more flexible, local authorities have also been expected to
plan for cycling through the Local Transport Plan process, to monitor and report back on progress. Similar
or parallel obligations have never been laid upon the Highways Agency. It was striking for example that the
Agency was the only highway authority exempted from monitoring and annual reports by the English
Regions Cycling Development Team (ERCDT) while it still existed (ERCDT reported to the former
National Cycling Strategy Board on how local authorities were progressing with delivery of their cycling
strategies, as well as providing support and information to the authorities themselves).

2.7 Technical knowledge of cyclists’ needs and best practice are also very limited within the Agency,
although in this respect it is little diVerent from most highway authorities and the culture of road engineers
around the country. It is rare to find any Agency staV familiar with the content of the Government-backed
“Cycle-friendly Infrastructure” guidelines,4 or any other published works on providing for cyclists.
Engineers instead take as their bible the Design Manual for Roads and Bridges, (DMRB) for which the
Agency is itself responsible, and which is very weak indeed on the provision of a cycle-friendly infrastructure.
Recent updates to DMRB provide very good guidance on oV-road cycle provision5 and on cycle audit
procedures6 (the process of systematically considering a new highway or traYc management scheme to
identify opportunities to improve cycling conditions). However the guidance on on-road provision7 is far
less satisfactory—key topics where it is poor or wholly lacking include cyclists’ spatial requirements (and
how these relate to prevailing motor-traYc speeds), cycle-friendly traYc calming, problems at slip roads, or
the designs of major junctions. (NB it is particularly unfortunate that DMRB, intended for trunk roads, has
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for many years been the standard reference work not just for trunk roads but all roads and streets anywhere,
even within towns and cities, and has formed the basis of training for a generation or more of road
engineers).

2.8 We would also expect the Highways Agency to systematically examine and implement as appropriate
any new advice published by the Department for Transport, for example in its TraYc Advisory Leaflets.
This does not appear to happen. A case in point is TAL 1/04 Village Speed Limits8 which, in line with the
Government’s Tomorrow’s roads: safer for everybody,9 recommended a standard speed limit of 30 mph in
villages as the norm and defines what is meant by a village. As far as we can determine, there has been no
process for ascertaining current compliance with this advice or for implementing improvements in line
with it.

2.9 There is however a serious problem for cyclists with the traYc calming techniques proposed in TAL
1/04 (and elsewhere in DfT literature) which do closely resemble those already used by the Agency to slow
traYc. To slow traYc by narrowing the carriageway, usually by providing a central island or refuge, far from
calming the traYc for cyclists can make the road far more dangerous or intimidating for them. These pinch
points—any kerb-to-kerb width below 5 metres—are only acceptable where speeds are below 20 mph and
even then for only very short distances. No cycle-friendly country in Europe uses these techniques unless
there is separate provision for cyclists. Indeed, throughout continental Europe traYc calming is in eVect
defined as improving conditions for pedestrians and cyclists, not merely as slowing traYc. European models
do also produce slower traYc speeds but by diVerent techniques, typically more visually attractive too.

2.10 The Highways Agency employs a staV member with responsibility for disseminating best practice
on provision for non-motorised users. He is making valiant eVorts to do so, and has compiled an excellent
slide presentation to show to engineering colleagues around the Agency, highlighting typical problems and
potential or “best practice” solutions. This work however is seriously under-resourced within the Agency,
and needs to be given much higher profile.

3. Consultation and Recent Developments

3.1 Although the physical conditions for cycling are mostly very poor, there has been some real progress
in recent years in terms of outlook and consultation. In some respects consultation has been much better
and more systematic than with many, probably most, local authorities.

3.2 In the late 1990’s the Agency set up Road User Committees, one for each region and a national one
too. These included not just representatives from motoring and road haulage organisations but from
walking, cycling and horse-riding groups too. There have also been environmental committees with a
slightly diVerent focus, involving conservation groups. These have been useful, but as with any form of
consultation it is not the meeting as such that count but the changes they result in, which have been more
limited.

3.3 In 2000, the Agency published Encouraging Sustainable Travel: Highways Agency Strategic Plan for
Accessibility,10 which did address vital issues with sections on community severance, access to public
transport, pedestrians, disability, cyclists and horse riders. We were initially highly impressed but later
disappointed that its contents did not seem to permeate the organisation, with few Agency staV even being
aware of its existence.

3.4 Around the same time however, the Agency embarked on a review of its whole road network through
its Route Management Strategies (RMS). For the first time it attempted widespread consultation with a
wide range of local people and groups, through all-day meetings as well as literature. These raised real hopes,
but it must be said that the initial results were disappointing. The needs of non-motorised users were
typically left as low priority for dealing with in the long-term rather than immediately. As a result of
complaints however, later RMSs were more satisfactory, with cycling and walking rising much higher in the
listed priorities. One of the most recent, for example—for the A585 in Lancashire—resulted in the
commission of a comprehensive cycle audit of the whole road in question, which we found highly promising.
It is disappointing though that the RMS approach has now been dropped in favour of a cheaper regional
(as opposed to route) approach which no longer includes such a heavy commitment to consultation.

3.5 In 2001 the Agency also started a consultation process for its Non-Motorised User (NMU) Crossings
Programme, a very welcome initiative, especially as we were given to understand that £250 million of
funding was available for the programme (although the Government later denied this). It later turned out
that the project scope was more limited than we would have wished because, whatever was intended, most
of the consultants appointed did not seriously examine the problems for on-road cyclists needing to cross
motorway junctions or the equivalent situation at major junctions on trunk roads. Similarly for pedestrians,
they tended to accept the unacceptable, for example at-grade crossings around fast roundabouts without
any signals or zebra crossing. Instead the process concentrated on oV-carriageway crossings, more suitable
for ramblers, horse-riders and mountain-bikers, such as bridges and underpasses. Nevertheless, the process
produced a very useful list of priorities for action.

3.6 All this eVort appeared to have been wasted however when in April 2004 we and other organisations
were informed that the programme was indefinitely postponed—in eVect cancelled—because the expected
budget had had to be slashed. This was to accommodate the new demands on the Agency created by the
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establishment of its nationwide team of traYc oYcers, taking over the role previously performed by traYc
police to respond to incidents and generally maintain good traYc flow on the network. Whilst these may be
laudable objectives in themselves, the fact that the funding was taken from the NMU crossings programme
meant that this budget reallocation was in eVect a very substantial subsidy from non-motorised to
motorised users.

3.7 Despite the Government’s subsequent denials of the original £250 million sum, this is still
acknowledged in volume I of a report on “Understanding Community Severance”,11 published in November
2005. This states that:

“The Agency has a programme to address non-motorised user needs and undertook in the 2000
Road Users’ Charter to develop and implement by 2008 a programme of crossing improvements
for vulnerable users. This programme was to draw on a notional fund of £250 million mentioned
in 1998 White Paper that sought to provide universal access to public transport. Due to the profile
of such issues given by project sponsors the Agency now expects to undertake those improvements
by 2030.”

3.8 There was a particular irony to the situation when the Government published its Walking and
Cycling: an action plan12 in which it boasted of the Agency developing its Crossings Programme for “1,200
crossing sites across the major road network”, despite having axed the funding only a few weeks beforehand.
Only in response to complaints was the programme eventually at least partially rescued—we understand
that £10 million has been allocated in 2005–06 “for local accessibility improvements, including crossings”.13

However we still do not know what types of crossings are needed at the 1,200 identified crossing points—
for instance, how many of these can be addressed with relatively low-cost solutions or how many require
traYc signals or bridges? However, as a “back-of-the envelope” calculation, we estimate that it would take
something of the order of 10 years to deliver the programme, if funding were to be continued at this rate,
and that this was spent solely on crossings and not on any other types of accessibility improvements.

3.9 Four recent examples will serve to illustrate the more general problem of unwillingness commonly
encountered among Highways Agency oYcials or contractors to incorporate measures for cyclists into the
planning and design of major highway schemes. The first example concerns the A21 Tonbridge to Pembury
scheme. A new out-of-town hospital and multiplex development were planned in conjunction with this new
road scheme, such that they would only be accessible via the A21. This is not the place to pass comment on
our general objections to out-of-town developments at car-dependent locations, contrary at least to the
spirit of Government planning policy (as set out in Planning Policy Guidance note PPG 13 on Transport14).
Nevertheless, our local volunteer campaigner pressed for the scheme to include a cycle track to provide
access to these developments, and his proposals were supported by the Kent County Council cycling oYcer
as well as Sustrans and the Tonbridge Civic Society. CTC national HQ also intervened (a copy of our letter
is attached), but the Highways Agency still refused to make any form of cycle provision.

3.10 The following year, local campaigners from CTC, the Ramblers Association and the British Horse
Society finally won a three-year battle to persuade the Highways Agency to incorporate a “Pegasus”
crossing (ie one for pedestrians, cycles and horses) into the A43 Silverstone Bypass scheme, to provide a
route for non-motorised access between the market town of Towcester into the surrounding countryside.
This was at first refused on the grounds that the scheme had been designed 10 years previously and the
inclusion of a crossing would lead to cost increases and delays. The Highways Agency backed down when
local campaigners held a peaceful demonstration which involved around 50 pedestrians, cyclists and
horseriders repeatedly crossing the road itself. But the Agency reversed its position yet again once
construction began, announcing that the crossing would not be provided after all. It was only reinstated a
second time after local residents flooded the Highways Agency with letters, emails and phone calls, as well
as getting them summoned before a local area committee.

3.11 Last year, local cycle campaigners put a huge eVort into the public inquiry into the A3 Hindhead
tunnel scheme. Given that cyclists would be banned from the tunnel, the campaigers were trying to ensure
that the existing A3 alignment would be retained as an alternative for non-motorised traYc, including
cyclists. The Highways Agency at first seemed willing to consider this, but once the scheme reached the
inquiry, the Agency had decided that the old road would be grubbed up, on the basis that cyclists still had
use of the original A3 road—a much hillier bridleway route which is only really suitable for recreational
cycling. Indeed, the Highways Agency’s consideration of cycling issues was grouped under the topic of
“recreation”, and the Agency’s lack of understanding of the diversity of reasons why people cycle was
particularly evident in the following quote from the Agency’s evidence:

“There are three distinct types of cyclists: mountain bikers, family or leisure cyclists and racing
cyclists who also sometimes commute to work.”

The idea that cyclists might want a utility route for local access was clearly quite alien to the
Highways Agency’s thinking.

3.12 Finally, the latest example is the eVorts of local cycle campaigners in Buckinghamshire, to press for
the inclusion of “toucan” (ie shared use pedestrian and cycle) crossings in the M40 Handy Cross scheme.
Here too, despite lengthy submissions from local cycle campaigners to the public inquiry, the Highways
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Agency simply refused to incorporate the facilities proposed by the local campaigners, despite this being a
£14 million junction improvement scheme. It is not clear what the Highways Agency intends to provide
instead, but it has suggested that:

“It may be necessary to advise cyclists to dismount when crossing the bridge. If cyclists are asked
to dismount for a section of the route then for continuity and safety reasons it may be expedient
to designate the signalised crossings, dismounted use only, hence they may not be Toucan
Crossings”15

This is despite clear guidance (in the Government-backed 1996 “Cycle Friendly Infrastructure”
publication and elsewhere) about the importance of route continuity for cyclists, and specifically
that “Cyclists Dismount” signs should be avoided and progressively removed where possible.

4. Recommendations

4.1 The saga of the Crossings Programme illustrates a more general problem. The Highways Agency can
only be as good as the remit and the finance it is given by the Government.

4.2 We recommend that this remit should include a sustained, unequivocal demand to encourage
sustainable transport in general and to progressively reduce severance. For cycling, the Government should
set an objective for the Highways Agency’s network to provide a level of access equal to that available to
other users, whether by way of suitable on-carriageway cycling conditions or adjacent cycle tracks, including
junctions between motorways and non-motorway routes which are fully cycle-accessible. Even if this
remains a longer term objective, a timescale should nevertheless be set for achieving it.

4.3 We also recommend that the Highways Agency should provide a cost-estimate for delivering the
identified programme of 1,200 non-motorised user crossings, and that the Department for Transport should
set a timetable for completion of this programme, so that future budget decisions to give proper priority to
this programme can then be taken on the basis of sound information.

4.4 As the agency of the Secretary of State (the highway authority for England’s most nationally
important roads), the Highways Agency should be setting an example to others, striving to be a national
model of best practice. In some ways it already is, with its consultation processes for example. But with its
infrastructure it remains very poor. This highlights the need to strengthen the work currently undertaken
by just one staV member, to disseminate training and best practice in providing for non-motorised users
throughout the Agency. Greatly enhanced professional training needs to be backed up by good adherence
to the procedures of Cycle Audit (in accordance with the guidance recently added to the Design Manual for
Roads and Bridges) and Cycle Review.

4.5 We look to a future where the Agency can set the benchmark for design standards around all the areas
it serves when cyclists can stop looking upon its roads as the almost insuperable barrier they mostly are
at present.

9 January 2006.
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APPENDIX 17

Memorandum submitted by Road Block

I would like to submit evidence to the committee on behalf of Road Block, a national alliance of
community groups opposing road building.

I would like to restrict myself to giving evidence on the cost escalation of road projects in the Highways
Agency Targeted Programme of Improvements (TPI). Road Block has calculated that TPI schemes are
averaging 67% cost escalation.

I am using data supplied by the Department of Transport in response to a Parliamentary Question by
Tom Brake MP on 19 December 2005. This list was placed in the Libraries and is enclosed. (see annex)

Road Block has taken the TPI costs of roads when first approved, and the most recent cost estimate, and
we have placed them in the enclosed table: TPI Schemes Dec05.

The cost increases were then calculated in terms of monetary increase, and also the percentage increase.
The schemes have been placed in order of schemes with the largest cost increases coming first.

The list has been divided between schemes approved before and after the 2003 Treasury Green Book
guidance where the costs of schemes have made allowance for inflation up to scheme completion, for non-
recoverable VAT and for “optimism bias”.

For schemes before the April 2003 guidance, the average cost escalation is 67%.

After the 2003 guidance, there seems to be have been little or no re-evaluation of the costs of TPI roads.

Road Block believes that costs of some of the post April 2003 TPI schemes could be much higher than
the information supplied to Tom Brake MP.

For instance local residents against the A14 Ellington to Fen Ditton Improvement report that in the
Highways Agency Stage 2 Scheme Assessment Report the cost is reported to be £543 million, not the
£490 million given in the answer on 19 December 2005. This scheme is extremely controversial and is subject
to a Judicial Review due to resident’s complaints of lack of consultation.

Road Block believes that often the appraisal for road schemes is still not satisfactory—the benefits of a
road are often over emphasised, whilst the disbenefits are underplayed, to gain approval. Only later, once
approval has been given, do the true costs emerge. The same situation is occurring with government funded
local authority road schemes.

Road Block believes that it is essential that cost estimates are updated regularly for TPI schemes,
particularly those approved since April 2003. “Optimism bias” of between 5% and 45% (as outlined in the
Green Book guidance) is clearly not enough, given the cost escalation of schemes prior to April 2003 of an
average of 67%.

There is a need for more robust and independent appraisal of schemes coming forward for approval into
the TPI.

9 January 2006

Annex

Tables (1) Targeted Programme of Improvement schemes and (2) local highway authority major road
schemes which are currently approved for funding through the Local Transport Programme. Schemes
within the Targeted Programme of Improvements are subject to regular review.

The figures provided in table 1 are the latest agreed budget costs and may be subject to change as schemes
progress.
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The latest estimated costs of local highway authority schemes in table 2 represent the Department’s most
recent information. Provisionally approved schemes with costs in excess of the original approval are subject
to detailed scrutiny and appraisal processes before being considered for full approval.

Table 3 provides a list of the new major road schemes that local authorities have provided in July 2005
for funding through the Local Transport Plan programme. Some of these schemes were originally submitted
in previous years. No decisions have yet been taken on these schemes and will be the subject of advice from
the region on their timing and priority.

(1) HIGHWAYS AGENCY TARGETED PROGRAMME OF IMPROVEMENT SCHEMES

TPI Entry Latest agreed
Scheme Date of TPI Entry cost(£m) budget cost (£m)

A1(M) Ferrybridge—Hook Moor (DBFO) Original TPI Scheme (July 1998) 160 160
A2 Bean—Cobham Phase 2 Tollgate—
Cobham Original TPI Scheme (July 1998) 35 101
A2/A282 Dartford Improvement Original TPI Scheme (July 1998) 38 72
A14 Rookery Crossroads GSJ Original TPI Scheme (July 1998) 5 10
A249 Iwade—Queenborough Improvement Original TPI Scheme (July 1998) 79 81

Under review.
A303 Stonehenge Original TPI Scheme (July 1998) 125 Latest estimate is 470
A421 Great Barford Bypass Original TPI Scheme (July 1998) 25 58
A500 City Road & Stoke Junction Original TPI Scheme (July 1998) 24 55
M25 J12-15 Widening Original TPI Scheme (July 1998) 94 120
M60 J5-8 Widening Original TPI Scheme (July 1998) 82 116
All Attleborough Bypass March 2000 14 29
All Fiveways—Thetford Improvement March 2000 30 60
A47 Thorney Bypass March 2000 9 27
M6 Carlisle to Guardsmill extension March 2000 46 175
A63 Melton Grade Separated Junction October 2000 11 22
A14 Haughley New St—Stowmarket
Improvement March 2001 10 32
A3 Hindhead Improvement March 2001 107 239
A38 Dobwalls Bypass , March 2001 17 36
A595 Parton—Lillyhall Improvement March 2001 18 30
Al Peterborough—Blyth Grade Separated
Junctions March 2001 31 83
M62 Junction 6 Improvement March 2001 24 38
A46 Newark—Widmerpool Improvement March 2001 82 220
A30 Bodmin Indian Queens March 2001 49 93
A483 Pant- Llanymynech Bypass August 2001 17 40
A5117/A550 Deeside Park Junctions
Improvement February 2002 22 43
A419 Blunsdon April 2002 29 65
A66 Temple Sowerby & Improvement at
Winderwath April 2002 19 39
Al Dishforth to Leeming June 2002 125

Combined cost% 325Al Leeming to Barton June 2002 100
Al Bramham—Wetherby (Including
Wetherby Bypass) June 2002 38 51
A64 Rillington Bypass July 2002 8 12
M40/A404 Handy Cross Junction
Improvement August 2002 10 14
A47 Blofield to North Burlingham Dualling August 2002 10 15
A66 Greta Bridge to Stephen Bank
Improvement August 2002 6 9
A66 Carkin Moor to Scotch Corner
Improvement August 2002 7 11
A428 Caxton Common to Hardwick
Improvement August 2002 22 55
A30/A382 Merrymeet Junction October 2002 7 12
6 Long Newton Junction October 2002 6 8
A69 Haydon Bridge Bypass December 2002 14 24
A419 Commonhead Junction December 2002 12 16
M5 Junctions 19—20 Southbound Climbing Lane December 2002 9 12
M5 Junctions 19—20 Northbound Climbing Lane December 2002 6 16
M1 J19 Improvement February 2003 100 123
A14 Ellington—Fen Ditton Improvement April 2003 490 490
A57/A628 Mottram—Tintwistle Bypass April 2003 90 103
A45/A46 Tollbar End Improvement April 2003 57 57
M1 Junction 6a to 10 Widening July2003 241 289
M1 Junction 10 to 13 Widening July 2003 382 382
Al Morpeth to Felton Dualling July 2003 84 84
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TPI Entry Latest agreed
Scheme Date of TPI Entry cost(£m) budget cost (£m)

Al Adderstone to Belford Dualling July 2003 14 14
A1/A19/A1068 Seaton Burn Junction July 2003 30 29
A19/A184 Testos Junction Improvement July 2003 21 21
A505 Dunstable Northern Bypass (A5 to July 2003 48 48
A421 Bedford to M1 Junction 13 July 2003 171 171
A21 Tonbridge to Pembury July 2003 65 65
M40 Junction 15 (Longbridge) July 2003 57 57
A590 High & Low Newton Bypass October 2003 22 22
M20 Junction 10A November 2003 46 46
A30 Carland Cross to Chiverton Cross November 2003 125 125
A30 Temple to Higher Carblake
Improvement November 2003 41 41
A27 Southerham to Beddingham
Improvement March 2004 19 19
M1 J21-30 April2004 1,915 1,915
M25 J 1 b-3 Widening April 2004 66 66
M25 J5-7 Widening April 2004 214 214
M25 J16-23 April 2004 496 496
M25 J23-27 Widening April 2004 419 419
M25 J27-30 Widening April 2004 402 402
A21 Kippings Cross to Lamberhurst Bypass May 2004 68 68
A23 Handcross to Warninglid Widening May 2004 41 41
A453 Widening (M1 J24 to A52
Nottingham) May 2004 90 90
M25 Junction 28/Al2 Brook Street
Interchange March 2005 8 8
M27 Jl l to J12 Climbing Lanes March 2005 27 27
M27J3 to J4 Widening March 2005 52 52
M1 J30 to J31 Widening March 2005 135 135
Ml J31 to J32 Widening March 2005 20 20
M1 J32 to J34S Widening March 2005 139 139
M1 J34N to J37 Widening March 2005 246 246
Ml J37 to J39 Widening March 2005 224 224
Ml J39 to J42 Widening March 2005 202 202
M1 J31 to J32 Northbound Collector/Distributor March 2005 29 29
M62 J25 to J27 Widening March 2005 215 215
M62 J27 to J28 Widening March 2005 83 83

Note:

The final column of the table show the latest agreed budget costs represent the approved full outturn costs
to deliver the schemes and have been built up as follows:

— base estimate of scheme cost, at 2001 prices time, including non recoverable VAT and an allowance for
risk assessment;

— plus allowance for “optimism” bias which was introduced in April 2003 following the new Treasury
Green Book on investment appraisal and is between 5% and 45% depending on the quality of the risk
assessment;

— plus inflation at 2.5% pa to the projected start date. The projected start date, and by implication
these costs, are dependent upon completion of statutory procedures and availability of funds.

Since April 2003, the costs of schemes submitted for TPI entry approval have been reported on the above
basis. That is, they make allowance for inflation up to scheme completion, for non-recoverable VAT and
for “optimism bias” in line with revised Treasury guidance which was issued in April 2003. Before then, only
net scheme costs, exclusive of VAT and projected inflation, were reported at TPI Entry and the two sets of
figures are not directly comparable.

(2) LOCAL TRANSPORT PLAN MAJOR ROAD SCHEMES (OVER £5 MILLION)

Scheme Date Fully Approved (i) gross cost of (ii) most recent
(FA) or scheme when first estimate or final

Provisionally submitted for gross cost of
Accepted (PA) approval the scheme

A228 Ropers Lane Phase 1 PA–Dec 2001 £15.20m £18.956m
& FA–May 2003

East Kent Access Phase 1 PA–Dec 2000 £12.954m £23.248m
& FA–July 2005

A228 Leybourne & West Malling Corridor PA–Dec 2002 £27.94m £28.47m
Improvement & FA–March 2005
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Scheme Date Fully Approved (i) gross cost of (ii) most recent
(FA) or scheme when first estimate or final

Provisionally submitted for gross cost of
Accepted (PA) approval the scheme

Kiln Lane Link, Epsom PA–December 2001 £10.60m £18.684m
A24 Ashington to Southwater PA–December 2002 £18.95m £26.220m
A24 Horsham to Capel Improvement PA–December 2002 £38.56m £56.720m
A4146 Stoke Hammond/Linslade Western Bypass PA–December 2000 £44.66m £52.842m

& FA–December2004
Bletchley Link Note–This scheme is no longer a major road

scheme and the promoters have now submitted a new Major
Scheme Business Case

M4 J11 (Green Park Improvements) and Mereoak PA–December 2001 £43.67m Option 1
Roundabout £64.64m

or
Option 2
£ 69.61m

Sittingbourne Northern Relief Road PA–December 2004 £43.5m £43.5m
Bexhill Hastings Link Road PA–December 2004 £47.12m £48.51m
Cradley Heath Bypass PA–December 2000 £6.335m £10.761m

FA–June 2004
Brierley Hill Access Network PA–December 2003 £24.310m £35.000m
A38 Northfield Regeneration Bypass PA–December 2000 £12.000m £19.380m

FA–December 2004
Owen Street Relief Road PA–December 2000 £8.810m £17.150m
Selly Oak Relief Road PA–December 2002 £42.500m £52.250m
Barford Bypass PA–December 2000 £6.910m £10.380m

FA–December 2004
Rugby Western Bypass PA–December 2000 £20.280m £26.818m
Hodnet Bypass PA–December 1999 £12.515m £14.902m
Hanley Bentilee Link PA–December 2000 £15.415m £21.562m
Tunstall Northern Bypass PA–December 2003 £6.730m £7.004m
Leeds Inner Ring Road Stage 7 FA–December 2000 £35.576m £50.538m
Hanley Bentilee Link PA–December 2000 £15.415m £21.562m
Tunstall Northern Bypass PA–December 2003 £6.730m £ 7.004m
Rugeley Eastern Bypass PA–December 2000 £17.454m £22.844m

FA–February 2004
East Leeds Link Road FA–December 2000 £19.380m £31.881m
SheYeld Inner Relief Road Stages II &III PA–December 2000 £30.000m £62.571m

FA–July 2004
Glasshoughton Coalfields Link Road PA–December 2000 £6.815m £11.695m
A63 West Bawtry Road Improvements PA–December 2000 £5.028m £5.028m
Hemsworth to Al Link Road PA–December 2000 £11.261m £22.776m
A628 Cudworth & West Green Bypass PA–December 2001 £17.198m £17.198m
57(T) M1 Junction 31 to Todwick Crossroads PA–December 2001 £6.264m £11.900m
A165 Reighton Bypass PA–December 2002 £6.550m £6.564m
A39 Camelford Bypass PA–December 2000 £6.8m £14.4m
A391 St Austell to Bodmin PA–July 2003 £30.35m £57m
Barnstaple Western Bypass PA–December 2000 £32.5m £43.078m

FA–December 2004
A354 Weymouth Relief Road PA–December2003 £54.567m £54.567m
Poole Bridge Regeneration Initiative PA–December 2001 £14.414m £46,880m
Brunel Link and Harnham Relief Road PA–December 2000 £13.0m £21.803m
A57 Cadishead Way (Brinell Drive–City PA–December 2002 £19.905m £19.405m
Boundary) FA–2003
The Glossup Spur, Tameside PA–December 2000 £7.18m £8.08l m
Ashton Northern Bypass Stage 2, Tameside PA–December 2002 £7.74m £8.29m
Wigan Inner Relief Route PA–December 2002 £19.5m £19.5m
A34 Alderley Edge Bypass, Cheshire PA–December 2002 £37.9m £40m
Carlisle Northern Development Route PA–December 2000 £24.31m (traditional £78.812m

FA–October 2004 funding) (PFI Credits)
A58 Blackbrook Diversion, St Helens PA–December 2002 £7.899m £8.45m
Hall Lane Area Improvements, Liverpool PA–December 2000 £9.0m £12.2m
Edge Lane West, Liverpool PA–December 2004 £15.85m £15.85m
Bedford Western Bypass PA–December 1999 £20m £24.812m
Ridgmont Bypass/Woburn Link PA–December 1999 £7.745m £16.116m
A505 Baldock Bypass PA–December 1999 £33.821m £47.408m
Stowmarket Relief Road PA–December1999 £13.2m £17.695m
South Lowestoft Relief Road and Associated PA–December 2000 £25.4m £30.621 m
Measures FA–December 2004
Al 27/A1159 Priory Crescent, Southend on Sea FA–December 2000 £3.5m £27.533m
A1198 Papworth Everard Bypass PA–December 2001 £5.4m £8.740m

FA–October 2005
East Luton Corridor South PA–December 2001 Now a subject of a Community
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Scheme Date Fully Approved (i) gross cost of (ii) most recent
(FA) or scheme when first estimate or final

Provisionally submitted for gross cost of
Accepted (PA) approval the scheme

Infrastructure Fund application
Sunderland Southern Radial Route FA–September 2004 £17.026m £28.720m
Darlington Eastern Transport Corridor PA–December 2000 £5.700m £12.100m
A688 Wheatley Hill–Bowburn Link, Durham PA–December 2000 £6.624m £9.180m
Pegswood Bypass, Northumberland PA–December 2001 £8.140m £9.375m

& FA–October 2005
North Middlesbrough Accessibility Improvements PA–December 2002 £12.220m £12.220m
Sunderland Central Route PA–December 2002 £16.540m £16.540m
A1056 Northern Gateway, North Tyneside PA–December 2003 £9.916m £14.327m
A6096 Ilkeston-Awsworth Link, Derbyshire PA–December 2001 £8.606m £12.270m
Markham Employment Growth Zone, Derbyshire PA–December 2001 £21.5m £23.5m
A158/C541 Lincolnshire Coastal Access Phase 1–PA £15.515m (for all Phase 1–£7.791m
Improvement (including Phase 1–Partney Bypass December 2000 3 phases) Phase 2– £14.15m

FA–2004 Phase 3–£9.38m
Phase 2&3–PA–December

2000
A1073 Spalding to Eye Improvement, Lincolnshire PA–December 2000 £24.835m £70.4m
A43 Corby Link Road PA–December 2002 £12.717m £15.2m
A509 Isham Bypass, Northamptonshire PA–December 2003 £13.9m £14.6m
A612 Gedling Integrated Transport Scheme, PA–December 2002 £7.067m £11.664m
Nottinghamshire
Oakham Bypass PA–December 2001 £7.650m £11.666m

Note:

(1) Schemes not yet approved are subject to the completion of the relevant statutory processes and will
require final approval by the Department.

(2) Schemes that have been funded through the Local Transport Plan programme and have been completed
between 1999–2005 are not included in the list.

(3) Provisionally Approved schemes with costs in excess of the original approval are subject to detailed
scrutiny and appraisal processes before being considered for Full Approval.

(3) LTP 2005—NEW MAJOR ROAD SCHEMES (OVER £5 MILLION) SUBMITTED IN JULY 2005

Scheme (i) gross cost of (ii) most recent
scheme when first estimate or final gross

submitted for approval cost of the scheme

A41 Expressway/A4031 All Saints Way Junction £15.373m (2004) £19.837m (2005)
Improvement
Rotherwas Access Road, Herefordshire £9.824m (2003) £10.280 (2005)
A509 Isham to Wellingborough Improvement, £13.678m (2004) £13.575m (2005)
Northamptonshire
A47 Earl Shilton Bypass £14.106 (2003) £15.242m (2005)
Beverley Integrated Transport Plan £41.049m (2004) £28.089m (2005)
A140 Long Stratton Bypass, Norfolk £26.556m New submission
Pleasley Bypass Extension, Nottinghamshire £16.966m New submission
A13/A130 Thames Gateway (Sadlers Farm Junction), £70.97m New submission
Essex
Waverley Link Road, Rotherham £8.130m New submission
Finningley and Rossington Regeneration Route Scheme, £158.15m New submission
Doncaster
Sunderland Strategic Transport Corridor £69.445m New submission
Brownhills Transport Package £20.858m New submission
A4123/A461–Burnt Tree Island Improvement £10.303m New submission
Taunton Third Way & Northern Inner Distributor Road £27.20m New submission
Heysham to M6 Link Road, Lancashire £87.7m New submission
A684 Bedale—Aiskew—Leeming Bar Bypass, North £25.667m New submission
Yorkshire
East Durham Link Road £9.746m (2005) New submission
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APPENDIX 18

Memorandum submitted by the British Vehicle Rental and Leasing Association

Executive Summary

The BVRLA and its Members are pleased to have been oVered the opportunity to comment on the
Transport Committee’s inquiry into the work of the Department for Transport’s Executive Agencies. Our
comments will be mainly directed to the work of DVLA and VOSA as these are the two agencies we work
with on a regular basis.

We positively welcome the work of the Committee and will be interested to see the outcome of the inquiry
in particular, regarding the interaction of the Executive Agencies.

Specific Comments

The purpose of the agencies and whether the current allocation of responsibilities is appropriate

The purpose of the agencies is not always clear, are they enforcers or service providers? We appreciate
that this is a diYcult balance to maintain, however, our Members often feel more emphasis is put on
enforcement rather than good customer service which could lead to a reduction in the administrative burden
and costs imposed on all parties concerned.

For many years our Members struggled to be recognised by DVLA as their customers and more
importantly, registered keepers of more than one vehicle. This proved very problematic when DVLA
introduced new initiatives or enforced policy as these were always introduced with the one registered keeper
one vehicle in mind. This to a lesser extent has also compromised the ability for our sector to remain
compliant with regulations. For example, when DVLA changed their policy with regards to the V5 and
required the vehicle to be sold with a V5 in 2002 there was no provision in place for our industry to get a
new V5 quickly when a vehicle was repossessed or the V5 had been lost. We were able to get DVLA to agree
to a fast track procedure but this was only at the last minute and could have made it very diYcult for
Members to comply with the new policy in certain situations.

Having said that, our Members are noticing a marked improvement in the last year regarding DVLA’s
ability to recognise their customers who operate more than one vehicle and appear to be looking specifically
at solutions for our industry.

The current allocation of responsibilities does seem reasonable and we have no problems with the
responsibilities of the agencies which our Members interact with on a regular basis.

How the agencies contribute to Departmental objectives and policy

As previously mentioned, it would appear that in recent years both DVLA and VOSA both tend to be
the enforcers of Department for Transport’s (DfT) policies and other department’s policies, for example,
HM Home OYce.

This can prove diYcult as on one hand DVLA are providing services to our Members and Members are
seen as customers of the DVLA and then on the other hand they are an enforcement agency and our
Members are seen as potential oVenders.

Many of the policies introduced in recent years are crime reduction initiatives, for example, continuous
registration and licensing, number plate registration, insurance enforcement and there appears to be a lack
of consistency as to which Department is responsible for which policy. For example, with insurance
enforcement the ability for the Police to seize vehicles being driven uninsured was HM Home OYce
legislation, however, the powers contained in the Road Safety Bill to introduce continuous enforcement of
motor insurance requirements from the record will be DfT legislation. It would be helpful if a harmonised
approach could be used for such policies.

These policies and crime reduction initiatives all cost our Members a great deal of time and money in
administration, invoicing and outgoings. Whilst our Members understand the reasoning behind such
policies they do feel that it is unfair that they are eVectively penalised, through increased costs, when they
are law abiding entities. Perhaps a more targeted and focused led approach should be encouraged.

Whether the level of accountability and transparency of the Government’s relations with the agencies is
appropriate

The level of accountability of the executive agencies is clear and we have no particular issues in this area.
The transparency of the executive agencies relations with DfT is satisfactory.
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Whether the agencies’ performances are satisfactory and whether they are suYciently accountable

As previously mentioned, we do struggle with getting DVLA to recognise that our Members operate more
than one vehicle. A good example of this would be when DVLA introduce the continuous licensing regime,
often at the end of a lease a vehicle will be sent for re-marketing and can be kept oV the road for a number
of weeks whilst this process takes place. The tax will have run out on the vehicle and our Members will be
SORN’ing these vehicles, to register them as oV the road. DVLA do not oVer a service where a Member can
notify DVLA that more than one vehicle has been SORN’d therefore a paper notification has to be filled in
for each vehicle a process which can take some time as the BVRLA Membership can, on average, be
disposing of 41,000 vehicles per month.

The BVRLA directly, has a good relationship with DVLA and we regularly meet through, the DVLA’s
Industry Liaison Group which has been set up for a number of years. We have a good network of contacts
who are more than willing to help with policy and customer service issues. This has worked well for a number
of years and we have looked to emulate this relationship with VOSA, however, we have not been as
successful.

Whilst we are aware that VOSA do have working groups which meet with industry representatives, such
as ourselves, we struggle to gain representation on these and have made several attempts to get appropriate
sector representation at VOSA.

The performance of the DVLA has been good overall. In the last year improvements have been noticed
and the Association has received fewer calls from its Members regarding DVLA issues.

The executive agencies are in our opinion held suYciently accountable when a problem arises, however,
a solution is not always forthcoming quickly and our Members have sometimes struggled to get the problem
recognised. For example, last year VOSA implemented a new computer system and this did cause problems
to the pre-funded account arrangements our Members have for testing. I understand that this problem did
take some time to be recognised and the eventual solution was to provide no statements on the accounts for a
month while the problems were ironed out. This was not ideal as our Members were in an uncertain position
regarding their accounts for almost three months.

DVLA since becoming a trading fund now appear to be more accountable for where there funding comes
from and our industry has often felt the brunt of this through creative accounting regarding DVLA fees.
For example, in March 2003 DVLA proposed through consultation to introduce an annual fee to be
collected each time a vehicle was taxed. Whilst the fee was nominal the administration burden would have
been phenomenal on our Members, who would need to pass this fee onto their customers. Through our
successful lobbying DVLA have now gone for an alternative solution as we demonstrated to them how they
are accountable for rising costs amongst UK Plc.

How the agencies’ funding arrangements relate to Government accounts

This is not area which we have suYcient knowledgeable on to provide comment.

Whether there is suYcient co-ordination of systems and sharing of information between agencies and with the
Government

We are not aware of much co-ordination of systems between the executive agencies. Certainly, with the
recent implementation of the MOT database by VOSA, we were optimistic that this would lead to further
electronic services being made available to Members, for example, on-line re-licensing for vehicles over three
years. However, this still seems some way oV at the moment despite the roll-out of the database being due
to be finished by March 2006.

With regards to sharing of information we sometimes feel the executive agencies act in isolation and
perhaps the Department should be doing more to encourage interaction. Whilst the establishment of the
DVO Group was an excellent idea we have failed to see any real benefits that can be directly attributable to
this group.

Closing Comments

You will see that our Members have particular interests and concerns with the Executive Agencies of the
Department for Transport.

We welcome the opportunity to continue our constructive dialogue and do hope our Association will be
able to continue to add value to the shaping and development of a fee structure that provides a fair and
equitable system for its users, whilst still ensuring that the DVLA meets its objective to recover costs.

9 January 2006
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APPENDIX 19

Memorandum submitted by the Road Haulage Association Ltd

Introduction

The Road Haulage Association (RHA) was formed in 1945 to look after the interests of haulage
contractors in various areas of the country, in eVect, amalgamating local organisations that had already
been established. The Association has subsequently developed into becoming the primary trade association
representing the hire-or-reward sector of the road transport industry. There are presently some 10,000
companies in RHA membership, varying from major operators operating hundreds of vehicles through to
single vehicle owner-drivers. As such the evidence below focuses on the interests of the professional road
haulier.

Background to the Industry

The road haulage industry has an essential role in the UK economy, accounting for 6% of Gross Domestic
Product and employing some 1 million people. Government figures show that 103,000 registered goods
vehicle operators carry out over 80% of all the domestic freight movements within the UK, utilising 394,600
licensed heavy goods vehicles and 265,000 semi-trailers.

In 2004 the amount of freight carried by the UK road fleet amounted to a total weight of 1,643 million
tonnes:

— 1,053 million tonnes carried on 53,500 hire-or-reward operators’ vehicles; and

— 590 million tonnes carried on 49,500 own-account operators’ vehicles.

As well as the domestic fleet there are also many thousands of Continental registered goods vehicles
regularly running on UK roads, and it is important that they should also be taken into account when the
work of the DVO Group and the Highways Agency is considered.

General Comments

As the representative body for the domestic road haulage and distribution sector, the Road Haulage
Association enjoys a close working relationship with the DVO Group and the Highways Agency (HA). Both
staV and members of the RHA sit on numerous agency led committees and working groups to ensure that
the safety and interests of commercial enterprise are recognised and considered whenever issues pertaining
to levels of service, compliance and value for money are being examined. However, there have been
numerous changes in the recognised practices and procedures of the DVO Group during the last few years,
which have resulted in a substantial increase to the fees charged. HA has also been radically restructured
during this same period and its responsibilities have been dramatically extended.

Remit/Role of Agencies

Due to the nature of their businesses, virtually every RHA member company will have direct dealings
with the Driving Standards Agency (DSA); the Driver and Vehicle Licensing Agency (DVLA); the Vehicle
and Operator Services Agency (VOSA) and the Highways Agency (HA). Contact with the Vehicle
Certification Agency (VCA) is less regular. Broadly speaking the agencies’ interests in the road haulage
sector are as follows:

VOSA—is responsible for licensing haulage operators and for enforcing all the regulations that
govern the industry from the roadworthiness of vehicles to drivers’ hours and the Road Transport
(Working Time) regulations. In addition, they are the responsible for ensuring that foreign lorry
operators/drivers are compliant with the law. In addition, VOSA has recently acquired several
additional areas of responsibility including the power to stop lorries to conduct checks; checking
at the roadside that carriers of dangerous goods have evidence of receiving security awareness
training; checks of premises where dangerous goods are stored; the enforcement of the Road
Transport (WTD) Regulations and the implementation of digital tachographs across both the
commercial goods and bus/coach sector. In July 2006 they will also have the responsibility for
ensuring that all in-scope drivers carrying hazardous goods (including vehicles under 3.5 tonnes
gvw) are accredited by examination and approved to transport this type of consignment. This is
all over and above the already onerous amount of safety and enforcement work agency staV must
undertake.
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DSA—is responsible for the testing of drivers. Recent changes to driver testing have resulted in an
increased workload—the introduction of a separate theory test for prospective vocational
commercial drivers, plus the need to successfully complete a category C practical examination
before being able to apply for and sit a category C!E practical test. In addition, they will be
responsible for overseeing the implementation of the new Vocational Training Directive in the
UK. The RHA believes this new directive will bring some important changes to the way in the
industry operates in the UK. Our members will be relying on the DSA to implement the
requirements in a sensible, eYcient and operator-friendly manner. If this is not achieved,
considerable extra costs will be imposed on the sector.

DVLA—in addition to their normal licensing activities, DVLA will have an important role in the
introduction of the digital tachograph. This new system of recording drivers’ hours requires
DVLA to provide four diVerent types of electronic smart cards to all vocational drivers; goods
vehicle operators; accredited technicians and enforcement personnel.

Highways Agency—Like all other road users, the RHA’s dealings with the Highways Agency
primarily are as users of the road network—albeit as commercial/business users. However,
members are also reliant on the Agency to provide suitable facilities that allow them to comply
with the legal requirements for breaks and rests.

Performance

As mentioned previously, both the DVO Group and the Highways Agency have been involved in a period
of extensive change over the last few years, which we believe has had a detrimental aVect on the eVectiveness
and commercial profitability of many operators, whilst at the same time compromising the ability of the
agencies to carry out an eVective level of enforcement and service.

For example, during 2005 the core services of VOSA were severely disrupted and they were unable to oVer
a satisfactory level of service to a large percentage of their customer base (goods vehicle and bus and coach
operators), due to an inability to oVer test appointment times for Heavy Goods Vehicles and buses/coaches.

The reasons given for this failure were unforeseen problems, by the IT provider, regarding the
introduction of an extensive programme of e-capability to the system. However, the loser was not the
agency, it was the customer. And although the agency was alerted to the problems likely to be faced when
the new system was introduced, it failed to act accordingly and the system crashed, without any alternative
plan being put in place. Despite this, VOSA’s fees for the period actually increased.

Whilst this was just one (albeit fairly fundamental) problem, it demonstrates the “un-commercial” way
in which these agencies tend to operate. Few organisations can guarantee that they will never face such
problems. But none would be able to provide such a poor service and yet still increase the fees charged to
their customers!

To its credit VOSA is working with the RHA and others in the sector to develop a Service Level
Agreement aimed at alleviating some of these problems. However, the RHA believes that additional changes
may also be necessary (see below).

Agency Funding Arrangements

Executive agencies are now operated as Trading Funds, and their stated objective is to at least break-even
year-on-year. Specifically, the costs incurred in undertaking all aspects of work involved with a particular
scheme have to be covered by the scheme’s fee or payment. This need to cover costs regardless of the levels
of service oVered to customers is our major cause for concern. Although Service Level Agreements are being
entered into, these are just treated as advisory and as yet there are no procedures in place whereby
unsatisfactory levels of service lead to the executive agencies being penalised.

Furthermore, although regular consultations take place before fee structures are revised and the trade
representatives annually spend time and resource responding, the truth is that this is merely seen as a paper
exercise by the agencies and increases take place irrespective of the level of discontent voiced.

Co-ordination and Information Sharing

This is an area of executive agency operation that the RHA is keen to see addressed. It is essential that
co-ordination and sharing of information is given a higher level of priority as this has potential to improve
core activities for customers and make best use of scarce resources whilst continuing to deliver the safest
road transport network in Europe. The DVO Managers within DfT must have a role in overseeing progress
in this area.
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Conclusion

DVO Group—the Road Haulage Association supports the statements made by the DVO Group members
in their various business and corporate plan publications that they aim to improve their service to customers
and carry out more eVective enforcement.

However, although the importance of a customer-focused service is stated within the Business Plans, as
well as being an integral part of the Secretary of State for Transport’s key targets, it is not yet evident in the
attitude or service oVered at ground level (ie Vehicle Testing Stations and general DVO Group agency
response to operator enquiries).

We are also conscious that the delivery of these pledges is to be accompanied by “improved eYciency
through transforming processes and centralising internal services”. This invariably leads to a reduction in
manpower and an increase in fees. RHA members, who are often overlooked as the customer, have already
provided a massive injection of additional funding to the DVO Group by a 13% increase in test fees within
a single calendar year. It would be totally unreasonable to expect the private sector to subsidise the public
sector still further by additional inflation busting price rises, just so that eYciencies can be shown to be
achieved in DVO Group’s “bottom line”.

Highways Agency—in the same period as DVO Group has been transforming its services to customers
the Highways Agency has been undergoing a massive transformation of its own. The road network is
increasingly being managed and physically patrolled by Highways Agency traYc oYcers.

Although still in its infancy, the RHA believes that this more active approach to road management is a
positive step, although we are conscious that the level of resource that is being committed will undoubtedly
lead to government requiring a further influx of revenue from the private sector to cover this.

Whilst, as noted, the RHA has a good working relationship with the agencies concerned, this extends only
to departmental levels. We note the Government’s desire to encourage stakeholder involvement and believe
that this could be extended to participation by stakeholders in the strategic issues covering these agencies.
The scope for creating a new board to assist in this exercise would oVer the opportunity to reduce
controversial policy decisions before a full discussion of the implications had taken place. Consultation
papers are currently seen as too much of a fait accompli—the new arrangements could help to address this.

10 January 2006

APPENDIX 20

Memorandum submitted by the Association of London Government

Introduction

1. This paper sets out the evidence by the Association of London (ALG) on behalf of London boroughs.25

The ALG is a representative body of the 33 London local authorities. Its Transport and Environment
Committee (TEC) is the statutory joint committee26 responsible, among other things, for setting
decriminalised parking penalties in London and operating the Parking and TraYc Appeals Service
(PATAS). It also operates the TRACE service which provides telephone information on cars which have
been legally removed from London’s streets (see Annex 1). This is an oYcer response at this time as the
Transport Committee’s timescale has not enabled the ALG to seek member endorsement.

Driver and Vehicle Licensing Agency (DVLA)

2. The ALG and Boroughs have established a good working relationship and partnership arrangements
with the DVLA. The main services provided to Boroughs are the provision of vehicle and keeper
information for moving traYc and parking contraventions. The ALG also has a link for the operation of
the London night lorry control scheme. This kind of information is also vital for the operation of the
congestion charge by Transport for London (TfL).

Untaxed Vehicles

3. ALG and Boroughs recognise that uninsured, unlicensed and untaxed vehicles account for a significant
share of traYc and parking contraventions and in many cases are likely to have incorrectly registered keeper
details which further undermines eVective enforcement. To help reduce this problem and the issue of
abandoned vehicles, the ALG and boroughs set up Operation Scrap It in 2003 with funding from the Home
OYce (£13.4 million over two years) which included enforcement against untaxed vehicles.

25 When the term “borough” is used in this paper, it should be taken to include the Corporation of London.
26 As required in s73 of the Road TraYc Act 1991.
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4. 29 of the 33 boroughs enforce against untaxed vehicles using devolved powers provided by the
DVLA—the remaining four have contracted to use DVLA’s contractor. This arrangement has been
successful. Between October 2004 and September 2005, almost 30,000 untaxed vehicles were issued with
warning notices, clamped or removed by boroughs—about 80% of these were removed. Borough destroyed
around 12,000 vehicles. Therefore surety payments will have paid on around 12,000 vehicles and a significant
number of these will have subsequently retaxed. In addition the number of abandoned vehicle fires has
dropped by 54% in the two years (October 2002–March 2003 compared to October 2004–March 2005).

5. According to figures from DVLA vehicle excise duty evasion in London has dropped from 283,000 in
2003–04 to 144,000 in 2004–05—if each vehicle is on average taxed at £150, this means around £21 million
extra for Treasury. Although some of this will have been due to enforcement action by DVLA and by TfL,
the majority of activity is down to boroughs.

6. The Home OYce funding for Operation Scrap it is about to end. It is by no means clear that Boroughs
will continue to see dealing with untaxed vehicles as a priority for them when most of the benefit goes to
Treasury because of higher levels of compliance.

7. The ALG and Boroughs would like to see greater priority be given by DVLA and other agencies to
the enforcement of uninsured, unlicensed and untaxed vehicles and would like Boroughs to be incentivised
to deal with untaxed vehicles, for example by allowing boroughs to share in the extra tax revenue generated
by their enforcement action.

Illegal, Copied, Stolen or Tampered Number Plates

8. Number plate tampering, copying and theft also undermines eVective enforcement using Automated
Number Plate Recognition Systems (ANPR), as do number plates with the wrong layout or font. This has
been addressed in part by the introduction of regulations enforced by DVLA and Local Authority Trading
Standards agents governing the issue of number plates. However more could be done and Boroughs suggests
that DfT/DVLA consider the expansion of devolved powers as highlighted in paragraph 4 above to include
enforcement of vehicles found on street to be displaying illegal, copied or stolen number plates.
Consideration should also be given to the adoption of new technologies to better control the issue of number
plates and to prevent copying and tampering.

Accuracy of Data Provided by DVLA

9. Boroughs currently issue over 5 million Penalty Charge Notices (PCNs) a year to vehicles which
commit civil parking and traYc contraventions, including driving in bus lanes and other moving traYc
contraventions, such as banned turns.

10. The provision of accurate, up to date, vehicle and keeper details from the DVLA is essential to the
eVective and fair enforcement of these contraventions. Initiatives such as continuous registration of keeper
details and the issue of penalties for untaxed vehicles directly from the DVLA record have therefore been
welcomed. However Boroughs consider that further improvements could be made. For example, Boroughs
would like DfT/DVLA to consider greater use of new technology with existing partners, such as the Post
OYce, to improve the accuracy and timeliness within which the DVLA record is updated. This could be
further enhanced by new legislation that required the transfer of vehicle arrangements to be conducted by
both purchaser and vendor through the Post OYce as is the case in some other EU states.

Foreign Registered Vehicles

11. The enforcement of civil traYc and parking contraventions is limited by current powers in relation
to foreign registered vehicles. In London, about 5% of PCNs are issued to foreign registered vehicles—of
these PCNs only 4.5% are actually paid.

12. Whilst the impact on overall compliance and the eVectiveness of existing parking, charging and traYc
schemes is relatively small there is an urgent need to address two major issues to change this situation which
is set to get worse as more traYc and parking contraventions become decriminalised across the UK and new
initiatives such as the London Low Emissions Zone are introduced:

(i) The lack of availability and co-ordination of vehicle and keeper information related to evading
foreign registered vehicles.

(ii) The lack of EU wide legislation that enables the legal enforcement of civil penalties incurred
by foreign registered motorists in the UK to be enforced in their country of residence
(or vice versa).

13. The lack of keeper information and the legislative framework to enforce means agencies, such as
Boroughs resort to “best endeavours” to enforce contraventions committed by foreign registered vehicles.
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14. The DVLA has extensive experience and knowledge of such issues and has been an active participant
at various meetings, initiatives and discussions to identify possible solutions to the problems. In addition, the
DVLA has been represented at the Enforcement Task Force, a working group made up of the Association of
London Government, TfL, the Police and other interested parties which was established to co-ordinate at
a high level the enforcement activities and initiatives being undertaken across London. Boroughs believes
that the DVLA is ideally positioned to take a more active role in the delivery of eVective short and long term
remedies to these issues.

15. In particular Boroughs would like the DfT/DVLA to take a more direct and leading role in: (i) the
provision of one single interface and database of vehicle and keeper data for all UK based enforcement
agencies into other EU States licensing agencies so that such data can be used for following up
contraventions incurred by foreign registered vehicles and (ii) the lobbying for the speedy implementation
of EU wide legislation for the enforcement of civil penalties incurred by non UK registered motorists (and
vice versa).

Vehicle and Operator Services Agency (VOSA)

16. Boroughs also work closely with VOSA to organise vehicle inspection stops. It is important that good
liaison continues so that such stops take place in sensible locations.

Conclusion

17. ALG and boroughs believes that the services provided by the DVO agencies make a real contribution
to the eVective delivery and enforcement of DfT and borough policies. Boroughs also believes that the
DVLA is ideally positioned to support the expansion of civil enforcement of parking, traYc, air quality and
charging schemes in London and across the UK.

18. Boroughs consider it essential that the relevant agencies are provided with clear direction by the DfT
in respect of the eVective deployment and use of new technologies and facilities that ensure more accurate
recording and provision of up to date vehicle and keeper data; the on going development of vehicle emission
testing and certification; the introduction of flexible systems and expansion of databases; facilitating the
eVective enforcement of foreign registered vehicles, and in particular the ALG and Boroughs request that:

— Greater priority is given by DVLA and other agencies to the enforcement of uninsured, unlicensed
and untaxed vehicles.

— DfT/ DVLA consider the expansion of devolved powers to include enforcement of vehicles found
on street to be displaying illegal, copied or stolen number plates.

— Further consideration is given to the adoption of new technologies to better control the issue of
number plates and to prevent copying and tampering.

— DfT/DVLA consider increased use of new technology with existing partners such as the Post OYce
to improve the accuracy and timeliness that the DVLA record is updated. This could be further
enhanced by new legislation that required the transfer of vehicle arrangements to be conducted by
both purchaser and vendor through the Post OYce as is the case in some other EU states.

— DfT/DVLA take a more direct and leading role in: (i) the provision of one single interface and
database of vehicle and keeper data for all UK based enforcement agencies into other EU States
licensing agencies so that such data can be used for following up contraventions incurred by
foreign registered vehicles and (ii) the lobbying for the speedy implementation of EU wide
legislation for the enforcement of civil penalties incurred by non UK registered motorists (and
vice versa).

— Boroughs should be incentivised to deal with untaxed vehicles by allowing them to share in the
extra tax revenue generated by their enforcement action.

10 January 2006

Annex

THE ROLES OF THE ALG AND THE ALG TRANSPORT AND ENVIRONMENT COMMITTEE

The Road TraYc Act 1991 required the London local authorities to establish a joint committee for various
purposes involved with parking enforcement. These include:

— Determining additional parking charges and parking penalties.

— Appointing adjudicators.

— Providing administrative support and premises for the adjudicators.

The Greater London Authority Act 1999 amended the 1991 Act to require TfL to be a member of the
joint committee with respect to adjudication.
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This joint committee was established in 1992 as the Parking Committee for London (PCfL). PCfL’s
constitution allowed it to carry out other activities related to parking enforcement, as detailed in the body
of this evidence. In 1998, as a result of a merger with other transport related joint committees, PCfL changed
its name to the Transport Committee for London (TCfL). In 2000, the boroughs consolidated all their joint
activities under the umbrella of the ALG. TCfL became an associated joint committee of the ALG and again
changed its name to the ALG Transport and Environment Committee (ALG TEC).

At a member level, ALG TEC retains its separate status and boroughs still nominate members directly
to ALG TEC. ALG TEC raises its own finance with its own budget. ALG, through its Leaders’ Committee
must approve this budget and also approve the general policy of ALG TEC (carried out through approval
of the business plan).

At an oYcer level, all ALG TEC’s functions are carried out by ALG staV who are integrated with other
ALG functions.

In addition to its statutory functions, the joint committee carries out other functions on behalf of its
members, where it makes practical or financial sense for these to be done jointly. These include:

— Code of Practice on Parking Enforcement and Parking Attendant’s Handbook.

— TRACE: the 24 hour call centre providing information on vehicles which have been removed.

— Common databases on persistent evaders and invalid blue badges.

— IT links between the boroughs and DVLA and the County Court.

APPENDIX 21

Memorandum submitted by Transport for London

1. Introduction

1.1 The primary role of Transport for London (TfL) is to implement the Mayor of London’s Transport
Strategy and to manage transport services across the Capital. TfL is responsible for London’s buses;
London Underground; the Docklands Light Railway; the management of Croydon Tramlink and London
River Services; the 580km Transport for London Road Network; the London TraYc Control System; the
central London Congestion Charging scheme; and regulation of the city’s taxis and private hire trade.

1.2 Other agencies delivering transport to, from and within London have a statutory duty to have regard
to the Mayor’s Transport Strategy and his London Plan (the spatial development strategy). TfL has
established eVective working arrangements with the Driver and Vehicle Licensing Agency (DVLA), Vehicle
and Operator Services Agency (VOSA) and the Highways Agency (HA). TfL is keen to see the development
of these partnerships which contribute to the delivery of the Mayor’s transport strategies and welcomes the
Transport Committee’s inquiry into the work of the Department for Transport’s Executive Agencies—DVO
Group and The Highways Agency.

2. Driver and Vehicle Licensing Agency (DVLA)

2.1 TfL has established a good working relationship and eVective and eYcient partnership arrangements
with the DVLA. The main services provided to TfL are the provision of vehicle and keeper information for
the enforcement of Congestion Charging, moving traYc and parking contraventions and aiding the
inputting of correct vehicle registration details for the payment of the congestion charge and registration of
discounted and exempt vehicles.

Untaxed Vehicles/Copied, Stolen or Tampered Number Plates

2.2 TfL recognises that uninsured, unlicensed and untaxed vehicles account for a significant share of
traYc and parking contraventions and in many cases are likely to have incorrectly registered keeper details
which further undermines eVective enforcement. To help reduce this problem the TfL Congestion Charging
On Street Clamping and Removal operation has, since April 2005, enforced against untaxed vehicles using
delegated powers provided by the DVLA. This arrangement has been successful with over 925 untaxed
vehicles issued with warning notices, clamped or removed at no additional cost to TfL. TfL would like to
see greater priority be given by DVLA and other agencies to the enforcement of uninsured, unlicensed and
untaxed vehicles.

2.3 From TfL’s road safety perspective, “the coordination of systems and sharing of information between
agencies is of paramount importance”. Unlicensed vehicles and drivers are disproportionately involved in
collisions (especially those causing death and serious injury), so better information to Police patrols is
crucial. TfL would wish to see improvements in accessibility of information from the DVLA to Police
Forces, in order to increase the likelihood of detection of unlicensed vehicles and drivers.
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2.4 Number plate tampering, copying and theft also undermine eVective enforcement using Automated
Number Plate Recognition Systems (ANPR). This has been addressed in part by the introduction of
regulations enforced by DVLA and Local Authority Trading Standards agents governing the issue of
number plates. However more could be done and TfL suggests that the Department for Transport (DfT)/
DVLA consider the expansion of devolved powers as highlighted in 2.2 above to include enforcement of
vehicles found on street to be displaying illegal, copied or stolen numberplates. Consideration should also
be given to the adoption of new technologies to better control the issue of number plates and to prevent
copying and tampering.

Accuracy of data provided by DVLA

2.5 TfL currently issues around two million Penalty Charge Notices (PCNs) per annum to vehicles which
commit civil traYc contraventions such as driving in bus lanes, driving in the Congestion Charging zone
without payment of the required charge, other moving traYc contraventions such as non-compliance with
banned turns, and parking on red routes.

2.6 The provision of accurate, up to date vehicle and keeper details from the DVLA is essential to the
eVective and fair enforcement of these contraventions. Initiatives such as continuous registration of keeper
details and the issue of penalties for untaxed vehicles directly from the DVLA record have therefore been
welcomed. However, TfL considers that further improvements could be made. For example, TfL would like
DfT/DVLA to consider the greater use of new technology with existing partners, such as the Post OYce, to
improve the accuracy and timeliness with which the DVLA record is updated. This could be further
enhanced by new legislation that required the transfer of vehicle arrangements to be conducted by both
purchaser and vendor through the Post OYce as is the case in some other European Union (EU) states.

Foreign registered vehicles

2.7 The enforcement of civil traYc and parking contraventions is limited by current powers in relation to
foreign registered vehicles. Whilst the impact on overall compliance and the eVectiveness of existing parking,
charging and traYc schemes is small; there is an urgent need to address two major issues to change this
situation, which is set to get worse as more traYc and parking contraventions become decriminalised across
the UK and new initiatives such as the London Low Emission Zone are introduced:

(i) The lack of availability and co-ordination of vehicle and keeper information related to evading
foreign registered vehicles.

(ii) The lack of EU wide legislation that enables the legal enforcement of civil penalties incurred by
foreign registered motorists in the UK to be enforced in their country of residence (or vice versa).

2.8 The lack of keeper information and the legislative framework to enforce means agencies, such as TfL,
resort to “best endeavours” to enforce contraventions committed by foreign registered vehicles. In TfL’s
case this involves the use of a contract with a European Debt Recovery Agency which attempts to obtain
the keeper information on a piecemeal basis from each relevant EU DVLA equivalent.

2.9 The DVLA has extensive experience and knowledge of such issues and has been an active participant
at various meetings, initiatives and discussions to identify possible solutions to the problems. In addition
the DVLA has been represented at the Enforcement Task Force, a working group made up of TfL, the
Police, the Association of London Government and other interested parties which was established to co-
ordinate, at a high level, the enforcement activities and initiatives being undertaken across London. TfL
believes that the DVLA is ideally positioned to take a more active role in the eVective delivery of short and
long term remedies to these issues.

2.10 In particular TfL would like the DfT/DVLA to take a more direct and leading role in (i) the
provision of one single interface and database of vehicle and keeper data for all UK based enforcement
agencies into other EU States licensing agencies so that such data can be used for following up
contraventions incurred by foreign registered vehicles and (ii) lobbying for the speedy implementation of
EU wide legislation for the enforcement of civil penalties incurred by non UK registered motorists (and
vice versa).

Low Emission Zone

2.11 TfL is currently working on developing proposals for the introduction, subject to two rounds of
public consultation, of the Mayor’s proposed Low Emission Zone (LEZ) for Greater London. The proposed
scheme would discourage use of the most polluting vehicles by introducing a significant daily charge for
driving in Greater London for non compliant vehicles and a proportionally high PCN for non compliance
with charge payment. The proposed emission standard for the LEZ will be Euro III for particulates (PM10).
All vehicles manufactured since January 2001 comply with the Euro III standard or greater and these would
be able to operate in the proposed LEZ without a charge. In addition, pre Euro III vehicles would be allowed
to operate in the zone without charge if steps had been taken to meet the Euro III standard, for example by
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fitting particulate traps to their vehicles. It is currently proposed that from early 2008 the LEZ would apply
to diesel-engined buses, coaches and HGVs over 7.5 tonnes and from mid 2008 for HGVs between 3.5 to
7.5 tonnes.

2.12 The support and co-operation of the DVLA and VOSA is considered essential for the introduction
and eVective operation of the LEZ. TfL is looking to use the existing Congestion Charging interfaces with
DVLA to provide the basis for requesting and providing vehicle and keeper details and the identification of
non compliant LEZ vehicles. TfL is of the view that the DVLA, with the remit of recording and provision
of relevant vehicle information for enforcement purposes are ideally situated to record, retain and provide
information relating to the Reduced Pollution Certificates issued by VOSA to non Low Emission Zone
compliant vehicles which are subsequently fitted with approved types of abatement equipment.

3. Vehicle and Operator Services Agency (VOSA)

3.1 VOSA currently provides an inspection service to issue annual Reduced Pollution Certificates (RPCs)
for UK vehicles fitted with Particulate Abatement devices, or re-engined to reduce harmful emissions. The
continuation of this role is vital and, in order to facilitate the eVective introduction and enforcement of the
LEZ, TfL is looking to VOSA to introduce eVective online interfaces to enable “real time” updates of RPC
information onto the DVLA database and for this information to be made available to TfL.

3.2 VOSA also provides an inspection service to monitor vehicle maintenance standards within the bus
industry. For London bus contractors, TfL supplements these inspections with its own inspection
programme undertaken on our behalf by the Freight Transport Association. We understand that it is
VOSAs intention to improve the targeting of its own checks by concentrating resources on those most likely
to be breaking the law; this approach is welcomed.

4. Vehicle Certification Agency (VCA)

TfL has no comments on the services provided by the VCA.

5. Driving Standards Agency (DSA)

5.1 London Buses has been fully involved with the DSA as part of the consultation for the
implementation of the EU Training Directive which will impact on the role of the DSA with regards to driver
licensing. TfL supports the EU training directive but believes that the DSA needs to be given adequate
resources to implement and support the Directive.

5.2 The DSA also provide a Driver Quality Monitoring service under a commercial contract to TfL. This
contract is one of the key methods used by TfL to monitor bus driver standards.

5.3 Driving standards are an important factor in road safety and TfL regularly uses data from DSA. We
would like to see data on the “number of tests before passing” and “drivers banned” (for various reasons),
available by age and geographical location. TfL hopes as well that the review will look into the possibility
of DSA promoting on-going Continual Professional Development for driving instructors.

5.4 DSA has two publications—“Dispatch” and “Drive on”—which we think could have their scope
extended and be made more general, to the wider benefit of road safety professionals.

6. Highways Agency (HA)

6.1 TfL acknowledges that the HA is rightly changing its emphasis from purely asset management to
include strategic operational management and this is welcomed.

6.2 The HA is not bound by the requirements of the TraYc Management Act that relate to the Network
Management Duty (NMD). This requires local traYc authorities, such as TfL and the London Boroughs,
to work together to achieve the expeditious movement of traYc (all modes). TfL was pleased, however, to
note an assurance from the Secretary of State that the HA would comply with the NMD.

6.3 The HA is responsible for the M25 and the motorway and trunk road spurs within the M25 that
connect directly with the Transport for London Road Network (TLRN). Development plans and
operational strategies for these can have a direct and very significant impact on traYc operations on
London’s strategic road network and vice versa. It is thus imperative that early eVective and on-going
engagement takes place between the HA and TfL to ensure that:

— policy objectives for the Capital’s motorway and trunk roads and the TLRN is clear, coherent and
consistent with the Mayor’s Transport Strategy;

— proposed network developments are well-coordinated and executed to minimise disruption to
road users;

— operational and information strategies are coherent and well-communicated; and

— information systems and protocols are compatible and eYcient.
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6.4 TfL is developing LondonWorks, a system and protocol for the planning and coordination of works,
events and other activities that can disrupt traYc operations on the Capital’s road network, for use by all
highway authorities and utility companies active on the London network. LondonWorks will provide
visibility of all such planned (and, indeed, emergency) activity, to enable a step change in the potential for
coordination of works (and “trench sharing”) and enable the London TraYc Control Centre to plan traYc
operational contingency plans in advance, to minimise inconvenience to road users. It is imperative that all
such activity on the M25 and motorways and trunk road spurs within the M25 is incorporated within
LondonWorks as it develops—TfL is in dialogue with the HA to this end.

7. Conclusion

7.1 TfL believes that the services provided by the DVO agencies make a real contribution to the eVective
delivery and enforcement of DfT and TfL policies. TfL also believes that the DVLA and the VCO are ideally
positioned to support the expansion of civil enforcement of parking, traYc, air quality and charging schemes
in London and across the UK.

7.2 TfL considers it essential that the relevant agencies are provided with clear direction by the DfT in
respect of the eVective deployment and use of new technologies and facilities that ensure more accurate
recording and provision of up to date vehicle and keeper data; the on going development of vehicle emission
testing and certification; the introduction of flexible systems and expansion of databases; facilitating the
eVective enforcement of foreign registered vehicles, and in particular TfL requests that:

— Greater priority is given by DVLA and other agencies to the enforcement of uninsured, unlicensed
and untaxed vehicles.

— DfT/DVLA consider the expansion of devolved powers to include enforcement of vehicles found
on street to be displaying illegal, copied or stolen number plates.

— Further consideration is given to the adoption of new technologies to better control the issue of
number plates and to prevent copying and tampering.

— DfT/DVLA consider increased use of new technology with existing partners such as the Post
OYce to improve the accuracy and timeliness that the DVLA record is updated. This could be
further enhanced by new legislation that required the transfer of vehicle arrangements to be
conducted by both purchaser and vendor through the Post OYce as is the case in some other
EU states.

— DfT/DVLA take a more direct and leading role in (i) the provision of one single interface
and database of vehicle and keeper data for all UK based enforcement agencies into other EU
States licensing agencies so that such data can be used for following up contraventions incurred
by foreign registered vehicles and (ii) lobbying for the speedy implementation of EU wide
legislation for the enforcement of civil penalties incurred by non UK registered motorists (and
vice versa).

— VOSA introduced eVective online interfaces to enable “real time” updates of RPC information
onto the DVLA database and for this information to be made available to TfL.

7.3 TfL believes that significant advantages to road safety could be gained through DSA considering
sharing unlicensed vehicle data, driver licence data and investigating promoting on-going Continual
Professional Development for driving instructors. TfL similarly considers that DSA might broaden the
scope of its publications, to the benefit of road safety professionals.

7.4 TfL welcomes the HA’s shift in emphasis towards operational management. TfL is seeking full,
eVective and on-going dialogue with the HA in regard to the M25 and motorway and trunk road spurs
within the Capital on:

— policy and plans for their development and operation;

— forward visibility and coordination of works;

— operational and information strategies; and

— compatibility of information systems and coherence in information provision.

10 January 2006
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APPENDIX 22

Memorandum submitted by Smith’s Coaches

As a partner in a family coach business since 1944, established in 1936, I would like to make the following
comments regarding the operations of VOSA examiners and the whole department in general.

Firstly VOSA examiners do not work to a standard edict.

A handbook for operators, sets out the requirements needed to enable a pass to be issued for a PSV
vehicle. However it appears that these rules are “left to the discretion of the VOSA examiner” which leaves
a lot to desired.

VOSA stations are, I believe, given a target to meet over a certain period, be it a fail or pass rate, and
bonus payments are given regarding their performance. This can lead to all sorts of malpractice.

Why do some VOSA stations give a pass, for a vehicle, but when that same vehicle is presented
immediately at another VOSA station it is rejected. Surely the same set of rules should apply throughout
the country.

I know of operators in this locality who have never had a VOSA inspection, and whose vehicles and
premises leave a lot to be desired.

If a vehicle is given an “S” defect notice, why is it that the vehicle can be used for a further 10–14 days
before having to be presented for a further test inspection? The “S” defect notice having been recorded
against the company. Surely if the vehicle warrants a “S” defect notice, the defect should be put right before
the vehicle is used again?

Legislation is changing at an alarming rate (mainly to comply with EEC rules) but operators are not being
advised by VOSA of the changes which can aVect their business. Vehicles that have previously passed the
test are suddenly being failed for something for which legistlation has recently been passed and companies
have not been informed of the changes.

The impression smaller coach companies are getting is that the Government are favouring the larger
companies, and are gradually forcing small coach companies to close, forgetting that these same companies
have been, and are, the ones operating in areas that the larger companies do not consider profitable. These
are rural areas which need transport for shopping, etc as rural post oYces and shops have had to close
because of competition from supermarkets.

There are far too many Government departments duplicating each other’s work, halve these and make
the remainder do a fair day’s work to justify the salaries being paid.

I am sure you will be getting a copy of a comment by the Editor of Coach & Bus Week No 709 dated
15 December 2005 which sums up my feelings for the future of the industry.

10 January 2006

APPENDIX 23

Memorandum submitted by the Retail Motor Industry Federation

Vehicle and Operator Services Agency (VOSA)

Passenger Car MOT Testing

VOSA should be an enforcement agency and leave training to professional bodies.

Current requirement for refresher courses every five years is insuYcient.

The introduction of the computerised MOT system has been beset by problems, numerous breakdowns
in software, resulting in loss of income. Compensation schemes for the industry have been slow and diYcult
to quantify.

Commercial Vehicle Sale and Maintenance

There are problems with vehicle testing procedures. Improvements to facilities, equipment and premises
are in hand but overdue and have resulted in higher fees.

There is a lack of consistency between test stations and testers.

Existing regulations on permitted use of trade plates by VOSA are ambiguous.
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Driver and Vehicle Licensing Agency (DVLA)

New programmes

The Driver and Vehicle Operator Group (DVO) aimed at creating a virtual database of IT infrastructure
across agencies but eVorts have concentrated on enhancing the level of service for consumer rather than
retail industry.

New regulations

There is a lack of consistency from DVLA oYces and ambiguous information is provided on new
regulations.

The standard of service from Local OYces varies significantly and must be addressed.

Registration marks

Should DVLA be both administering the transfer, retention and sale of mark facilities and at same time
selling registration marks?

Registration marks costing

DVLA generates income for UK Government by selling registration marks. It is questionable whether
this provides the best return for capital employed.

General comment

The Agencies carry out an essential and complex transport function. There should be no cut back in
investment by DfT in these Agencies.

1. Introduction

This memorandum is submitted in response to the Transport Select Committee’s Press notice
17/2005–2006 dated 9 December 2005 on the Department for Transport’s Executive Agencies.

The RMIF represents businesses concerned with providing motor industry products and services and has
more than 10,000 members throughout the UK. You will be aware that the annual turnover of the UK retail
motor industry is in excess of £70 billion and employs 600,000 people in 30,000 businesses. Annually the
industry raises £33 billion in tax revenue.

As a Trade Association the RMIF works very closely with the Executive Agencies and what follows are
some objective comments on the following agencies;

(2) Vehicle and Operator Services Agency

(3) Driver and Vehicle Licensing Agency

2. Vehicle and Operator Services Agency (VOSA)

(a) Introduction

The Retail Motor Industry Federation (RMIF) has two primary interfaces with VOSA. The first is in
respect of MOT testing for cars in terms of testing standards, policy, administration, appeals, and future
developments, and the second is in relation to the commercial vehicle division of the RMIF, and the
regulatory regime that applies to this sector of the retail trade.

(b) Passenger car MOT testing

The RMIF is of the opinion that some responsibilities currently allocated to VOSA could be better carried
out elsewhere. For example the RMIF believes that VOSA should be primarily an enforcement agency and
leave the training side of testing to professional bodies, as the Agency is commonly perceived to be judge,
jury and executioner in respect of the MOT system. The current requirement for refresher courses every five
years is insuYciently frequent. Current training methods also leave much to be desired—potential testers
who fail an exam can purchase further training from VOSA, but this is intended to calibrate skills rather
than provide the necessary retraining. VOSA maintain that potential testers should be fully trained before
attending courses.

In respect of performance, the introduction of the computerised MOT system has regrettably been beset
by problems. As a result of being approximately three years behind schedule, implementation has been
rushed leading to frustration on the part of the industry and the general testing stations. Equipment supplied
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is of outdated technology and will need to be upgraded in the near future. There have been numerous
breakdowns in the software, resulting in loss of income. The compensation scheme for the industry has been
slow and diYcult to quantify.

The RMIF participates jointly with VOSA in several working groups within CITA (the organisation that
promotes standards testing worldwide) and seek to foster a constructive, ongoing, working relationship with
VOSA. There has been a distinct improvement over the last five or six years with regard to VOSA’s attitude
towards the industry, which has been reinforced with the appointment of a new Chief Executive.

(c) Commercial vehicle sale and maintenance

VOSA, understandably due to its role as an enforcement agency, maintains its primary interface with the
vehicle operators and the organisations that represent them. However there are important areas of their
responsibilities that impact on the retail industry. These relate primarily to annual testing which is
undertaken by VOSA either at VOSA Test Stations or at dealers (“Designated Premises”), safety inspection
processes, and trade plate usage. As mentioned in the context of our comments on the MOT system, VOSA
is primarily an enforcement agency. There is arguably a case for greater private sector investment in
commercial vehicle testing as happens in the car sector through the MOT scheme. This would enable more
flexibility in terms of longer working hours and the more eVective grouping of work to minimise downtime
for operators.

For many years the retail motor industry has encountered problems with current vehicle testing
procedures as currently implemented. Improvements to facilities, equipment and premises are in hand but
are long overdue and have come at a price in terms of significantly enhanced fees. There remains a serious
lack of consistency between test stations and testers. Although VOSA and the RMIF have jointly
collaborated to identify and address key areas of concern, there still remain unexplained issues such as the
very high rate of headlamp alignment failure at test and insuYcient data available on failure types and
trends.

The retail industry has a key role to perform in road testing, taking vehicles and trailers to test, and
collecting and delivering both new and used vehicles. This function would normally require the use of trade
plates. Regrettably it has become clear over the last few years that the interpretation of existing regulations
in respect of the permitted use of trade plates by VOSA is ambiguous. The new Chief Executive at VOSA
has responded positively to our concerns, and VOSA and the RMIF have now set up a new working group
to examine this issue and others, which are relevant to commercial vehicle distribution and servicing.

3. Driver and Vehicle Licensing Agency (DVLA)

(a) Introduction

The RMIF has historically worked very closely with the DVLA given the importance of the latters’
processes and practices for the retail trade, and the potential impact of any changes on RMIF member
businesses. An early example of successful collaboration was the development of the automated first
registration and licensing system for new cars (AFRL) in the mid 90s. The RMIF has continued to
participate in a number of key working groups with the DVLA and other industry partners, such as those
involved with crime reduction to meet the government’s targets (VCRAT), and those aimed at modernising
the registration system and enhancing the accuracy of the record (MVRIB). The DVLA maintains a twice-
yearly meeting with all trade associations to keep them informed of developments (ILG meeting) and calls
additional stakeholder meetings as appropriate.

(b) New programmes

The establishment of the Driver and Vehicle Operator Group (DVO) aimed at creating a virtual database
of the IT infrastructure across the agencies has provided a major impetus towards the development of online
services but initial eVort appears to have been aimed more at enhancing the level of service for the consumer
rather than the retail industry.

It has been frustrating seeking to drive forward key programmes such as tracking vehicles through the
trade (TV3T) over a long period of time because of the numerous changes of staV within the DVLA project
team. In fairness this has now been recognised by the DVLA, and we have now seen the establishment of a
much more pro-active Motor Industries Services Team and good progress is being made on TV3T. Likewise
a team has now been established to pull together and prioritise additional key trade requirements.(Vehicles
Programme Definition) with the aim of oVering more support for business and corporate customers.
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(c) New regulations

While the RMIF has been generally supportive of the objectives of the various new regulations introduced
over recent years (Statutory OV Road Notification, Continuous Registration etc), our membership has at
times suVered from a lack of consistency in application from the various DVLA oYces around the country
and divergent information being provided on how the new regulations aVect the trade. It has also been
necessary to lobby for a more pragmatic approach in those areas that introduce unnecessary and excessive
bureaucracy. The standard of service from Local OYces has varied significantly for many years and needs
to be addressed. The closure of a significant number of the Local OYces in the mid 90s clearly did not foresee
the significant increase in workload (we understand that DVLA headcount has risen by some 50% in five
years), and the routing of calls through a call centre has proved extremely frustrating for the retail industry.
More targeted communication by the Agency at a time of rapid change is essential.

(d) Registration marks

Vehicle Registration Numbers or Marks are not items of property in their own right. They are assigned,
and may be withdrawn by the Secretary of State for Transport as part of the basic registration and licensing
process, which is required by law. The registration mark is a unique means of identifying a vehicle, primarily
for taxation and law enforcement processes. It is assigned to the vehicle, rather than its keeper and, unless
it is transferred or retained, the registration mark normally remains with the vehicle until it is broken-up,
destroyed or sent permanently out of the country.

An individual acquires entitlement to a registration mark when he or she becomes the registered keeper
of the vehicle that carries the number. When the vehicle changes hands, entitlement to its registration mark
will automatically pass with the vehicle to the new keeper unless use is made of the special facilities, which
have been designed to enable the motorist to acquire and retain particular registration marks. These special
facilities, the Cherished Transfer, Retention and Sale of Marks schemes, are administered by the DVLA. It
is also these special facilities that allow members of the CNDA to trade in vehicle registration marks. The
trading of vehicle registration marks is a growth industry, thousands of motorists now display vehicle
registration marks that perhaps represent their initials or advertise their business or profession.

DVLA administer the Cherished Transfer, Retention and Sale of Marks schemes. As an Executive
Agency it is correct that DVLA should have this responsibility. However, since December 1989 DVLA has
had its own sales scheme, looking to sell registration marks to end-users. Today DVLA has three distinct
sales brands; DVLA Select, DVLA Classic Collections and DVLA Custom Marks. There are perhaps
questions over whether DVLA should be both administering the transfer, retention and sale of mark
facilities and at the same time selling registration marks.

(e) Registration marks costing

DVLA generates income for the UK Government by selling registration marks through its three sales
schemes. However, perhaps questions can be raised as to whether this generates the best return for the
capital employed. For example, DVLA spends two million pounds each year on advertising, in order to drive
sales through their three sales schemes. An alternative might be to operate as a wholesaler, selling
registration numbers into an existing and dynamic registration number industry, who would then market
to the end user. DVLA would raise the same income for the UK government, yet without incurring the costs
of raising this income.

DVLA also have the need to administer the transfer, retention and sale of mark facilities in the most
eYcient manner possible. The staV of the DVLA Local OYces work extremely hard, in diYcult
circumstances. However the administration of the transfer, retention and sale of mark facilities needs review.
For example, a requirement of these facilities is that vehicles involved, must be available for inspection. This
is an understandable requirement, however a number of CNDA members have reported incidents where
DVLA request inspections of the same vehicle many times through the course of a year. For DVLA this is
a waste of time, money and resource.

DVLA local oYces operate to a turnaround time of seven working days for completing the administration
of the special facilities for transferring vehicle registration marks. However, there is a particular problem
with marks being transferred into and out of Northern Ireland. CNDA members have numerous examples
of these transfers taking in excess of eight weeks to process.

(f) Conclusion

Since the DVLA became a trading fund in 2004 considerable discussion has taken place as to how the
Agency can fund its forward budget particularly to meet the requirements of the 3rd EC Licence Directive.
A number of new fees are under consideration. Substantial sums are raised by the Treasury through road
taxes and the sale of number plates with only a relatively small amount being reinvested in the industry
infrastructure.
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The DVLA has a direct influence on the trading of vehicle registration marks, through administering the
system and by selling vehicle registration marks to the end user. Questions can be raised as to this dual role.
Additionally, questions can be raised as to whether DVLA provides the taxpayer with the best return for
capital employed and provides an eYcient and eVective service.

A distinction is drawn by the DVLA and Government between fees and taxes but in the eyes of the
consumer there is little perceived diVerence. The motor industry in the UK has always benefited from a
transparent and fiscally easy system compared with continental Europe, and it is important that this is
protected. In support of this we also note the intent of the EC Commission to gradually abolish registration
taxes across Europe.

The Agencies carry out an essential and complex transport function. There should be no cut back in
investment by the DfT in these Agencies.

12 January 2006

APPENDIX 24

Memorandum submitted by Motorcycle Rider Training Association

The Motorcycle Rider Training Association (MRTA) represents the interests of rider training companies,
and promotes the highest standards of operation for the mutual benefit of members and their customers
and is the only trade association representing purely their interests. Its parent Federation, the Retail Motor
Industry Federation (RMI) has also submitted a response to this inquiry.

The Motorcycle Rider Training Association works closely with the Driver Standards Agency and what
follows are comments on where we feel the agency needs to focus some specific attention as it may be acting
against the interests of the motorcyclist and the training industry.

Driving Standards Agency

1. Performance and accountability

(a) “Gold Plating”

It appears clear that there is a large element of “gold plating” in the Agency’s approach. The new
motorcycle test being a prime example.

The EC Directive made a straightforward requirement of taking the bike on and oV the stand, wheeling
the machine and six specific manoeuvres to be part of the competency testing. Of those only two are
additions to the current GB test. (See Annex)

There has never been a requirement for those to be in a separate or oV-road test.

The DSA have purposely designed an oV road test that exceeds EC requirements; introducing two
additional slow manoeuvres, an added 30 km/h manoeuvre and repeated use of the stand.

It is solely the DSA’s choice of the way the special manoeuvres are to be executed that impinges on safety
and creates the need for an oV road area at all and their design of the test that then requires such a large area.

We feel it inconceivable that the EC ever intended such a prescriptive design of these manoeuvres that
resulted in exercises that are considered too unsafe for testing on public roads!

In considering the above, it is interesting to make comparison with the DSA’s own Regulatory Impact
Assessment (paragraph 16), published on their web site “. . . trainers will . . . teaching and practising on
road . . .” This is considered safe for the trainers, enabling the statement “. . . costs to businesses of the
adopted approach are negligible . . .” yet unsafe after trained for test, so they need these new sites?

(b) A prescriptive approach

Again we must turn to the new motorcycle test. It is the highly prescriptive approach, the perceived need
for regulation that created the DSA’s new oV-road test and has resulted in a flawed test.

It should be fundamental of any test that it is equal and fair to all. The new test, as designed by the DSA
fails scrutiny.

In “Delivering the new motorcycle test a consultation paper” issued by the DSA in December 2002;
paragraph 9 claims the new EU standards imply “significant changes” and even claims “. . . only one of
these . . . is in the current GB test . . .” That is simply not the case; most of the “new” test is, in some way
or another, existing.

It is not that the “new” manoeuvres aren’t in the existing test; it’s that the opportunity to prescribe and
define has created these as “new” manoeuvres needing oV-road measurement.
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It may be interesting to compare the thoughtful way the existing test was designed, for example: That
wheeling the machine was part of the U-turn so ensuring the bike steering lock was capable of turning in
the chosen road and, therefore, a fair test.

The new test, by seeking to define all items has “lost its way”. Making every test identical actually causes
unfairness.

To consider the flaws, simply dissemble the proposed oV-road test:

1. OV the stand and wheel the machine The agency have determined that wheeling the machine be done
in reverse and to a prescribed circle, why?

The claim is this is indicative of “real world” parking of the bike. Bikers disagree, especially with bigger,
heavier machines.

Prescribed circle limits? DiVerent bikes have diVerent turning circles; the Agency cannot know what bike
a candidate will use for test. Some candidates will be unfairly advantaged or disadvantaged by this. The
test should be equally fair to all.

2. On and oV the stand Not all machines are equipped with centre stands and vary widely in weight,
giving advantage to some candidates.

3. Slalom Again, the Agency has prescribed a set pitch for this, irrespective of the size machine or its
steering lock. Advantage/disadvantage to candidates depending on their test machine.

4. Figure of eight Why? It’s not required by the EC. Interestingly this is the only element that couldn’t
be carried out on public roads; so needing the new sites.

It’s one of the slow speed manoeuvres but there are already too many of those in the test. A figure of eight
is already in CBT and is above all a wholly non-“real world” exercise. It’s inclusion in the test is simply
“gold plating” and of dubious value.

Again the Agency prescribes the radius of turn. The candidate’s success will be dependant on the machine
presented for test and it’s turning circle. In Agency trials this has proven to be a problem area, frankly
it’s simply unfair.

5. 30 kph (18.75 mph) circuit ride The Agency have determined this to be 180-degree hairpin bend, why?

The EC requires “a manoeuvre”. The Agency prescribes a circle yet again but at this speed that needs a
lot of space. Simply ensuring the test route included a bend for specific assessment is too hard?

A hairpin (there are actually two in this test) can occur on a real road but even experienced riders have
problems with them and only the most skilled (or foolhardy) approach them at speed. To require a novice
to maintain speed throughout the manoeuvre is one of the areas where safety implications have arisen
by design.

6. 50 kph (31.25 mph) avoidance The Agency have determined this to be a severe swerve, why?

The EC requires “a manoeuvre avoiding an obstacle” (the Directive in paragraph 6.3.7 gives “obstacles,
eg Parked cars”). The Agency prescribes a degree of swerve, in this case so severe as to impinge on safety!

7. Controlled stop The Agency have determined this to be carried out within the same exercise as the
avoidance manoeuvre, creating the notorious “swerve and brake” that has been so criticised, why?

In the DSA’s own published consultation documents it states it is not their view that these must be linked,
which they had confirmed by the European Commission. Nevertheless they have done so.

To swerve and brake carries a higher degree of risk. Motorcycling interests have had their objections
ignored. The Agency’s design of this element of the test raises safety implications.

8. U-turn Yet another slow speed manoeuvre, in excess of EC requirements. Why? Again, the Agency
prescribes the turning circle, fundamentally unfair.

9. Slow ride Yet another slow speed manoeuvre, in excess of EC requirements. Why?

Despite earlier statements and consultation (Delivering the New Practical Motorcycling Test, 18 March
2004), “. . . Ministers have decided . . . walking pace . . .”

Here again, the Agency feels the need to prescribe and “gold plated”. The speed will be 1 metre per second,
that’s only 2.24 mph and far below accepted walking pace. In Agency trials this has proven to be a
problem area.

DiVerent machines lose stability at diVering speeds, some candidates will benefit over others.

10. 30 kph (18.75 mph) circuit ride The Agency have determined to repeat the 180-degree hairpin, this
time to the right. Why?

11. 50 kph (31.25 mph) emergency brake The Agency have determined to prescribe the stopping
distance and, having one-sized areas, must keep the same distance regardless of weather conditions.

That simply flies in the face of reason, the Highway Code and road transport research.

The directive in points 9.2 and 9.3.10 specifies that the candidate must take into account the road and
weather conditions. This exercise is in breach of the directive whenever it rains!
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Candidates are always taught to stop as quickly as possible, without losing control and (necessarily)
according to conditions ie as in the “real world”. On the new test, are the candidates to be told to trust
in “bespoke tarmac” whatever the weather?

That would imply the DSA teaching incorrectly for the execution of the test and the candidate to, in part,
be judged on his ability to suspend all training and belief. DiVering weather will disadvantage candidates;
it’s simply not fair.

DiVerent machines have diVering braking capability; again candidate performance is being advantaged
by machine.

In conclusion, a test that isn’t fair to all must surely fail scrutiny.

2. Agency funding

As above “gold plating” inevitably causes increased costs. Again we need only to look at the new
motorcycle test. The Agency’s approach has itself created the need for a huge and unnecessary investment
in their estate.

The compliance costs to achieve the new test (reduced examiner productivity, more examiners and
machines) are all at levels that wouldn’t be needed if a less prescriptive and excessive approach were taken.

For the avoidance of doubt it is not the EC, (they merely set a minimum standard across Europe) it’s our
DSA that have delivered the GB test in this manner.

3. Any relevant matters

The consultation process has been biased from the start; toward the Agency preferred solution. The
consultations have, frankly, been a waste of time and respondents views ignored. Alternatives have been
excluded, only variations on the chosen theme have been oVered.

Consultation documents have been deliberately misleading, ie paragraph 9 of the second consultation
(Dec 2002) states that only one of the new special manoeuvres is in the current GB test. That was factually
incorrect. There are other instances that can be demonstrated but in general the actual EC requirements have
been over-stated, overworked and the motorcycle test has been “hijacked” to achieve the stated objective of
regional multi-purpose test centres.

The consultations have been of a “pro-forma” nature, oVering little real choice, simply leading to
“diVerent” options within the framework of an oV-road test. There’s been no evidence of adapting to results
of consultation.

In support of the above statement, we would simply challenge the DSA to oVer one area where any
substantive changes have been made to take respondents views into account.

Of particular concern is the way in which the respondents’ views have been misrepresented in the report
following the supposed consultation. Where the replies didn’t meet the Agency objective they’ve been
“spun”, to keep the new test as proposed.

Delivering the new practical motorcycle test, a report on the responses and decisions reached, 18 March 2004:

That report gives Minister’s decisions, in the light of consultation and their basis. Minister’s decisions
were, therefore, based on major misconceptions and misleading information.

Paragraph 5 “The Agency participated in a conference . . .” But doesn’t go on to say the conference was
soundly critical of the Agency test design.

Paragraph 6 “some 120 responses were received . . . including several collective . . . included the
Motorcycle Rider Training Association (MRTA) which represents over 100 training bodies . . .”

The MRTA response was after a wide industry survey and represented over 200 training schools, not just
the MRTA. A huge reply (´rd of the industry!) from the premier stakeholders and leading expert body.

The report fails to include that, in the MRTA response alone; a huge 93.6% wholly rejected the Agency’s
interpretation and proposed implementation. The MRTA are of the opinion that an EC compliant test can
be designed, without this huge investment and the severe damage to the training industry that will result.

Paragraph 11 “Public roads . . . would be unsafe . . . to carry out the exercises” As elsewhere, we must
stress, the exercises as designed by the DSA.

On-road testing could and is achieved, with a laudable safety record.

“. . . duty of care and health and safety responsibilities . . .” Compare that statement with the later
paragraph 19, which basically says it’s not the DSA’s problem!

The report fails to include that, in the MRTA response alone, 89% disagreed, however:

Paragraph 12 “Responses to the . . . 2001 discussion paper . . .”? An earlier and superseded document
that gave a response more favourable is cited instead.
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Paragraphs 17 and 18 “Views were sought on an oV-road . . . designed by DSA . . . 39 respondents
agreed and 47 disagreed . . . some were opposed to oV-road . . .” this is wilfully misleading; the MRTA
response alone was 191 against! That abuse continues throughout the document:

Paragraph 22 “Some respondents acknowledged that higher speed . . . needed to be . . . oV road”. A
minority here “spun” to a positive statement. “It would not make best use of the substantial investment . . .”

That’s a circular argument, it presumes yet again that there’s no alternative.

Paragraph 23 “several respondents . . .” Again the MRTA response alone was huge but not reported.

“. . . during the on-road . . . European legislation . . . would not allow for such . . .” That’s hogwash; the
directive specifically refers to this in article 11. On road is allowed, oV-road is an option.

Paragraph 27 48 agreed, 38 disagreed.

Paragraph 29 44 agreed, 41 disagreed etc, wherever numbers are used/abused in the report.

Being generous, it would appear that the MRTA response collating 204 training schools has been counted
once only? This severely distorts the results.

In conclusion, a test designed to raise safety implications? Causing huge expense, overly prescriptive and
failing to achieve the principle of fairness.

An unfair test has no place in UK legislation.

13 January 2006

Annex

EXTRACT FROM COMMISSION DIRECTIVE 2000/56/EC OF 14 SEPTEMBER 2000

Special Manoeuvres

6.2.1 Putting the machine on and oV the stand and moving it without the aid of the engine by walking
alongside.

6.2.2 Parking the motorcycle on its stand.

6.2.3 At least two manoeuvres to execute at slow speed, including a slalom; this should allow competence
to be assessed in handling of the clutch in combination with the brake, balance, vision direction and position
on the motorcycle and the position of the feet on the footrests.

6.2.4 At least two manoeuvres to be executed at a higher speed, of which one manoeuvre in second or
third gear, at least 30 km/h (18.75 mph) and one manoeuvre avoiding an obstacle at a minimum speed of
50 km/h (31.25 mph); this should allow competence to be assessed in the position of the motorcycle, vision
direction, balance, steering technique and technique in changing gears.

6.2.5 Braking: at least two braking exercises shall be executed, including an emergency brake at a
minimum speed of 50 km/h; this should allow competence to be assessed in the handling of the front and
rear brake, vision direction and the position on the motorcycle.

Of Which, Only Two Are Truly Additions to Existing Test

6.2.1 This already occurs on test.

6.2.2 This already occurs on test.

6.2.3 Slow speed manoeuvres are already within the test, once as a U turn and (unless evidenced elsewhere
during the test), also a slow ride.

The slalom is new to GB but can simply replace one of the two existing.

6.2.4 It is inconceivable that any GB test route excludes corners/bends that are executed at in excess of
18.75 mph. To claim this as a “new manoeuvre” is disingenuous. This is already within the test.

The obstacle avoidance at 31.25 mph is new to GB

6.2.5 Controlled braking, stopping accurately, is demonstrated throughout the test (junctions etc). To
claim this as a “new manoeuvre” is disingenuous. This is already within the test as is Emergency braking
albeit now at the higher speed of 31.25 mph. A derogation from 31.25 to 30 mph would allow this to be
carried out on UK roads; or an amendment to UK Road TraYc Acts, to allow a limited dispensation on
test (as for emergency services). Alternatively only test centres with access to higher speed limits to be used
for motorcycle. It’s not insurmountable.
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APPENDIX 25

Memorandum submitted by Mr Peter W Jones

I hope that my late submission will be accepted. I only found out about the subject of the above enquiry
on hearing from the clerk to the committee today. I had recently sent Mrs Dunwoody considerable evidence
concerning Towed Vechicle RTA’s, and she suggested that I may like to make a submission when safety
matters were on the agenda.

I note that the work of the Highways Agency is under consideration, and that one of their primary
objectives is road safety. I also see from the Press Notice that co-ordination with the Government will be
examined.

I have observed that on the M5 near Birmingham, on the South bound side, for two or three years there
have been large blue notices depicting an up-turned caravan with a one line announcement underneath
saying (approximately) “11 accidents of this type in the last 12 months on this stretch of road”. I assume
that these notices were errected by the HA, and I also assume that the HA were very concerned about the
safety of caravans, but failed to tell the responsible person at the DfT.

When I wrote to the ACPO in 2003 concerning a similar RTA they referred me to a Mr Mendelson at the
DfT, and I assumed he was the “expert” responsible for towed vehicles. He was most helpful and answered
in full, but he did point out that in future any such enquiries I made on this subject would receive a low
priority as the matter of snaking caravans was statistically insignificant. At a later date, after I had found
out that the Caravan Club had made an estimate of “less than a thousand miles per year for each of their
members’ caravans”, I wrote to him again, but on that subject he did not respond. The CC estimate was in
the Introduction to the Bath University Phd thesis of 1994 by Fratilla “Lateral Stability of Passenger Car/
Caravan Combinations.” If the number of miles covered by touring caravans is taken into account, even if
it is an estimate, it puts a very diVerent complextion on the accident statistics.

In addition, in my opinion, parts of the 1999 UoB Phd thesis by Standen, “Towed Vehicle Areodynamics”
show how the wind (if strong enough) sets caravans snaking, and this must also apply to HGV Trailers,
particularly if they have approximately central axles. It can be seen therefore that the matter of snaking
trailers should be taken very seriously.

There also seems to be some confusion as to when roads need to be closed because of strong winds. This
applies particularly to exposed sections of motor way. The HA should be monitoring the situation so that
the TraYc Police have “up to the minute” information.

I have been a member of the private RTA Accident Investigators internet Forum. The purpose of this
Forum is to facilitate the exchange of Scientific information on RTAs. (It is a private forum, but most of
its contributors are members of the Institute of TraYc Accident Investigators.)

At the beginning of 2004 there was an open discussion on the Forum between several police oYcers who
I assumed were responsible for deciding when to close sections of motor way due to high winds. They did
not seem to have much reliable guidance on what constitutes a dangerous wind. They settled in the end for
relying on the wind speed reading from the top of a nearby hill. I did not contribute to the discussion because
at that stage I was not well enough informed. The police should have been using results from wind speed
indicators placed in the positions where the problems arise (exposed sections of high road, bridges, valleys
etc). Ideally these indicators should be linked electronically to police traYc control centres. I shall be very
relieved if I am quite wrong about this lack of provision, but I think I am very likely correct.

Apart from the police oYcers’ discussion on the RTA Forum, there is also the question of the pre WW2
air field “wind socks” that I frequently see at the side of motor ways. These wind socks were invaluable many
years ago as from the air pilots could see the wind direction and know which bearing they had to land on
to give maximum slowing down when on the ground. Wind socks on the motor way are virtually redundant.
They only give you a very rough idea of wind speed (but a good indication of direction) at the same time
that the wind is hitting your vehicle. I cannot recall seeing advice on an electronic motor way traYc indicator
board concerning wind speed. They usually say “strong winds”, or similar. A “strong wind” which might
just set an HGV trailer snaking is very likely strong enough to blow a light car oV the motor way altogether,
unless a rapid speed reduction is eVected.

There is an urgent need for the DfT to ascertain, in the first instance, the wind speeds that will set each
type of trailer snaking (at various degrees of loading), and in the case of high aspect large HGV’s to also
establish the wind speed needed (in the first instance) to topple them (at various loadings) when they are
stationary. (Bath University Mechanical Engineering Department may have already looked at some parts
of this). We should learn from our ancestors. Sailing ships, when sailing without a cargo, always carried
“ballast”. If strong winds are expected high aspect HGV’s should bear this in mind as they cannot “reduce
sail” by opening their side curtains unless they have no cargo at all.

The closure of a road to all traYc (as a result of strong winds) is something which would need doing less
often if all road users were familiar with the critical wind speed for their type of vehicle. In most cases all
the HA would need to do would be to advise on wind speeds. Not on the current agenda is the fact that
normal weather forecasts cannot be relied on to give the wind speed, particularly over the radio, which is
the main source of information whilst “on the road”.
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It is just as important to motorists and HGV drivers to have accurate wind speed information as it is for
mariners. I have had to use the Radio 4 shipping forecasts for the last 24 years to estimate wind speeds inland
on the basis of sea forecasts. I may have been over cautious, but I have never had a wind induced snake
whilst towing a caravan or sailing cruiser.

18 January 2006

APPENDIX 26

Memorandum submitted by the Local Government Technical Advisers Group

TAG is a professional body representing over 300 senior technical oYcers of Local Authorities in
Districts, London Boroughs, Metropolitan Authorities and Unitary Councils in England, Wales and
Northern Ireland. Responsibilities of our representative Councils include highways, traYc, transportation
and parking and often town planning and economic development, land drainage, coastal protection and
environmental services often including waste. They also often include buildings (on behalf of other front line
service departments) building design/architecture, building control, cleansing, leisure and property assets.

TAG fully agrees and appreciates that good transport and safe roads are essential for a healthy economy
and society for all the reasons set out in statements and policies from the Department of Transport.
However, within densely developed areas of Britain, there is a real danger that the public’s appetite for
evermore accessible transport is leading to hypermobility. One of our overarching concerns raised by our
technical oYcers is the potential to inadvertently stimulate longer and longer car journeys by members of
the public and also work against other government policies of improving the environment, reducing
pollution and helping the most disadvantaged sectors of the population.

It is quite evident from transport statistics that lengths of our journey and our commuting times are
increasing year by year. This in part could be ascribed to the policies being rolled out by authorities
responsible for national highways and indeed railways. Furthermore such authorities inevitably play a more
significant role in the strategic nature of these networks and rather than looking after the local communities
which live adjacent to or sometimes on such networks.

TAG welcomes this opportunity to put evidence in front of the House of Commons Select Committee.
We would wish to provide comment on two of the Agencies with which we have some interactions.

DVLA

As the Committee will be aware, from our evidence presented late last year, TAG represents the vast
majority of Parking Authorities throughout the UK. One of the largest issues that we have currently is the
implementation of the Cleaner Neighbourhoods and Environment Act and the role that we can play in
enforcement in the street. One of the issues that we have most concern about is the numbers of untaxed
vehicles that are left “abandoned” within our streets. Working with the DVLA, many of us have made
significant inroads into reducing this problem, but it is still one that needs significant attention. We welcome
the introduction of automatic number plate recognition systems (ANPR) and how this initiative is being
used to reduce the numbers of untaxed and uninsured vehicles. We also recognise the role that ANPR has
played in identifying potential criminals within our communities and helping our role in terms of community
safety and reducing car crime.

The one area of concern that the Local Government Community has in working with the DVLA is how
much priority it gives to removal of untaxed vehicles from our streets and about the accuracy of records that
are being maintained by the DVLA. In our minds there should be greater emphasis put on ensuring that
records are up-to- date and accurate including the last recorded keeper. We welcome the initiatives to put
records online and this has been extremely helpful within the Local Government Community.

In summary, our interface with the DVLA is relatively limited, but is a positive relationship and we are
pleased to say that we believe they are accountable to the DfT and to the public, our reservation however
is that we together are not yet able to meet public expectations in dealing with things like abandoned cars
and we welcome more priority being given to this particular facet.

Highways Agency

From the public or indeed Local Authority or TAG’s viewpoint it is a little diYcult to draw a clear
boundary where the Department of Transport’s responsibilities end and where the Highways Agency’s
responsibilities start. Furthermore it is diYcult to consider many of the questions asked by the House of
Commons Transport Committee without some consideration of policies for Trunk roads and indeed
transport in general.

TAG recognise the part that the Highways Agency plays in managing the strategic network, but have
concerns that although this network carries a significant number of trips within the UK, the vast majority
of these start and finish on the network managed by Local Highway Authorities, many of whom are
represented by TAG.
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A fundamental issue that TAG has with the work of the Highways Agency is whether the Agency
understands the role that it plays in the management of the wider network and its need to interface with a
wide stakeholder group particular of Local Authorities managing Local Authority roads themselves or the
functions around such local authority’s roads. The emphasis seems to be very much on a highway
engineering technical experts’ hierarchy where the Highways Agency’s view is to consult with the County
Councils as the other primary authority with highway responsibilities. They tend to relate less well with the
Local Authorities in Metropolitan areas and Unitaries with highway responsibilities and less well still with
the Shire Districts. The view seen by our authorities sometimes appears that once the Highways Agency can
gain support from the County Councils then that is suYcient.

A question often posed amongst the membership of TAG is “does the Highways Agency really
understand its purpose as the premier league Highway Authority?” Does it really engage peers and others
in the management of the wider network? To us it appears that the focus is in the aims that have been written
by its experts and not what the public expectation is for the management of highways and streets even if
they are at a strategic level. We would also ask that the Highways Agency recognise responsibilities of other
Authorities with which it has to interface and how that interface can be managed in more than just a pure
technical management of the strategic road network.

Much of the network that is managed and operated by the Highways Agency originates from the policies
and implementation of particular routes, by-passes and the like promoted by County and Borough
Councils. To this end much of the network stemmed from a series of by-passes and short inter-urban links.
The Highway Agency’s view now is to try and promote the strategic nature of these routes, forgetting that
many of them stem from needs demonstrated for local by-passes and local routes. The question therefore
has to be asked as to whether or not the Highways Agency recognises how these were built up and how this
change in emphasis to longer and more strategic journeys is actually having a part to play in the overall
lengthening of journeys both for commuting and leisure trips within the UK.

Management of trunk roads is developed along the lines of the experts’ hierarchy where they can appear
almost to be aloof and possibly arrogant to many in the wider community. The Highways Agency has
significant resources not enjoyed elsewhere and is happy to set standards rather than promote best practice.
This then influences the actions of Local Authorities and in many case stems the use of initiative because
the standard has been set by a premier league authority. In terms of standard setting, many of these seem
to represent low value for money and the question is: do the Highways Agency understand the real concept
of value for money in the same way as Local Government are required to do?

The Highways Agency has a good understanding of management of strategic traYc flows and in trying
to reduce congestion on a particular section of road, but tends to move the problem on elsewhere. They still
do not appear to have grasped the fact that high capacity high speed roads “generate” substantial extra
traYc which cannot be accommodated on the rest of the trunk road network let alone local authority roads.
Many of the trunk routes end on the periphery of urban areas or in some cases trunk roads still pass through
urban areas.

Many of my colleagues ask the question: does the Highways Agency understand anything about the street
management or in general the relative responsibilities of how management of the street, including functions
like litter and parking, should be properly managed? The interactions we have are not frequent but appear
to us to be an elitist organisation which is very research focused and could be classed as lumbering and risk
averse. There are many more minor measures that local authorities would have introduced long ago where
the DfT/Highways Agency appear particularly reticent. With an (unavoidably) overloaded network,
eVective flow management should by now have included variable speed limits on many critical motorways
not just a section of the M25 near Heathrow and the more recent M42 trial. The strategic approach has also
encouraged the Highways Agency to introduce ramp metering on some junctions in busy urban areas as
discussed below.

One of the questions posed in the paper put out by the Select Committee is “how the Agencies contribute
to departmental objectives and policies?” It is quite clear that the Highways Agency is very focused on the
departmental objectives set by its manager the DfT for its strategic road network. One has to question how
or whether this is very focused on motor vehicles using a strategic network rather than sustainable transport.
The focus seems to be very much about keeping cars and lorries moving, and questions have to be asked as
to whether or not pedestrians and cycles are given due consideration in terms of the overall management of
the network and the movement of people.

Issues around the questions of noise mitigation, air quality and environmental objectives are those of the
DfT or the wider Government agenda. Given that the Government has priority for all of these areas, it is
a question of whether or not the Highways Agency reflects the views of the Department for Transport and
not the Government as a whole. Responding to this question, it is also a concern that it is departmental
objectives that the Highways Agency is accountable for and that there appears to be little stakeholder
engagement and local accountability.

It is accepted that the Highways Agency is ultimately accountable to Ministers and not to the public at
a local level. Standards have to be set and this is accepted with the reservations we have set out. However
other standards appropriate to the local communities or even to the local countryside through which these
roads are set are also appropriate. In terms of meeting Departmental objectives and true transparency of



3351221058 Page Type [O] 21-07-06 13:02:46 Pag Table: COENEW PPSysB Unit: PAG1

Transport Committee: Evidence Ev 191

the way trunk roads are managed and delivered, the question has to be asked as to whether the “targeted
programme of improvements” would be funded if these schemes had to be bid through the Local Transport
Plan process. It is noted that many of these will now fall within the remit of the Regional Transport Boards
and this is very welcome.

The Highways Agency deals very well with motorways and high speed dual carriageway type roads and
targets its maintenance resources appropriately. The issue for Members of TAG is where various trunk
roads are at a lower standard and the Highways Agency is less familiar with the maintenance requirements
of single carriageway and urban roads. We would question whether it therefore oVers value for money in
anything other than the real strategic network within the UK. Much of this comes back to the risk of averse
nature of the Highways Agency and that it can deal with strategic routes, but is less familiar with the risks
that management processes within an urban area which is dealt with more often than not by colleagues
within TAG.

TAG welcomes the initiative set out in the TraYc Management Act of 2004 and particularly of the
Highways Agency TraYc OYcers. This initiative has been good and enabled Police resources to be freed to
deal with more important road traYc policing matters. However TAG would like to make it known that
the travel information that is still provided by the Highways Agency is still poor. Whilst Highway Agency
traYc oYcers attend incidents, this information does not appear to be ultimately transmitted by the
Highways Agency’s own information systems, local radio stations seem to pick up the information from the
Police. Given that incidents create most of the congestion we see on the strategic road network, it is
important that the Highways Agency focuses on how it provides and disseminates traYc information to the
travelling public.

We note the Highways Agency is introducing ramp metering on sections of its roads in urban areas in
order to enable traYc flows on the strategic network to be maintained. Whilst we appreciate the technical
reasoning behind this initiative, we question whether or not it is not just placing undue stress and congestion
on the local road network. In reversing this thinking, it may be possible for the Highways Agency to
introduce ramp metering to stop traYc entering local communities in causing congestion in urban areas
where people live, with consequent eVects on health, on holding the traYc in a congested flow on the
strategic network where it causes less of a problem to the health of the communities.

30 January 2006

APPENDIX 27

Memorandum submitted by Brake

Brake is a national road safety charity and we have the following concerns:

1. That VOSA have adequate resources to comprehensively enforce driver rules and vehicle
standards to ensure safety, to prevent needless deaths caused by the heaviest and therefore most
hazardous vehicles;

2. That DSA have an adequate regulatory platform to ensure that drivers are skilled and mature
enough to be safe drivers;

3. That the Highways Agency operates a modern and safe trunk and motorway network.

On point 1, we are in the process of launching a campaign to call for more resources for VOSA, probably,
in particular, highlighting a need for more resources to prevent tired driving.27 We have prepared a
document which investigates the resourcing of VOSA which is currently only in draft form. I have attached
this for your attention but please note this is not for publication, as we are currently directly in discussion
with VOSA to ensure the document is completely accurate. I should be able to send you a finished version
within a fortnight. You should also note that this document contains, on the final page, some provisional
recommendations.

On point 2, we have a number of campaign points relating to young novice drivers. In particular, we
believe the UK Government failed to act significantly following a consultation on young drivers about two
years ago, which we responded to by calling for a raft of measures including, pertinently, graduated driver
licensing. Young novice drivers and newly-qualified drivers are high risk, and most likely to kill themselves
and their passengers.

On point 3, there are a number of concerns that could be investigated, most notably the adequacy of
length and substance of crash barriers (the crash barrier in the Selby disaster was simply not long enough)
and lack of regular rest areas on some stretches of motorway.

10 January 2006

27 For more information please visit www.brake.org.uk
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