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Seventh Special Report 

The Committee published its Fourth Report of Session 2006–07 on 15 February 2007. The 
response from the Department for Transport was received in the form of a memorandum 
dated 23 April 2007, and is published as an Appendix to this report. 

 

Appendix 

Introduction 

In May 2006, the Department for Transport published its Departmental Annual Report 
covering the period 2005–06. The Transport Committee held an evidence session on 29 
November 2005 at which the Secretary of State, for Transport, Rt Hon Douglas Alexander 
MP, and the Permanent Secretary, Sir David Rowlands, gave oral evidence about the 
Department’s Annual Report 2006. 

The Government acknowledges the Transport Committee’s report on the Departmental 
Annual Report and the recommendations made by the Committee. This document 
responds to the recommendations and represents the Government’s formal response to the 
Committee’s report. 

Recommendations and responses 

1. The nation must be able to see a clear strategy, and this must be supported by a 
programme of detailed and staged policies which will ensure it is delivered. Our 
examination of the Department’s latest Annual Report suggests that the Department 
still has some way to go before it achieves this goal. (Paragraph 3) 

The Department believes that the government’s strategy for transport is clearly set out in 
the 2003 Aviation White Paper, the 2004 Rail White Paper and the 2004 Future of 
Transport White Paper. The Department published a progress report against the plans laid 
out in the Aviation White Paper in December 2006. It will publish a High Level Output 
Specification for the railway, in line with the plans set out in the 2004 Rail White Paper, in 
July. And it is continuing with the strategy laid out in the 2004 Future of Transport White 
Paper, including looking at options for road pricing. In addition, the Department 
published in December 2006 its review of the bus industry ‘Putting Passengers First’, 
including new proposals for governance arrangements for buses. Further, the department 
commissioned, jointly with the Treasury, the Eddington Study of Transport, published in 
December to look at the contribution transport makes to the economic prosperity of the 
nation. The Government expects to publish its response to the Eddington Study, and to the 
Stern Review on the Economics of Climate Change, alongside the Comprehensive 
Spending Review.  

The various elements of the Department’s strategy are drawn together in the Department’s 
Business Plan, published on the DfT website, which sets out the Department’s aim of 



2  

 

‘Transport that works for everyone’ and explains its role in balancing its four strategic 
objectives of sustaining economic growth and improved productivity through reliable and 
efficient transport networks, improving the environmental performance of transport, 
strengthening the safety and security of transport, and enhancing access to jobs, services 
and social networks, including for the most disadvantaged. This Plan also shows how the 
Department’s detailed delivery objectives support these strategic objectives and sets the 
Department’s PSA targets in the context of its overall work. The strategy documents listed 
above, together with the Business Plan, represent a clearly defined programme for tackling 
Britain’s transport needs in balance with other priorities such as protecting the 
environment and against the background of rising demand generated by continuing 
economic growth. 

2. The Committee applauds the Department’s efforts to improve the efficiency and 
effectiveness of its support services but we continue to be concerned by cost increases 
and delays in implementation of the shared services programme. In July 2006 we drew 
attention to likely problems with the level of optimism bias in the project, and we are 
concerned that this continues to cause difficulties. We urge the Department to 
scrutinise its figures carefully and re-examine its risk assessment in order to ensure that 
the plans more accurately predict the likely final cost. We encourage it to actively seek 
customers for its service from outside the Departmental group in the future, in order to 
secure the long-term viability of the programme. (Paragraph 8) 

The Department has previously acknowledged some problems and delays in implementing 
shared services. While these delays will affect costs and the pay-back period, the business 
case deliberately did not take account of the substantial additional benefits expected. The 
initial business case took a prudent and conservative view of the benefits in the first case to 
ensure that the scheme offered value for money on the basis of the direct benefits alone. It 
did not include more indirect benefits, for example benefits from better attendance 
management will accrue in time from shared service improvements to management 
information, and further benefits are attainable through sharing procurement services. The 
problems have now been surmounted and shared services was successfully rolled out at the 
beginning of April in the Driver Vehicle Licensing Agency and the Driving Standards 
Agency covering some 9000 staff.  

The DfT Board’s present intention is that the central Department and all other Executive 
Agencies will join the Department’s shared services on a progressive basis. Costs, risks and 
benefits will be carefully examined before each transition. The Department has recruited 
an interim director of shared services to bring together the future strategy of shared 
services with the programme to ensure effective delivery. 

3. We are aware that other government departments have made commitments to pass 
draft PSA targets to their respective select committees for comment, and we see no 
valid reason why the Department for Transport cannot do likewise. If the PSA targets 
are, as the Government suggests, a contract between Government and the people, then 
the people’s elected representatives should have some influence over their content. 
Consultation with the appropriate select committee would seem to be an obvious way 
to achieve this, and we recommend that the DfT make its draft PSA targets available to 
us for constructive comment. (Paragraph 14) 
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The Department has been actively involved in the development of the revised performance 
framework in the CSR, that will: 

• agree a refreshed and significantly smaller set of ‘corporate’ PSAs that will 
articulate Government’s top priority outcomes for the spending period; 

• drive more effective coordinated action across Departments by setting PSAs across 
Government according to the key challenges we face in the long-term, rather than 
on a Department-by-Department basis;  

• for the first time, publish a single, coherent, cross-departmental Delivery 
Agreement for each PSA, informed by consultation with the delivery chain. 
Delivery Agreements will clearly set out the level of ambition, strategy for delivery, 
and role of each organisation involved. 

Negotiations and work to develop Public Service Agreements are ongoing with HMT and 
OGDs. The Department is expecting to play a key role on PSAs around areas such as 
transport’s contribution to sustainable economic growth and protecting the environment. 
However, at this point we are still in the early stages of these negotiations. There is a 
considerable amount of work to be undertaken to bottom-out initial proposals in the 
coming months. It is therefore too early to share our thinking at this stage, although we are 
happy to do so as proposals become more fully developed over the course of the summer. 

4. We expect to see evidence that the Department is making a strong case to ensure that 
any budget reductions can be found from genuine efficiency savings rather than cuts in 
services to the public or delays in much-needed investment. (Paragraph 15) 

The Department’s budget for the three years from 2008–09 is currently being considered as 
part of CSR07 process. Final public expenditure allocations will be announced in the 
autumn of 2007.  

5. Failing against a road congestion target with such a weak ambition is in itself 
disappointing. If the target for strategic roads is to be met, the Department and the 
Highways Agency will have to implement a full package of bold measures. We would 
suggest that the Department should not exclude the possibility of road pricing 
demonstration projects on the most congested sections of the strategic road network. 
(Paragraph 19) 

The strategic road reliability target sets the Highways Agency the challenge of improving 
journey time reliability over the three years of the SR04 period through tackling the worst 
delays on motorways and trunk roads. The target is innovative: performance at individual 
route level is measured through a database recording 88 million journey times per year, 
and the Highways Agency has implemented a new intelligence-led decision-making 
process to support performance management. The context of continuing traffic growth 
makes the target very challenging; indeed analysis of performance data has shown that the 
impact of traffic growth on journey time reliability is greater than had originally been 
anticipated. 

The Highway Agency’s Delivery Plan for this target sets out what the Agency is doing in 
response to the target. This includes the work of the traffic officer service which now 
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patrols the entire motorway network 24/7, tackling incident-related delay by providing 
immediate assistance, clearing up incidents and getting traffic moving again. It also 
includes sustained investment in new technology to improve traffic flow and prevent 
incidents; introduction of new ramp metering sites to control the flow of traffic onto 
motorways; improved road works management; and a programme of schemes on the most 
congested routes and key hotspots.  

The Department is not planning to take powers to allow widespread road pricing on the 
trunk roads. It is only on the evidence we get from established local schemes that any 
decision on national road pricing would be made. We are therefore working with 
interested local authorities to bring forward local pricing schemes to tackle local congestion 
problems, and to act as pilots to inform future decisions. These local schemes could include 
a part of the trunk road network that falls within their boundaries. The Highways Agency 
is therefore working closely with these local authorities to explore the potential impact of 
any local road pricing schemes on both the relevant local and trunk roads.  

6. We welcome the innovation embraced by the Department in measuring local road 
congestion, but look forward to measures which will make the information provided 
more accurate and realistic. (Paragraph 22) 

The Department is continuing to work on making the urban road congestion data more 
accurate and realistic. The Department is rolling out journey time data to a wider set of 
local authorities to help them improve their performance management of local roads. 

7. We welcome the debate on road pricing and the Department’s efforts to move this 
forward. In particular, we believe it is right to be looking for a common technological 
application early on, as well as an overriding framework of objectives, to ensure the 
small-scale pilots are transferable to the national stage. (Paragraph 26) 

8. We are concerned that, although strictly speaking road pricing schemes are 
voluntary, the very significant levels of funding associated with the bids and the broad 
scope of transport improvements the funding could deliver, place significant pressure 
on authorities to engage with the project. (Paragraph 27) 

The Department welcomes the Committee’s support to its approach on road pricing. We 
have, however, no intention of forcing local authorities to take forward pricing in their 
areas. Evidence suggests that road pricing can be a powerful tool in tackling congestion – 
particularly when backed up by the right improvements to alternatives such as public 
transport – and we want local authorities to explore whether it would be the right approach 
in their areas. That is why the Government is providing funding for studies in ten areas.  

However, local schemes are not going to be the answer everywhere. We will only support 
local pricing schemes when they are the right solution. The Transport Innovation Fund 
(TIF) offers those authorities that want to, the opportunity to deliver a step-change in the 
provision of transport services through local road pricing pilot schemes and supporting 
measures.  

9. In order to provide people with an attractive alternative to paying more to use the 
roads, there must be tangible improvements to public transport, made ahead of the 
introduction of road pricing. (Paragraph 28) 
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The Government has always said that improving public transport will be a key part of any 
road pricing scheme. Outside TIF we are already investing record levels in transport, such 
as the £1.6 billion that was made available to fund local transport improvements under the 
2006/07 local transport settlement, including bus priority measures and projects such as 
the Cambridgeshire Guided Busway and the renewal of the Manchester Metrolink system.  

We are reversing decades of underinvestment, putting over £2.5 billion annually into the 
bus network and spending on average £88 million each week on the railways. We have also 
set out new proposals to secure improvements to the quality of local bus services, ensuring 
people can get where they need to go reliably and comfortably. 

10. It is unfortunate that the Department appears to have given up in the short-term on 
improving what are vital bus services for many people throughout the country. 
(Paragraph 30). 

It is not true that the Department has not given up on improving bus services in the short 
term. Bus subsidy in England has almost doubled in real terms since 1997/98 and our 
policies on concessionary travel are having positive effects on patronage and the 
concessionary travel bill currently going through parliament would extend this provision 
further. In addition, some quality partnership schemes under existing legislation are almost 
ready to go live. 

The proposals in ‘Putting Passengers First’ published in December 2006 will help deliver a 
sustainable long-term future for the bus industry. Some of these, such as the voluntary 
"enhanced quality partnership" agreements some can take effect without waiting for 
primary legislation. And in many places, bus operators and local authorities are already co-
operating on the development and introduction of voluntary Punctuality Improvement 
Partnerships.  

We will consult with relevant stakeholders, as well as pre legislative scrutiny in parliament, 
on the details of the proposals in draft legislation. 

11. Our recent reports—Bus Services Across the UK and Local Transport Planning and 
Funding—made a serious contribution to the debate on public transport governance 
and finance, and we expect to see the recommendations of our Reports given proper 
consideration in the provisions of the draft Road Transport Bill. (Paragraph 31) 

The Department is grateful to the Select Committee for its reports which have been a 
timely and important contribution to our work. Detailed responses have already made to 
the Select Committee. Many of the Government’s proposals outlined in its document 
“Putting Passengers First” cover issues raised by the Committee and were influenced by its 
findings. The Department is working closely with bus operators and local authorities to 
develop these proposals further. We will include legislative proposals in the draft Road 
Transport Bill, which we intend to publish later in the spring. The Department has been 
discussing what changes are needed with a wide range of bodies with an interest in public 
transport and transport governance. We hope to continue these discussions once the draft 
Bill is published. 
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12. The Government must ensure it has thoroughly modelled and planned for all the 
implications of road pricing, including increased demand for public transport. 
(Paragraph 32) 

As part of their TIF proposals local authorities will be expected to model the wider 
transport impacts, and have robust plans to address them. Understanding the potential 
wider impacts of any national road pricing scheme, including the implications for public 
transport, would be a crucial part of any decision to introduce a national scheme.  

We have provided TIF pump priming money to ten areas to support the development of 
proposals, including extensive transport modelling covering public transport as well as 
roads. The areas with pump-priming funding are modelling a package of measures 
including public transport improvements as well as road pricing options, and this will 
include assessing the increased demand for public transport.  

No decisions have been taken on whether to introduce a national road pricing scheme. 
Any decision on a national scheme will only be taken on the evidence of established local 
schemes, but such a decision would be based on thorough modelling and an assessment of 
the impacts on other modes. 

13. We seek reassurance from the Department that the adoption of road pricing will 
not be an eligibility criterion for participation by a local authority in the statutory bus 
quality partnership schemes or quality contracts. (Paragraph 32) 

The Department can provide that reassurance. Local authorities, as now, will not need 
external approval to make a statutory quality partnership scheme. Nor will the adoption of 
road pricing be necessary to obtain approval for a quality contracts scheme. 

14. The Secretary of State gave no detail of exactly what steps the Department would 
take to resolve the disputes over concessionary fares between bus operators and 
authorities. The concessionary bus fares scheme is an important initiative with the 
potential to improve the lives of many thousands of people, but it seems that the 
Government may have underestimated the financial impact of mandatory, free, off-
peak bus travel. Given the Government’s plans to broaden the scope of the scheme, it 
must learn the lessons from the first scheme, resolve existing funding problems, and 
ensure that the expanded scheme is properly resourced. (Paragraph 35) 

The Government is confident that the funding allocated to local government for 
concessionary travel is sufficient in aggregate. This applies to both the existing scheme, and 
in respect of the additional funding allocated for the new national concession proposed for 
April 2008. But the Government does recognise some local authorities’ concerns over the 
distribution of the money. The Department for Transport, together with the Department 
for Communities and Local Government (CLG) and the Treasury, is looking carefully at a 
number of options for distributing funding for providing the statutory concession. It is in 
all our interests to try to ensure that this distribution matches where the costs actually fall 
as closely as possible, and to learn lessons from the existing scheme. 

The various options are also being discussed with the Department’s Concessionary Fares 
Working Group that includes representatives from all tiers of local government – districts, 
counties, unitaries and PTEs – as well as bus operators. The Group meets monthly and is 
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making a valuable contribution to the Department’s work in considering implementation 
arrangements for the national concession. 

In addition, CLG’s ‘Settlement Working Group’ has started discussions with local 
authorities on the grant settlement for the next three years. Consideration of the issue of 
funding the new concession will be taken forward within this forum, and statutory 
consultation will take place over the summer. 

The Concessionary Bus Travel Bill, currently before Parliament, would extend the deadline 
by which bus operators can appeal to the Secretary of State against local reimbursement 
arrangements for the national concession from 28 days to 56 days. Extending the appeals 
deadline should reduce ‘speculative’ appeals as this would give more time for local 
negotiation and consideration of extra data. The Department is also looking to revise and 
reissue guidance on reimbursement arrangements in good time for the 2008 national 
concession. This should provide greater certainty for operators and authorities alike in 
determining reimbursement arrangements for new schemes. 

15. Alterations which help to make the transport system accessible for people with 
impairments are actually useful for a large number of people: access improvements 
benefit anyone with pushchairs or heavy luggage, and improved signage and 
information help everyone. We recommend that the Department adopt a public 
transport accessibility target which more fully reflects the range of impairments which 
people using public transport have. The targets should also give an indication of the 
actual use of public transport by people with impairments, to show whether the new 
vehicles and alterations are meeting the aim of increasing accessibility, and patronage, 
in practice. (Paragraph 37) 

The Department recognises the benefits that improving the accessibility of the transport 
system for disabled people can have for all sectors of the travelling public. Indeed, this is 
reflected in the fact that European regulations in this area, which the Department has been 
instrumental in developing and is in the process of implementing, are aimed at persons 
with reduced mobility and create rights for a broader range of passengers who experience 
mobility difficulties. The Department also recognises the importance of ensuring that 
investment in more accessible vehicles and improvements to infrastructure result in 
increased patronage by disabled people. Although measuring this is not easy, we are 
looking at the various ways in which this can be done, for example through the National 
Travel Survey, by monitoring the take up of travel cards, and by looking at the results of 
research such as the proposed Office for Disability Issues (ODI) Longitudinal Study.  

16. We urge the Department to investigate fully the quality control system for ensuring 
high levels of competency by all PCV driving test candidates, and to carry out analysis 
of the subsequent collision rates of drivers who undergo the different training and 
testing regimes. The Department should act on any findings and work hard to 
disseminate best practice. (Paragraph 39) 

The Department agrees with the need for a quality control system for all types of driving 
examiner. DSA is reviewing delegated examiner arrangements. A dedicated Quality 
Assurance Team will be formed which will provide an independent audit of all examiner 
performance including delegated and authorised examiners. This is to ensure that all 
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examiners are delivering a fair and effective test and will include the monitoring of test 
results from delegated examiners. The results of these audits will prompt further 
supervision, if required. DSA also proposes to commission research into the safety 
outcomes of delegated examiner arrangements. 

17. We congratulate the Department for being on course to meet its road casualty 
reduction targets. (Paragraph 40) 

18. We look forward to the publication of the Road Safety Strategy Review, but it would 
be a matter of some concern if policy developments were on hold until the outcome of 
the review. Given the emphasis put on the Strategy Review we will expect the document 
to contain significant new measures and detailed plans for dealing with some of the 
most critical and persistent problems posed by road safety. (Paragraph 43) 

The report of the Road Safety Strategy Review was published on 26 February, and a copy 
was sent to the Committee. Policy developments were not on hold pending the review. 
Rather, the review was the focus for evaluating existing policies and developing new 
policies. The review report contains both considerable detail on our plans for further 
improving road safety, looking across the ten themes which were highlighted in 
Tomorrow’s roads – safer for everyone, and also contains significant new measures on some 
of the most critical and persistent road safety problems, not least in relation to drink-
driving and novice drivers.  

19. Such a high rate of non-compliance with safety standards by heavy goods vehicles — 
and particularly foreign-registered vehicles — is a reason for real concern. It suggests 
that the total number of un-roadworthy lorries currently on our roads is staggeringly 
and unacceptably high. The Department must ensure that the Vehicle and Operator 
and Services Agency is provided with more resources to invest in enforcement checks 
which will raise compliance levels to an acceptable level. The Department cannot 
divorce itself from this crisis of non-compliance: it must state what action it will take 
and when. Ensuring that all commercial vehicles meet high safety standards will have 
the added benefit of creating a level playing field among UK and foreign haulage 
operators. (Paragraph 46) 

The Department has a clear strategy for targeting and dealing with non-compliant heavy 
goods vehicles, using a combination of intelligence and technology to target those who are 
most likely to be non-compliant. For example, we have been piloting the use of the latest 
technology (Automatic Numberplate Recognition Cameras and Weigh in Motion Sensors 
embedded in the road) with operator risk ratings (based on past history of compliance). As 
the Chancellor announced in the Budget, we are tripling funding in 2007/08 for this highly 
targeted enforcement activity, extending it both in terms of moving some existing sites to 
24 hours a day operation; and introducing this approach in new areas.  

The Department enforces compliance where it is lacking through a combination of 
prohibition, impounding and prosecution. Statistics show that we are becoming 
increasingly effective in detecting non-compliance and in dealing with offenders with 
approximately double the number of enforcement checks being carried out on 
international traffic on journeys in the South East as compared to 2005–2006, and a rising 
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level of offences detected. Enforcement checks also provide a good incentive for operators 
to be compliant because of the reduced likelihood of them being stopped on the road.  

We previously recognised that effectiveness of enforcement could be improved in two key 
areas: by enabling VOSA examiners to issue fixed penalty notices for offences, and by 
simplifying the arrangements for dealing with non-UK offenders. Relevant enabling 
provisions have been included in the Road Safety Act 2006 and we will shortly be 
consulting on the schemes that will be subject to secondary legislation.  

Overall, our resources are being used far more effectively as a result of the improved 
targeting of enforcement effort. And we are delivering new enforcement mechanisms 
which will increase the costs of non-compliance – through the imposition of financial 
penalties equally to UK and non-UK drivers and vehicles.  

20. We are concerned that the VOSA responsibilities considered "in-scope" for 
outsourcing to private companies include training, lorry and bus testing, routine 
enforcement (fleet checks, vehicle examinations) as well as roadside enforcement 
support. The number of staff considered "in scope" for outsourcing totals 1692—this is 
over half the total number of VOSA staff (60%). With those staff in the "grey areas" 
added, the proportion is even higher. We would question the claim that it is not the 
Department’s intention to privatise VOSA if over half the staff were outsourced to 
other companies. We have serious reservations about proposals to outsource any 
testing and enforcement responsibilities. Safety must be the top priority. (Paragraph 
49) 

The Vehicle & Operator Services Agency (VOSA) outsourcing feasibility study is looking 
at ways to improve and ensure that services are effective, of high quality, and value for 
money. Whilst VOSA prides itself on the quality of services that it currently provide for its 
customers, like any good organisation it must continually improve to ensure services are fit 
for purpose when working with the transport industry in the 21st Century. The study is not 
yet complete and no decisions have yet been taken. Road safety will continue to be a 
paramount objective.  

The feasibility study has included consultation with Trade Associations and representatives 
from the Heavy Goods, Passenger and Private Light Vehicle operators and repairers. 

As well as considering a potential outsourcing option, we are also evaluating the costs and 
benefits of continuing to provide the services internally. The feasibility study has already 
recognised that certain roles should remain within Government. 

VOSA is looking right across its business for potential areas of improvement; whether 
through further private sector involvement or not. The number of staff included in the 
scope reflects the variety and volume of the services it provides. 

21. The Department’s Annual Report does not give details of the amount of carbon 
dioxide and other greenhouse gases emitted by the transport sector. This omission 
allows the Department to disguise its poor performance. We recommend that the new 
PSA target, to be established in the 2007 Comprehensive Spending Review, must allow 
proper scrutiny of the Department’s performance in this policy area, and identify 
greenhouse gas and carbon dioxide emissions from the transport sector alone. This will 
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help guide action to reduce the transport sector’s contribution to climate change. 
(Paragraph 51) 

The Department’s Annual Report states (at paragraph 10.7) that “Transport accounts for 
around a quarter of the man-made greenhouse gas emissions from the UK. Transport 
emissions are rising while other sectors are falling. This is because, in a growing economy, 
the demand for transport fuel grows faster than demand for other kinds of fuel.”  

Detailed statistics on greenhouse gas emissions and sources, including transport, are 
published by the Government on a regular basis and are publicly available both on the DfT 
and other Departmental websites. 
(See http://www.dft.gov.uk/pgr/statistics/datatablespublications/tsgb/ 
and http://www.defra.gov.uk/environment/statistics/globatmos/kf/gakf05.htm.) 

The Climate Change Programme (published in March 2006) gives details of the 
greenhouse gas emissions from the transport sector, and quantified estimates (in millions 
of tonnes of carbon) of reductions from current policies. This shows that the Department’s 
policies will have a significant impact on transport emissions. The Government estimates 
that transport carbon dioxide emissions will be 15% lower in 2010 than they would have 
been without the measures set out in the programme. 

22. We welcome the Secretary of State’s commitment to tackling climate change, but 
since transport is the only sector of the economy in which emissions have been rising 
consistently since 1990 and are projected to carry on rising, he will need to consider 
bolder measures than the Department has been prepared to take forward to date. We 
would very much like to take the Secretary of State’s comment as an indication of a 
turning point in the Department’s priorities, and a signal that the Department will now 
work with renewed commitment to cut transport emissions. But given that transport is 
the worse performing sector in the UK, we await tangible evidence that this is indeed 
the case. (Paragraph 53) 

The Department recognises the scale of the environmental challenge for transport and the 
urgent need for robust action. The Secretary of State recently reiterated his own personal 
and the Department’s commitment to this issue in a speech to IPPR. The Department’s 
strategy is clear: we have implemented a range of actions to have immediate effects. In the 
longer term we are looking at more transformative technology. This is why the 
government has recently announced the King Review, which will examine the vehicle and 
fuel technologies which over the next 25 years could help to decarbonise road transport, 
particularly cars. The range of policies which we have already put in place will taken 
together have a significant impact on transport emissions, as described in the Climate 
Change Programme 2006. We will set out details of progress, further policies and expected 
reductions in the Government’s forthcoming Energy White Paper.  

Measuring the savings in the Climate Change programme against what would have 
happened in each sector had no action been taken – which is the basis on which the 
analysis of carbon savings across Government has been calculated – shows that the carbon 
savings in transport are at a similar level to other sectors. Overall, existing government 
policies in transport make nearly a quarter of carbon reductions in the Climate Change 
Programme (6.8 MtC in 2010), commensurate with transport’s share of UK emissions. 
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(Further details are available in the ‘Synthesis of Climate Change Policy Evaluations’ 
published by the Government in April 2006 and available at  
www.defra.gov.uk/environment/climatechange/uk/ukccp/pdf/synthesisccpolicy-
evaluations.pdf). The Energy Review baseline projections for 2050 also show that transport 
emissions are expected to peak around 2010 and then decline, so that in 2050 they are 
projected to be around 1990 levels.  

23. We welcome the European Commission’s decision, and note the Government’s role 
in helping to secure this initiative. Aviation emissions trading is a step in the right 
direction. If the scheme is to achieve its full potential, it must be comprehensive. But 
research shows that hopes of mitigating climate change through emissions trading 
alone look unrealistic given the severity of the problem. It is a step in the right 
direction, but the Department must not put too much stock in this single measure. 
(Paragraph 54) 

We are grateful for the committee’s recognition of the progress in this area and the 
Government’s role in achieving this. Negotiations are now underway on a Directive to 
include aviation in the EU emissions trading scheme. The UK has made clear that it wishes 
to see the early implementation of a comprehensive and coherent scheme covering 
aviation. We also stated in the Air Transport White Paper Progress Report that we will 
work energetically to press for the modernisation of the Chicago Convention and the 
International Civil Aviation Organisation (ICAO). The ICAO Assembly in 2007 should be 
the starting point for meaningful work to equip international civil aviation with a structure 
and legal framework that effectively maintains ICAO’s, good work on safety, security and 
technical co-operation while taking account of the economic and environmental realities of 
today’s world. 

As the Department also outlined in The Future of Air Transport Progress Report (Cm 6977, 
December 2006), emissions trading is not the only action we are pursuing to address the 
climate change impact of aviation but is part of a wider strategy. The Chancellor of the 
Exchequer announced in his Pre-Budget Report in December 2006 that Air Passenger 
Duty would be doubled with effect from February 2007. This increase has now come into 
effect and helps to ensure that passengers are aware of the environmental costs of the 
journeys they make. We are also supporting work by industry to deliver technology gains, 
including pursuing a target to improve fuel efficiency by 50% per seat kilometre in new 
aircraft in 2020 compared to 2000. We are also promoting operational practice such as the 
Continuous Descent Approach, by which aircraft descend steadily under minimum power 
to landing. This can save around 1% of total fuel per aircraft, as well as reducing noise. We 
also encourage other measures which companies can take in their day-to-day operations 
such as ensuring aircraft are well maintained and operate efficiently, encouraging aircraft 
to taxi using only single engines where possible and to take off without engines operating at 
full thrust.  

24. The new car Voluntary Agreements have failed to achieve the necessary 
improvements in vehicle efficiency. It is essential that a formal regulatory approach be 
adopted for new car efficiency standards, and that the requirement is placed on 
individual companies, rather than the industry associations, to meet this standard. The 
Government must push strongly at the European level for mandatory targets which are 
challenging and which bring swift and significant improvements. The Department 
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should lead the way by ensuring that its own vehicle fleet and those of its executive 
agencies meet the highest efficiency standards. (Paragraph 57) 

The European Commission published a Communication on the review of the CO2 from 
cars strategy in early February. We welcome the Commission’s intention to bring forward 
mandatory proposals on new car fuel efficiency. We recognise the importance of 
challenging but achievable fuel efficiency targets that bring about real and swift 
improvements in new car fuel efficiency. Specifically, the UK is calling on the Commission 
to develop a long term strategy – 2012 is an important milestone, but we also need to look 
beyond 2012. For example additional 2020 targets would help deliver significant carbon 
reductions while giving industry the long term signals they need to adapt and innovate. 

The Communication does not specify how the fuel efficiency targets are to be 
implemented. It will be important to develop a system that delivers the desired 
environmental outcome in a cost effective manner. The UK Government looks forward to 
participating in further discussions with the European institutions, other Member States 
and stakeholders on how best to do this. 

In relation to the Government fleet, the Sustainable Procurement Task Force was 
established in May 2005 to draw up an action plan aimed at bringing about a step-change 
in sustainable public procurement. The action plan was launched on 12 June 2006. 

In response to the SPTF action plan and in order to address the priority status attributed to 
transport, the Government’s action plan and response to the SPTF gave the following 
commitment: 

"DfT will publish an updated Government new car average CO2 emissions 
target later in the Spring that will ensure that the rate at which new car CO2 
emissions improve in the Government fleet exceeds the rate at which 
emissions improve for the UK and EU new car fleet." 

It was agreed that such a target would support the existing Government Sustainable 
Operations Target, which tasks Departments with reducing carbon emissions from road 
vehicles used for Government administrative operations by 15% by 2010/11 relative to 
2005/2006 levels, by providing greater clarity on the role of car procurement within this 
target. 

25. The impact of local measures which link carbon emissions standards of vehicles to 
other types of charges should be evaluated, and if effective they should be promoted. As 
well as aiming to bring about actual reductions in carbon emissions, these policies will 
do a great deal to raise awareness among drivers of the need for change, and the 
differentials in energy efficiency and emissions standards of different types of vehicle. 
(Paragraph 59) 

The department does not routinely undertake evaluations of measures introduced at local 
level but would offer advice and assistance to those local authorities wishing to do so.  

The Department launched a new campaign on 11 March that encourages motorists to 
‘Drive Smarter’, in a way that improves fuel consumption and therefore reduces carbon 
emissions. Future phases of the campaign will include advice on the purchasing of low CO2 
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emitting cars, explicitly identifying the environmental differences between different models 
and thus reinforcing the impact of local measures. 

26. We are dismayed by the Department’s lack of success in improving local air quality. 
The consequences of this failure are not insignificant: it is estimated that respiratory 
disorders associated with PM10 episodes are responsible for 8,100 additional deaths 
and 10,500 additional hospital admissions in the UK each year. (Paragraph 61) 

Preliminary results show that the nitrogen dioxide and particles objectives have not been 
met at a number of locations across the UK, particularly along busy roads and in major 
urban centres, primarily due to road traffic emissions.  

In order to respond to this, DfT is working closely with Defra in drawing up a new Air 
Quality Strategy. This includes a new exposure reduction framework objective for PM2.5, 
which will ensure that people are not exposed to the finest particulates. 

Additional measures proposed for DfT to take forward include tighter Euro standards and 
a package of incentives for early uptake of Euro standards and low emission vehicles. 

The Strategy is in the final stages of being drafted, with a view to publication in late July 
2007. 

27. This evidence demands that the Department revises its policy on air quality, and 
that it takes a more ‘hands-on’ approach, rather than expecting local authorities alone 
to deliver results through traffic schemes. The Government must push for stringent 
vehicle pollution standards at the European level. It is clear that without more radical 
measures progress will not be made in reducing particulates and nitrogen dioxide. The 
Department should also encourage more local authorities to adopt bold measures, such 
as London’s proposed Low Emissions Zone, and reward those that make clear 
improvements. (Paragraph 62) 

DfT takes a lead in negotiating more stringent Euro emissions standards. The current 
package for Euro 5 and 6 cars and vans, due to be voted shortly by the European Council, 
has seen Euro 5 diesel NOx limits tighten by around 30% and particulate limits tighten by 
up to 90% in comparison to the current Euro 4 standards. 

DfT engages regularly with local authorities via the Low Emissions Strategies Forum, 
which discusses air quality measures at the local level.  

DfT and its agencies have worked very closely with TfL on the London Low Emission 
Zone. This has included discussing stakeholder issues, running an alternative certification 
process and annual testing for HGVs, informing individuals and businesses that are likely 
to be affected, and negotiations on the inclusion of parts of the trunk road network. 

28. With the prospect of road pricing schemes in the near future, the demand for rail is 
likely to increase. The Department must plan for this eventuality, and in the interests of 
both the environment and the economy it must ensure that the provision of public 
transport capacity matches demand. Increasing rail fares and effectively pricing people 
off public transport is not an acceptable response to capacity shortage. (Paragraph 66) 



14  

 

The Department will publish the High Level Output Specification (HLOS) and long term 
rail strategic framework in the summer. The HLOS will set out the level of demand which 
we expect the railway to have to accommodate in 2013/14 and the crowding standards to 
be met. As announced recently by our Secretary of State, we anticipate a requirement for 
an additional 1000 carriage in the HLOS period to accommodate demand growth. The rail 
strategic framework will set out how the Department expects to accommodate demand 
growth in the longer term.  

The Department recognises that additional public transport capacity may be needed up 
front for a road pricing scheme to operate effectively and fairly. That is why, on top of 
record levels of investment in local transport, we are making up to £200 million per year 
from TIF to ensure that appropriate alternative transport provision is there to support road 
pricing measures. The Department is working with local authorities as they develop their 
proposals.  

The Government has consistently said that pricing people off the railway is not the right 
way to deal with additional demand. 

29. We understand that work is ongoing to set a new rail reliability and punctuality 
target for 2008. According to the Autumn Performance Report, the most recent 
performance measure scored punctuality and reliability at 87.4%. We expect the new 
target to take this level of performance into account, and to set a far more stretching 
target for the next period. Performance in the long-distance sector is decidedly 
unimpressive—more progress must be made in delivering long-distance passengers to 
their destination on time. In the longer-term, it should not be beyond human ingenuity 
to run a rail network in which punctuality and reliability is close to 100%. (Paragraph 
68) 

The level of achievement to be set for March 2008 will build on current performance and 
apply a significant degree of challenge. Particular attention is already being given in Rail 
Industry fora to the performance of long-distance operators. 

The Department will continue to press for further improvements while seeking to 
maintain a balance between the costs and investment involved in achieving further 
reliability gains and investing to address forecast traffic growth. The Department’s Strategy 
for Rail (to be published later in the year) will outline how the performance and capacity 
balance can be best reconciled.  

30. Despite our relief that the Government held firm and refrained from renegotiating 
the GNER contract, the result represents only the least undesirable outcome—there is 
nothing to celebrate. The costs of severing the franchising agreement and re-letting it 
so soon effectively represents wasted expenditure as there are no tangible benefits to the 
travelling public. Improvements and upgrades to services on the East Coast Main Line 
are now suspended for a year, and passengers are missing out as a result. This is not 
good value for money. We can only re-emphasise our conclusion that the franchising 
system is wasteful and muddled, and recommend that the Government seriously re-
think the way passenger rail services are provided for the long-term. (Paragraph 70) 

The incentives, risks, objectives and operation of the franchising system were fully 
reviewed in the White Paper The Future of Rail published by the Department in 2004. The 
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system is designed to deliver, on balance, the best outcomes for rail passengers, the wider 
national transport network and the taxpayer.  

As outlined in our response to the Committee’s report on Passenger Rail Franchising, the 
franchise regime has helped us secure record passenger levels, strong revenue growth, 
lower fare increases than under British Rail, significant investment in new trains, an 
increase in reliability and customer satisfaction, and a reduction in passenger complaints. 
We therefore don’t agree with the Committee’s characterisation of the franchising system 
as “wasteful and muddled”. 

Good quality planning for the rail network is essential. In summer 2007 the Secretary of 
State will publish a High-Level Output Specification for the passenger railway in England 
and Wales. This will cover the years from 2009/10 to 2013/14, specifying the capacity, 
reliability and safety improvements the Government wishes to secure and setting out the 
available funds. We have already announced that the Department will specify an extra 1000 
carriages in the HLOS this summer. Possibly because stability and efficiency has been 
brought to the network and rail is now providing the means of its own improvement. It 
will be accompanied by a document considering capacity issues in the longer term. 

31. The rail franchising system means that the DfT will require access to commercial 
law specialists on a regular basis for the foreseeable future. We urge the Department to 
conduct a thorough cost-benefit analysis to establish whether it would be more 
beneficial to employ commercial law specialists in-house to handle the recurring work 
arising from the rail franchising process. The contracts negotiated are worth billions of 
pounds—the Department must be confident it is securing good value for money, but it 
should evaluate whether hiring external help to carry out significant parts of its 
workload is the most cost-effective way to achieve this. We doubt that this is the case. 
(Paragraph 72) 

The department has some in-house commercial law expertise, but the peaks and troughs of 
the refranchising programme, and the highly specialised legal commercial skills required, 
means that value for money can best be ensured by using external legal support. In 
addition, contracting for legal support allows the Department to draw on the wide range of 
skills and specialist expertise available within legal firms. The DfT has a panel of external 
lawyers for use in franchise work with firms appointed following a competitive 
procurement exercise. The rates that the Department obtains from such firms are 
significantly less than would be charged to most commercial clients and most franchise 
reletting transactions are undertaken at a fixed cost.  

32. The progress of the Crossrail project depends on the Government agreeing a viable 
funding package with the Mayor, London businesses and taxpayers, and the Treasury 
committing to provide the remainder—which will itself be significant. We question the 
reliability of the cost estimates and whether the very substantial costs will, in fact, be 
met by central Government. We look forward to progress being made in the 
forthcoming Comprehensive Spending Review. Careful consideration must be given to 
the impact any funding decisions will have on transport fares and charges, local 
residents, and national tax payers. (Paragraph 74) 
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The Government remains committed to Crossrail. It is true that funding remains a 
challenge. That was always going to be the case for a scheme that could cost as much as £16 
billion to construct.  

The Government agrees it is critical that the cost estimates for the scheme are reliable and 
as low as possible. Confirmation of these costs, and reduction of them where possible, have 
been and remain central to the work of Cross London Rail Links. 

We have always been clear that any funding package for Crossrail will need to see those 
who benefit contribute accordingly to its cost. This will mean a significant contribution 
from London. These issues will be considered in light of the Lyons Inquiry into local 
government finance and inform the consideration of Crossrail, to be taken forward in the 
context of the CSR. 

33. We await with interest the Department’s response to the Eddington Report in the 
context of the Comprehensive Spending Review and the Department’s forthcoming rail 
strategy. We are keen to monitor what conclusions the Department will make about the 
potential for high speed North-South rail links. (Paragraph 76) 

The Department will publish the Government’s detailed response to the Eddington study 
alongside the Comprehensive Spending Review later this year. This response will be set 
within the context of the Government’s objectives for transport, including improving 
environmental performance, enhancing access to jobs, services and social networks, and 
strengthening safety and security, in addition to sustaining economic growth and 
improved productivity.  

34. We expect to see the resources from the Department’s efficiency gains released for 
front-line activities and actual improvements in the transport system (Paragraph 77) 

The Department’s efficiency target in the Spending Review 2004 period is to achieve 
annual gains of £785 million by the end of financial year 2007/08. An integral element of 
this target is that at least half of these gains must be cashable, directing resources to front 
line activities. The Spending Review 2004 settlement took account of this level of efficiency 
gains and the allocation of resources following the settlement prioritised funding so that 
resources were channelled towards key transport outcomes.  

35. Metronet’s poor performance in discharging its duties under the PPP agreement is 
cause for serious concern. Though the PPP contract was designed to reward good 
performance and penalise poor performance, we do not share the Secretary of State’s 
confidence that, having performed so poorly thus far, Metronet will suddenly find that 
the contract produces an incentive to improve. We will continue to monitor 
developments in this area closely but the Government must be alive to the need to judge 
the PPP on the improvements it actually generates, rather than the hypothetical merits 
of the reward scheme it embodies. (Paragraph 84) 

Metronet’s performance to date has been mixed. The London Assembly’s Transport 
Committee report "a Tale of Two Infracos", published in January 07, recognises that in 
some areas Metronet have delivered some excellent results – for example on the District 
and Central lines and the renewal of the Waterloo and City lines. 
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However, the PPP Arbiter’s first annual review of Metronet’s performance (published 16 
November 2006) set out his view that Metronet had not carried out its activities to March 
2006 in an economic or efficient manner or in line with Good Industry Practice overall. 
This finding was further supported by the Arbiter’s comments in guidance issued on 13 
March 2007, in relation to treatment of investment at Extraordinary Review. 

The Arbiter has also recognised that Metronet are starting to make improvements. 
Changes underway include the renegotiation of the supply chain arrangements for track 
and the competitive tendering of its remaining station refurbishment programme. These 
changes have yet to deliver their full benefits, and it will be for the Arbiter to judge their 
effectiveness in future Annual Reviews of Metronet.  

In the meantime, it remains for London Underground to continue to manage the PPP 
contracts effectively, rewarding good performance and applying the financial abatements 
where Metronet fails to meet its targets under the contract.  

We also look to Metronet and its shareholders to continue and accelerate the process of 
review and restructuring now underway to ensure that they are able to deliver the 
improvements they have contracted to deliver and that travellers expect. 

36. It would certainly be a great achievement if the serious problems identified with 
EASA—which encompassed budgetary difficulties; financial, business and manpower 
planning; and management and governance processes—had been ironed out in less 
than two months. The Department’s supplementary evidence indicates that, in many 
cases, the improvements have not yet been made; rather there has been some indication 
that the Agency is planning to improve processes, and that it has a strategy to act upon 
the recommendations made to it by national authorities and consultants. It seems that, 
in agreeing to lift the UK’s general reserve, the Department is taking much on faith. 
(Paragraph 88) 

37. The Department must be certain that safety standards will not be compromised by 
the transfer of powers from national authorities to EASA. We will continue to monitor 
developments and the negotiation of the Regulation. The UK’s safety standards must 
not be compromised. (Paragraph 89) 

As the Government set out in its response to the Transport Select Committee’s report on 
the work of the Civil Aviation Authority, published on 13 March, a genuine European 
single market in air transport services requires common safety rules and harmonised 
standards of implementation. The Government has supported the development of a 
comprehensive European regulatory system, centred on an effective European Aviation 
Safety Agency, as part of its commitment to establish and maintain a high, uniform level of 
aviation safety across Europe. The legislation to extend the scope of EASA is currently 
under negotiation and recently concluded its first reading in the European Parliament. It is 
unlikely that the Agency will assume its new responsibilities until 2008, at the earliest. 
Meanwhile the Government, together with the CAA, will closely monitor progress in all 
aspects of the Agency’s work to ensure that aviation safety levels in the UK are not 
compromised. 


