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Oral evidence
Taken before the Welsh Affairs Committee

on Tuesday 12 June 2012

Members present:

David T. C. Davies (Chair)

Stuart Andrew
Geraint Davies
Jonathan Edwards
Nia Griffith

__________________

Examination of Witnesses

Witnesses: David Sidebottom, Passenger Team Director, Passenger Focus, Iwan Prys-Jones, Interim Taith
Executive Officer, and Mark Youngman, Chair of South East Wales Transport Alliance Rail Working Group
and Transport Policy and Compliance Manager at Monmouthshire County Council, gave evidence.

Q1 Chair: Good morning, gentlemen. Thank you
very much indeed for coming along today. This is an
evidence-gathering session, not some sort of Rupert
Murdoch-style inquisition, so please feel free to tell
us what you think we need to know. It is all quite
friendly.
Could I start by asking you to introduce yourselves
and then perhaps give us a few words on whether you
think the current cross-border road and rail services
are adequate? Presumably, we are all here because we
think that they could be improved, and perhaps you
could just tell us briefly how that might be done? If I
start twitching, it probably means that I am about to
cut you off, because we are running to a fairly strict
schedule. Shall we go from left to right?
Iwan Prys-Jones: I am Iwan Prys-Jones. I am the
Executive Officer at Taith, the North Wales Transport
Consortium, which is a joint committee of the six
local authorities in north Wales. It is fair to say that
cross-border communication is absolutely essential
from the point of view of the transport infrastructure
in north-east Wales. Links between the north-east of
Wales—or between the whole of north Wales and the
north-west and midlands—are crucial to the
development of the economy.
Fundamental to us is the fact that the border in north-
east Wales is almost indistinct as far as the economic
view of the world is concerned, and there is a huge
daily migration in both directions across the border to
seek employment. Chester, for example, provides a
great deal of white-collar employment for north-east
Wales; and north-east Wales provides an awful lot of
manufacturing employment for people in Chester and
the north-west. The recent designation, of the
enterprise zones increases the importance of cross-
border links, but the big issue for us is that the cross-
border links at the moment are heavily dependent on
the congested road network. Although there have been
improvements in terms of cross-border public
transport links, there is probably some way to go to
provide a series of viable alternatives to car-based
travel for people to access employment and growth
opportunities.
David Sidebottom: I am David Sidebottom, Passenger
Team Director of Passenger Focus. Passenger Focus

Susan Elan Jones
Karen Lumley
Jessica Morden
Mr Robin Walker

is the British railways passenger watchdog, and it also
represents bus passengers in England only, outside
London.
Our focus particularly is looking at what makes
passengers more satisfied with existing rail journeys
that go cross-border, and also looking at what will be
going into the new franchises, particularly the Great
Western franchise. We have done a lot of work to
influence that, and have sought the responses of over
4,000 rail passengers to influence what comes out in
the final bids from the train operating companies. It
has been interesting, in pulling together our
documents, to see the growth, particularly in journeys
from Wales to the south-west of England, which have
grown quite dramatically over the last 15 years, with
numbers doubling. I am happy to talk about the
passenger experience.
Mark Youngman: I am Mark Youngman. My
substantive post is with Monmouthshire county
council on transport policy, and some of you may have
received e-mails or had meetings with me in the past.
I am quite well versed in cross-border issues, not just
in the south-west but also up to Herefordshire and into
Gloucestershire. Part of the reason why I am here is
that I represent Sewta, the South East Wales Transport
Alliance, which is the south Wales version of Taith. I
am here in the role of chair of its rail group. It is much
the same as Iwan said, particularly within
Monmouthshire; people who live in Monmouthshire
and in south-east Wales who do not work in south-
east Wales but commute over into Bristol. Bristol is
growing; it has a local enterprise partnership, and lots
of housing and development is proposed. There is also
development proposed in the Forest of Dean at the
moment, and lots of expectation that people who will
be living there will be travelling to Bristol, when at
the moment they have to come into Wales to go out
of Wales again.
In addition, we have lots of involvement with small
things, such as small villages whose nearest school or
health facility are actually in Wales, but they are based
in England. They have a bus service and a bus pass,
but it offers different conditions to what is
experienced in Wales and also a different level of
service. They are smaller things—the day-to-day
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things—particularly as we are now getting an ageing
population; people are finding that they cannot afford
to use their cars any more, and where the employment
opportunities are out of the area that they live in, that
affects how cross-border issues are dealt with.

Q2 Chair: Our predecessors on this Committee
found that there was not enough investment going into
cross-border routes from England, presumably
because the authorities did not see anything that was
important to Wales as being a priority. I am not taking
a view on this; that is just how they saw things. Do
you see things in the same way? Do you think that
there are problems with some of the cross-border
routes, particularly the road routes, and if so which
ones?
Mark, I presume that we would both think that the M4
and the area up to the tunnels is something in Wales
that needs improving. Are there any other particular
problems?
Mark Youngman: The M4 was referred to in our
response and the consultation that is being carried out
at the moment on the M4 between Newport and
Cardiff. You also have roads such as the A48 running
through Chepstow. With all the houses being proposed
in the Forest of Dean, to get to Bristol people are
going to have to use the A48, and anyone who has
had the joy of travelling up Hardwick hill in Chepstow
knows that it is not the best experience in the world.
You also have the routes that travel up into
Herefordshire such as the A465, again a cross-border
single carriageway.
People have perhaps focused on the M4 because that
is the main route between Bristol and the south-west
of England and south Wales, but one might argue that
because of the tolls there are other routes that people
would look to when travelling from the midlands and
the north of England into Wales. I have referred to the
A40, but there is also the A449 through Monmouth
coming down from the M50, and every Friday now
you hear of a problem in Monmouth at the traffic
lights, with lorries having overturned and things like
that. I have also heard of problems on the A465
coming down from Herefordshire into south Wales.

Q3 Chair: Thanks for those specifics, which are
great. I was aware of those, but I am less aware
perhaps of north Wales.
Iwan Prys-Jones: It is a mixed bag in north Wales.
There are four main routes coming into the area. The
A5 from Chirk is reasonable and of equal standard on
both sides of the border. On the A494, from the end
of the M56, you have had significant improvements
on the English side of the border, but proposals are
still awaited for the A494 Aston hill scheme, which is
contentious locally but is a significant issue for traffic
coming in and out of Wales. The other two main
routes are the A55 west-bound into north Wales and
the A483 south-bound towards Wrexham. Both have
to use the same extremely difficult junction. The A55
traffic is not impeded too much by that junction, but
anything travelling north or south in or out of
Wrexham or eastwards out of north Wales and seeking
to go south—that junction provides one of the main
north Wales-south Wales links—suffers enormous

problems. Ironically, the impact of the junction tends
to be on Wales, but the junction is actually in England
and is therefore the responsibility of the Highways
Agency. Partly as a result of work done by this
Committee, the issue of that junction has been raised
and profiled recently, and we are now seeing some
joint work across the border with bids being put in for
funding for that junction. Nevertheless, it remains a
critical bottleneck for the whole of north-east Wales
regionally.

Q4 Chair: Mr Sidebottom, you must have an all-
Wales view, looking at it from the bus perspective.
Are there are any particular routes that you want to
mention?
David Sidebottom: It is difficult because our bus remit
is England only. We have done some bus passenger
satisfaction work recently, which we published in
March, particularly in the south-west and one or two
counties along the border.

Q5 Chair: Some of those English routes are
obviously coming into Wales.
David Sidebottom: Yes.

Q6 Chair: If you had unlimited money, which one
would you pick?
David Sidebottom: It is difficult to say; our research
is more about satisfaction with existing services than
about opportunities to exploit new routes.

Q7 Jessica Morden: May I ask about the passenger
experience? What are the key priorities for passengers
on cross-border travel, and how are their views
listened to in the process?
David Sidebottom: In a number of ways. We carry out
a national passenger survey on rail across Great
Britain, which surveys 20,000-odd people every six
months. In Wales specifically, we analyse the work
and share that with the Welsh Assembly Government
and the rail team there to make sure that they see both
the journeys undertaken within Wales and also cross-
border services. We have used that evidence and some
additional research to try to influence the new Great
Western franchise and also where the West Coast
franchise overlaps with some of those services.
What we are seeing particularly is that the key drivers
of satisfaction are punctuality and reliability, which
are always in the top two. The interesting thing that
we found out from our Great Western research was
that passengers going to the south-west and on the
Cardiff-Portsmouth journey were particularly
interested in capacity—getting a seat on the train. That
shone out as an example what passengers really want,
above value for money and above punctuality.

Q8 Jessica Morden: It is difficult not to be parochial
about these transport links, but in my constituency—
and that of the Chair—we have the Severn Tunnel
Action Group, which is a fantastic example of a
campaigning passenger group.
David Sidebottom: Absolutely.

Q9 Jessica Morden: The group often speaks strongly
about overcrowding and trains being at the right time,
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when 70% of people from the Severn Tunnel Action
Group work in Bristol rather than Cardiff. Those
issues come through very strongly.
May I ask Sewta and Mr Prys-Jones the same question
about passenger input?
Mark Youngman: I echo what David said. In our
response to the Great Western franchise, again with
the support of the Severn Tunnel Action Group, we
wholeheartedly agreed. We are a group that was set
up when a previous franchise basically got its terms
and conditions painfully wrong. We have proved that
there is a demand for rail travel; not long after extra
carriages have been put on, there are more instances
of overcrowding. We have argued that the existing
service—a train every half hour with the requisite
number of seats or carriages—should cater not only
for growth, for things in 10 or 15 years, but for the
here and now.
Evidence has come out to suggest that the number of
car journeys has reduced. We know that in the south-
east and Monmouthshire, we have a high level of
youth poverty, where people cannot actually afford to
buy their own cars or to use them, so we are looking
at other forms of transport to get them to and from
work, so public transport is the way, but if they cannot
get on the train or if the train fares are too expensive,
what can they do?
We have been arguing that the existing level of service
should actually cater not only for the growth that is
there at the moment, but that we think will be there
in the not-too-distant future, and should be looking
far ahead—and with the potential for electrification
through the Severn tunnel and on towards Cardiff and
Swansea, if we ever get it. There is some suggestion
that when you electrify a train service, more people
come out of the woodwork to travel on it—some
suggest about 4% above the normal growth figures.
Now, 4% extra demand on the Cardiff to south Wales
route would cause serious problems at the moment, so
if those train services are electrified, we need to allow
for them to grow and for more people to want to use
them.

Q10 Susan Elan Jones: May I direct my question to
Passenger Focus? I would like to ask about the level
of satisfaction. What level of satisfaction would you
consider to be acceptable?
David Sidebottom: The passengers judge that—that
may be a glib answer. With cross-border journeys,
passenger satisfaction is 85%, so 85% of passengers
say that they are overall or fairly satisfied with the
journey that they have undertaken. I am using that as a
long-distance comparator to things like the East Coast
railway and the West Coast franchise, but you need to
drill down into what is driving that. Value for money
is an area that passengers are less satisfied with, but
that stands out a little from other long-distance
journeys. Some of that may be to do with station
conditions or railway stock conditions—I do not
know—but it comes through in some of the research
that only 58% of passengers are satisfied with value
for money. Perhaps there is some work to be done on
First Great Western. Again, that is something that we
have said in our franchise submission.

Q11 Susan Elan Jones: That is interesting because,
in my part of the world, as I am sure you will be
aware, we had the shambles of what happened with
the Wrexham and Shropshire line. This is anecdotal,
but from my point of view, the level of satisfaction of
people in that area was phenomenally high—and then,
of course, the service just disappeared.
What was interesting about that is that, because of the
nature of various other franchises, the service itself
had to be a relatively slow one because there were
certain routes that they could not use. However, it was
still immensely popular. What about issues like
crowding or comfort? Do we have a breakdown of
passenger satisfaction on those areas?
David Sidebottom: Yes. We produce an autumn and
spring wave of our work which we cut specifically
for journeys within Wales and also Wales cross-border
journeys, which we share with the train operating
companies. It was something that we have worked on
over the past couple of years specifically for the Welsh
Assembly Government and the rail team there.
Actually, we can track trends over the past five or six
years, so all those factors—we have 30-odd different
factors, station and on-train—can be tracked. Where
possible, we can say to train operating companies such
as Arriva and First Great Western, “Do you want to
boost the work in some way to get even more detail
within that?” We are in constant dialogue with the
train operators on that.

Q12 Susan Elan Jones: So there is objective
evidence, as there was about Wrexham and
Shropshire?
David Sidebottom: Yes. We did one piece of work
with Wrexham and Shropshire before its demise, and
we could use that as a comparator. However, with
operators like that—you have the same with Grand
Central and the East Coast—you tend to find that there
is a certain brand loyalty that develops. That comes
through in the research as well.

Q13 Karen Lumley: Do passengers travelling
between England and Wales face particular problems
with particular services with different operators?
David Sidebottom: No, I do not think so. As always,
it would be great to have the opportunity to hear from
rail passengers, but ticketing is what it is. Part of the
problem that we see from rail passengers with long-
distance journeys is the flexibility that you sometimes
lose by buying in advance. You can buy a cheap
advance ticket, but as we saw in a report that we
published only a couple of weeks ago about some of
the impacts on passengers, they may not fully
understand the terms and conditions of the ticket, and
the train operating staff are perhaps less flexible than
we would like when passengers have to pay a
premium—the difference in ticket. Again, these are
things that we have picked up as generic long-distance
passenger issues, rather than it being something more
of a cross-border issue.

Q14 Karen Lumley: Are there any routes where
satisfaction is particularly high?
David Sidebottom: No, it is averaging out. Journeys
across to London from the south and journeys up from
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Cardiff to Manchester and the midlands are all
hovering around the mid 80% mark. It is kind of on
track; it is in the mix of other train operating
company specifics.
Mark Youngman: On passenger satisfaction, the point
that I would make—I do not wish to denigrate the
survey—is that the survey is obviously just of existing
rail passengers. There are obviously lots of people out
there who, for whatever reason, do not take the bus or
the train. Some of it may be anecdotal, in terms of
thinking that it is slower and costlier. As an example,
I suffered for my sins and got the bus from Chepstow
over to Bristol the other week for a meeting. The fare
was £7, and we kept to time, primarily due to the
driver knowing the back roads through Bristol, so that
we bypassed most of the congestion on the M4 and
the M5. However, the price of £7, which also included
free travel in most of Bristol, was comparable to
travelling in your car and coming over via the toll.
Yet it struck me how many people out there know
about that facility.
Equally, with the railway between Cardiff and south
Wales, there are many people who are pleasantly
surprised when they are told how much it costs to
travel between south Wales and Bristol. Those who
travel between south Wales and Bristol by car will
know that if you hit Bristol at certain times of the day
you are going to be stuck there for a long time, yet
the train is by and large reliable in terms of knowing
what time it is going to arrive.

Q15 Chair: Would anyone like to tell us if there are
any particular heroes or villains? Perhaps you should
tell us of the heroes and we can then work out for
ourselves who are the villains.
Mark Youngman: I think that you and Jessica will
know the issues with the two railway lines that exist
in Monmouthshire. What has happened there is that
you have franchises that are essentially controlled by
two different bodies. One is very much in Wales, and
the Welsh Government have invested lots in the
railway service; whereas, with the English or Great
Western franchise, the reason STAG was set up was
because the franchise for the cross-border services
was so poorly specified that it cut 50% of train
journeys. Although that has been improved over the
years through the good efforts of STAG and the train
company, there is still the kind of view that I used to
have when I worked in London—that of sitting in
your ivory tower and not knowing what the issues are
in Wales.

Q16 Chair: We hear that all the time on all sorts
of issues.
Mark Youngman: That is why, through the efforts of
STAG and Sewta and other authorities, but also
working more closely with the likes of
Gloucestershire, we are now sharing common
aspirations. We have much better dialogue now with
Gloucestershire, for example, and with the West of
England Partnership and the authorities there. I had a
meeting with them a couple of weeks ago about the
potential impact of the decentralisation of rail
services, which at the moment just applies in England
but could have cross-border issues. Equally, we also

do it up in Herefordshire. In the past, local authorities
and Government may have had dialogue, but perhaps
it is going beyond that and is now improving—and it
can only improve.

Q17 Chair: Does anyone have thoughts on north
Wales?
Iwan Prys-Jones: There are only two franchises to
choose from. We have the West Coast franchise,
where the levels of service tend to be reasonably
good, but you pay quite handsomely for the service.
Then we have the Wales and Borders franchise. There,
echoing the points that Mark has raised, capacity is an
issue on a number of services. I think especially of the
services between north Wales and Manchester, where
overcrowding is a real issue. The service provides not
only a long-distance commuter link from north Wales
to Manchester, but local services for most of the
western edge of Cheshire, where the line goes
through it.
The other issue—again, I pick up on a point raised by
Mark—is that services do not necessarily go where
people want to go. We are seeing demand from people
looking for alternatives to car use, particularly for
accessing employment, especially as fuel costs are
increasing, as is congestion, but services, be they rail
or bus, do not necessarily go on convenient routes for
people to access the employment opportunities that
are available.

Q18 Geraint Davies: I move on to the issue of
economic development and transport. I wonder what
your views are—this question is particularly for Mark
Youngman—on the Severn bridge toll and the
expectation of electrification, and whether there is
scope for improving roads all the way to west
Wales—and, indeed, rail—in order to provoke tourism
and inward investment.
Mark Youngman: That is a big question.

Q19 Geraint Davies: You have two hours to answer
it. Shall we start with the tolls? I know that when they
took the £1 toll off the Forth bridge the traffic went
up by 13% overnight. I think it is now down by 7%,
which has a big impact on inward investment, trade
and access to jobs across the river. Did you approve
of that?
Mark Youngman: Sewta does not have a particular
view on tolls, if one is honest, because in the past tolls
have acted as a sort of barrier to unsustainable forms
of transport and encouraged people to take the bus or
the train. I remember that five or 10 years ago the
train companies had a promotion: save your tolls by
catching the train. They used the fact of the toll to
encourage people to catch the train. If you took the
tolls away, though, you would still be left with some
of the transport problems once you get into Wales on
the M4, and equally in England at the junction of the
M4 and M5. I travelled up on the M4 on Sunday
afternoon, and I was stuck in a queue coming through
Bristol—albeit that was due to road works and had
nothing to do with the tolls.
One might argue that there are advantages in having
tolls but there are also disadvantages. We know in
Monmouthshire that HGVs bypass the tolls and end
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up coming along the A48 through Chepstow, which
adds to air quality issues in that town. Once you go
further on, I would argue that tolls become less of an
issue and that we have the normal transport
problems—constraints on capacity, a three-lane
carriageway going down to two lanes, a reduction in
the speed limit and also the road problems in and
around Newport and Cardiff. Although we do not
suffer the congestion that London experiences, there
is growing congestion in some of those big urban
areas that one might argue are disassociated from the
motorway and the tolls.
I mentioned earlier the potential of electrification, just
to increase rail demand to beyond what existing
forecasts suggest. People like new trains—there is lots
of evidence on that—but they also like old trains that
have been repainted and refurbished. When that
occurred on the Valleys lines, with 20-year-old trains
being refurbished and repainted, the demand went
up—it went just like that.
Moving further west, the Sewta boundary ends at
Pyle, but we can lob a brick into Port Talbot—not that
we ever would throw bricks. We acknowledge that
there is growing support for the city region—a greater
economic powerhouse, if you like, covering not just
Cardiff and Newport but stretching along the whole
of south Wales. There are people who work in Cardiff
and live in Swansea and further west. For my sins, I
live in Neath, so I have to travel into east Wales.
Equally, I know from having worked down in
Pembrokeshire and Carmarthenshire how important
tourism is, and I used to argue strongly that although
you might be at the end of the M4, which is two and
a half hours from London, you are also about three
and a half hours by train from London if you so desire.

Q20 Geraint Davies: On the question of Wales
having a fair share of investment, I have two quick
points. The first is the view Wales should have its fair
share of High Speed 2, which will be worth about
£1.9 billion across Wales.
The second is on the south Wales side. You may know
that the four local authorities of Pembroke,
Carmarthenshire, Swansea and Neath Port Talbot have
put in a joint bid to become a city region, so that theirs
is not a minority view on the periphery of a massive
Cardiff city region. I thought that I would drop that
in, because we want our fair share rather than it all
going to Cardiff. I wonder whether people generally
had a view on whether there should be greater
investment in Wales, with it being more evenly spread
out of the capital.
Chair: We are coming to High Speed 2 in a moment,
but as a general point, Mr Prys-Jones, do you think
that we are getting our fair share of investment?
Iwan Prys-Jones: The recently published reprioritised
national transport plan has refreshed some of the
investment decisions that are being taken within
Wales. Certainly from a north Wales perspective,
some of our priorities in terms of rail investment have
now been recognised in that NTP, and we are grateful
and pleased for that. The next step will be to see the
follow-on investments that will take advantage of the
new infrastructure being provided on the key links,
such as the redoubling of the railway line between

Wrexham and Chester. We need to see what comes
after that. In terms of the investment, it is hard to say
that we do not get our fair share. Equally, there are
significant priorities that have still to be achieved and
to be delivered.
David Sidebottom: Very quickly, in terms of high-
speed rail and some of the bolt-ons in terms of
investment, I turn to what is happening in Manchester
with the Manchester hub. It is creating a more joined
up bit of rail network around Manchester, and that is
going to free up into regional travel across northern
England, with access to north Wales. I guess that that
will be an absolute attraction in terms of giving access
to five big English cities in the north. That is
something else to think about.
Mark Youngman: I support what David and Iwan
have said. I would argue—I must be a little bit
careful—that there are some investment opportunities
in England that would certainly improve the lot of the
passenger and the road user in Wales, such as
improving capacity on the M4 and M5 around Bristol.
From a rail point of view, there is improving
accessibility at Bristol Parkway and the likes of
Reading—and, for that matter, the electrification of
the whole of the Great Western main line from
London. Although we might like it to start in Swansea
and then work back towards London, it would not be
that beneficial if there were problems in England and
the full benefits of electrification existed only between
Bristol and Swansea. That is so particularly from an
international viewpoint about linking to Heathrow and
the benefits that can be accrued from improving
access there.
I would argue that, yes, we would all like to have
more investment in transport in Wales, but we want
investment in transport per se and from a national
viewpoint because, at the end of the day, transport is
by and large a national issue. People do not really
know what the borders are when they cross over
between England and Wales, so they would invariably
rather see more investment in road networks and more
investment in rail and bus services.
Chair: We will have to be a little more speedy, I am
sorry to say.

Q21 Stuart Andrew: I had better be sure of asking
my questions before Geraint in future, as he always
steals them.
I have a quick question for Mr Prys-Jones on
connectivity. We hear a lot about south Wales and the
southern part of England, but what involvement does
north Wales have with projects such as the northern
hub? My recent experience of a train journey from
Wrexham to Leeds was fairly horrific; it took four
hours and four changes, by which time the rest of the
Committee were probably nicely tucked up in bed.
That seems ridiculous, given that the distance is so
short. If we are to see greater economic benefits across
the north, what is going on in north Wales to make
sure that it benefits from any investment?
Iwan Prys-Jones: Most of our councils work under
the auspices of the Mersey Dee Alliance, which, as
its name suggests, focuses on the Greater Merseyside,
Cheshire and north-east Wales area. The alliance has
played a great role looking at the local transport links
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within that network. That is not to say that there is
not some way to go in order to deliver effective
improvements. We have some dialogue in the northern
hub debate, through Cheshire in particular, but from
where we are sitting it feels a little bit remote from
time to time. However, as you rightly say, it has a
material impact on rail services in and out of north
Wales.
In one sense, we are quite grateful that there is a direct
link to Manchester. We do not have direct links to
Liverpool, for example, which some might say is an
equally important destination, particularly given the
growth of Liverpool airport. Direct rail links from
north Wales to Liverpool airport is something that we
would aspire to, and we are working jointly with the
Mersey Dee Alliance, the Cheshire authorities and
Merseytravel to try to secure improvements to the
Halton curve, which would allow direct rail services
from north Wales to Liverpool airport to be
established.
The northern hub is an issue for us. The likelihood is
that, as a result of the northern hub investment, north
Wales rail services will flow to Manchester Victoria
rather than Manchester Piccadilly, as they do at the
moment. That will drive a coach and horses through
our aspirations for improved rail links directly to
Manchester airport, because the airport link goes via
Piccadilly. That is a significant issue for us. We would
also like to see a better understanding of what could
happen in terms of rail journey times between north
Wales and Manchester. If you have additional capacity
in Manchester and you have scope for additional
services on the key Chester to Manchester route,
would it allow accelerated train services from north
Wales to take place? Those are all things that we
would like to see happen as a result of investment in
the northern hub.

Q22 Stuart Andrew: To come on to HS2, what are
the benefits that you think Wales will enjoy from
HS2—if any?
Iwan Prys-Jones: It sometimes feels, in some of the
dialogue that happens in Wales around HS2, that any
improvements that it will bring are almost irrelevant
as far as Wales is concerned, but that is certainly not
the case for north Wales. It is a big ticket issue for us,
because of the impact that it has on direct rail services
to London, and there is scope for improvement there.
We know that there are significant capacity issues on
the West Coast mainline. We have some concerns
about the way that the new West Coast franchise has
been structured, as it could mean that north Wales and
Chester train slots are used to provide more lucrative
services to Manchester or Scotland because there is a
better chance of revenue generation. The franchise
seems to be structured in that way. The additional
capacity that HS2 will bring is something that we
really welcome, but we have concerns that we will not
necessarily be able to access the high-speed
component because classic-compatible trains will
need electrification to access their destinations, and
there is no electrification west of Crewe. We also have
concerns about the impact that work during the
construction of HS2, particularly in Euston, will have
on services during that period. Nevertheless, we

generally welcome the investment and the additional
capacity, and we are now looking for investment
beyond HS2 that will secure opportunities for
Merseyside, north Wales and Chester, to take
advantage of the HS2 network.

Q23 Mr Walker: Both Taith and Sewta have plans
that set out the importance of cross-border rail. Would
you talk us through some of the practicalities, in terms
of the mechanisms that you have in place to make sure
that cross-border issues are identified and acted on?
Mark Youngman: Within Sewta, it has again been
driven from the bottom up, with local groups
emphasising to the local authorities and Sewta the
importance of cross-border travel. For those of us who
work in cross-border authorities, you should just look
at the figures; the number of people who travel over
towards Bristol or up towards Hereford and
Gloucestershire—dare I say it?—make it a bit of a no-
brainer. Although Cardiff and Newport are important
because they are in Wales, the cross-border routes and
the people who want to travel to work in English areas
also matter, so we have incorporated that in our
regional rail strategy and development. We are
focusing perhaps more on the cross-border routes, the
eastern bit of the region, rather than, as was previously
the case, on Cardiff and Newport.
We are perhaps acknowledging that in the past the
cross-border routes were not so much forgotten but
were a little bit down the priority list, and whenever
any opportunity arises to put the case for more
services, as with the current consultation on the Great
Western franchise, we must ensure that we lobby for
that. Also, with the potential of the Wales and Borders
franchise, when that comes up for renewal, again we
must emphasise how important the cross-border routes
are. We have advised on two of the cross-border
routes in the Wales and Borders franchise; they are
ones that are currently seeing positive growth, even
though generally growth has slightly declined,
whereas on the Manchester route, for example, it is
quite strong and on the Gloucester to Chepstow route
it is again quite strong. We must use any opportunity
that arises, and also work closely with our English
local authority counterparts.
Iwan Prys-Jones: At a local level, it looks reasonably
good, largely because of the existence of entities such
as the Mersey Dee Alliance, in which cross-border
authorities in the locality came together because of a
perceived gap in local liaison. The high level cross-
border priorities are recognised, both in terms of
passenger transport and road improvement projects.
We feel that cross-border dialogue is improving, as it
is at the national level as well. What still seems to be
difficult from time to time is marrying the funding
opportunities to deliver integrated cross-border
projects.

Q24 Mr Walker: Is there anywhere you have
identified a clear need for cross-border action that has
not been followed? Are there any logjams?
Iwan Prys-Jones: There are a number of projects that
we would like to see happen, and some of them are
very significant. Whether it is a case of the projects
not being progressed because of a logjam or that they
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are just not being progressed because there is
insufficient money in the system to deliver them,
irrespective of whether there is a logjam, is a moot
point at the moment.

Q25 Mr Walker: Finally, what level of contact do
you have with Ministers of the Welsh Assembly
Government and the Department for Transport? Do
you feel that you are listened to enough?
Iwan Prys-Jones: One of the advantages of working
in Wales is that the lines of communication with
Ministers in the Welsh Government tend to be quite
close. Clearly, there is far less contact at ministerial
level—in fact, virtually no contact, at least on a day-
to-day basis—with Westminster.

Q26 Nia Griffith: Of particular importance is the
franchise, what flexibility it has, what limitations there
are, and what abuse there can be of it. One very small
example is Sunday services from Llanelli; there is
nothing by rail until mid-morning, which means that
you cannot get to matches in London in the afternoon.
Sundays have become days for matches and days for
shopping, and it is the same with Boxing day. As with
the instance of the M4 being crowded, no doubt more
people stay away from the railways on Sundays
because of the chaos that they often find. In the whole
drawing up of the franchises, what has been your role?
Do you think that you have sorted out the problems?
What do you think are the real challenges about
getting the franchises right in future?
Mark Youngman: The challenge, as Iwan said, might
really come down to money, in terms of what people
afford. The evidence out there shows what the demand
is and what the potential demand will be if you put
some of these services on, improve reliability, and
actually put out some tickets that people will believe
are affordable and offer good value for money. The
challenge with the railways will always be funding
those services.
We argued with the Great Western franchise that there
needs to be a potential for the franchise to grow; it
also needs to look at changing travel patterns. We put
a little bit of a flyer in a curve-ball suggesting a direct
service from Abergavenny, potentially back from
Hereford, to London—one that also stopped at Severn
Tunnel Junction, because that station, which does not
have a direct train service, was identified in the top
10 destinations, including Reading and London
Paddington, of people catching the train. The
suggestion is that there is a demand at the moment
and a latent demand from people who live in a quite
large area—that of south-east Wales and also into the
Forest of Dean—for whom the current rail service is
not good.
I agree about Sunday services, although the rail
industry has certainly got better in ensuring that there
is at least a continuation of a rail service and none of
this replacement by buses. I remember when I first
moved to Wales that coming back of a weekend from
Swansea to London would take about four hours by
train.

Q27 Nia Griffith: It still does take about five hours,
especially if you have to go around Kemble, Stroud

and the rest. It is still a major problem. In terms of
the franchise, does there need to be some mechanism
in it that will allow for future changes, for growth
strategies or for when new needs are identified, and
how can that be built in?
Iwan Prys-Jones: One of the biggest lessons learned
from the current franchise is that you need to have
some mechanism to allow for growth. There is no
doubt that passenger numbers have increased
significantly over the life of the current franchise, and
it is probably fair to say that the system is struggling
to cope at the moment. Too many routes are crowded,
and there are too few trains at peak times to service
the demand that undeniably seems to exist out there.
Whatever happens with the new franchise, there needs
to be more flexibility. That flexibility will inevitably
be constrained by the cost of delivering the services,
but also by the availability of rolling stock. We
recommended in the documentation that we submitted
to the Welsh Government that there is probably a
window of opportunity now to look at the
procurement of new rolling stock, ready for the
renewal of the franchise in 2018; otherwise the growth
in passenger numbers will continue over that period,
and by the time we get to 2018 we could see far more
services having significant issues and capacity
problems.

Q28 Nia Griffith: Do you feel that you have had
sufficient opportunity to influence the fund raisers?
Iwan Prys-Jones: We have certainly all been included
in the consultation process for the franchises that are
going through the renewal process at the moment. The
best example is in relation to the West Coast franchise,
where, to be fair to them, the Department for
Transport and the operators have made efforts at least
to listen and communicate with all the interested
parties along the line of the franchise. Our issue is
that, with regard to the West Coast franchise, north-
east and north Wales are actually quite small fish
compared with some of the other cities that the line
serves, so our voice tends to be quite soft compared
to those of some of the bigger urban areas in England
and Scotland. That is partly the reason why we had
concerns about the level of service that we are likely
to see after the franchise is renewed, but that is not to
say that people have not made efforts to come out and
listen to what we have to say and to try to satisfy
some of the concerns that we have elaborated.

Q29 Chair: The acoustics are quite bad in this room,
Mr Prys-Jones, so feel free to speak up a little.
We will probably have to get through this quite
quickly now, as we are running short of time, but did
you wish to make a quick point, Mr Sidebottom?
David Sidebottom: Yes, just a quick point in terms of
franchises. We work on all franchises across Britain—
at the moment, there is a bow-wave of work—and we
have been closely involved with the Great Western
from the start. We are encouraging the bidding groups
and all the franchisees to speak to likes of Severn
Tunnel Action Group and all the other user groups, to
get to the grass roots level as well as to the passenger
research that we are putting into our responses, and it
is going well.
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Q30 Jonathan Edwards: The Welsh Government
announced that they were cutting the north-south rail
service by 50%. What impact will that have, not only
on people travelling between north and south, but on
those using the cross-border services, as the line
obviously goes through England to get to the south?
Iwan Prys-Jones: Yes, it will clearly have an impact
because there will be fewer trains. Of the two trains,
the premier service express—the one that leaves north
Wales in the morning to get to Cardiff by 10
o’clock—will continue, and that service is quite well
used and well regarded. The fact that the return part
of that service gets pushed back by two hours to 6.15
or 6.20 may be an issue, because many people who
travel there for a day would want to catch an earlier
train. From our perspective, we would rather see an
all-day pattern of regular services, and improvements
to the regular two-hourly service between north Wales
and south Wales, rather than picking on individual
services. The current service works fine for people
who are attending a certain series of meetings, but
people obviously prefer to have a little more
flexibility.
One of the issues for those of us who travel regularly
to Cardiff for all-day meetings is that the early
evening trains out of Cardiff are particularly
congested. Measures to address those issues, which
would be of equal benefit to commuters from
Monmouthshire up as far as Hereford, are probably as
important as the number of services provided.

Q31 Jonathan Edwards: Lastly, do you think that
the relationship between the Welsh Government and
the DFT has improved in recent years? What more can
we do to ensure that the DFT takes Welsh transport
requirements into consideration?
Iwan Prys-Jones: From our perspective, we have seen
some improvement in relationships. It is hard to gauge
exactly the level of dialogue that takes place, because
we are often not party to all of those discussions, but
we are certainly aware of a number of cross-border
initiatives. For example, there is direct dialogue
between the Welsh Government and Merseyrail and
Merseytravel at the moment, which would not have
happened a year or so ago.

Q32 Chair: Mr Prys-Jones, there were a couple of
specific questions to you from one of the Committee

members who unfortunately has another meeting.
Could we send you something in writing?
Iwan Prys-Jones: By all means.

Q33 Chair: That would be very good.
Mr Youngman, would you confirm—I find this most
interesting—that official thinking among publicly
funded transport organisations is that the tolls on the
Severn bridge are quite a good thing in that they force
people off the roads and on to other forms of
transport? That is their unofficial viewpoint, is it?
Mark Youngman: It certainly is an unofficial
viewpoint. Tolls are a complex issue. Tolls can be an
economic barrier, as we hear with HGVs, but equally
they can be a tool to encourage people to use more
sustainable forms of transport.

Q34 Chair: Would organisations like yours see some
benefits from tolls?
Mark Youngman: I would not want to speak on behalf
of the alliance, because we have not really discussed
the matter.

Q35 Chair: No. That was the impression that I had
previously, but I have never been quite able to pin
it down.
Mark Youngman: In many ways, it is similar to
congestion charging in London. Congestion charging
is a means to do something.

Q36 Geraint Davies: The impact of tolls is to push
more people on the railways than on the roads, but the
overall level of traffic on road and rail is down, which
therefore undermines job access and inward
investment. Surely that is the case. I appreciate your
narrow position, representing Cardiff and railways as
opposed to south Wales and the overall economy, but
it must be the case, must it not, that tolls undermine
overall economic activity in Wales?
Mark Youngman: I would not disagree with that, but
there are other factors at play. The price of fuel is
going up, and you now have many people who cannot
afford to own and run a car.
Geraint Davies: So bring the tolls down.
Chair: I probably should not have opened that one
up. Thank you very much, all three of you, for coming
along this morning. We are very grateful.
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Chair: Good morning. Thank you very much for
coming along this morning. I am David Davies, the
Chair of the Committee. You are quite a large panel,
so please do not feel that you all need necessarily to
answer all questions. We shall then get through things
fairly quickly and efficiently. I shall start off by calling
Geraint Davies.

Q37 Geraint Davies: I want to ask about freight,
with particular interest in the Swansea-based city
region—namely, the area of Swansea, Neath, Port
Talbot, Pembroke and Carmarthenshire. In general, I
wonder whether people felt that there should be more
investment in rail and road connectivity stretching
over rather than just focusing on the Cardiff area.
Dr Haywood: I am here today representing the South
East Wales Economic Forum, so I am not covering
that side of things, but it is clearly important for the
whole of Wales that we have more investment in road
and rail. It is a key part of economic development. If
we do not have the right sort of infrastructure, we
cannot hope to grow the economy.

Q38 Geraint Davies: I am thinking of Milford
Haven, Port Talbot, Swansea and connecting them up
for freight; the general question is what more could
be done in terms of road and rail.
Robin Smith: Certainly one of the key issues is
electrification of the south Wales main line through to
Swansea; and also, within the south-east Wales area,
the relief lines between the Severn tunnel and Cardiff
to allow access to the existing freight terminals. It is
important if you are going to have economic growth
and an increased modal shift to rail that electrification
should proceed right through to Swansea.
Ian Gallagher: The A40, for example, is an important
link from Haverfordwest into that area. You are
absolutely right in saying that if the infrastructure is
poor then, unfortunately, it is going to impact on the
economy of that particular region. For one thing, it is
going to put off investors and businesses in those
regions if they cannot get their goods to market in a
reasonable time. The reality—it is slightly different
the further west you go—is that the amount of traffic
on the road will make upgrading the A40 to any large
degree a very costly affair, but I would certainly
support improvements to that particular route because
it is a very slow bottleneck for HGV movements and
tourist movements, certainly into that area

Q39 Geraint Davies: In addition, energy is
obviously important for Tata steel and so on. In terms
of the discussions that have occurred with the Wales
freight strategy, can anyone shed any light on whether
it has been helpful in accelerating intermodal
container growth? I also wonder whether anyone has
any comments to make on issues surrounding Arriva
and whether Wales should have its own self-contained
co-operative franchise, given that Arriva is owned by
Deutsche Bahn, and Deutsche Bahn owns nearly all

the freight across Europe. It seems a strange thing.
Does anyone have a view on that?
Christopher Snelling: On the Arriva and Deutsche
Bahn issue, we have not seen any particular
correlation; they operate as fairly distinct business
units, and I have not seen any evidence of that. DB
Schenker are very active as one of the four main rail
freight operators in the UK, and they are very
competitive on that front. I have not seen anything
to suggest that there is any overlap or conflict with
passenger train interests within the wider group.

Q40 Geraint Davies: But should they be doing more
to enable better connectivity in terms of freight in
south Wales, and is Wales heading in a direction that
will lose us those opportunities?
Christopher Snelling: For the rail side, what we need
is better infrastructure. That is the key issue here,
rather than any action of passenger train operators or
whatever else it might be. There are issues about the
regulatory system and ensuring that paths are
compatible for the enhancements that people want for
passenger services, but that does not infringe on the
potential growth in freight. In the main, the way to
address that is partly through improved infrastructure,
because you can then do more with what you have.

Q41 Geraint Davies: In general, is there a need for
a major upgrade in south Wales, in particular at the
Swansea end—the west Wales end, if you like? You
could argue that Wales should have £1.9 billion as its
share of High Speed 2. If we upgraded the rail, road
and port facilities in west Wales would it make a big
difference to our economic prospects for growth?
Christopher Snelling: Yes, I believe it would, and you
are right to phrase it that way because it is a package.
You will want to see investment in the rail side—as
Robin noted, the extension of electrification as far as
that and a gauge enhancement that far, to really make
use of all the potential growth in freight—but to get
the best out of that, it has to be combined with
spending on roads as well, to ensure that the local
network is as good as possible to help support those
movements generally, so that the economy can
develop.

Q42 Chair: May I ask Mr Gallagher and Mr Smith
why it is that the percentage of freight being moved
by rail is falling in Wales, as opposed to in England?
Robin Smith: If you are picking up on the figures in
the latest forecast the Rail Freight Group published
last October or November, the devil is in the detail.
If you look at the various breakdowns in the various
commodities, the biggest contributor to the fall in
traffic between 2020 and 2030 is the reduction in
movements of coal, reflecting changes in power
station configuration in Wales and elsewhere.
However, there is significant growth balancing that in
the movement of containers, both deep-sea containers
and domestic containers. That is forecast, provided
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that the infrastructure is upgraded to take the
containers. At the moment, the rail infrastructure can
take the heaviest trains, and there are many trains
moving on behalf of Tata using that capability, but
very few lines can manage the bigger containers now
used in both deep-sea and short-sea/European
movements.
Ian Gallagher: We cannot ignore the economic
recession; it has hit south Wales just as it has hit every
other part of the UK. It is important to know that.
That fall has been in correlation with the impact of
the downturn in the economy as well, which proves
that Wales has been particularly hard hit.

Q43 Chair: Do you have a view as to whether there
would be more freight movements by rail if the
Government allowed road hauliers going between rail
freight terminals and final destinations the opportunity
to transport heavier containers than area allowed at
the moment? At the moment there is a flat limit of 44
tonnes on the road, but about 10 or 15 years ago there
was an experiment where you could carry a heavier
load if the majority of that journey was going to be
by rail. That seemed to be quite successful in
encouraging people to make greater use of the
railways. Is that something that we should be looking
at? Others, too, might have a view.
Christopher Snelling: We discussed this issue in the
rail freight council of the Freight Transport
Association, and the position is definitely that, yes, it
would be an attractive way of using the regulatory
system, given the constraints on public spending these
days, to enhance the prospects for rail freighters, as it
is the inefficiencies of that end link that hold back the
growth of rail freight. Once you are moving, it is very
competitive—a lot cheaper than road—but if you are
still 25 miles away from where you need to be, the
question is how to make it work. Yes, that would be
a very attractive option to look at in more detail.

Q44 Karen Lumley: You talked about the downturn
in the economy. Do you think that the Welsh
Assembly Government and the Department for
Transport put enough emphasis on transport links to
try to get more jobs in and out of Wales?
Ian Gallagher: In Wales, particularly, there has been
quite a lot of spending on the roads. Major routes,
such as the heads of the valleys for example, have had
quite a lot of money spent on them and the M4 is
under consultation again around Newport and Cardiff,
but it remains to be seen where the money will come
from to take such improvements forward. The reality
is this. I have always been a little sceptical about the
Welsh Government’s ability to fund major projects, as
money is always in short supply, unfortunately.
Certainly, if I use the M4 as a good example, the
options range from something like a £38 million
option to something like an £800 million-odd option.
I do not think that the Welsh Government have that
money to spare. To be able to improve the major
infrastructure, the TEN-T routes in Wales, to be
honest, there needs to be better dialogue between the
Welsh Government and the Department.

Robin Smith: May I go back to something that Mr
Davies said earlier that we did not follow up? If you
look at the reprioritised national transport plan for
Wales, which was published at the back end of last
year, there is not a single mention of freight. Perhaps
that reflects the current priorities of the Assembly
Government, because of financial constraints. The
previous national transport plan made only limited
references to freight, and even they have now
disappeared.
Mr Geraint Davies asked about the Wales freight
strategy. I was involved in what was called the Wales
Freight Group, which was charged with bringing
together the original strategy and then delivering it.
That forum has not met in the last two years, for a
number of reasons—neither the Wales Freight Group,
nor the modal sub-groups that had been set up to work
for it to deliver the actual individual items in the
Wales freight strategy.

Q45 Nia Griffith: Following on from what you have
all been saying, are there specific actions that need to
be taken to maximise the economic benefit that can
be gained from good road and rail access into Wales?
Are there specific things that you would like to see
that would make a significant impact on economic
development?
Chair: That is a good question for everyone.
Dr Guilford: From a business point of view, the
importance of the transport infrastructure in a
peripheral country such as Wales cannot be over-
emphasised, both in terms of its practical impact and
also in terms of perception. If we want to attract
inward investment to Wales, companies will want to
know that the appropriate infrastructure is there,
obviously in terms of skills but also in terms of their
ability to move their supplies in and to move their
products out. For us in south-east Wales, that basically
means the M4 and the Great Western mainline.
It is very important that we are not seen to fall behind
the rest of the UK in terms of that infrastructure, and
electrification of the Great Western mainline would be
a minimum for the business community, together with
actions to ensure that the M4 remains a reliable
transport artery. There, of course, the focus is the
Brynglas tunnels where, as we saw only too
graphically recently, there can be major problems.

Q46 Chair: Dr Haywood, are there any particular
recommendations that you would make if you were
running the Welsh Assembly Government or were in
charge of the Department for Transport?
Dr Haywood: It is not exactly my place to say. The
point has already been made about the small budget.
It is very difficult to make the kinds of investment in
infrastructure that are required for the future without
making sure that the funding from the Welsh
Government is actually leveraged with other funding.
As far as possible, that should come from the
Department for Transport, but there may be other
routes to find it.
One of the suggestions that we have been looking at
is the Severn bridge tolls, which have already been
mentioned. At the moment, they are the highest tolls
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in the UK, and they cause a real problem. At some
point, the bridges are going to return to public
ownership. There will then be the question of what
you do with the tolls. Some would like to see them go
completely, but then you will have the problem of how
to maintain the bridges. Where is the money going to
come from? If you keep the tolls at the level at which
they will presumably be when the bridges return to
public ownership, the cost will still be a real deterrent,
particularly for freight and for road hauliers, but also,
as we have seen, with warehousing going back across
the bridge to the Bristol side from the Welsh side,
because it is simply not worth while being in Wales,
given those costs.
There is a middle route, which is to look at how you
can actually make use of those tolls, and what level
you should have them at so that you can maintain the
bridges. You could also have an infrastructure fund,
which you could ring fence to be used for future
infrastructure. That is only going to work, of course,
if it is not taken off the overall capital budget of the
Welsh Government. In other words, it needs to be in
addition. If there is a way of setting up a ring-fenced
fund that can then leverage in additional funding, it
would be a way to deliver real infrastructure
improvement and to take forward the ideas coming
out in the Wales Infrastructure Plan, and some
additional projects.

Q47 Jonathan Edwards: That is a very interesting
point. As I understand it, the bridges are under the
ownership of the DFT, so what you are arguing
essentially is for the bridges to be devolved to the
Welsh Government.
Dr Haywood: Ideally, yes, but even if the DFT has
them you could still set up an infrastructure fund.
However, we hear that it is highly likely that the
bridges will come back to the Welsh Government
when the Severn crossing comes back into public
ownership.
Jonathan Edwards: That is good to hear.
Chair: That should be interesting, as one of the
bridges is not even in Wales.

Q48 Mr Walker: Following on from that point, in
the written evidence from South East Wales Economic
Forum you say that the division of funding is not
conducive to the effective delivery of transport policy.
Following on from your point about the fund, do you
think that there is a role there for a public-private
partnership in bringing in private funding to support
that kind of scheme, or do you see it as clearly being
something for the Government?
Dr Haywood: We will have to be quite innovative in
how we look at funding in the future. Certainly there
is room for private funding in addition, but it is not
purely a role for the private sector.

Q49 Mr Walker: More broadly, does anyone have
any suggestions in terms of funding mechanisms that
could help deal with this issue of cross-border projects
not necessarily having the substantial amounts of
investment that they require?

Dr Guilford: Certainly on the Economic Forum we
have done some work on this. There is a recognition
in Wales—we see this reflected in the recently
published infrastructure plan—that we are talking
about significant amounts of investment required to
maintain and hopefully upgrade the system. If that
investment is going to be delivered at least in part
through borrowing of some kind, which almost
certainly it would have to be, there have to be revenue
streams available to make the interest payments and
so on.
We focused on ways in which revenue streams could
be delivered, and some form of charging, whether
bridge tolls or road tolls, is an obvious way of doing
that. The Welsh Government contracting with
appropriate bodies to deliver infrastructure against
future revenue payments might be another way. It is
an ongoing discussion and, as Elizabeth was saying,
when you couple it with drastic reductions in Welsh
Government capital budgets, these are urgent
discussions within Wales, and I guess that the Welsh
Government would look to the UK Government to
provide whatever support they could to assist in that.

Q50 Geraint Davies: In a nutshell, if infrastructure
borrowing was predicated on an income stream from
bridge tolls, it would mean that once the infrastructure
was put in place the bridge toll could never be
reduced, would it not? If it could be shown that the
toll itself was a stranglehold on trade, that would be a
problem. Would it not be better to get a lump of
money from the Government—our fair share—and
spend it on infrastructure, rather than messing about?
Dr Guilford: Getting a lump of money from the
Government or from anyone else is always the
preferred option.
Dr Haywood: Pigs might fly.
Dr Guilford: Of course, it is not always the
available option.
Chair: That is a very interesting question.

Q51 Susan Elan Jones: A lot of your responses have
been really interesting, but I think more and more that,
on anything to do with cross-border matters, we have
been quite badly served by the type of political
discourse that we have had. On the one hand, we often
see a chronic lack of sensitivity to some of the cultural
issues but on the other hand, we have another lobby
of people who seem to think that all these issues could
be resolved—I personally disagree quite strongly with
them—if they just drew up the drawbridge at Farndon.
I sometimes think that cross-border issues are not
actually given the importance that they deserve
because of a lack of serious political discourse—but
let me go back to where I should be, which is on the
transport issue.
If there was one key cross-border transport
improvement that you think could bring in more
money and facilitate the economic growth that we
badly need in Wales, what would it be?
Dr Haywood: It would be the M4; most traffic uses
roads, and you are not going to get rid of that
overnight. Improvements to the M4 are crucial. One
of the things that you have to look at, particularly on
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a cross-border basis, is whether there is a perception
that it is third world on either side, either on the
English side or the Welsh side, and whether it actually
causes a problem in terms of attracting investment.

Q52 Susan Elan Jones: Bear in mind also that we
also have a border in north Wales and mid-Wales.
Robin Smith: I fully understand, as a south Wales
resident, that people will speak for the M4, but my
answer to your question would be electrification and
gauge clearance on the south Wales mainline through
to Swansea. That, too, will drive economic growth.

Q53 Chair: Perhaps the other three could give a
quick-fire answer to that question.
Christopher Snelling: From a rail freight point of
view, I echo what Robin has said. It is definitely right
that electrification, and the gauge clearance that goes
with it as far as Swansea, would be the biggest single
project for enhancing rail freight use in Wales.

Q54 Nia Griffith: Would you go as far as to say that
it ought to go to Milford Haven?
Robin Smith: It depends on the traffic. As with all
things, it is a bit of chicken and egg. If there is no
traffic at Milford Haven, would it be wise to invest in
the enhanced infrastructure? If there was to be further
major development at Milford Haven that required
that type of movement—a container port or other
investment—yes, you would need a rail infrastructure
to support it. But it is a chicken and egg situation.
Ian Gallagher: I echo Elizabeth’s point on the M4.
Development around Newport and Brynglas is a must;
it certainly has to be done to improve traffic flows,
certainly during peak times. However, you cannot
understate the amount of traffic in north Wales, in that
the A550 and the A55 carry more traffic than the M4.
Equally, that needs to be improved. Also a point was
made earlier this morning about the A55 and A483
junction. That is a definite for improvement.
Dr Guilford: The CBI has always taken the view that
the M4 is the critical one, so if you could do only one
then that would be it. Clearly you would not want to
be in a situation where you did only one, but for many
purposes the M4 is the gateway to Wales; and, exactly
as Elizabeth was saying, if we get that wrong then we
get a lot wrong.

Q55 Stuart Andrew: The debate on high-speed rail
has had various areas of the country getting either
very excited or rather anxious about it. In its written
submission, SEWEF raises concerns about the
possible negative impact. What would that impact be,
and how might we mitigate it?
Dr Haywood: The main risk is basically around
journey times. You will end up with speedier journey
times in England from the core cities to London, but
that will put Wales even further behind. What we gain
in electrification, which is crucial, we will then lose
because we will be falling back again. That, in a
nutshell, is where we are.
There are some additional problems, which were cited
in the Greengauge research. It says that there is
definitely going to be a reduction in the employment

growth rate in Wales; it estimates that there will be
21,000 fewer jobs in Wales by 2040, and it says that
there will 0.04% lower annual growth and £600 per
capita lower income in the same sort of time scale.
That gives you a rough picture. That is where we are
coming from in terms of saying that we can see some
real negatives.
In terms of mitigation, one of the first and most
obvious things is for the next Great Western
franchisee to have to adopt timetables that will
mitigate some of the negative effects of HS2. Another
aspect for us is for the DFT to fund the wider valleys
electrification. Philip Hammond, when he was
Secretary of State for Transport, mentioned a couple
of the lines north of Cardiff and spoke of valleys lines
electrification. That would be great, but it will go only
a small way towards what we want, which is really a
suburban network.
I am speaking for South East Wales Economic Forum
here, so I am not looking at north Wales, but if we are
going to develop the economy in south-east Wales and
around the capital city, we need to make sure that we
have a suburban network that can carry that economic
growth. We do not have one at the moment. We have
quite a good railway system down there, but we do
not have a full suburban network. Valleys lines
electrification—in other words, on the wider valleys
lines—will actually provide the gateway to
developing the rest of that service, whether it is bus,
tram or whatever. That will be crucial. Although there
are others, those are the two key things that I would
raise as mitigating factors.

Q56 Stuart Andrew: May I ask Mr Smith whether
he thinks that there are any opportunities to get greater
capacity for freight once HS2 has come about?
Robin Smith: Do you mean in the Wales context or
the national context?

Q57 Stuart Andrew: Yes. Will Wales benefit in any
sense? Obviously, if there is a new HS2 line, there
will be opportunities for increasing freight on the old
west coast mainline, for example.
Robin Smith: That is right. That is how part of the
business case has been developed, but you must not
forget the potential for north Wales from HS2, which
was mentioned in the earlier session. That opens the
question of whether electrification and gauge
enhancement of the north Wales mainline might also
follow. For reasons that we have discussed, we have
focused on south Wales, but there is a key
connectivity through Chester, both by road and rail,
into north Wales, and through Holyhead to Ireland—
another part of the connectivity. That can be fully
exploited only with electrification and gauge clearance
on the north Wales mainline, but a business case could
be built on the extra capacity and the improvements
brought about by HS2.

Q58 Jonathan Edwards: Just quickly on HS2,
because the evidence today has been pretty
interesting, there will obviously be some spin-offs but
it is clearly an England-only project. If there is no
Barnett consequential, does it not fundamentally
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distort the way that the Barnett formula works? I am
just making a point to my colleagues from England.
In your evidence, both the RFG and the FTA
representatives raised concerns about the relationship
between the Welsh Government and the DFT. Can you
elaborate on that?
Robin Smith: I do not recall raising concerns; I said
that, particularly at the lower level, it seems to be
working very well. I highlighted the joint allocation
of freight facilities grants and modal switch grants to
allow some additional freight on rail between Wales
and England—the extra timber to Chirk and the new
flow from Daventry to south Wales for Tesco. At that
level, there is good working between DFT and the rail
unit in the Welsh Government.

Q59 Chair: Is that opinion shared across the panel?
Christopher Snelling: Yes, certainly from our point
of view. On the rail side, things are operated now by
DFT and by Network Rail on a very open basis, and
there is full room for participation from Welsh
interests in that. I see it as working well at the
moment.

Q60 Jonathan Edwards: Could that relationship be
improved?
Christopher Snelling: No; depending on what issues
you are focusing on, they are sometimes relevant to
Wales and sometimes not, so they will not always be
present in the room, but they do not always need to
be present. As far as I can see, it is working as well
as could be expected.

Q61 Jonathan Edwards: Would you outline your
interactions with the Welsh Government and the DFT,
and how those relationships work?
Christopher Snelling: With the DFT, there is a rail
freight forum every quarter that we participate in,
along with other stakeholders; but it is also worth
noting that we are part of the Strategic Freight
Network management group, alongside RFG and
Network Rail, and the DFT would participate in that
from time to time. I have contact with the Welsh
Government; I work directly with my colleague Ian on
that, but we have also been before a Welsh Assembly
Committee several times to talk about rail issues, as
well as about roads. I am sure that Ian has ongoing
dialogue with the Government.
Ian Gallagher: I do, but I go back to a point that
Robin made earlier. The mechanism for freight in
Wales, which in my opinion worked very well, was
through the Wales Freight Group. Unfortunately, as

Robin pointed out, that group has not sat for two
years, despite our best efforts to try to generate
interest within the Welsh Government to get that
forum up and running again. We are missing a really
important point here, and an ability to interact with
major stakeholders in Wales, by not sitting down
round the table. There are efforts within the Welsh
Government to look at that, but that is all they are
doing. Interestingly, Carl Sargeant, the Transport
Minister, has mentioned the Wales Freight Group as a
mechanism for delivering freight, but I emphasise that
that group has not sat for two years. It really needs to
be regenerated.
Chair: Perhaps all our questions have been asked, in
which case—

Q62 Jessica Morden: May I ask a further question?
It is particularly for Dr Guilford and Dr Haywood. We
talked earlier about one of the priorities being relief
around the M4 at Brynglas. Bearing in mind what we
heard, what is your most favoured solution, and how
optimistic do you feel about it in view of the costs
that have been mentioned?
Dr Haywood: We are in the process of consultation,
so we have not yet finalised things. Ideally, we would
have the M4 relief road, and there was real
disappointment when that was dropped originally. It
is not one of the full options in the consultation at the
moment, but we are now in the process of looking at
that. It is probably going to come down to the
southern route, which is slightly different from the M4
relief road, but we are still looking at the other
proposals. One of the issues around adding another
tunnel is that there is going to be a lot of angst
anyway, because it will presumably mean the
compulsory purchase of quite a large number of
houses, but it still will not necessarily provide us with
the resilience that we require, which was so clearly
highlighted when there was a fire in the Brynglas
tunnels.
One of the points that we are really seriously looking
into is to what level and quality any additional road
will be built. At the moment, we do not have anything,
so if something happens on the M4, heaven knows
where you would go. There certainly is not anything
of motorway quality resilience to go on to, and that is
going to be quite an important part of our discussions,
but we have not completed them yet.
Chair: Does anyone have further questions in the last
few moments? That is not the case.
Thank you all very much indeed. I call this meeting
to a close.
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Witnesses: Mark Hopwood, Managing Director, First Great Western, and Mike Bagshaw, Commercial
Director, Arriva Trains Wales, gave evidence.

Chair: Mr Hopwood and Mr Bagshaw, thank you
very much for coming along today. I ask Geraint
Davies to begin our questions.

Q63 Geraint Davies: I shall ask first about cross-
border capacity—projections for growth and future
demand, and whether the capacity is there. What can
be done under the franchise agreements to increase
that capacity, including frequency and linkages to the
south-west economy?
Mark Hopwood: Good morning. Thank you for
inviting us here. I shall kick off, if I may.
Unfortunately, I need to preface my comments with a
statement about where we are in the franchising
process. Both my organisation and Mike’s parent
organisation are bidding for the franchise that operates
the Great Western route at the moment. Although we
would like to talk about all sorts of things, we are
slightly constrained by the agreements that we have
signed with the Department for Transport, but
certainly I will try to be as open as I can within the
constraints of those agreements, if that is okay.
We have seen quite considerable growth in services
from England into Wales in recent years, although it
is true to say that the majority of the growth that we
have seen in London to south Wales services has been
in England. Actually, some of the strongest growth in
services that we have seen is the services from Cardiff
that head into Bristol. One relatively recent
phenomenon is the growth of commuting traffic from
south Wales into Bristol. The Bristol economy has
attracted a lot of people who live in south Wales, so
the amount of capacity that has come to serve that
market has grown probably to a greater extent than
virtually any of the other services that we operate
around the Bristol and south Wales area.

Q64 Geraint Davies: If there was a more frequent
service from Swansea to Bristol, and possibly on to
Bath, do you think that it would further increase the
flow, obviously stimulating the Swansea economy and
the south-west economy as well?
Mark Hopwood: Clearly, any improvement to train
services will drive growth. As you may be aware, all
the services that we currently run into the centre of
Bristol on First Great Western start at Cardiff. At the
moment, we do not have any plans to extend services
further west into Wales, but clearly that is something
that could be looked at in future.

Karen Lumley
Jessica Morden
Mr Robin Walker
Mr Mark Williams

Q65 Geraint Davies: So, in your view, there
probably is a market for services from Swansea to
Bristol?
Mark Hopwood: There probably is a market, but I
would not be able to say at this stage the extent to
which we have looked at the absolute level of
demand.
Mike Bagshaw: On our cross-border services, we
have been seeing very strong growth, typically
between 8% and 13% over the years of the franchise.
Cross-border services are probably seeing the
strongest growth across the Arriva Trains Wales
network. The key routes are north Wales to
Manchester, mid-Wales to Birmingham, and Cardiff to
Manchester. We have been seeing very strong growth,
particularly on the long-distance flows over the last
few years.
We have been putting a lot of effort into seeing how
much more capacity we can provide on those flows,
using our existing resources. Because we have only a
limited number of trains allocated to the franchise, we
have been trying to provide more seats with the same
number of trains. This May, for example, we revised
our timetable and reviewed our seating capacity, and
we provided 1,100 additional daily seats across the
network to try to address that issue.

Q66 Geraint Davies: What are your thoughts on
what is called the spark effect, in the event of
electrification of the railway from Cardiff to Swansea?
Secondly, do you have a view on moving the franchise
that is currently with Arriva to a sort of co-operative,
self-standing thing run by the Welsh Assembly
Government? Would that generate discontinuity in
terms of cross-border activity? Would it be a good
thing or a bad thing? Would you comment on that?
Mike Bagshaw: Our franchise at the moment runs
until 2018. We have had some discussions with the
Welsh Government about the future beyond 2018, and
we would be happy to work with the Welsh
Government or whoever in looking at different
franchise models.

Q67 Geraint Davies: I am sure that you would, but
do you have a view on whether it would be a good or
a bad thing?
Mike Bagshaw: We would need to have a look at the
detail and to have more detailed discussions.
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Q68 Geraint Davies: That is a diplomatic answer.
Mr Hopwood, what do you think?
Mark Hopwood: FirstGroup is a big player in
franchising in the UK. We are familiar with working
with franchises away from the Westminster
Government; we operate the franchise in Scotland. We
think that the current model, with private-sector
businesses working to generate additional demand and
meet the customers’ needs, is the right one, but
ultimately we recognise that politicians will determine
the model under which the railways are to operate,
and we will be happy to work with them to make it
work as effectively as possible.

Q69 Geraint Davies: Finally, on the spark effect,
there is a view in the business community that you
are either in or out when it comes to an electrified
network. Certainly businesses such as Hewlett-
Packard in Swansea think this. Have you found that
electrification generates extra interest and demand?
Mark Hopwood: The evidence is clear that when
routes across the UK—and, to be honest, elsewhere in
the world—have been electrified, it generally leads to
improved journey times and better journey
experiences, and it helps to improve capacity. Where
that has happened, there has been a considerable
growth in demand. We would certainly support
electrification.
On the Cardiff to Swansea example, there is obviously
a debate on whether we have pure electric trains or
what are called bi-mode trains. Technically, the bi-
mode train offers an interesting solution, but I do not
think that it will change the psychological issue for
people who travel on a train to Cardiff, because when
you are there, the diesel engine will be started up and
you will carry on to Swansea. Although that might not
make a huge difference to the journey time, it will
probably have a psychological impact on people’s
perception of the journey. It is certainly true that
electric trains are more reliable than diesel trains.
Although we have some quite reliable diesel trains
these days, the most reliable trains on the network are
generally electric.
Geraint Davies: Right. Sheep on board.

Q70 Mr Williams: I turn to the issue of capacity and
overcrowding. You will recall that, in the previous
Parliament, this Committee undertook an investigation
of the cross-border provision of public services for
Wales, including transport. In that 2008–09 report, we
concluded that: “The severe overcrowding that is
currently being experienced on many cross-border rail
services is unacceptable” and that it was “the result
of poorly designed franchises which paid no heed to
industry forecasts for passenger growth. This has
resulted in the need for significant expenditure on the
part of the Welsh Assembly Government”.
What is your assessment of overcrowding three years
on?
Mike Bagshaw: It is very true that the franchise made
absolutely no provision for passenger growth. When
the franchise was let, it was let at a low cost and no
passenger growth was envisaged. The reality has been
very different since the franchise was let. We are now
carrying 60% more passengers with broadly the same

number of trains. That does present a challenge. We
have been working hard to rise to the challenge by
redeploying the trains that we have in the best way
possible, so that we can cater for that growth as best
we can.

Q71 Mr Williams: You alluded earlier to 1,100 extra
seats across the nation as a whole. How much has that
addressed the overcrowding difficulties? I can
certainly testify to them on my regular journey here.
Mike Bagshaw: All of those extra seats have been
allocated to trains that were previously crowded. We
looked at some of the most crowded trains on our
network, we did an extensive review of our train plan,
and we allocated trains accordingly. For example, on
some of the most crowded trains on the Cambrian
route from Aberystwyth, we have been able to put on
additional carriages over the summer period.

Q72 Mr Williams: Is that addressing the problem?
Mike Bagshaw: It is helping.

Q73 Mr Williams: It is helping with the problem
rather than alleviating it?
Mike Bagshaw: It is helping. Clearly, some trains are
always going to be crowded. We have a limited
number of trains, and at busy times we deploy all of
our trains. We suspend non-essential maintenance, but
every single train that we have is deployed to our best
ability. We are doing everything that we can with the
fleet that we have, but with passenger growth
continuing—in some ways, it is a good problem to
have—crowding is unfortunately inevitable at some
times.

Q74 Mr Williams: Do you feel that there are certain
times of the year—I am thinking particularly of areas
with a large student population or areas that are
desperately promoting the tourist sector; you
mentioned the summer service—when there is an
added need to address problems of overcrowding
given the presence of the student community and the
tourist sector?
Mike Bagshaw: We would like to be able to provide
more capacity than we do, and we need to take a long-
term view on how we provide rolling stock to cater
for those peaks in demand. We are doing all that we
can with the resources that we have. We are talking to
the Welsh Government and the DFT about taking a
longer-term view, and looking at how we can find
additional rolling stock, and fund that additional
rolling stock to cater for further growth.

Q75 Mr Williams: What is the reaction of the
Assembly Government to your discussions on this
problem?
Mike Bagshaw: The Welsh Government recognise
that we have growth, but there are obviously funding
challenges. We as a company are willing to invest and
do our bit, but we have a franchise that runs until
2018, and investing in rolling stock is obviously a
long-term commitment. Yes, we are having those
discussions.
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Q76 Mr Williams: You are still committed as a
company to the hourly service between Aberystwyth
and Shrewsbury?
Mike Bagshaw: The infrastructure is now in a
position to deliver an hourly service, but we need to
talk to the Welsh Government about when those
additional services might operate.

Q77 Mr Williams: When do you think that is likely?
This has obviously been an issue of great concern for
some years.
Mike Bagshaw: The reality is that, to run additional
hourly services on the Cambrian route, there will need
to be additional public funding, as the revenue
generated will fall a long way short of the actual cost
of running those services. We are talking to the Welsh
Government about when that funding could be
available. We are aware that it is a strong aspiration
locally, but as you know public funding is clearly a
challenge at the moment.

Q78 Mr Williams: Another aspiration locally—I am
sorry, Mr Chairman, but I hope you will allow me
this indulgence—was to re-establish a direct service
between Aberystwyth and London. Arriva Trains
Wales put in what I thought was a very good bid two
or three years ago, but sadly the Office of Rail
Regulation did not respond too positively. Have you
any plans to relaunch that campaign? Many people
locally would be supportive if you did.
Mike Bagshaw: We do not at the moment. The
submission that we put in to the rail regulator for
direct services to London followed a significant
amount of work in securing additional paths through
some congested parts of our network south of
Birmingham and through to London. We were
successful in securing those paths with Network Rail,
but unfortunately the ORR did not grant us the right
to run those services. The paths that we had secured
are sadly no longer available, so it is not a realistic
proposition for us to re-examine that.

Q79 Mr Williams: Please look at it again. It is a
great part of the country, and it is designated by the
Assembly Government as an area of strategic
importance, yet we still have the spectacle of
passengers crossing platforms at Birmingham
International or Birmingham New Street, which is
not acceptable.
Mike Bagshaw: Indeed. We recognise that, and if we
could find available paths to get to London then we
would, but unfortunately it is not looking like a reality
in the short term.

Q80 Mr Williams: Mr Hopwood, I turn to your
assessment of overcrowding on your services.
Mark Hopwood: We face similar challenges to those
of other operators, in that we have seen more growth
than was originally anticipated. If you put that into
context, the route utilisation study that Network Rail
published back in 2008 predicted passenger growth of
32% by 2019, but we have already seen, in the peak,
growth of 41%. There has been a lot of growth.
In terms of what we have done about it, a number of
the high-speed trains between south Wales and

London are being strengthened from seven carriages
to eight. The extra carriages are full standard class
coaches, each with 84 extra seats. Those coaches have
already entered service, and further vehicles are
arriving this week. Indeed, the right hon. Member for
Maidenhead is launching one on Friday in her
constituency. They will be in use on the south Wales
services as well.
As I said a few moments ago, we have also seen
substantial growth on what we call our west
services—the local network that we operate. To put
that into context for you, if we were to operate the
network from Cardiff, Bristol, Portsmouth and down
to the west of England in the way that our franchise
agreement originally described, we would need only
100 vehicles. Today, we are operating 145 vehicles on
that network. That gives you a feel for the extent to
which we have moved away from the original
boundaries of the franchise agreement. I have to say
that that was done with the support and the very
considerable help of the Department for Transport,
which helped us to put that package together. Those
vehicles are making a real difference; the majority of
services between Cardiff and Bristol in the morning
and evening peaks are now extended to four or five
coaches.

Q81 Mr Williams: It is difficult, and I appreciate the
effort that you have gone to, but passengers boarding
at Paddington are frustrated to find that there are no
seats and they have to stand until Reading. That is the
reality that many still experience. What hope can you
give those customers? You have already gone beyond
the bounds of the franchise.
Mark Hopwood: The package that I have spoken
about adds 4,500 seats a day on the Paddington
commute. That will clearly affect people travelling to
south Wales, particularly in the evening when they
are trying to get the same seats as people heading to
Reading. Our colleagues from Network Rail will talk
to you separately about some of the challenges of the
infrastructure, but it is certainly true that every
timetable path in the peak between Paddington and
Reading is taken by a train. The infrastructure work
that is going on around Reading will help, but at the
moment the strategy has to be to try to get extra seats
into existing services, which is why we have gone
for strengthening the high-speed trains. Clearly, the
Government’s plans to introduce intercity express
trains in the future will allow for some more capacity
on the route.

Q82 Chair: One of the things that surprised me when
I heard it is that most services would not operate
without some form of public subsidy. Am I correct in
thinking that?
Mike Bagshaw: That is certainly correct.
Mark Hopwood: It is slightly different with our
business; I think that our intercity network could
operate commercially, but certainly not the local
network of suburban trains.

Q83 Chair: You say that it could operate
commercially, but that it does not at the moment—
that it still requires some form of subsidy to maintain
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the level of services outside peak hours? Is that
correct?
Mark Hopwood: The finances of our franchise are
obviously amalgamated into an overall position. Of
course, one has to take a view on the payments that
Network Rail receives directly from the Government,
but overall I think that we could operate an intercity
network without Government support. However,
certainly for a lot of the services that we are operating
regionally, and for commuter services, we do need
that support.

Q84 Chair: I know that it is a bit complicated and
that it does not lend itself well to this format, but in
very simple terms, how does the subsidy agreement
work? Do the Government come along to you, Mr
Bagshaw, and say, “We estimate that this number of
passengers will want to go from A to B, and we will
give you this subsidy”? If the number of passengers
grows, does the subsidy not grow? How does it work?
Mike Bagshaw: At the beginning of our franchise, the
subsidy was effectively set for 15 years. We bid for a
level of subsidy competitively, and that was agreed
for the duration of the franchise.

Q85 Chair: In other words, you say that you will do
it for X, and if it is lower than the next operator, then
you get it the franchise?
Mike Bagshaw: That is correct. The reality is that we
bid at a level of subsidy for the number of passengers
who are travelling at that time. We are now carrying
60% more people effectively for the same subsidy,
and actually, that subsidy is declining.

Q86 Chair: So the subsidy is not per head?
Mike Bagshaw: No, it is a fixed level, but the risk on
revenue and the risk on cost is taken by us, the
operator.

Q87 Chair: In other words, you have no particular
interest in increasing the number of coaches if the
number of passengers grows. Your shareholders will
say, “We’re not getting paid to put extra coaches on,
so why should we do it?”
Mike Bagshaw: The cost of running a train far
exceeds the amount of revenue that we would receive,
even if the train was full. Our average fare at the
moment is £3.60; it is a low average fare and, you are
correct that it does not pay for the cost of operating a
train, certainly not when you take into account the
cost of leasing the rolling stock.

Q88 Chair: Mr Hopwood, is it pretty much the same
for your trains?
Mark Hopwood: From the perspective of First Great
Western—our franchise was let in 2005 and started in
2006—we had an obligation to bring extra capacity
on to the railway at the start of the franchise, which
we did. Since then, we have had regular dialogue with
the DFT about varying the franchise to bring in
additional capacity.

Q89 Chair: In other words, you would go back to
them and say, “Look, there are lots of extra passengers

here, so give us some more money and we will put on
a coach.”
Mark Hopwood: Some of the capacity is being funded
by the DFT, but some of it has been funded by the
business itself.

Q90 Jessica Morden: Like the Chair’s constituency,
my constituency covers the area from which the
massive commuter growth to Bristol has come, and I
have the Severn tunnel in my patch. What are the
lessons that we must learn from the current cross-
border franchise operations?
Mark Hopwood: One of the things that we need to
look at as an industry—not any particular part of it,
but the industry as a whole—is how we predict growth
and how we plan for it. There is some evidence that
we are doing that more effectively.
Severn Tunnel Junction is a good example of how a
station has developed quite quickly; it has become a
commuting point for people to get to Bristol. Of
course, there is another pretty unique factor in that
part of the world, which is the presence of the Severn
bridge, which very much distorts the rail-road costs,
because the train fare is very good value compared to
driving across the bridge and paying the toll. The
growth that we have seen has been quite considerable,
and Bristol is one of the fastest growing cities in the
UK, despite some of the economic problems of recent
years. We need to look quite carefully at how we
manage that in future.
Mike Bagshaw: I agree. Future franchises need to
make provision for growth. Ours does not; we are
already operating 20% more trains more than our
contract stipulates. If we were to run to the contract,
we would simply be leaving passengers behind—but
we are not doing that. I think that it is important, when
franchises are let, that they take account of the
passenger growth that is likely and also the investment
needed to accommodate that growth.

Q91 Jessica Morden: With the extra capacity that
you have put on, have those problems at Severn
Tunnel Junction been alleviated? I am certainly still
getting feedback on that.
Mark Hopwood: In terms of my services, I do not
think that the problems have been completely
alleviated, but things are much, much better than they
were. We are certainly not leaving people behind,
which is something that did happen two or three years
ago. We are accommodating everyone on board the
trains, but we are still seeing growth and not
everybody gets a seat, so we would obviously like to
continue to add to the capacity that is there today.
Mike Bagshaw: I think that the majority of passengers
at Severn Tunnel Junction would find a seat on our
services, certainly going towards Cardiff and towards
Cheltenham, which is the route that we serve.

Q92 Jessica Morden: Evidence from Passenger
Focus has highlighted a number of areas where
customer satisfaction on services between England
and Wales is low, particularly on value for money, the
provision of information, and certainly on things like
delays. What is being done to improve performance
in those areas? How do you build in what passengers
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say to you, and how can you tailor your services to
what they want?
Mike Bagshaw: We look at the national passenger
survey results very carefully, and if any areas are well
below where they should be, we look at how we can
improve. For example, several years ago, we had poor
scores on ticket-buying facilities; since then, we have
invested in 15 new ticket machines across the
network. We have also been investing in customer
information at stations, and we now have a
programme to put automatic customer information at
all our stations over a long period. A lot of investment
has gone into those areas, based on the results that we
are seeing. We have invested in additional train
cleaning staff, who travel on our trains to remove
litter, following scores on cleanliness that were not
where we wanted them to be. We have put in a lot of
investment to address areas where satisfaction has not
been at the level that we would like, or that our
customers would like, and we have seen
improvements in those areas where we have invested.

Q93 Chair: Is it not really the case, to be perfectly
frank, that you are not really working for the
customers, because they are not really paying you?
You are actually working for the DFT or, to some
extent, the Welsh Assembly Government, as they are
the ones making these services happen. In a
conventional business, my customer is the person who
pays my bills. That is not the case for the railway
passenger, is it?
Mike Bagshaw: Customer satisfaction is important to
us. Our contract is let on the basis of improving train
performance, which we have done, or improving
customer satisfaction. Actually, if we can grow
revenue, then we are incentivised to do that. If more
people travel and we can find space for them, that is
a commercial incentive for us, so it is very important
that our customers are satisfied. It is also important
that our clients, the Welsh Government and the
Department for Transport, are satisfied with the work
that we are doing.
Chair: I am unusual. With all the problems, I travel
on both your trains, and they are quite good most of
the time—with a few famous exceptions.

Q94 Mr Walker: One of the areas of low customer
satisfaction has been connections with other services.
Our predecessor Committee reported that it felt that
the way in which the contracts were set up did not
really encourage the train operating companies to deal
with that problem effectively. Do you share that
opinion?
Mike Bagshaw: Not really. The contract does not
specify a lot about connections, but as an operator we
work very closely with First Great Western to make
sure that our services connect as well as they can with
its services. We recognise that people making through
journeys to London need to connect to the various
parts of Wales. That is very important, but it is not
always possible to get the perfect connection on every
train. We have lots of constraints with infrastructure
and the other connections that we need to make, but
we regularly review the timetable to make sure that
the connections are as good as they can be.

Q95 Mr Walker: Could you talk us through—I am
happy to hear from you on that as well, Mark—the
process when a connection is missed? Are there fines
for the operator? Is there some form of compensation
in place for one train operating company to work
with another?
Mark Hopwood: I would endorse what Mike says.
The train planning departments in the two businesses
talk regularly to each other about making sure that the
timetable works, and we also try to improve journey
times by scheduling each other’s trains in appropriate
places. For example, I was at Swansea recently and
we had a slight delay on a train from London and we
had passengers wanting to connect with the Arriva
service to Fishguard; and we made sure, between the
two businesses, that that connection worked. There are
examples of it working well.
The issue with connections, as I see it, is not really
anything to do with the fact that there are two different
companies. I operate a number of services within First
Great Western that provide connections from one First
Great Western service to another, and we face the
same dilemma there. Although the customers making
the connection would very much like to see a train
held, if we were to hold it, we would be delaying
customers already on the train who may have their
own connections further down the line. The train has
a slot in the timetable and if it misses that it will often
incur further delay, and if it arrives late, the return
working will start late. Sometimes that very difficult
decision means that we reluctantly choose to
inconvenience some people now in order to protect
the journeys of people further down the line and
further on in the day. Obviously, when we do that we
need to look after those customers, to make sure that
they have the information that they need to continue
their journeys. If we are looking at services towards
the end of the day, we may arrange road transport if
there are no connections available. Of course, we do
not like doing that, but it is sometimes the best option
to try to protect the journeys of the rest of the
customers who are using the network.

Q96 Mr Walker: I have one more question on the
subject of connections. I am aware of the campaign to
get a connection to the Great Western main line from
Heathrow. Would you comment generally on the
connectivity between rail and airports? Obviously, our
Committee has been looking into trade and investment
for Wales. How important a role will the rail-to-airport
link have in that?
Mark Hopwood: It is very important. We have
struggled for a number of years with the dilemma that,
although he is held in great esteem, Isambard
Kingdom Brunel did not predict in 1835 that the
world’s busiest international airport would be four
miles south of his main line. It is frustrating for people
that we pass so close to that airport but do not serve
it. From the west, of course, there are links to
London—the high-speed Heathrow Express and local
services—but there is clearly a demand from people
in the Thames valley, and particularly in places such
as south Wales, to see a link developed.
Local authorities, some Members of Parliament,
Network Rail, Heathrow and ourselves have been
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looking at the opportunity to build a railway from the
terminal 5 station, which was luckily built with the
foresight that this might happen, and to link it up with
the Great Western main line. That would get you to
Slough in seven minutes and Reading in 22 minutes,
and then beyond to Bristol, south Wales and other
places. It would clearly reduce the journey time into
Heathrow, and we would obviously welcome that
development. It is good to see Network Rail working
to take that scheme to the first stage of appraisal.
In terms of other airports, the fastest-growing airport
on our patch outside London—Heathrow and
Gatwick—is Bristol. We carry people from south
Wales into Bristol who connect into that airport.
Currently, we provide a bus service from Bristol
Temple Meads into the airport. The railway does not
pass as close to Bristol airport as it passes to
Heathrow, but in the very long term one can imagine
that it would be possible to link Bristol airport into
the railway network, but it would be quite an
expensive piece of investment. In the short to medium
term, the focus is on improving the connection. We
are currently looking jointly with the airport at
whether we can put an airport lounge into the station,
with things such as airport departure screens and
automatic check-in desks, so that people travelling
from Cardiff and Newport to Bristol can, while
waiting for the bus, experience the information and
other facilities that will be available at the airport.

Q97 Jonathan Edwards: I have some more
questions on infrastructure. When talking about links
to airports, what consideration has been given to
improving the rail links, or creating a rail link to
Cardiff airport?
Mike Bagshaw: We currently run a service to Rhoose,
which is close to Cardiff airport, and there is a
connecting bus that takes you there. It is a fairly long
route from Cardiff to the airport; it is not the most
direct route. We are aware of various schemes to try
to improve it, but they would all require significant
investment in new lines.

Q98 Jonathan Edwards: What sort of figures are we
talking about?
Mike Bagshaw: I am not party to the figures, but I
know that it is something that has been looked at by
people in the Welsh Government. Again, there is
potential to encourage more people to travel by rail to
Cardiff airport, but it would need significant
investment. Whether that investment would be
justified is a decision that people would need to
review.

Q99 Jonathan Edwards: During our inquiry, the
Committee has heard a lot about the need to improve
infrastructure investment, with a particular focus on
electrifying the western line. We have already touched
on that today, but what do you think are the key
infrastructure improvements that we need? Is
electrification at Swansea a key investment that we
need to pursue?
Mike Bagshaw: We have worked closely with the
Welsh Government on the case for electrification of
the Valleys and electrification to Swansea, and what

that means in terms of rolling stock and performance.
There are clearly efficiencies to be had with electric
rolling stock. As we heard earlier, there is evidence of
a spark effect and how you can generate extra
demand, so we are very keen to work with the Welsh
Government to develop those schemes and make them
really successful.
Equally important is the capacity on the network. For
example, we are making investment in Cardiff. The
area resignalling scheme will provide the opportunity
to put more trains into Cardiff and to provide better
commuter services. That, together with electrification,
should enable us to provide a much better service,
certainly in the longer term, with potentially reduced
journey times and reduced operating costs. In general,
it is about capacity, but it is also about line speeds,
not just on the line to London but elsewhere in Wales.
We are working with Network Rail and the Welsh
Government to look at how to improve journey times
between north and south Wales, and how we can get
those fast trains to operate as well as the stopping
services. One of the challenges is that you can run a
fast train but if it catches up with a train in front that
is stopping, it makes no difference. We are looking at
things such as signalling and line speed improvements
as well as high-profile projects such as electrification.

Q100 Jonathan Edwards: We have a high level
output specification statement coming out soon,
perhaps before we break for the summer. What more
can be done in this short period to push the
electrification project to Swansea?
Mike Bagshaw: A lot has already been done by the
Welsh Government. We have certainly given our
input, which is to identify the benefits that it can bring
in the longer term. It is important to keep highlighting
the growth that we have seen in south Wales,
particularly on the Valleys network, and also between
Cardiff and Swansea, where we have seen substantial
growth. There is a lot of demand for rail, and it is
about looking forward to the future to make sure that
we have enough trains and enough capacity to provide
for that demand, which is important to the Welsh
economy. It is also important to encourage people to
leave their cars behind and travel on the train.

Q101 Jonathan Edwards: What happens if the
current plans are not amended? We were talking about
the hybrid train switching to diesel when you get to
Cardiff. Is there a difference in capacity and passenger
numbers between fully electrified trains and these
hybrid trains?
Mark Hopwood: Not because they are diesel or
electric, no. The current design of the intercity express
trains that are bi-mode is that they would have the
diesel engine under the floor, so that does not affect
the passenger-carrying capacity of the train.

Q102 Jonathan Edwards: The initial industry plan,
which suggests projects for the period between 2014
and 2019, reported in September 2011, according to
my notes. What input did you have as train operators
into that service plan?
Mark Hopwood: First Great Western is represented
on some of the groups that have worked on that, and
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the investment that we are already seeing on the Great
Western, both in England and in Wales, is a really
good start and we are keen to build on it. In particular,
we have been looking at capacity around Bristol,
where we think there is a need for additional capacity
to help cope with the demand that is expected.
In fairness to Network Rail, a start has already been
made. We have an additional platform in place at
Severn Tunnel Junction, and a new track layout there
is helping. The section of route that we use twice a
day for our Carmarthen service from Swansea to
Llanelli is to be double tracked in its entirety, with the
section that is single track being developed this
summer, which is good news. The resignalling scheme
at Cardiff Central, which effectively improves a 1960s
layout designed for a very different railway, will help
capacity and give a much more flexible layout. The
£850 million investment at Reading carries on into the
next control period, delivering some benefits as well.
If we add to that what we would like to see announced
this summer, hopefully with some improvements
around Bristol, there should be some real benefits.

Q103 Karen Lumley: I apologise for being late; I
was in another Committee. You obviously work quite
closely with the Welsh Assembly Government and the

Examination of Witnesses

Witnesses: Mark Langman, Route Managing Director, Wales Route, Network Rail, and Dylan Bowen, Public
Affairs Manager, Network Rail, gave evidence.

Chair: Good morning, Mr Langman and Mr Bowen.
Thank you both very much for coming here this
morning. I ask Jessica Morden to begin.

Q104 Jessica Morden: Network Rail has recently
opened the Wales route. Would you start by explaining
its significance, and what changes it has brought about
for operations?
Mark Langman: Good morning, everyone. It is good
to be here, and thanks for the invite.
Yes, you are right; it was a really significant event,
which occurred on 14 November last year. It was the
first time that the infrastructure for Wales, as an
entirety, had been devolved to Cardiff, in terms of
decision making and funding. All decisions about
investment, renewals and maintenance, about how we
operate the railway, and about the local relationships
between the Welsh Government and the train
operators are now made in Cardiff, for the first time
in the history of the railway.

Q105 Jessica Morden: On the budget that you
inherited from other parts of Network Rail, have you
had enough to do what needs to be done since you
opened the Wales route?
Mark Langman: I was appointed to this role in
August last year, so I had the benefit of making sure
that I got a fair share of the pot for the new devolved
route. Our annual expenditure, I am happy to tell you,
for operations and maintenance—the daily operation,
paying our people, and operating and maintaining the
network—is around £70 million a year. On renewals

Department for Transport on cross-border services.
Do you think that they share common goals on that
aspect?
Mike Bagshaw: Certainly, the Welsh Government and
the Department for Transport meet regularly between
themselves, and meet regularly with us. We have a
regular quarterly meeting at which we discuss the
franchise. We share our business plan with both
parties. Both Governments are aware of the challenges
that we have in accommodating growth against the
funding constraints that we have; and both
Governments are supportive of our drive to do the
right things in terms of improving performance and
customer satisfaction, and in running an efficient rail
network.
Mark Hopwood: I have not seen anything that would
make me say anything different from Mike. There is
clearly evidence that the organisations do talk to each
other. Our franchise agreement is managed through
the DFT in London, but we do meet the Welsh
Assembly Government regularly to talk about
transport matters around our franchise. We feel that
the arrangements work reasonably well.
Chair: Thank you both very much. Thank you for
coming here this morning. We really appreciate it.

of the infrastructure, when it becomes due for renewal
and enhancement, in the current year we are spending
around £200 million.
What outputs does that translate into, and what does
that give us? Let us look at our key measures, which
are our regulatory outputs as set by the ORR—track
condition, for example, is something that we are
measured on; we are funded to do it, and we have an
output that we have to meet. In fact, Wales’s figures
for track geometry, the condition of the track and our
signalling and how it operates, are far outperforming
both the England and Scotland figures. We are
adequately funded for that, certainly, and you could
argue perhaps that we are over-maintaining it, but that
is a good position to be in because it makes things
more reliable.
What does that translate into? It translates into a safe
railway—we have really good safety figures—and,
more importantly, a reliable and punctual railway.
Mike did not mention earlier that the Arriva franchise
is currently running at around 94% PPM—public
performance measures—on average punctuality
compared to the national average of about 91.6%. Yes,
we are adequately funded in terms of maintaining the
infrastructure in a state to deliver the train service.

Q106 Jessica Morden: With the Welsh route, to
whom are you accountable? How does the balance
work out between the Welsh Assembly Government
and the train operating companies—your customers?
Mark Langman: We are devolved within Network
Rail. I still report, as one of 10 route managing
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directors, to the centre of Network Rail, to Robin
Gisby, the national director of operations, who is my
boss, and to the chief executive. The funding for
Network Rail in the current control period—CP4—
comes from the DFT via the ORR. That is an England
and Wales settlement, and the Wales settlement that I
have mentioned already comes out of that.
Our relationship with the Welsh Government is a good
one. We have always had a good relationship, and
they have been big supporters of rail. They have
discretionary powers to fund enhancement schemes in
Wales, but they do not directly fund us for day-to-day
operation, maintenance or renewal.
Dylan Bowen: It is fair to say that we recognise how
much they are willing to invest in rail over the years.
We encourage engagement with them. At the route
launch, we had the First Minister along to help us, and
we went to the Senedd, and had a big event down
there just to make ourselves better known. We have
a good formal meeting schedule with Ministers and
officials at all levels.

Q107 Jessica Morden: Does the Wales route make
it easier or harder for funders to make the case for
investment in rail improvements in Wales?
Mark Langman: I think that it makes it easier. One
of the things that I went out of my way to do on the
build-up to the launch of the new route was to get out
and meet stakeholders—not just the Welsh
Government and the train operators but local
authorities and key business groups such as the CBI
and chambers of commerce in south Wales. First, I
briefed them about the changes that are happening,
and tried to convince them that it was not a faceless
organisation so huge that you just do not know where
to start, when you want to talk to us: there is now a
door open to us. That makes it easier for private
investors and other potential investors, whether
Government or local authorities, to talk to us in the
early stages. We are out there selling the message that
we believe that capacity is available on the railway,
particularly in south Wales—including for freight,
which we may talk about later—and that we can now
look to working with them to develop these cases
much earlier on.

Q108 Jonathan Edwards: The high level output
specification report is out this summer. What are the
key improvements in the Welsh context that you
would like to see included in this statement?
Mark Langman: We have put our bid together, as you
mentioned already, in the initial industry plan that we
were involved in developing. That initial industry plan
was developed before the concept of the Wales route
was formed, so things have moved on since then. We
are now working with figures that the initial industry
plan thought would be required for the railway in
Wales. The good news for us, now that we have local
attention and local focus on the infrastructure, is that
we can look closely at what is going on with the
railway in Wales rather than at the broader England
and Wales settlement. We can probably squeeze more
value out of that.
We are looking locally at line speed improvements
and bringing forward some of the resignalling

schemes that we have planned for later, beyond CP5
and into CP6. We are really looking, now that we are
a focused Wales group, at how to modernise the
network to improve capacity through line-speed
improvements and resignalling. Separately to that,
there are the enhancements, about which you have
said a lot already, that include electrification of the
Valley Lines and potentially to Swansea. Accessibility
at stations is a big thing for us, and we had a lot of
funding for that during CP4 to improve it. As you
rightly say, we are hoping for an announcement in the
next few weeks.

Q109 Jonathan Edwards: How confident are you
that electrification of Swansea, the Valleys and even
maybe the north Wales coastal line will be included
in CP5?
Mark Langman: We have worked really closely with
the Welsh Government to help them make the
business case. It is broadly agreed that there is a good
business case for both the Valley Lines and the
Swansea electrification, but that is in the melting pot
with lots of other schemes across the UK that also
have good business cases. The lobbying that has been
done in south Wales on electrification for the Swansea
and Valley lines has been excellent. I have taken the
opportunity to meet stakeholders and some of those
business leaders that I have already talked about, to
make sure that they fully understand the business case
for electrification and what benefits electrification
could bring in order to help with that lobbying.

Q110 Jonathan Edwards: To change the subject a
bit, our predecessor Committee found that there
needed to be close working relationships between the
Welsh Government and the DFT in terms of cross-
border services. How do you interact with both
Governments?
Mark Langman: We interact with the DFT more at
the level of specific projects. You have already heard
about the Cardiff area resignalling scheme, which is
just kicking off, and we recently completed the
Newport area resignalling scheme; and, of course, we
receive our HLOS settlement for the ops, maintenance
and renewal of the railway from the DFT, so we have
that interaction. With the Welsh Government, I now
meet civil servants and the Minister once a month,
and we look at enhancements and additional funding.
We have a good relationship with them.

Q111 Jonathan Edwards: Are there any joint
meetings between both Governments and yourself?
Dylan Bowen: We sit on what is called the cross-
border forum, which is a forum with the Welsh
Government, the DFT and the border counties. That
meets a couple of times a year, and we go to report
and then take any questions from the local authorities
in those areas and from the DFT and the Welsh
Government.

Q112 Jonathan Edwards: Do you think that Welsh
rail and cross-border services get their fair share of
funding in a British state context?
Mark Langman: It is probably worth explaining, and
putting some context around this. Parts of the Wales
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route are in England; that is the route from Newport
up through Hereford and Shrewsbury to Chester. We
made a deliberate case to have that included, because
we believed that the route would benefit more from
being part of the Wales route, as the key north-south
link, than it would do if it was at the end of a line
from London, where all the investment might go to
the London end of the route. That has proven to be
the case. If you look at the investment that we are
making at the moment, in Hereford and Leominster
and so on, and at some of the money that has gone
into Shrewsbury area, that has proven to be the case.
In the context of the UK, I guess that it is all about
economics, where people live and the amount of
population that there is to serve. There are about 3
million people in Wales, with 1.9 million around the
Cardiff city region if you include Newport and
Swansea. The investment is going into the right place,
with Cardiff renewals for instance.

Q113 Chair: Mr Langman, what do you think the
impact of High Speed 2 will be on Welsh routes?
Mark Langman: At its broadest level, any speeding
up of the journey between London and Birmingham,
as it will be in the initial stage, will be beneficial to
both mid-Wales and north Wales. Any improvement
in journey time to get you to that link will help, albeit
that you will be changing trains at Birmingham. As
we heard, you do that today. If you can get to
Birmingham quicker, that will be an improvement in
overall journey time.

Q114 Chair: It is an improvement, but it comes at
quite a cost. I understand that it costs about £130
million a mile to build High Speed 2. Is that roughly
correct?
Mark Langman: I shall take your word on that; I do
not have that figure in front of me.

Q115 Chair: Okay, my clever researchers tell me
that. They also tell me that it costs about £30 million
a mile to build a dual carriageway, but that is
obviously not something that you have to worry about.
Broadly speaking, High Speed 2 is going to cost 10
times as much to build as a dual carriageway. Do you
think that the business case can be justified?
Mark Langman: You need to look at the context in
which it is being built. A lot of people have got hung
up on the high-speed element, but the reason why we
need High Speed 2 is that there is a capacity issue
between London and the midlands, the north-west of
England and north Wales. We cannot run any more
trains on that route. We have done everything
possible. It is only recently that we completed an £8
billion scheme to improve the west coast main line,
and we are now running that at full capacity. There
isn’t anything else that we can do. That is primarily
driving the case for a second line; it is to release
capacity on that classic route. High speed is a great
thing. It will speed up journey times, and if you are
going to build a new railway you want to build it for
high speed.

Q116 Chair: Indeed, but I am now getting some
interesting looks from other members of the
Committee, who may want to come in on that.
Karen Lumley: You are.
Chair: Just to be clear, is it going to be commercially
viable? We have just heard that most of the railway
routes that we are interested in require a Government
subsidy in order to operate. This may be outside your
immediate expertise, but can we be certain that High
Speed 2 would be run on a commercially viable basis?
Mark Langman: I have to be honest: I do not know
the answer. It really is outside my scope.
Chair: I am more than happy to have any other
contributions from other members of the Committee
who have something they want to ask on this subject.
If not, I shall call Mark Williams.

Q117 Mr Williams: Network Rail’s written evidence
states that rail freight demand is expected to increase
by 140% in the next 30 years. What consideration
have you given to the importance of rail freight
between England and Wales? What efforts are you
taking to ensure that freight matters are incorporated
into Network Rail’s plans for the future?
Mark Langman: That is tremendously important to
us. Already, with existing freight flows, it is one of
the biggest freight flows in the UK, particularly on the
south Wales main line between the steel works at Port
Talbot, Llanwern and up to Shotton. For us, it is a big
player, and it is really important to me.
As I said earlier, there is capacity still available for us
to run more freight in south Wales. We are
anticipating some growth. In fact, we have recently
seen the start of a new train between Daventry in the
midlands and Cardiff—a daily train that is run on
behalf of Tesco, which is bringing dry goods down to
south Wales on a daily basis. There is lots of capacity
there, and one of the arguments that we have been
making when we have gone out to meet stakeholders,
particularly businesses, is that there is room on the
south Wales main line, and indeed elsewhere on the
railway in Wales, to put more freight traffic on rail. It
has been out of fashion, particularly since British Rail
wound down its freight operations, as being just a bit
too inconvenient and expensive to operate. The
message that I have been giving to business leaders is
that it is time to relook at freight on rail, particularly
with medium distances of more than 200 miles.

Q118 Mr Williams: What do you perceive as being
the main barriers to that development? We received
evidence from the Rail Freight Group, which is in
“railspeak”. It said that container gauge clearance
improvements were the key to the development of
intermodal cross-border freight services. Is that a big
problem? If so, how is it being addressed?
Mark Langman: That is W10 gauge. That enables
you to run the new, larger-style containers that you
see on the huge lorries that you see on the motorway
and on the railway. There is a W10 gauge
enhancement project across the UK, but it has not
touched us yet in Wales. The good news is that on the
roll-out of electrification between London and Cardiff
we will get W10 gauge through the Severn tunnel and
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as far as Cardiff. The Cardiff freightliner terminal at
Wentloog will be able to handle those W10 containers.

Q119 Nia Griffith: May I ask a question about the
Loughor bridge? We understand that you are about to
undertake repairs in order to restore the dual track and
also to allow heavy freight to use the bridge. As it is
a Brunel structure, I understand that you are having to
dismantle it. Will you confirm that, when going ahead
with these improvements, you will be making a
display or exhibition of parts of the original structure,
which the public will be able to see?
Mark Langman: You are right. That project is costing
about £21 million, as we are not only replacing the
Loughor viaduct—it replaces it, not repairs it—but
redoubling the line between Swansea and Llanelli and
putting a new platform in at Gowerton, which relieves
one of the biggest bottlenecks we have in south Wales.
It is a great project. As for the bridge itself, the piers
that Brunel built are the only part of the current
structure that is original. It was actually rebuilt in
1905, and we are replacing the structure in a way that
leaves the original piers in place. We will leave them
behind; we are not going to build on them or over
them. Our new structure will be completely
independent of them.

Q120 Guto Bebb: May I take you back to the
question of freight and the fact that you anticipate an
increase of 140%? Would that be based mainly in
south Wales, or do you see opportunities for north
Wales?
Mark Langman: There is potential anywhere in
Wales, as I have said already, but the demand needs
to be there. For instance, it is some years since we
lost the freight flow along the north Wales coast to
Holyhead, but I saw an announcement earlier this
week about the growth of the freight terminal there.
As for whether there is potential there commercially,
the freight operators and the Rail Freight Group will
want to have a look it, I am sure, but the capacity of
the railway infrastructure to run the trains is available.

Q121 Guto Bebb: I question that, because one of the
key private sector initiatives for rail freight is the idea
of transporting slate waste from Blaenau Ffestiniog
using the Conwy Valley railway. My understanding is
that the Conwy Valley line should be kept to the
standard of route availability RA7, but a report on that
scheme stated that, because the railway line in Conwy
valley could not be maintained to RA7 levels, the plan
for a slate waste terminal in Blaenau Ffestiniog was
not viable. Would you care to comment on that?
Mark Langman: In terms of route availability, the
infrastructure, even at RA7, was not capable of
operating those trains. It would need a major upgrade,
which made it commercially difficult to start that
service without significant capital investment in the
line itself. Several structures along that route would
require an upgrade to handle the weight of the trains.

Q122 Mr Walker: Going back to evidence that we
heard from the Rail Freight Group, we know that there
is a Wales Freight Group, but that it has not met for a
number of years. Network Rail would obviously be a

member of that. Do you know why it has not met, and
is there anything that you can do to get it going again?
Mark Langman: I am certainly aware of the group. It
last met about two years ago, but I do not know why
it has not met since. We are not chair of the group; I
believe that the chair is the Welsh Government. We
would happily go to those meetings. As you have
heard, I am an advocate of rail freight and I believe
that there is capacity available, so the more we talk
about it, the more likely it is to happen.

Q123 Mr Walker: Would you encourage the Welsh
Government to convene that group?
Mark Langman: I would have expected the invite to
come from them.

Q124 Chair: We are used to not being invited—but
I won’t go there.
I want to raise another issue, which is the whole
nature of rail freight. Putting it in simple terms, in the
old days you would have had vast amounts of coal,
lead or whatever, and it made sense to build sidings
and send it by rail, but these days the growth in freight
is actually with road companies, and not even those
with big lorries but those with small vans—the DHL
and Palletline vans that transport small amounts from
door to door. Does not the switch to just-in-time
logistics systems mean that the old-fashioned idea of
sending hundreds of tonnes by rail belongs to the
last century?
Mark Langman: I agree and disagree. It depends on
the flow. Where we have seen growth and success in
the rail freight market in the past few years and
currently is through bulk hauls between major hubs. I
talked earlier about the daily train between Daventry
and Cardiff Wentloog freightliner terminal for Tesco.
That is a distance of about 200 or 250 miles. It is
economically viable and it takes about 40 lorries off
the road. You then use those two terminals as the hubs
for the local lorry deliveries. It is bulk over a certain
distance that makes it economically viable. I agree
with you that having a yard at every single station,
with a few wagons dropping off goods here, there and
everywhere, is not economically viable. Indeed, that
is the reason why British Rail closed that network.
Dylan Bowen: We have seen growth of about 46% in
the transportation of consumer goods over the last six
years, so the market is growing. We compete pretty
well with the roads. We are reliable and cost-effective;
it is an area where we see important growth going
forward.

Q125 Guto Bebb: Going back to the Conwy Valley
line, is it currently maintained to the RA7 level, as it
is supposed to be?
Mark Langman: Yes. We are regulated to maintain
the network at the start of each control period, and are
funded to do so.

Q126 Guto Bebb: You would say that the line has
been maintained to that standard?
Mark Langman: Yes, I have no reason to believe that
it is not.
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Q127 Guto Bebb: What would be the challenges of
using it for the transport of freight, whether it was
slate waste or commercial waste? Another proposal
envisaged by councils across north Wales is to use the
rail service to transport commercial waste. Would that
be possible with the RA7 level, or would you require
an upgrade to the line?
Mark Langman: I do not have the detail to know the
possibilities in terms of the weight of the trains when
they run, but I know that we would have to upgrade
several of the structures to handle that weight. Then,
of course, you have to factor in the capital cost of the
upgrade into the commercial viability of the scheme
in the first place—where is the waste going and over
what distance? If it is over a particular distance, as I
said, with a bulk flow, that might be viable. If it is a
lesser distance, perhaps somewhere else in north
Wales, it is probably better keeping it on a lorry.

Q128 Guto Bebb: I have a final question on north
Wales—I am being parochial on this. Can you give
me any feedback on the position with regard to the
signalling system on the north Wales coast main line?
My understanding is that the main line is of a very
high standard, but that its use is restricted by the
signalling system currently in operation. Is that the
case?
Mark Langman: We maintain the network, as I
mentioned, and we have above UK average levels on
the availability and service ability of the network.
However, there is no doubt that the signalling along
the north Wales coast—and, to be honest, across many
other parts of Wales—is old. Most of it predates 1900,
particularly on the north Wales coast, and part of our
CP5 plan, the initial industry plan for 2014 to 2019,
would see the vast majority of that resignalled and
replaced with modern equipment.

Q129 Guto Bebb: Would replacement of the signals
result in the ability to run trains on a more frequent
basis?
Mark Langman: Yes. We are at the feasibility stage
at the moment, and I do not know what the outcome
will tell us, but we are obviously taking the
opportunity, where we can, to make sure that we have
the infrastructure in the right place to run the
maximum number of trains that we can at the
highest speed.

Q130 Karen Lumley: Comments on value for
money suggest that efficiency needs to be improved.
How do you see that happening in Wales?
Mark Langman: I talked about the funding level that
we had, and I fought to make sure that we had our
fair share of the funding in Wales. We are already
seeing some very early demonstrations of that. There
is a good example, if I may indulge for a second. We
reopened the station at Fishguard and Goodwick in
Pembrokeshire. We worked with Pembrokeshire

county council and, initially, we were quoting, prior
to devolution, a significant six-figure sum for the
works that Network Rail would deliver. The project
would have to go through several layers of Network
Rail bureaucracy at our headquarters to get approval,
and we would employ a third-party contractor to do
the work. As you can see, lots of costs were being
added in.
We came along, we looked at the scheme—it was
something that I was quite passionate about, and I
know that other train operators were—and we were
able to get the approval process down to a single
meeting with my own investment panel in Wales. We
held the budget; by doing the work ourselves, we got
the figure down to a reasonable five-figure sum, and
we delivered that scheme. The money that had been
allocated by Pembrokeshire county council went
much further, and delivered a much better station
building, because we reduced our costs. That local
focus demonstrated that we can make the money go
further and then reinvest what we have left from our
existing settlements to do more.

Q131 Nia Griffith: You talked about the possibility
of some sort of alliance of train operators, but you are
not going to have any further ones apart from the
Wessex and South West train companies in this
particular control period. For the future, perhaps,
would there be a possibility, particularly in respect of
the Wales franchise and the Wales route, to do
something similar? Is it a future option?
Mark Langman: Yes, you are right in that the alliance
that we set up with South West Trains and the Wessex
route—my colleagues there say that we are going to
see how it goes—is what is known as a deep alliance.
There is a single management structure, which enables
the train operator and Network Rail colleagues to
work together and see each other’s issues in terms of
delivering the railway, and we should see efficiency
come out of that.
In Wales, we are not sitting on our hands. We have
had very close and really fruitful discussions with
Arriva Trains Wales on working more collaboratively,
now that we have a more devolved route that is
aligned to its franchise. At the moment, we do not
think that entering into an alliance on a contractual
basis will mean that we get anything more out of our
current discussions. We think that by working more
collaboratively on certain subjects—for instance,
improving train performance, how we manage
possessions and keeping people off buses at
weekends, which we are working on now—will
certainly deliver all the benefits that we would like to
see in the early days. Is there potential in the future?
Yes, there may well be, particularly around the
franchise change.
Chair: Good. If there are no further questions, then I
formally draw this meeting to a close. Thank you both
very much for coming along today.
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Q132 Chair: Mr Barry and Mr Steer, we have about
half an hour. Would you like quickly to introduce
yourselves and say a few words about your
organisations? We will then have a few questions for
you. As you are probably aware, I am David Davies,
the Chair of the Welsh Affairs Select Committee, the
members of which are present. Would you like to take
a moment or two for an introduction?
Mark Barry: Thank you. My name is Mark Barry. I
have my own consulting business and represent a
number of organisations in south Wales in a transport
capacity. Last year I gave evidence to the Transport
Committee on behalf of the Cardiff Business
Partnership, so I am following up the evidence I
submitted last year. I am also a member of the Great
Western Partnership, which is a coalition of
organisations along the Great Western corridor that
have been articulating and making the case for further
investment in the Great Western Main Line beyond
what is currently planned. Jim’s group, Greengauge
21, has done a lot of work for that team. I think it has
had an impact in terms of what is important
economically as regards transport in south Wales.
Jim Steer: I am Jim Steer. I am here as a director of
Greengauge 21; there are just two directors. It is a not-
for-profit organisation, supported by a public interest
group and, more recently, an industry leaders group
that we have established, which is more private sector.
I am also a director and, indeed, founder of Steer
Davies Gleave, which is an independent transport
consultancy.

Q133 Chair: Mr Steer, your report raised concerns
that the High Speed 2 network could have a negative
impact on Wales. Is that correct? When you talked
about the potential loss for Wales, did you mean that
Wales would lose out from the fact that High Speed 2
could be built or just that it would not receive as much
economic benefit as the rest of the United Kingdom?
Jim Steer: Thank you for the question. The report in
question was this one, which was produced for
Greengauge 21. I am happy to make a copy available.

Q134 Chair: You are quoted as saying that there will
be 21,000 fewer jobs in Wales and a £600 average
lower income. That is 21,000 fewer than what?
Jim Steer: That is a good question. I don’t know that
I can turn up the figure straight away, but I can give
you the difference in terms of annual wage growth
rate, just to put it in perspective. This is the difference

Mrs Siân C. James
Karen Lumley
Mr Robin Walker
Mr Mark Williams

between two big numbers, looking over the long
term—basically. It is an analysis of the impact on the
rest of the country of making big connectivity
improvements between London, the midlands and the
north. The difference in average wage growth rate is
that in Wales, instead of being +1.83% per annum, it
would be +1.79% per annum. It is a small but real
difference—indeed, Mark Barry was the person who
drew it to people’s attention—that this research, which
was looking at the proposed north-south high-speed
line and a high speed rail network, identified.

Q135 Chair: If we believe these figures—we are
assured that they are accurate, even though they point
to quite a small difference and are based on a large
engineering project that has not yet gone ahead—and
take them as read, as good, patriotic Welsh men and
women, we should oppose High Speed 2. These
Committee members should go back and be totally
opposed to High Speed 2. Is that what you are
suggesting?
Jim Steer: First, the figures in this report come with
a very heavy caveat. Nobody else has attempted to
assess this distributional effect—I think that is
unfortunate—because you are right on the edge of
anybody’s analytical capability. I stress the fact that
the effect is reckoned to be small. In any event, there
are then questions of what you can do about it, which
you may want to come on to.

Q136 Chair: One thing we could do is spend £30
million a mile on a motorway network, instead of
spending £150 million a mile on a rail network.
Wouldn’t that make more sense, even though it is
probably difficult for you to agree, since you are
getting quite a lot of funding from the train companies
and the rail industry?
Jim Steer: I wish that were true. I am not sure where
your two numbers come from.

Q137 Chair: I have sourced them all from the web
but generally from Government figures.
Jim Steer: I see. The evidence that I have seen—
produced not by Greengauge 21 but by work done for
the Department for Transport—compares and
contrasts the value of investing in rail and the
motorway network. This is the work done by Atkins,
which was completed in 2002 and put on the
Department’s website in 2004. It was the first study
of north-south high speed rail in Britain. It compared
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and contrasted the investment and returns and came
to a very clear conclusion that high speed rail was the
better investment.
Chair: Thank you very much.

Q138 Mrs James: I want to look at the work you did
on your conditional output statement and your
proposals to improve the Great Western Main Line
over 25 years. Can you explain how you arrived at
the proposals and tell us how the Government have
responded to them?
Jim Steer: We developed this for the Great Western
Partnership. Basically, we set out to look at all of the
evidence that existed. The partnership was very clear
that it did not want to set off on some new research
exercise, but it did want to make sure that all of the
information that was available was used. We found
that a surprisingly productive route to follow. In
particular, although this research related to south-west
England and not Wales, it is the same railway and
the same economic principle, which showed that the
further you get from London the lower the
productivity per head; it is quite dramatic. It also
showed that businesses really did perceive there to
be a two-hour threshold of accessibility to London.
“London” you can take in a general sense—its
airports, its City, its business connections. That led us
to conclude that the journey times offered on the Great
Western Main Line—to Bristol as well as to Cardiff,
Swansea and so on—were indeed very important.
We then looked at the draft train timetable that had
been drawn up for the Great Western Main Line when
it gets its new inter-city trains. We noted that that draft
timetable is not mandatory on anybody; it is a
provisional plan associated with the new rolling stock.
It does bring about a significant reduction in journey
times; I think the reduction in journey times from
Cardiff and Swansea to London is 18 minutes, for
instance. Some of that is brought about simply by
removing intermediate stops; some of it is because
you have a new train fleet. We thought that was a
good start.
The one thing that we really wanted to emphasise in
this document was the fact that it is not mandatory on
anybody. The new franchise bidders could come along
and say, much as train operators tend to do over time,
“Well, I could do a bit better by putting an additional
stop on this train. It will slow it down a bit but—you
know what?—it won’t make that much difference.” It
may not lose them passengers, but it will affect
economic performance and the ability of south Wales,
in particular, to attract inward investment and retain
investment that it has already had.
That was the key message we were trying to get into
this document. We then wanted to point out that that
should be viewed just as the beginning, because here
is a railway that is very capable of development and
further enhancement—more, faster and more reliable
services. We tried to set out how that could be done.

Q139 Chair: What do you think, Mr Barry? I thought
Mr Barry might want to come in.
Mark Barry: I just want to make some general points.
Jim has given a good analysis of the Great Western
line. From a business perspective, when I approached

this problem 18 months ago, I was looking at what
businesses need and how, being in Wales, they
perceive the investment in high speed rail and where
that leaves Cardiff and south-east Wales. In principle,
anyone who believes in the economy of the UK would
support investment in infrastructure, rail included. I
think the key issues are capacity, connectivity and
then speed. In the current proposals for high speed
rail, we may have sacrificed connectivity and capacity
on the altar of speed and missed opportunities to
develop a more strategic route.
The bottom line is that it is a UK scheme—a £32
billion scheme—that Welsh taxpayers are paying for
and it really doesn’t address connectivity to Wales and
south-west England. The real concern is that, even
after electrification of the Great Western Main Line,
which takes journey times between Cardiff and
London back to where they were in 1980—1 hour 45
minutes—which is great and most welcome, places
such as Leeds, Manchester, Liverpool, Nottingham,
Sheffield and so on will all be significantly closer to
London than Cardiff.
I talk to businesses. If you are looking at foreign direct
investment in south Wales and ask what their
consultants advise, they say, “We may set up in the
UK. How far away are you from Heathrow and from
London?” Electrification of the Great Western Main
Line is very welcome, but, if by 2032 every major
conurbation in England is much closer to London, we
will be disenfranchised.

Q140 Chair: Would you rather it was not built?
Mark Barry: No. Ultimately, the UK has been very
poor at investing in its key infrastructure; we have an
issue on power generation coming up in the next 10
years. I consider that the route is wrong. It should
have gone via Heathrow and been looking to integrate
strategically with other corridors in the UK. We
should have developed a rail strategy for the UK that
linked up the major conurbations with its major
transport hubs. What we have is a high speed rail
project that is trying almost to follow a straight line
between London and Birmingham, without much
consideration of the wider benefits of wider
connectivity.

Q141 Mrs James: Recently we had the
announcement of the £500 million investment in the
Heathrow spur. Do you think that will help us in
south-west Wales? Let’s remember south-west Wales
as well.
Mark Barry: Absolutely. Anything that gets us closer
to Heathrow is very welcome. I was a big fan of the
alternative Heathrow hub scheme that High Speed 2
would have been part of had it gone via Heathrow,
but that is not happening. Anything that improves rail
access to Heathrow from the west is hugely important
for visitors in Cardiff, Swansea, Bristol and south-
west England, so I am a big supporter of that. It is not
committed; an indicative amount of money has been
put on the table and exploration projects are in
progress. We need to make sure that that or a scheme
like it is progressed.
As the study that Jim undertook says, the ultimate
objective is that we want to see faster journey times
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to London so that we do not fall behind Manchester
and Leeds. We want to see direct access from
Heathrow so that we can compete with major cities
around Europe for international footloose investment.

Q142 Mrs James: I come back to what Mr Steer
said, which was a clear message. Do you see a time
when the Government should be much stronger about
what is in the franchise bid? Often we leave these very
major decisions to the franchisees, when we really
need to be a little bit more pointed about what we
require of them.
Jim Steer: This is a very topical issue, isn’t it? I think
that this is an important issue for Wales. I talked with
people in Cardiff just a month or two back, some of
whom said, “Yes, but we could lose these connections.
For instance, we would have only one train an hour
starting in Cardiff with a direct service to Swindon.”
There is usually some kind of trade-off. Fine—if that
is more important to you, you lose a lot of the journey-
time benefit. The assessment and evidence I have seen
suggests that it is not worth that sacrifice and you need
a very clear message. I am sure that message would
be listened to.
May I add one rejoinder to Mark’s comments, much
of which I agree with, but I do not agree with his view
that Wales is losing out badly because HS2 is being
built? The reason I don’t is that, provided that all of
the investment comes to pass, the GWML
electrification will bring huge benefits in itself. We
have already talked about some of them. If access to
Heathrow can be implemented, it will give Wales a
direct rail link—I would argue that direct rail services
are important, and it will be another little battle to
achieve those—by, let’s say, 2022. I have to point out,
as was implicit in what Mark said, that Birmingham,
Manchester and all these other places are not due to
get a direct link to Heathrow until 2032. Inevitably,
there are beneficiaries among the regions—if you will
allow me to call them that—given the geography of
Britain from particular schemes, but they are by no
means all against Wales’s interests.
Chair: We will take some quick follow-ups.

Q143 Geraint Davies: It has been said that the
Barnett consequential of High Speed 2 should be that
Wales gets an extra £1.9 billion. Do you agree with
that? Do you agree that some of that money should be
used to ensure that the Heathrow-Wales link is done
sooner rather than later?
Mark Barry: Over the last 20 years, Wales has
probably been poorly served on rail investment
compared with the rest of the UK. We have seen the
West Coast Main Line upgrade, the Manchester metro
link, High Speed 1, station enhancements and, going
back to the ’80s, the East Coast Main Line upgrade.
Until the recent announcements, which are very
welcome, all we had in Wales was the Severn tunnel,
in 1880.
For some reason, Barnett and apportionment of
funding do not affect the rail industry—I do not
understand why that is—so there is no Barnett effect
on rail spend. We just have to fight our corner for a
piece of the pie—and I think we have a small piece
of the pie. If £32 billion is being spent on High Speed

2, let alone the other projects that are in progress,
Wales should argue, rightly, for a proportionate share
that could go towards investing in a really important
part of our economy, which is our rail infrastructure.

Q144 Mr Walker: I have a quick question for Jim
Steer. In your conditional output statement for the
Great Western Partnership, you set out a 25-year
period for investment. Do you think that we would be
better with longer franchises that are more like that
25-year period, in which it is clear that the train
operating companies have to invest more in order to
grow their business and support rail? Do you think
that, with the opportunity that the Government have
to take another look at franchises, they ought to be
looking at longer than 15 years?
Jim Steer: It is a very big question. Personally, my
short answer would be no, the reason being that the
investment that is needed in the first instance in
infrastructure is basically funded by Network Rail to
an incredibly large extent; compared with that, the
train operating companies, whether or not they have
had a long franchise, are investing rather small
amounts. Even the Chiltern upgrade that is often
quoted is actually funded by Network Rail, and they
pay back additional access charges. The critical thing
is that that opportunity continues. I would have
thought there is quite a good case for saying, and I
have always argued this, that the evidence for long
franchises producing investment is not very strong,
and there are quite a few disadvantages—some of
which, arguably, we have seen. I am afraid I am not
persuaded on that point.

Q145 Mr Walker: To follow up on that, do you feel
that Network Rail has the resources and capability to
make the investment it needs to make?
Jim Steer: I think it has shown that it is able to do
that. It would point to much more efficient track
replacement equipment in which it has invested. It
now has a programme of electrification, so it is
investing in the kind of efficient equipment you would
expect. Incidentally, it is not involved, or planned to
be, in the construction of HS2. It is the existing
network in which I would say it is getting very much
better at making an investment.

Q146 Jonathan Edwards: I have a question on the
Barnett consequentials. Clearly, HS2 is an England-
only scheme. If the Barnett formula is to work
properly, there has to be a Barnett consequential, and
the Barnett consequential is £1.9 billion. If the Welsh
Government had that pot of money, what
infrastructure projects would you spend it on?
Mark Barry: The headline items around Wales are
comprehensive electrification, Wrexham-Bidston, the
north Wales line, a south Wales metro and a Swansea
metro system. You could do an awful lot.

Q147 Jonathan Edwards: So you could
revolutionise transport in Wales if Wales had the
Barnett consequentials.
Mark Barry: Bear it in mind that, traditionally, we
have probably had about 2% to 2.5% of UK rail
investment in Wales. The figures are impossible to



cobber Pack: U PL: COE1 [E] Processed: [04-03-2013 12:22] Job: 023486 Unit: PG03
Source: /MILES/PKU/INPUT/023486/023486_o003_th_Corrected Transcript 161012.xml

Ev 28 Welsh Affairs Committee: Evidence

16 October 2012 Mark Barry and Jim Steer

get; you have to infer them from what public
information is available. If we had a Barnett kind of
figure of 4% to 5%, we could do a hell of a lot more
with transport, especially rail. We don’t, and it is for
politicians around the table and in Wales to make sure
that the case is made very clearly and that we do get
a fair slice of the UK rail investment pie.
Jim Steer: We made very clear in another document
on the benefits of HS2 in freeing up capacity on
existing lines that there are some benefits to Wales
there to be had. I am not arguing your Barnett formula
point, but it is important not to lose sight of them,
because you can press for them. You can say that it is
over in England, but what happens is that the West
Coast Main Line gets freed up. I know it is the
smallest constituency, in effect, of the three big parts
of Wales, but mid-Wales has not had—for a very long
time now—a proper train service to London. That is
given to you on a plate with HS2 if you put your hand
out and ask for it.

Q148 Chair: Mr Steer, freeing up capacity sounds
quite good, but doesn’t that just mean fewer people
using the existing rail network, which means less
money available for the upgrade?
Jim Steer: With respect, I don’t think it does. At the
moment, the West Coast Main Line is so constrained
that you can’t run on it services that various operating
companies would like to run. For example, the only
way that the short-lived Wrexham service had a
fighting chance of surviving or getting the right to run
was by using the Chiltern line, which is a slower line
to London. If it had been able to use the West Coast
Main Line and get a fast train path from Birmingham
to London, it would probably have made a success out
of Wrexham. Arguably, it could have made a success
out of an Aberystwyth service too.

Q149 Chair: I am being a bit ruthless because of the
time. Could High Speed 2 ever make a profit?
Mark Barry: I really don’t know. We all like to think
it could. I believe the figures produced in the business
case suggest it can, based upon the passenger numbers
anticipated over the next 20 years.

Q150 Chair: So why the need for the Government to
get involved at all? Why not just go out to private
investors and get them to build it? Mr Steer, do you
have any thoughts on that?
Jim Steer: Yes. I don’t believe it can be profitable in
the sense of paying for all of the up-front capital costs.
I do think it will be possible to let the railway on
much the same basis as HS1—on a long-term
concession—to recoup a lot of the outlay, but you still
have to have public expenditure up front in my view.
Mark Barry: This is the philosophical issue we have
in the UK. We spend billions on roads in the UK.

Q151 Chair: Do we?
Mark Barry: Over the last 50 years, we have. The rail
network is viewed very differently, and I don’t know
why that is. In Europe, a much more strategic view is
taken of the rail network—that it supports and is an
essential part of the country’s economic infrastructure
and that Government should therefore be prepared to

put something down to invest in the up-front capital
required.

Q152 Karen Lumley: Moving away from HS2, what
is your view on how productive the dialogue between
the Welsh Government and the Department for
Transport is in relation to high speed rail?
Mark Barry: Until two or three years ago, there
probably wasn’t enough dialogue. The work that was
undertaken on the business case for extending the
Great Western line electrification to Swansea and the
valley lines resulted in much greater interaction
between transport officials in Cardiff and those in the
DFT. There is a richer relationship now than there
perhaps was previously.
However, on high speed rail we were late coming to
the table. As someone from the business community,
I was always frustrated and wondering why our
officials—and even our politicians, I have to say—
weren’t aware of what was happening on high speed
rail in the UK, what the arguments were and where
the debate was. There were massive groups like
Greengauge, which need sponsorship, articulating the
case for connectivity, yet nobody in Wales seemed
really to be on the ball. I think that we arrived late at
this debate; as a result, we will be a bit behind the
curve in terms of what happens and when it happens.

Q153 Karen Lumley: Mr Steer, do you think the
same?
Jim Steer: On that last point, I point out that,
regardless of the level of representation and speed of
take-up, Greengauge has always seen the link between
London and south Wales as an integral part of a high
speed network. As to the Department point, if there
really is a good, close relationship, I would expect to
see some kind of swapping of careers—people
spending a couple of years in one organisation and
then going back. That kind of thing helps build
understanding.

Q154 Karen Lumley: Does that happen now?
Jim Steer: I don’t believe so; I have not heard of it. I
am not saying that it doesn’t happen, but it doesn’t
strike me as being a typical feature.

Q155 Mr Williams: You mentioned Aberystwyth; I
am very grateful to you for doing so. I think you
would agree that, historically, the biggest impediment
to those who have been campaigning for a long time
to re-establish a direct route between Aberystwyth and
London—or, currently, the hourly service between
Aberystwyth and Birmingham International—has
been the blockages from Wolverhampton down. You
made the point that High Speed 2 would free those up
so that the dreams of many people could be a reality
again. That has been the case, hasn’t it? Historically,
it is one of the main reasons why we have not been
able to advance that to date.
Jim Steer: Yes. There has also not been the kind of
train that you would need. Until the Aberystwyth line
is electrified—I am sure you will think this is a good
idea—you really want a train that can run sensibly
both on an electric network and on diesel. The IEP



cobber Pack: U PL: COE1 [O] Processed: [04-03-2013 12:22] Job: 023486 Unit: PG03
Source: /MILES/PKU/INPUT/023486/023486_o003_th_Corrected Transcript 161012.xml

Welsh Affairs Committee: Evidence Ev 29

16 October 2012 Mark Barry and Jim Steer

train, which was much criticised for various reasons,
could do exactly that.

Q156 Chair: That is very interesting. Now that I
have sped everyone along, we have three minutes left.
In that case, may I ask a question about the trans-
European network—the TEN-T proposal? I forget
what the “T” stands for. One might argue that High
Speed 2 is simply the Government carrying out the
edicts of Europe, which is expecting this to happen.
Very coincidentally, the line that is being proposed
looks similar to the one that the European Union
wants us to build. Am I right in thinking that?
Jim Steer: The TEN-T network now has quite a long
history. Initially, at least, it was basically a set of
corridors linking the capitals of the member states of
the European Union. So London-Dublin is a key
corridor and has always attracted TEN-T support. It
begs an important question about electrification of the
north Wales main line, of course.
Mark Barry: I have a more general observation. I am
not sure whether or not there is a European project.
The bottom line is that the number of passengers on
the UK rail network has doubled over the last 15 years
and is projected to continue growing. There needs to
be investment in new capacity. High Speed 2 probably
addresses some of that in terms of what it is doing. I
do not think that there is any way that we can get
away from addressing the need for serious investment
in the UK rail network.

Q157 Geraint Davies: Do you think there is a case
for a high speed electrified rail network right the way
across to Milford Haven, linking up by boat, as it
were, to Ireland?
Mark Barry: My gut feel is probably not that far, no.
You could probably justify going as far as Swansea
because of the population and demographics. Beyond
that, you would upgrade the existing infrastructure
and make sure the services were regular, cost-effective
and so on.

Examination of Witnesses

Witnesses: Right Hon Simon Burns MP, Minister of State, and Stephen Hammond MP, Under-Secretary of
State, Department for Transport, gave evidence.

Chair: Ministers, it is very nice to see you.
Congratulations to both of you on your new
appointments; we look forward very much to working
with you. As we all know one another quite well, shall
we just begin by asking a few questions? I turn to
Mark Williams.

Q161 Mr Williams: Minister, what specific
mechanisms are in place to ensure that Welsh interests
are well represented within your Department,
notwithstanding the fact that—rightly—many matters
are devolved to the National Assembly Government?
Mr Burns: I hope you will be reassured to hear that
we enjoy good relations with both the Government of
Wales and the Wales Office. My officials are
constantly in touch with the Government of Wales,
where we are working together in the interests of

Q158 Geraint Davies: What about engineering
works between Cardiff and Swansea to make the line
straighter so that you could go faster? Is that a
possibility?
Mark Barry: If money were no object, yes, you would
do that.

Q159 Geraint Davies: How much would that cost?
Mark Barry: If you built a whole new line, it would
again be £130 million a mile. It is £4 billion, if you
do it that way, but I do not think that is a realistic way
forward. We have to be pragmatic. I have always been
very keen on looking at the Great Western corridor as
it is currently configured and at what we can do to
that. It is pretty straight from Bristol to London; okay,
there are some bends between Swansea and Cardiff.
What can a sensible investment programme over a
period of 15 years do to service and our economic
well-being?

Q160 Geraint Davies: Finally, what about
connectivity from Swansea and Cardiff to Cardiff
airport, to attract low-cost airlines and therefore make
the airport successful?
Mark Barry: An airport link to Cardiff airport would
certainly help increase its catchment area for public
transport. There are wider issues around Cardiff
airport—I don’t think they are being covered here—
that need to be addressed at the same time. You can’t
just say, “Here’s a rail link; that’ll fix it.” There are
other issues as well as part of a package. For now,
Heathrow access, for the business community, is still
the most important form of access we need.
Chair: Gentlemen, thank you both very much indeed.
I am sorry time is so short today, but we really
appreciate your coming along and answering
questions.

transportation policy, whether it is on the railways, the
roads or whatever. In the short time that I have been
a Minister at the Department for Transport, I have
been in touch with Carl Sargeant on two occasions.
At the moment, a meeting is being arranged so that
we can meet up in person rather than down a phone
line to have the opportunity to discuss a wide range
of transport issues.

Q162 Mr Williams: Does the Department for
Transport have specific targets for spending within
Wales?
Mr Burns: You are aware of the way the system
works. On a wider scale, of course, money is made
available under the Barnett formula. The UK
Government also fund some capital projects. The
electrification from Bridgend to Swansea is an
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example where the UK Government, rather than the
franchisees or the Welsh Government, will be funding
that project.

Q163 Mr Williams: So it would be characterised as
taking a case-by-case approach rather than having a
specific target in mind over and above the Barnett
formula commitments.
Mr Burns: Up to a point, but, as you will appreciate,
the money that is given to the Government of Wales
is an overall amount. It is up to the Government of
Wales to break down how they distribute that money
within their spending priorities and Government
Departments.
Chair: Jonathan Edwards has a quick supplementary.

Q164 Jonathan Edwards: Do you recognise that, for
the Barnett formula to apply properly, English-only
schemes have to be identified as English-only rather
than UK-wide, because if they are identified as UK-
wide schemes, as is the case with HS2, there are no
Barnett consequentials?
Mr Burns: Certainly, if you take that example, it is a
UK scheme. All of the projected phase 1 and phase 2
at the moment is within England, though, bearing in
mind the announcement by the Secretary of State last
week, we are now looking—at this stage it is a
question of looking—at whether to extend HS2 up to
Edinburgh and Glasgow so that it would become
cross-border. I don’t know whether your Committee,
Mr Davies, will raise this during the course of their
questions, but of course we see HS2, for example, as
a spine—a start. In time, in the future, we expect the
possibility of development beyond that spine; whether
to Wales or to other parts of England remains to be
seen.

Q165 Nia Griffith: Welcome to both of you.
Obviously, having a fast link from London to south
Wales is what everybody wants, and certainly our
predecessor Committee had identified that. When
plans for High Speed 2 were being drawn up, was it
ever seen as the first of many, or was it only ever seen
as a one-off project? Were areas other than the West
Coast Main Line route considered?
Mr Burns: It was seen as a first stage, building on
High Speed 1 from Dover to London. At that stage, it
was seen as a spine that went up to Birmingham and
would go on in the upper part of the Y, with a possible
spur down to London Heathrow. However, it was
envisaged that, in time, there would be other potential
spurs off it, because we want to deal with capacity
issues—particularly, in the first instance, on the West
Coast Main Line, as serious capacity issues are
emerging on the existing line—because we have to be
able to compete with our international competitors in
Europe, and because we want to reduce journey times.
High speed is the future. We have to embrace it—
preferably, early in the process. If at a later stage there
is a desire to branch out to Wales—whether it is the
south, mid-Wales or north Wales—or across to the
east of England or the south-west, that is a matter that
will have to be looked at by those who believe it is
the right way forward and can produce a business plan
that makes it viable.

Q166 Nia Griffith: Was the Welsh Assembly
Government involved in any way with your
Department in talks about High Speed 2?
Mr Burns: I can say that we have constant discussions
with the Government of Wales, as do officials and
Ministers. No doubt, at the time of the announcement,
particularly of the preferred route, there would have
been ample discussions.

Q167 Nia Griffith: You talk about making a good
business case. Has there been an impact assessment
on the impact of High Speed 2 in general but also
particularly on Wales?
Mr Burns: On the latter point I do not know, to be
quite frank. On the specific point of the impact on
Wales I think the answer is no, but I would not like
to mislead you. If you are talking about the project as
a whole, the answer is yes. There has been
considerable assessment and analysis, not just by the
Department for Transport but also by High Speed 2
and by independent consultants, to make sure that it
is being put together and developed in the most
business-oriented and compelling way to make sure
that it meets the Government’s objectives.

Q168 Chair: On the issue of business cases, it is
never going to make a profit, is it?
Mr Burns: If you are talking about the generality, I
have always been reluctant ever to say never in
politics, but I get the point that you are making, Mr
Davies. I think that, just as with the channel tunnel,
for example, there would be a considerable time scale
to break into a profit situation, where the financial
costs of the project had been paid off. However, it
would be a mistake to look at it—

Q169 Chair: In other words, you build the railway
and it might just make a profit, minus the capital costs.
The maintenance and running of it might just become
profitable, but, if you include the capital costs, this
thing is never going to make a profit.
Mr Burns: One hopes that contributions towards the
capital cost will also be taken into account, as is done
with the channel tunnel. I believe, on the projected
plan since it was opened, it will take 100 years, so it
is a long-term thing. What I think that misses is the
benefits, which far outweigh simply the financial
arguments. I refer to the benefits to this country of
being competitive with France, Germany and other
countries in Europe that are investing and have
invested in high speed rail; dealing with the capacity
problems that have emerged on the West Coast Main
Line; and also the ability when dealing with that
capacity to use the West Coast Main Line further to
develop the transportation of freight and so on.

Q170 Mrs James: I have a supplementary on that
theme, Minister. You have talked about the economic
impact of the investment. Has any specific work been
done on the impact in Wales? Obviously, we are a bit
concerned because it is a longer-term plan for HS2. I
must ask you this, given the current debate on the
Department. Are you confident that any evaluation
that your Department makes will take everything into
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consideration and that we won’t have a repeat of any
errors, shall we say, in the calculations?
Mr Burns: First, on the question of an impact
assessment in Wales, the answer is no, simply because
at this stage HS2 is from London to Birmingham and
then along the Y, with the spur, which will benefit
Wales because of the Great Western line. At this stage
it is not intended that there should be a spur into
Wales, so we have not done that work; we have been
concentrating on the original plans and route.
You asked whether I am confident that problems of
the sort to which you alluded will not emerge. Yes, I
am. This is a completely different project and set of
circumstances from the franchising arrangements. As
you will appreciate, franchising is very different from
putting together a project, with a business case, for
developing capital investment. It has involved
different civil servants from the ones who are
responsible for franchising. It has had the input of
HS2 and people independent of the Department for
Transport to monitor and to help to put together the
projections, whether that is on the environmental or
financial side or the physical planning of the routes to
be considered for the preferred route.

Q171 Geraint Davies: A 2010 study by KPMG,
commissioned by Greengauge 21, showed that HS2
would lead to 21,000 fewer jobs and 0.04% lower
annual growth in Wales. You mentioned that HS2 is a
UK scheme. I understand that the Barnett
consequential of the £32 billion would be £1.9 billion
for Wales. Will you at least consider the case for that
£1.9 billion to be provided for Wales and partly used
to provide the spurs off the spine that you mentioned
sooner rather than later?
Mr Burns: First, I am not familiar with how
Greengauge came to that conclusion and those figures.

Q172 Geraint Davies: You are happy to look at
that, obviously.
Mr Burns: I will look at the figures, certainly. On the
question of the £1.9 billion, no, I think it would be
very unwise for me to sit here and make a
commitment of that nature, particularly as I do not
know the basis on which Greengauge had come to
those figures. As I said, I will look at Greengauge’s
figures, methodology and proposals, but it is not for
me, a lowly Minister in the Department for Transport,
to give that commitment.
I turn to the second point that you raised, which is
rather important—the question of Wales and a spur.
That is something for the future, given the whole
concept of High Speed 2. This is the template to start
with. I suspect that in 20, 30 or 40 years’ time, as
needs must, there will be a development of it because
we want a network of high speed rail. Wales is an
obvious place for it to be extended to, but that is a
matter for the Government of Wales and others to look
at in due course. It is for them to assess a business
case for that and to move ahead accordingly. It is
something for the longer term, not the immediate short
term, which must be to build phase 1 of High Speed 2.

Q173 Geraint Davies: We have just heard evidence
that, historically, Wales has about a 2.5% share of rail

investment when it has about 5% or 6% of the
population, which would be reflected in Barnett.
Given that, on top of that, we have HS2, which is £32
billion, and we are not getting the £1.9 billion share,
will you ask your officials again to look at a fair share
for Wales so that we don’t lose out at a time when,
clearly, we need inward investment from rail
investment?
Mr Burns: That is an important question. I notice,
though, that for 13 of the last 15 years it wasn’t my
party actually in government, so the responsibility was
with the last Labour Government. I don’t share your
slightly despondent view that Wales is not getting its
fair share.
Geraint Davies: I am hopeful—
Mr Burns: May I just finish? I think that Wales will
see its rail network and communications improved
significantly by the commitment by this Government
to continue the electrification of the line from Cardiff
to Bridgend and from Bridgend on to Swansea, and
the electrification of the network in the valleys, which
will play a significant role for the communities and
businesses there. I also think that the commitment to
build the spur, probably from somewhere between
Langley and Iver, into terminal 5 at Heathrow will
significantly help those using the Great Western who
want to come to London, to Heathrow, and the Welsh
economy. To say that, in effect, Wales is being
forgotten, is not getting its fair share and is not getting
what it should is not justified by the circumstances.

Q174 Geraint Davies: Will you undertake to
seriously evaluate Greengauge’s 25-year proposal to
link the Great Western Main Line to HS2? I presume
you will look at that anyway.
Mr Burns: Linking up the main line to HS2? I
thought its proposal was for a spur to Heathrow.

Q175 Geraint Davies: It proposes to improve the
Great Western Main Line over a 25-year period so
that it eventually joins the high speed rail network.
Basically, it has done a study to do what you have
said you want to do anyway, so I assume you will
look at that.
Mr Burns: Yes, but the Great Western line goes
through Old Oak Common in the west of London, so
there will be a link there.

Q176 Mr Walker: You have mentioned some of the
investment in electrification, but in the autumn
statement last year a number of projects were
announced—£6 billion went into infrastructure
nationally and 35 road and rail projects. None of those
seem to have been in Wales or cross-border into
Wales. The one commitment from the Government
with regard to Wales was to talk to the Assembly
Government about improvements to the M4. What
level of consultation was there with the Welsh
Government before the autumn statement? Will there
be more consultation before this autumn statement?
Mr Burns: I can tell you that my officials are
constantly talking with the Government of Wales. We
keep in touch at ministerial level. Obviously, we want
to work together, because we want to improve the
transportation system within Wales, as we do in the
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rest of the United Kingdom. We want to invest to help
to develop businesses, to assist in the development of
economic growth, which is crucial to this country, and
to improve the transportation of citizens. That is why
we have discussed and worked with the Government
of Wales and will continue to do so. If they come up
with projects that we can assist them to put together
or for which we can provide some of the knowledge
or know-how, we will do so, because it is important in
the interests of Wales and the UK interests to improve
communications for the reasons I have given.
Stephen Hammond: I am sure Mr Walker will be
aware that there was a relatively small but still very
significant announcement on the pinch point fund last
week. We have funded the A55-A483 junction to
support Chester business park. The idea that,
whenever these schemes happen, communications
either by rail or road into Wales are being missed off
is certainly not true in terms of what we did last week.

Q177 Mr Walker: Following up on the road point,
in the autumn statement and the infrastructure plan,
there was mention of improvements to the M4 and
discussions that would be had with the Welsh
Assembly Government. Is there any update on how
those discussions have gone? Has there been any
progress on that front?
Stephen Hammond: There are continuing
discussions. Our officials have been speaking to them
about a number of issues they wish to raise, not only
in terms of the work they are doing specifically on the
M4, but, as you know, the Welsh Government is doing
a study on economic generation from the M4. I would
not want to prejudice exactly what that says.
Chair: Thank you very much. We now have a few
questions on the interesting topic of the Severn bridge.

Q178 Mrs James: What is the Department’s current
position on the Severn bridge toll crossings, the fact
that ownership will be changing and who will take
ownership of the bridge in 2018? Has any
consideration been given to how those moneys will
then be distributed?
Stephen Hammond: As you know, the Severn bridge
is currently let on a concession basis. The tolls that
are collected are to pay off the infrastructure
investment. As a result of one or two minor changes,
there was a slight extension to the concession. We
expect the concession to end at the end of 2018.
Thereafter, the Government still have their own debts
to recover from building and maintaining the crossing.
Even at the time of handover, that will amount to
several hundred million pounds. Some of that still
reflects the costs of construction, while some reflects
work that has been done on cable maintenance and
cable strengthening works carried out during the
1990s. The whole process of repayment is likely to go
through into the early 2020s1. Thereafter, we will
look at the ownership structure, but it won’t be
before then.

Q179 Mrs James: We have heard evidence
previously from organisations such as SEWTA—the
1 Please see supplentary written evidence from the Department

for Transport for further information.

South East Wales Transport Alliance—where they
have suggested that some of the income from the
bridge tolls could be reinvested in transport
infrastructure in Wales. Has any consideration been
given to that?
Stephen Hammond: First, that will be extremely
difficult prior to the concession ending because of the
structure of the concession and what was set out when
a 30-year concession was agreed. Therefore, that
would be very difficult. Secondly, as I said, the
Government are keen to ensure that, as part of the
promise, there is some repayment of the debts that the
Government incurred as a result of the initial
construction costs. That may be something for
consideration, but it won’t be until the mid-2020s2.

Q180 Mrs James: The other big issue is VAT. When
it comes back into public ownership, VAT will no
longer have to be collected. In the light of that, have
you considered or will you consider what to do with
the VAT saved?
Stephen Hammond: I think it unlikely that the prices
will drop because there may be other factors why
prices may move. The removal of the VAT may just
be able to absorb some of the other pricing pressures.
I am not anticipating that you will see a drop in the
price on removal of the concession.

Q181 Mrs James: Were you aware that motorcyclists
don’t pay any of the tolls?
Stephen Hammond: I was aware of that.

Q182 Chair: Minister, you surprise me there. At the
moment, we are paying VAT because a private
company runs the bridge. Are you saying that, when
it goes back into public ownership in around 2018, we
will not see a decrease in price?
Stephen Hammond: Given the modelling work that
the Department has done, I would be very surprised if
that were so.

Q183 Chair: We have also established—more or less
accurately, I think—that a cost of around £1.50 per
driver would be enough to cover the maintenance
costs of the bridge. For that reason as well, we were
assuming that there might be some sort of discount
when the bridge comes back into public ownership at
the end of the concession.
Stephen Hammond: As I already explained to the
member who asked about this previously, in the period
after the concession ends, there will be substantial
Government debt that will need to be repaid.

Q184 Chair: When those substantial national debts
have been repaid—we hope that we will be able to
see the figure and how it is calculated, but if we all
accept that there is a debt and that it has to be repaid—
what will be the position? Can we expect to be able
to travel across the bridge for nothing or for the cost
of ongoing maintenance, or will it for ever be used as
a cash cow?
Stephen Hammond: No. Your colleague asked
whether it might be possible at that stage to consider
2 Please see supplentary written evidence from the Department

for Transport for further information.
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the reinvestment of those moneys in infrastructure
schemes. I wouldn’t want to prejudice that decision,
but we are talking about something at least 12 years
from now.

Q185 Chair: That is true, but we have been talking
about High Speed 2, which has a much longer time
frame than that. People in Wales feel angry about the
costs that they currently pay, but some of that anger
might be alleviated if they knew there was some end
in sight. It does not look as though you are able to
give us that end.
Stephen Hammond: I can’t reassure you about the
precise time, nor can I reassure you about the precise
amount, because it is likely that some further repairs
will potentially be required even between now and the
end of the concession. It would, therefore, be wrong
of me to set out a very clear date.

Q186 Chair: At the very least, can we have a look
at the figures that the Department is working on so
that we can assess them ourselves as a Committee?
Stephen Hammond: I am happy to ensure that your
Committee gets the information it requires.

Q187 Geraint Davies: There is a view in the
business community, which I certainly share, that the
toll is a tax on inward investment and trade in Wales.
When you add the enterprise zone in Bristol and so
on, it is a major brake on inward investment, job
creation and, therefore, tax revenues for the
Exchequer from Wales. You have insinuated that,
basically, after you have paid off all this debt you
could use the money on other transport infrastructure.
Is that your strong view, because we would want a
position where the tax—namely, the toll—would be
minimised? That would signal or herald to the
business community a new era of inward investment,
which is currently being constrained by the tax that
you seem to be suggesting will continue and be used
on bits and pieces of transport infrastructure.
Stephen Hammond: It is not a tax; it is a charge. I
would like to be clear on that.
Geraint Davies: I know that, but it is seen as a tax
on trade.
Chair: Order. It is a very interesting subject; we will
have to come back to it.

Q188 Nia Griffith: Can I return to the M4
discussion? There are two issues that concern us in
particular. First, what will be the way forward in terms
of funding any improvements that are recommended?
What will be the Department’s involvement? How do
you see funding going forward? Secondly, what is the
Department’s view on the idea of having a major relief
road built south of Newport?
Stephen Hammond: As my colleague said, there are
continuing, ongoing discussions between the roads
department of the DFT, the Highways Agency and the
Government in Wales. As you know, highways in
Wales have been separately managed and funded in a
different way since 1965. For that period of time,
roads on the Welsh side of the border have been
funded from Welsh budgets and English schemes from
English budgets. We have been active in trying to

promote cross-border links, ensuring that the main
roads are working well and we maximise people’s
ability to move into Wales, but there is a fairly clear
precedent that schemes should be funded by the nation
in which they are located. That is the basis of the
discussion going forward.

Q189 Guto Bebb: As the only Committee member
with a constituency in north Wales, I will be very
parochial. You have already touched upon the
improvements to the Chester business park junction,
which is a major drawback for links on the A55 and
the A483. Can you give us a time scale for those
improvements, which are important for transport links
in north Wales?
Stephen Hammond: The works will commence in the
first quarter of 2014 and finish by the end of the year.

Q190 Guto Bebb: Excellent. My second question
relates to rail. Obviously, as a Committee member, I
welcome the Government’s decision to invest so
significantly in electrification of the railway lines in
south Wales. What work has been done by the
Department to assess the viability of improvements to
the north Wales main line, looking first at the
signalling, which needs to be improved, and secondly
at the potential, ultimately, for electrification, given
that the north Wales main line is an important link to
the Irish Republic?
Mr Burns: I can fully appreciate your interest, given
where your constituency is and the importance of the
communications network from north Wales into the
rest of the network. Clearly, at the moment, the
priority for Network Rail investment has to be
electrification of the main line from Swansea to
Cardiff, via Bridgend, and in the valleys. Current cost
estimates for the Wrexham to Bidston electrification
scheme, in particular, are high, but the Government
will consider any business case submitted on this
scheme for the next stage of Network Rail investment.
We welcome the thought that Merseytravel is giving
to lower-cost solutions such as station upgrades and
enhanced diesel frequency, but I understand your
desire to get electrification. As I said, Network Rail
will look at any business plan that is put forward.

Q191 Guto Bebb: On the specific issue, we have
been given some evidence that one of the main
drawbacks for improved speeds on the north Wales
main line is the signalling system. If you can’t answer
today, is it possible for you to write to the Committee
in relation to any work that has been done looking at
improvements or potential improvements to the
signalling on the north Wales main line?
Mr Burns: Absolutely. I will certainly write both to
the Chair and to all of you to give you a complete
update on what the situation has been and where we
anticipate moving towards in the future.

Q192 Chair: I appreciate that, Minister. I should add
that, by an almost unanimous decision, members want
to be in the Chamber at 12.30 to hear an important
statement, so we are going to rattle through this now.
We will send you some written questions that we will
not have time to ask, if that is all right.
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Mr Burns: That is absolutely fine. My officials will
do anything they can to help you.

Q193 Jonathan Edwards: In her airport strategy, the
former Secretary of State announced the link between
Heathrow and the main line. What work has been
undertaken since the announcement, and what
timelines are you working to for completion?
Mr Burns: Basically, you are talking about the spur
from Great Western into Heathrow. A considerable
amount of work has been done. We have not yet got
to the stage where there is a preferred route, although
it is anticipated or assumed—I am slightly hedging
with this, because no preferred route has yet come
forward and been approved—that it will come from
somewhere between Langley and Iver and that most
of it will be underground, going into the existing
Heathrow rail network at terminal 5. I think I am right
in saying that the estimated cost is about £500 million
and the earliest that it could start—provided that
everything goes to plan—is between 2020 and 2022.

Q194 Jonathan Edwards: The high level output
specification did not include much detail on rail
freight between England and Wales. What plans does
the Department have to improve capacity for rail
freight?
Mr Burns: As you will appreciate, one of the
overriding objectives is to encourage more and more
rail freight, to relieve the pressure on our roads. That
is subject, up to a point, to commercial considerations.
There is the issue of the gauges, although having low-
level transport gets around the 9 feet 6 issue. That is
being done. It is up to the rail network to respond to
any increasing demand by industry and commerce to
use more capacity on the rails. I accept this is for the
longer term, but one of the important things about
High Speed 2 is that having the railway on the very
busy West Coast Main Line will ease capacity levels
on that, which will give advantages to using the
capacity for increased freight use.

Q195 Karen Lumley: In the light of the
Department’s decision to postpone the competition for
the West Coast franchise, how long will it be before
the people of Wales see the benefits that they were
promised under the First franchise?
Mr Burns: You have alluded to the fact that, as soon
as the Secretary of State became aware that there were
significant problems with the franchise process for the
West Coast Main Line, he suspended it. At the same
time, there were three franchise processes in motion
at varying stages. One was Great Western, which, I
appreciate, is of particular interest to this Committee
and the constituencies of many members around this
table. The decision to freeze the processes was the
right one to make. The Secretary of State set up two
inquiries. One, led by Sam Laidlaw, one of the non-
executive directors of the Department, will look into
what went on at the Department. The other, led by
Richard Brown, the chair of Eurostar, will look at the
franchise process within the terms of reference that he
has been given.
The Brown inquiry has to report to the Secretary of
State by 31 December with his findings and any

recommendations he may wish to make. In the light
of that, we will then move forward, but I cannot
anticipate what the inquiry will say and what may or
may not need to be done. What I can say to this
Committee is that, obviously, we want the process to
move forward as quickly as possible, but we are not
going to cut any corners to achieve that and get it
wrong. I cannot anticipate what recommendations the
Brown inquiry will come up with, which may then
affect the process.

Q196 Geraint Davies: I have a brief question about
the trans-European transport network proposals. In
Brussels, we were told that the ports of Swansea and
Neath Port Talbot were not regarded as core ports that
would enable connectivity. Would it be possible for
those ports to be taken together as Port Talbot and
Swansea and for the Department to support core
funding status and, therefore, TEN-T funding?
Chair: Either Minister may answer.
Geraint Davies: Would you be prepared to look at
this in a positive way to try to access the TEN-T
transnational funding?
Mr Burns: I was hesitating about which of us would
respond—although having consulted my colleague, I
see that we agree on it—because the problem is that
the ports you have identified are not part of the core
network; they are on the comprehensive network3.

Q197 Geraint Davies: Exactly. That may be because
they are viewed separately; the idea is to look at
them collectively.
Mr Burns: I am sorry. I thought you said in the
question that they were part of the core network, but
they are not.

Q198 Chair: If you put them together, they could
become network ports, could they not? Would you
support that, Minister?
Stephen Hammond: The difficulty we have is that a
number of other ports are already on that network.
The case needs to be made for moving them up, but I
think there is some reluctance in Brussels at the
moment to redefine them.

Q199 Chair: So, sadly, we can’t count two ports that
take more than 1% of traffic as a network port.
Stephen Hammond: I will ask my officials to look at
how Europe is defining it, but my understanding is
that there is a problem with this.

Q200 Geraint Davies: Swansea Bay city region,
which covers Neath Port Talbot and Swansea, is now
being established by the Welsh Government; it
includes Carmarthenshire. In that context, the port
facility could be regarded as a core port, which would
trigger European funding. That is the argument I am
putting.
Stephen Hammond: The short answer is that I have
just had inspiration on this point. It simply does not
meet the Commission’s definition of the threshold of
throughput. It needs to meet that definition of
3 Please see supplentary written evidence from the Department

for Transport for further information.
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threshold of throughput before we could even progress
it through the Commission.

Q201 Geraint Davies: Could you provide more
investment to help that throughput, to enable cruise
liners and more freight to use the facility?
Stephen Hammond: I don’t think it is the job of
Government to provide more commercial activity. It
is for the ports themselves to develop it and to make
the commercial decisions that will encourage people
to want to use their port as the port of entry into the
United Kingdom.
Chair: We will take the briefest of questions from
Jonathan Edwards.

Q202 Jonathan Edwards: The key question is, why
aren’t the UK Government—and the Irish

Government, to be fair—making the case for a
southern corridor link? There is only one link at the
moment, going through Liverpool. Why isn’t the case
being made for a southern corridor linking Milford
Haven and Rosslare? Milford Haven would definitely
qualify, because it is one of the busiest ports and
energy connectors between both states are being
developed.
Stephen Hammond: There are a number of other
issues around Milford Haven on which we are
working with the port at the moment, not least the
port security area and that definition. A number of
very positive things are happening at Milford Haven
that the Government are supporting.
Chair: Thank you very much.
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Jonathan Edwards
Nia Griffith

________________

Examination of Witnesses

Witnesses: Carl Sargeant AM, Minister for Local Government and Communities, Ian Davies, Head of
Network Operations, Roads and Projects, and Nathan Barnhouse, Rail Policy Manager, Welsh Government,
gave evidence.

Chair: Can I begin by thanking the Minister and
Messrs Davies and Barnhouse for coming along today
and giving us evidence? I am sure it will be a very
straightforward session. As it is Mark Williams’
constituency, I would like to call on you to start,
please.

Q203 Mr Williams: Thank you. Welcome,
everybody, to Ceredigion, and the Minister again. I
know you are a frequent visitor here. Your wide-
ranging responsibilities lead you here very frequently,
for which we are grateful. The first are general
questions really about the relationship between
yourselves and the Department for Transport in
London and other English transport partners. How do
you assess those relationships at the moment?
Carl Sargeant: Good morning and thank you, Chair
and Committee, for the opportunity to be with you
again. Relationships: you have to build on them
constantly and there have been changes in
Westminster. I must say the relationship I had with
Justine Greening was very good. We had a
longstanding relationship of good working practices
between my department and her department and as
Ministers, particularly around the electrification,
which she was very helpful in terms of the
conversations we had.
We had a reshuffle and we have a new Minister there
now. I have met the new Minister and I am very
grateful for the warm words he greeted us with in
terms of maintaining that relationship. Of course, with
all devolved/non-devolved functions, there are always
challenges; we just have to try to work through them.
What I am keen to do and my team are keen to do
under instruction is that we highlight what the issues
are and we raise them early and see if we can get
some result around them. I am quite confident that we
have a good relationship with Westminster in terms of
the Transport Department. Other relationships that
have an impact: the Welsh Office, of course, has a role
to play. Again, an interesting relationship prior to the
new Secretary of State taking place, but we have to
work on that.

Q204 Mr Williams: In what way interesting
relationship?
Carl Sargeant: I knew you were going to say that.
Well, I think it was just trying to understand whose
responsibility for what was where. I suppose
electrification brought it to the forefront for me, really.
The relationship between the former Secretary of State

Mrs Siân C. James
Mr Mark Williams

for Wales and my department—I speak for my
department as opposed to the Welsh Government—
was not always of mutual agreement. I will give you
an example. For a long time we tried to settle on some
wording around support for the electrification of the
main line through to Swansea and all of the valleys.
There was confusion right at the very early stages.
When the announcement was initially made about
electrification it was just the three valleys in the centre
and up to Cardiff. Through the discussions we had
said, “Look, these are not new valleys. They have
always been there and they should be included.” We
could never quite get the Secretary of State for Wales
then to publicly agree with us, so that was a challenge.
I don’t suppose she did disagree, but it was very
difficult for her to say that. That was just one example.

Q205 Mr Williams: What needs to be done, do you
feel, to ensure that the Department for Transport
understands Welsh interests specifically? I am
conscious of the fact that the previous Secretary of
State when she came before us often used to talk about
how there would be a Minister responsible in each
UK Government department for devolution, who
would have that understanding of how devolution
works. Do you think that kind of system works and
has it worked in the Department for Transport to date
and, if not, what could they be doing to enhance the
situation and improve upon it?
Carl Sargeant: That is a very important question,
actually. I think devolution has been a learning
experience for everybody, hasn’t it? I think
departments in Westminster and within the Welsh
Government are learning to interact with each other
better. There are still clear challenges and when you
get changes in departments and relationships are built
between civil servants and Ministers, I think they
forge some strong ones, but when they change
sometimes you can fall back into the operational way
of working, the trust element of, “I know I can give
X a ring in Westminster” or, “I know I can give
somebody a ring because this is happening and this is
the route.”
Some examples I will give you: I do not think there
was any intention but things sometimes are missed
that do have implications to Wales and vice versa. For
northeast Wales where I live, we have discussions
about the Deeside/Chester/Wrexham triangle route,
about the interaction between what is happening on
the English side of the border on the A494 and A55
and vice versa on the Welsh side. Recently, there was
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an announcement on the A55/A494, just on the other
side of the Welsh border, on the Chester side of the
Welsh border, Chester/Wrexham side, which came
completely out of the blue to us. We knew nothing
about it. Now, as it happens it is an enhancement and
that is great, but this is a through road for England/
Wales traffic and that is just one element of this that
we just were unsighted on. Not a bad thing, but it
would have been really helpful in terms of planning
infrastructure, if there was something that we wanted
to do on our side, to have the engagement. There are
still things that slip the net and I just think we have
to get better at that.

Q206 Mr Williams: Finally from me, we had
evidence from Simon Burns, the new Minister, a
couple of weeks ago. He again spoke positively about
the relationship between yourselves and his
department. He said there would be a meeting to be
imminently arranged to talk between the two
Governments. Without wanting to intrude on private
matters, what items do you intend to raise with him
of concern at the moment?
Carl Sargeant: Franchise. Again, I am very grateful
to Simon, I have had some telephone conversations
with him already informing me of decisions in the
UK, again just building on the trust element. I have
raised issues around the franchise process that is
happening in the reviews that are happening in the
UK. That could have an implication on the franchise
that is happening in Wales in 2018. It is not that far
away and I am conscious that any delay in that process
or any major changes to the way the franchise
operation works or is determined could have a
detrimental effect to the way we are pursuing the
franchise discussions here in Wales, which is only
2018. So that is one of the issues we will be talking
about. Other areas are again around decision-making
powers, about who ultimately makes the decisions and
whether there is an opportunity for Welsh Ministers to
make those decisions or English Ministers.

Q207 Chair: Thank you, Minister. The National
Transport Plan sets out transport plans up to 2015.
What priority was given in that to cross-border links
with England?
Carl Sargeant: Significant amounts. When the
transport plan was developed a different Minister was
created through the manifesto commitment. When I
was brought into the Transport Ministry I committed
to reviewing the transport plan and reprioritising that.
There was no priority before; it was just a list of
actions that we were seeking to do. I believe that the
commercial economic benefits of Wales and England
operate east to west, both in north, mid and south, and
I instructed my team to ensure, therefore, that we
made priority for east/west transition, both rail and
road network, and they were to become my priority
within transport.

Q208 Chair: You have suggested earlier on that there
has not been as much discussion or information
coming from the Government in London as you would
like when they work on projects that will affect Wales.
Would you feel that you have yourself been

responsible for making sure that the Government in
London is kept fully informed as to projects going on
in Wales that link Wales with England?
Carl Sargeant: Linking that to the National Transport
Plan, there is nothing new in the National Transport
Plan. It is just about the way priorities within that
were set. We have enhanced some of them. We have
new targets for different work streams. I believe that
all the actions that we are taking in terms of
development of plans, whether that be road or rail, we
are engaging with the UK Government in that process.
As I said, I think it works very well. I just think there
are some things that for whatever reason slip the net
and we just have to get tighter about how that
relationship works. But I am not pushing at a closed
door here. They are very receptive and the new
Minister and the old Minister were very helpful in
that process.

Q209 Chair: It has been suggested that there was not
enough mention in the Government’s 2011 autumn
economic statement of cross-border links. Is that a
concern that you would share?
Carl Sargeant: I think things change very quickly
with the economy and the way things operate in Wales
and in England. What we have tried to articulate with
our National Transport Plan and with our business
processes moving forward—enterprise zones being
one of the processes, heavily involved in the Transport
Department although sits in BIS—is that we support
economic growth and jobs. We believe fundamentally
that this is an east/west traffic flow. Notwithstanding
you still have to have north/south links, but I think the
strength needs to be east/west. That is why I am not
sure I support the statement but I think what we
certainly have is our ambitions to strengthen that
element to support the economy.

Q210 Chair: Without giving anything away, are you
able to tell us of any of the representations that you
might make to the UK Government in advance of the
autumn statement?
Carl Sargeant: No.
Chair: It was worth a try. Okay, thank you very
much, Minister.

Q211 Mr Williams: Just very quickly, if you will
excuse me and allow me to be parochial, the
Committee travelled here on the service from
Birmingham International yesterday, despite a very
prolonged delay at Birmingham International having
missed the connection. Just in terms of the plan up
until 2015, the hourly service between Aberystwyth
and Shrewsbury is not going to be a feature of that, I
think I am correct in saying, until 2015. You
mentioned the economic growth issue. Obviously, that
is a key driver in some of the decisions you have been
making. What kind of criteria were you using in terms
of the hourly service and why it has not featured prior
to 2015?
Carl Sargeant: There are two elements to that. One
was about the infrastructure, the ERTM system that
has been in place. It is the new system that is being
used in the UK. It would be fair to say it has had its
hiccups and I think to get to the bottom of that it
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struck some delay. But more fundamentally, I think,
is the cost of enhancing the new service. We are
working in an environment of £2.1 billion less to the
Welsh Government. That has a consequence in service
delivery. I am still committed to delivering the hourly
service by 2015, but I put that with a strong caveat
depending on what the autumn statement says. If
something goes horribly wrong, then we will have to
reconsider some of the priorities. That is not a threat
or an action, it is just it is an unknown. My intention
is currently to continue with that and deliver a service.
With a fair wind we will do that.
Mr Williams: Good to hear. There is a challenge
there for Westminster MPs in terms of the lobbying
we have to do with colleagues. Thank you.

Q212 Jonathan Edwards: In evidence, Minister,
during the inquiry we have heard that the Wales
Freight Group has not met in the last two years. Is that
correct? When do you plan to reconvene the group?
Carl Sargeant: Yes, that is correct. Give or take dates,
there or thereabouts, it has not met, which I am
disappointed about. I have ordered a review of the
freight group. I think partly when I asked my team to
strive to understand what was going on there, the
freight group that was established probably was not
delivering what it was really intended to do. It became
a single focus group of local issues as opposed to a
more strategic vision for delivery of freight across
Wales. I have ordered a review. I am establishing a
new freight group and I expect that to be driven by a
relationship between Welsh Government and the
stakeholders so that we can start a strategy about what
we can do with enhanced freight services in Wales.

Q213 Jonathan Edwards: What mention is there of
rail freight in the Wales National Transport Plan and
what plan does the Welsh Government have over
future years to increase rail freight between England
and Wales?
Carl Sargeant: There is reference to freight within the
transport plan and, as I have just alluded to, the review
of the new freight strategy group will be key to
understand again what we can take forward. We do
have a finance stream within Welsh Government to
enhance freight rail opportunities. We are looking at
that through and with the Business Minister in terms
of enterprise zones seeing if we can enhance growth
opportunities, with some stimulation, with cash
injection on freight services. I met with Lord Barclay
a couple of months back now just again to understand
how we can build relationships up between
Westminster and Wales, about some of the super
companies, if you like, building hubs, creating hubs
in Wales. We already have some. I am very grateful
for the fact that we received the right announcement
on electrification. I always said if we had never
received the full electrification announcement through
to Swansea that would have scuppered freight plans
completely. We have the right answer on
electrification and we need to build on that to enhance
freight access to places along the mainline, but also
there are opportunities into mid Wales as well. I am
looking at Newtown to establish a rail freight hub

there, on the case again of reducing road traffic and
putting it on to the rail.

Q214 Jonathan Edwards: Can you give an
indication of the thinking of the Welsh Government in
terms of the capacity potential electrification would
provide in terms of rail freight?
Carl Sargeant: Well, rail electrification will give us
the opportunity to upscale the access route so we can
get freight through along the main coastline, which
is really important. There are opportunities for many
businesses across south Wales, Tata Steel, Margen.
There are lots of new opportunities there. Of course,
electrification and the benefits of that have been well
rehearsed about the reduced cost of transport,
environmentally friendly or more environmentally
friendly, cost for running the service is cheaper with
electrification, so it all makes economic sense.
Therefore, what we have to try to do, working with
partners, is to try to get a consideration about
movement of services by using the rail. That is what
part of the Rail Freight Strategy Group will be tasked
with doing once that is set up.

Q215 Mrs James: Good morning, Minister. I wanted
to turn to High Speed 2 now and high-speed rail.
Could you explain to us what role did the Welsh
Government play in the decision-making process for
HS2? We have read in a report that you feel that Wales
would be placed at a disadvantage by the
Government’s plans, but the DfT told us when they
gave us evidence that they had not really assessed this
disadvantage. Could you tell us a little bit more
about that?
Carl Sargeant: Well, first of all, evidence wise, we
did not have a part in the decision-making process,
but we did present our views at the Cardiff
stakeholders’ day from the Welsh Government’s
position on that.
The element of disadvantage, if we wish to use that
term, is, of course, if there are high-speed facilities
just over the border and it runs past the north Wales
coast and past the end of south Wales, I believe not
having that facility has to have its disadvantages.
Now, in terms of the economic value I cannot give
you that, but it might be something that our
economists have done some work on. We certainly
know that there are investment opportunities when
you bring in electrification or discussions around the
M4, et cetera. There are huge economic benefits and
I will certainly look at that to see if I can provide any
more evidence in terms of the advantage to us if we
were to have that, and I will provide that to the
Committee.

Q216 Mrs James: Okay. Your view on the
expanding network, when do you think this should
happen and how do you think Wales will fit into it?
Carl Sargeant: Well, 2018 is the new franchise date.
That gives us new opportunities in terms of what we
would like to do with the new franchise. We think by
not having HS2 we have to make the best of what we
have. Therefore, we have to build in a new franchise
and new opportunities to make sure we link into the
high-speed service. That is something that the team
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have been working on with the details around the new
franchise. From 2018 onwards, really, that is when we
need to start looking at what we can do in Wales to
deliver on the back of HS2.

Q217 Mrs James: You will be working on that with
your team, obviously, with stakeholders?
Carl Sargeant: Yes.

Q218 Mrs James: There has been much discussion
and a call for Wales to receive £1.9 billion payment if
HS2 goes ahead. Have you had any discussions with
the UK Government on this?
Carl Sargeant: Well, the Finance Minister is always
in discussions with the Treasury about Barnett
consequentials and the right amount of funding. It is
slightly unclear. We know that the function of rail and
heavy infrastructure around rail is a non-devolved
function and, therefore, it is understandable the
argument that the consequential payments would be
questionable. I think that is still up for discussion and
that is something that the Finance Minister is in
discussion with. Of course, the very nature of cross-
border travel is about when and where does finance
stop. If we have major rail infrastructure programmes
coming into Wales, or not, then I am not sure what
the demarcation line is. I say that when electrification
and the whole infrastructure big investment is coming
into Wales, do we get our fair share of what the
infrastructure cost should be delivered to Wales
compared to the rest of England? This is ongoing
work through Treasury and the Finance Minister about
just exactly what we should get.
One example I give you that just elaborates or
expands the argument a little bit more: the London
Olympics had benefits for all of the UK. There were
local transport grants given in London that we
received no consequential for at all. Now, should we
or shouldn’t we? There are some big questions around
that. It is quite a complicated element of the financing,
but I am sure Jane Hutt and the Treasury are working
on that as we speak.

Q219 Mrs James: You will be aware on previous
occasions there has been an element of ping pong,
hasn’t there? “Well, you should be paying for this.”
Do you think that the UK Government has an
understanding of the situation that we are in in Wales,
that we rely so heavily on the cross-border services,
that it is not a contained entity, the rail infrastructure
in Wales?
Carl Sargeant: I am very clear about where
responsibility lies in terms of infrastructure. It does lie
with the Westminster Government and that is why the
decision-making processes currently lie with them and
we are consulted on in an advisory role. That is part
of the discussion I want to have with Westminster
colleagues about where there are clear implications
for Wales like the Wales border franchise, it currently
lies with the Secretary of State for Transport to make
the ultimate decision with consultation and agreement
with a Welsh Government Minister. I am not
convinced that is probably the right way, and that is a
discussion that we have to have. But the main
infrastructure financing is certainly with Westminster

and I think that is very clear. It is just some of the
decision-making processes could be clearer.

Q220 Chair: I suppose, Minister, that the
Government could argue that the total cost of
electrification on the Great Western Line in the valleys
is, I think, around £1.3 billion, and that is not part of
Barnett either. They might well turn around and say,
“Yes, England is getting High Speed 2 but Wales is
getting electrification to Swansea and up in the
valleys.”
Carl Sargeant: Yes, and I would accept that argument
provided it was not just HS2 financing that was
included. If we are talking about rail infrastructure we
are talking about rail infrastructure, and we talk about
cross rail and we talk about all the other interventions
that are going to be taking place across the UK. If
we bundle that together and then we get the Welsh
consequential, I am happy to have a discussion.

Q221 Chair: I suppose if you look at it in an
England/Wales context, then you might be able to
make an argument that Wales is getting less. But if
you start to look at England as regions, there must
be many regions of England that are getting virtually
nothing at all spent in them. Surely they would argue
they have a greater claim. I do not suppose there is
much going on in Land’s End, for example.
Carl Sargeant: Yes, there is not much further you can
go with rail after Land’s End, really.
Chair: Well, that is true, I suppose.
Carl Sargeant: No, I do understand your argument,
but it depends which way you want to argue that.

Q222 Mrs James: Well, we will have a bit of the
£13 billion for Crossrail as well.
Carl Sargeant: Yes.

Q223 Jonathan Edwards: I will not get into HS2,
but I have strong views on that one. We have had the
series of problems with the Great Western franchise
recently, not least the rail operator effectively pulling
out of the franchise and getting a repayment. What is
your view or what is your favoured view of the
structure for the future for Wales’s various rail
franchises?
Carl Sargeant: There is a review under way I am
aware of in the UK, the Brown review, in terms of
franchising and the whole processes that have taken
place and are taking place for the future. My eye is
on the ball of 2018 for the Wales and Borders
franchise and there are a couple of key things that I
believe would make the process flow a little bit easier.
One of our commitments within the Welsh
Government was to explore the opportunity for a not
for profit/not for dividend rail service within Wales.
That is something that we have asked stakeholders to
consider. I held an event to bring people together to
start that discussion.
This is a hypothetical argument but I will present it to
you. In 2018 we could have two conventional type
franchise applicants and a not for dividend franchise
applicant. The decision would be made by the UK
Government in consultation with me. Now, I say with
caution and without prejudice in this process—this is
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purely hypothetical—if we were to favour as Welsh
Government the not for dividend rail franchise, that
could potentially be stopped by the UK Minister on
the basis of favouring a conventional style franchise.
Where do we go from there? That is one of the
complications around the franchise process that we
need to iron out now, I believe, because there are
clearly also different policy agendas in opportunities
for the future. That is something that I want to
highlight early on so we can have the discussions.
There are also other elements of the franchise process
that again have seen some problems in the UK. For
whatever reason, the franchise process has not been
working as effectively as it could be. I believe part of
that problem is because to create a franchise, just the
principle of application, can cost anything between £3
million to £5 million upfront. There are not many
social enterprise alternative methods of the
professional franchisees that are currently in place that
can risk £3 million to £5 million on the basis of just
a business case, and you have to be at that level to
be able to create the right business case. I think that
significantly disadvantages new opportunities in
franchising across the UK. Therefore, again, I believe
the UK and Wales should be looking at alternative
ways of potential funding and opportunities of
successful payback. If you are the successful bidder
on a franchise that has cost you X amount upfront,
then is there a way through Treasury of making sure
they recoup that? For example, the Co-op social
enterprise looking at can they afford £5 million
upfront at risk to look at a new franchise, I would say
that would be questionable. Therefore, we are stuck in
the old-style franchising that clearly has its problems.

Q224 Jonathan Edwards: Who is responsible for
determining the Wales and Borders franchise? Is it
you as Minister and your staff?
Carl Sargeant: No.

Q225 Jonathan Edwards: Is that with the DfT?
Carl Sargeant: DfT.

Q226 Jonathan Edwards: So you would consult on
that?
Carl Sargeant: We have to agree.

Q227 Jonathan Edwards: Doing the inquiry, we
went to see Network Rail headquarters in Cardiff, an
extremely impressive set-up there and huge
investment. They are structuring on an all-Wales
basis. Is that something you welcome?
Carl Sargeant: Yes, absolutely. The relationship since
Network Rail have introduced a Welsh network
manager has been welcomed and works well.

Q228 Nia Griffith: Can I go back to the franchising
arrangements? Really, what you are saying is you
almost need a clean slate to begin to think about the
whole process of franchising. How much opportunity
do you think there will be for that? Do you think it
will even include the opportunity to include different
things? I will give you an example. We have a bridge
over a railway at Burry Port currently owned by
Network Rail. All the other bridges linked to stations

in Wales go with the station and they go with the
franchise. Will it be an opportunity to perhaps open
up and look at some of the anomalies there have been
in the past—I am sure there must be many other
examples across Wales—and rewrite what we want
from the franchise in the first place?
Carl Sargeant: I think there is an opportunity. I do
not know whether financially it is the right time to do
it, but the UK Government should certainly be looking
at this about new opportunities. Because I think the
franchising method that is currently in place is
cumbersome and is fixed, fixed in a term of there are
not many alternatives you can move away from, this
is how it is done and this is how it should be done.
Then if there are new ways of doing business, it is
really hard to break into that and I do not think that is
probably right.

Q229 Chair: I know you want to be away by 10
o’clock, Minister, so we will have to whip through
things if that is all right. Could I just ask you about the
Severn Bridge? What is the justification for bringing it
into Wales when three out of the four ends of the
Severn Bridges are actually in England?
Carl Sargeant: Well, I think you present the argument
of charging Welsh people to come back into Wales.
We are a part of the union and we are disadvantaging
Welsh commuters in terms of their opportunities.
What the First Minister has said very clearly is that
he would like a discussion with the UK Treasury, with
the Transport Department, to ensure that this is not a
fait accompli of just this is an English finance stream
that goes to England when it has direct implication on
Wales and access into Wales.

Q230 Chair: It would be a British finance stream
going to the British Government, wouldn’t it, at
present? Nobody is suggesting that it be handed over
to Bristol Council or anyone else.
Carl Sargeant: With respect, devolution had not
occurred when the bridge was established and,
therefore, Wales does operate within a British context
and has consequentials given to Wales when there is
an implication to any financial stream.

Q231 Chair: Isn’t there a danger, though, that if the
bridge were handed over to the Welsh Assembly
Government that there would be a sort of reverse of
the Barnett consequential, perhaps a Barnett
inconsequential, where suddenly we found that a
whole tranche of money that was coming through to
Wales was taken away on the basis that we had just
been handed over a large piece of infrastructure from
Britain?
Carl Sargeant: I don’t see that, Chair.

Q232 Chair: If the First Minister became responsible
for the running of the Severn Bridge, would he
actually reduce the costs?
Carl Sargeant: I think he has made a statement this
week indicating that there would be opportunities for
reducing the toll, but that currently lies with the UK
Government.



cobber Pack: U PL: COE1 [O] Processed: [04-03-2013 12:25] Job: 023486 Unit: PG04
Source: /MILES/PKU/INPUT/023486/023486_o004_th_Corrected Transcript.xml

Welsh Affairs Committee: Evidence Ev 41

8 November 2012 Carl Sargeant AM, Ian Davies and Nathan Barnhouse

Q233 Mrs James: Just to come in on that, I think it
is really important that we clarify that to the people
of Wales, as the Minister has called for, because there
is a huge resentment in Wales about the cost or what
is seen as a penalty by road hauliers, any business
coming into Wales. I would not like to think that there
was not going to be a benefit for Wales at the end of
this, the life of the bridge.
Carl Sargeant: No, of course. As I said, the
discussions that are ongoing with the First Minister,
Treasury and Jane Hutt’s department are about
opening dialogue about what the future of the tolls
are. He has indicated that he believes that it is fair that
Wales at least has a share or ownership of that, and
also he indicated that there was an opportunity to
reduce the tolls if it came under the Welsh
Government’s purview.

Q234 Jonathan Edwards: As you know, Minister,
this Committee has had an inquiry into the future of
the Severn Bridges and we were always under the
impression that once the concessionary period came
to an end the toll would revert. We know it is inflated
by about seven times the maintenance costs, but in
recent evidence to this Committee the new transport
team, the new Ministers, effectively said that there
would be no guarantees that the price would fall once
the concessionary period comes to an end. Now, I
have equated that to the indefinite fleecing of Welsh
motorists. Does the Welsh Government share those
concerns?
Carl Sargeant: I will be very careful about how I
answer that. I would suggest that there are still many
discussions to be had, but I would share the view of
the Member that there are concerns of Welsh motorists
having to pay a premium for a long time after the
payment of the bridge is completed.

Q235 Chair: Well, I would love to stay on that one
but time does not permit. Could you just tell us briefly
if the improvements to the M4 near Newport are going
to go ahead and, if so, how they will be funded?
Carl Sargeant: Well, I cannot answer in too much
detail on that, Chair, because the consultation period
is still open. I would not want to prejudge any
determination of the consultation. But we will have to
consider what the M4 CEM process comes up with.
It is true to say that we would like to consider new
opportunities for the M4 subject to the consultation
process being completed.
Chair: Thank you very much. We have six minutes
and about six questions, so that implies some rapid
questions and answers.

Q236 Nia Griffith: Yes, very, very quickly then,
going back up to your part of the world and over the
border, the A55 junction with the A483 and the
Chester Business Park, we understand that there has
been obviously funding for the improvement of that.
Were the Welsh Government in any way involved or
consulted?
Carl Sargeant: No.

Q237 Nia Griffith: Okay. If I can just ask very
quickly, we have had the suggestion about the M4 that

the tolls could pay for improvements. Is that anywhere
realistic as a suggestion?
Carl Sargeant: I believe it is.

Q238 Nia Griffith: Fine. If we could go back to rail
then and rail improvements, where are we going now
in terms of what are the big and exciting ways forward
after we have had the electrification of the south
Wales lines in the valleys?
Carl Sargeant: Okay, big ticket items. I think the
electrification of the mainline and the valleys lines
was excellent news. That is part 1. I think
electrification of the north Wales line, Wrexham-
Bidston line is part 2 and it is an essential part to
complete the package of electrification. In Wales we
are pursuing that. I have already had discussions with
the Secretary of State for Transport to open some
dialogue on that and we will continue with vigour.

Q239 Nia Griffith: As you probably know, we are
very keen on this Committee to see the economic
development not just of Cardiff but also Swansea. You
will also know there is a railway line going past the
airport with a little train that stops in lots of train
stations on the way. Would you see any opportunity
to improve the connectivity of that airport both with
Cardiff and with Swansea? Given that the track is
already there, could we do things to upgrade the type
of service and then that would perhaps give an
opportunity to develop Cardiff Airport for users from
England as well?
Carl Sargeant: Yes, I think there is an opportunity
there. Certainly, with the enterprise zone status around
St Athan, et cetera, we need to look at that, and I am
having discussions with Edwina Hart in relation to
that. Can I throw one really interesting point in that
you might want to pursue at some point? There is lots
of talk about Heathrow and a new airport. Well, why
shouldn’t it be Cardiff?

Q240 Mrs James: Yes. On that question, I am just
going to come in on Heathrow. The recently
announced £500 million is very much welcome.
Obviously, it takes us in Swansea within that golden
two hours and it is absolutely essential for us. How
would you feel about that?
Carl Sargeant: I think again you are absolutely right.
Two-thirds of the population of Wales lives along the
south Wales corridor there. We know that and that is
why the full electrification in the valleys was really
important. I just go back to my point earlier that there
is no reason, I don’t believe, that Cardiff should not
be considered as part of a third runway. You talk about
two-hour travel to London. What about the two-hour
travel from London to Cardiff? There is no difference;
it has just put it on its head. I think that presents new
opportunities, certainly new economic opportunities,
for south Wales and Wales as a whole.

Q241 Chair: Are you going to encourage Cardiff
Airport to put forward concrete plans and talk to the
Department for Transport about this?
Carl Sargeant: Well, there are discussions on various
issues with the airport to enhance and develop support
for Cardiff Airport. It is a private enterprise and it is
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something that the Welsh Government is keen to work
with to give Cardiff the footing it needs. Of course, I
offered you that thought on the premise that these are
opportunities that could happen. I do not see why we
would not as a Government try to support Cardiff
Airport in that process.
Chair: Good.

Q242 Nia Griffith: One question that we skipped
earlier, Chair, is the issue of increased demand in this
period now before 2018. We all know the huge
popularity of trains now. Is there any way that
anything can be done in this interim period?

Examination of Witness

Witness: Alec Don, Chief Executive, Milford Haven Port Authority, gave evidence.

Q243 Chair: Please feel free to be as open as you
like. We are not trying to catch anyone out.
Alec Don: From Milford Haven it is a pleasure to
come from one little corner of west Wales to another.
Chair: Both very important corners of west Wales. If
I may, I will begin with the local Member of
Parliament.

Q244 Mr Williams: Thank you and welcome. How
important are cross-border road and rail links with
England in terms of developing the ports of Wales?
Alec Don: I think they are obviously absolutely
crucial. Across the Welsh Ports Group I do not think
that there is any clear statistics about the actual
amount of volume from Welsh ports going through to
England, so this might be a little bit anecdotal but I
would say almost all the traffic from Holyhead is
mainly going into England. Of our ferry services from
Pembroke, a lot of that will be serving the Welsh
industrial heartlands of Cardiff and Swansea. We have
quite a substantial amount of rail traffic carrying at
the moment petroleum products but we think other
energy products in the future that will be going to
English terminals. The ease of connection to where
the markets are is a key driver of ports and it is
essential that those links are efficient and they are
congestion free and make the ports competitive with
other locations.

Q245 Mr Williams: Work has been done to quantify
that volume of traffic?
Alec Don: I do not think there is any single set of
statistics about what is going from Welsh ports
through into England as opposed to staying within
Wales, so I have to be a bit anecdotal about that.

Q246 Mr Williams: Okay. From a cross-border
perspective, what role do you think UK and Welsh
Governments should be playing in developing the
ports of Wales?
Alec Don: I think it is obviously good that they should
work very closely together. We are particularly
interested in the designation of Milford Haven as a
TEN-T port. That should bring with it opportunities
to strengthen the road network connecting all the way
along the southern corridor as a key bridge into

Carl Sargeant: The simple answer is it is based on
finance. The budget is reducing. We have to think
more cleverly in the way we use our money. I said
to Mark earlier on about the hourly service on the
Birmingham line. I would like to introduce that
tomorrow but I cannot afford to do that. Therefore, it
is very difficult to enhance further services pre-2018.
Chair: Good. Well, we have finished with two
minutes to spare so thank you very much indeed,
Minister. Diolch yn fawr, and we look forward to
seeing you again soon.

Ireland. That will require quite close co-operation
between the Welsh Government and the UK
Government to make that happen as a European
designation, so they do need to work closely together.
We as ports are able to generate, if the market is there,
private sector investment into the ports. I do not think
that ports generally look for Government subsidies to
make port investments happen.

Q247 Mr Williams: Are you happy with that? That
was going to be my next question. The DfT Minister
told us that it was not the job of Government to
provide more commercial activity. You do not see that
as a role for Government?
Alec Don: I think we are happy with that. There will
be marginal cases where it can make a difference and
doesn’t distort the markets, but we as a port would
have to contemplate it being done to distort the market
against us if it was done in some other part of the UK.
We like a level playing field in principle. I think that
you can get significant differences in terms of the
attempts of different regions to impose planning gain
costs on developments. I think that the climate there
could be a lot more helpful in terms of not trying to
impose road and rail development costs on to the ports
as they are attracting private sector investment into
the ports.
The point I would make just from the experience of
Milford Haven—I am trying to talk from the point of
view of Welsh Ports Group but obviously my closest
experience is Milford Haven—Milford Haven has
attracted over £5 billion of investment over the past
five or six years in the creation of two gas terminals,
a power station, a gas pipeline, all of which was
private sector money. There was not a single bit of
subsidy on that because the port offered the right
characteristics and the location was right for that to
be a viable investment. That is what ports do. They
do play that role in the economy and can attract that
investment. The role we would look for
correspondingly from Government is to be the
advocate and investor in the rail and road networks
that support that, which serves all parts of the
economy.
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Q248 Chair: On that issue of the level playing field,
Mr Don, I was told that there was quite a lot of anger
when a decision was taken in England not to backdate
business rates on businesses located within port
authority areas in England, but I believe they were in
Wales, which meant that quite a lot of businesses
based in Welsh ports lost out. Is that correct, broadly?
Alec Don: Yes. The rating authorities did come along
to businesses based in ports and say, “Here is a rate
bill for the past five years,” rather surprisingly. That
was quite a significant issue.

Q249 Chair: It was a significant issue?
Alec Don: It was a significant issue. The UK
Government did come up with money to basically
deal with the problem and remove or pay essentially
the backdated element of those rates bills.

Q250 Chair: In England?
Alec Don: That is what happened in England. They
did give a corresponding amount of money to the
Welsh Government to do the same for Welsh ports
and it was a Welsh Government decision to not use
the money for that purpose but to put it into general
coffers and not solve that problem for businesses in
Welsh ports.

Q251 Chair: Some of the people I have spoken to
about this tell me that their businesses are often
warehousing type of businesses with large premises
but relatively small profit margins and that they were
particularly badly hit by this and would have had real
difficulty in finding the extra money. Is that, broadly
speaking, also correct?
Alec Don: I think there probably will have been. I can
express personal opinions—
Chair: Please.
Alec Don:—which is that we would have liked to
have seen the money that was allocated being used to
solve the problem in Welsh ports as it had been in
English ports. On an ongoing basis, particularly in
west Wales where the rental market for property is
quite weak, we find that tenants find the rates
imposition to be a very heavy fixed cost. We as a port
have some empty and derelict buildings that we would
like to demolish. We cannot do so because there are
bats, but we are still having to pay empty rates on it.
The rates are a very heavy imposition on industry and
property developments and property owners that
undoubtedly takes some of the ability to continue to
invest in buildings and invest in growth away.

Q252 Nia Griffith: I really wanted to come in about
this business about European funding. When we were
out in Brussels we were told everybody seems to want
big places, this idea of having 1% of turnover before
you could qualify for any EU funding. Quite clearly,
when you look at places like Swansea and you look
particularly at Milford Haven, you feel that perhaps it
is not necessarily the turnover, it is the strategic nature
of where they are that should perhaps play a more
important role. Perhaps that mechanism of funding is
too rigid and does not respond to the actual geography
and the needs and the situation. If I do not know if
you would like to comment either from the point of

view of Milford or from some of the other members
of your group.
Alec Don: I think that if a location is strategic it is
because it is able to do something quite big in the
economy, so it may be that the two are naturally
linked to each other. We would strongly believe that
your economic activity should be concentrated where
it is already strong because you get synergies; you get
a more conducive environment to economic growth.
In the context of transport, you build up the critical
mass on transport routes serving that location the
more concentrated the industrial activity you have
around that. You hear of the words, “Ports are
economic centres”. You have port-centric logistics and
that is very much about the interplay between short
sea, feeder routes and deep sea routes. In the case of
Milford Haven, we have two refineries who bring in
vast quantities of crude oil. The finished product is
going out in smaller ships around to other parts of the
UK, to Ireland, to the US, back to Africa. On those
Atlantic trade routes, Milford Haven is quite an
efficient location. The model, efficiency and longevity
of that business depends upon having that critical
mass and scale. In terms of bang for your buck, I think
it is worth concentrating where activity is strong.

Q253 Nia Griffith: This Committee would certainly
recognise the potential for Milford Haven and
certainly its achievements so far, but when we looked
at the map we were shown in Brussels it does not
feature. It is Cardiff and Newport is the only one that
features in their mind because of this 1% thing, which
does not seem to us to perhaps reflect the reality of
the strategic position that Milford has.
Alec Don: I think that there was a focus on containers
and ro-ro routes as opposed to bulk liquid that goes
into pipelines. What I said was that to get Milford
Haven designated on the TEN-T network—it is one
of the UK’s largest ports, it does have potential to play
a role in other sectors other than oil and gas—the UK
Government and the Welsh Government need to work
together to make the case in Europe. I think by and
large they have now done that. We are now on the
draft list for the TEN-T core network and that is
excellent. I think a great deal of progress has been
made just in the case of Milford Haven. If you have a
route that has been reinforced with funding, should
any be available, down to Milford Haven, I do also
believe that will benefit all the other ports along the
south Wales coast as well.

Q254 Jonathan Edwards: Well, that is certainly
good news if you are on the draft and it is credit to
your work—
Alec Don: Well, it is not a done deal yet.

Q255 Jonathan Edwards: But there is progress.
That is credit to your work for informing us lay
members in south Wales about that issue and, to be
honest, Chair, the Committee because obviously we
have been going and banging on about this for a long
time with DfT and with the Welsh Government
Minister. When I came down to see you over the
summer I was extremely impressed with the set-up in
Milford. I could not believe the scale of it. Can you
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just give a brief synopsis of what happens within the
port authority?
Alec Don: Well, the port handles or handled last year
about 48 million tonnes of cargo. That makes it the
third largest port in the UK. That is driven essentially
by five terminals operated by various energy
companies. Valero, Exxon and Qatargas basically built
the South Hook gas terminal. British Gas and Petronas
own the Dragon LNG terminal. Murphy Oil owns the
Murco refinery. These are major, major international
companies that have their attentions in the UK
focused on Milford Haven. It is based on the principle
that the port has at all states of tide 16 metres depth
of water. That might compare to 12 typically in
Liverpool, eight to 10 in Cardiff. It is a deepwater port
and the ships are able to come as very, very big ships,
which obviously creates lower cost per tonne. It is this
point about the whole scale of the operation.
We are also home to the Pembroke to Rosslare ferry
route. That is an important link across to Ireland. It
has obviously had a difficult time of late but we want
it to continue there for the medium term. Milford
dock, which we own, and Pembroke dock, which we
own, are two relatively small port facilities. Those are
the only bits of land or port facility that we own
directly. Milford dock is actually the largest fishing
port in Wales. We are looking to invest in the fishing
activity based there. As the port, we provide pilotage
services. We provide a deal of strategic planning and
we do have plans to invest in a new deep sea facility
that we think will be another amount of private sector
investment by ourselves and others and lead to the
creation of hundreds of jobs in the Milford Haven area
and diversify the port, which is something that we
need to do. As a port, we are very linked to fossil
fuels. We see it as being very important for us to be
able to diversify to preserve the economic role that
the port plays.
In total, the energy sector in Milford Haven and all
the companies that support it accounts for about 4,000
jobs in Pembrokeshire and about 5,000 in Wales. We
did a study on this. The UK Port Industry Association
has also done studies that suggest that for every one
job in a refinery there are actually seven jobs in the
UK economy. I could probably multiply my number
by five or six or seven. It is a big generator of
employment and it is because it is a deepwater port.
Chair: That is excellent.

Q256 Jonathan Edwards: It is incredible, yes. Can
you explain a bit more about the energy connector
with Ireland, if I remember correctly?
Alec Don: Yes. Going back to this point about
concentration, our motorways as the port for the bulk
liquids are obviously pipelines and the electricity grid.
The actual roads and railways are very important for
the operators, but the gas all goes in the pipeline.
Some of the fuel products go into a pipeline
connecting Milford Haven to Manchester and
Birmingham. There is also a 400KVA electricity
network capable of transporting five gigawatts into the
hinterland. But it is a spur; it terminates at Pembroke.
I think that the electricity grid would be a lot more
flexible and enormously strengthened if that was also
connected across to Ireland or around to Anglesey to

create a ring main, as I understand it. You would,
therefore, be able to use the capacity of that electricity
grid more effectively. At the moment, if you have
several people down the line putting electricity into it,
you cannot put too much in at the top because then
the chap further down cannot put his electricity into
it. You have a capacity restraint because it is a spur.
If your electricity is going out in two different
directions, you can use the capacity more effectively.
It comes back to this point of concentration because
if the product to feed the power stations going into
that grid is able to use the same berths that are already
there in Milford Haven and you are increasing the
utilisation, for the same amount of electricity
generated you are reducing your cost of production by
pence here and there. Building links into a core piece
of infrastructure that has the capacity to be utilised
more uses that infrastructure more efficiently. I think
that building a link into Ireland would help to do that
in Milford Haven and consolidate those businesses
that are there.

Q257 Jonathan Edwards: Are we talking about
importing or exporting energy or is it both ways?
Alec Don: Well, I think we would obviously be
hoping the electricity be exported, but all these
interconnectors can, generally speaking, run two
ways.

Q258 Jonathan Edwards: Am I right in speculating
that these energy hubs are key criteria for TEN-T?
Alec Don: TEN-T I think tends to be in people’s
minds mostly about roads and railways, not so much
about pipelines and electricity grids, which I think
comes under a slightly different heading within
official circles. The railway does carry fuel product
into the heartland of the UK. There is a degree of
truck movement of product into petrol stations, but in
the context of the whole that is a relatively minor
amount, to be fair. If we were successful in building
a biomass terminal at Milford Haven, we would
obviously be looking to make much more intensive
use of the railway and the TEN-T network would be
incredibly relevant to that to get strengthening of the
railway network.
Chair: Excellent, thanks.

Q259 Mrs James: Just going back to road and rail
links again, in the Welsh Ports Group’s written
submission they call for a number of improvements at
pinch points along the M4 corridor, both rail and road.
Would you like to tell us a little bit more about this,
please?
Alec Don: Well, I think the Brynglas tunnels
particularly do create a blockage. I think ABP is quite
worried about putting a motorway through the middle
of its dock estate at Newport. I think it is quite
important when you have land adjacent to water that
you do not break that up. I really do think that is quite
important, and it may be it was some bigger, greater
interest at the end of the day but I would be cautious
about that.
In terms of delivery of product, there are obviously
major industrial areas in Birmingham and Manchester
and the railway links particularly through to those
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centres, where there are capacity constraints on the
railway it is pathway constraints and it is gauge
constraints. I think one of the biggest gauge constraint
issues is for trains going through the tunnel. That is
probably most relevant to containers. The bulk
wagons that take oil or take biomass or flat beds that
take steel products probably do not present gauge
issues, but for containers with high-cube containers
sitting on top of trucks, you do start to challenge low
bridges and low tunnels and so on. Those are pinch
points and those can potentially limit the freedom of
people to decide to place themselves in the Welsh
ports as a location to bring their products into the UK.

Q260 Mrs James: Has that been a particular
problem, the size of gauges?
Alec Don: We obviously work to the markets that we
can access. I am personally a great believer in what I
would call the old predict and provide policy. The
building of roads and railways and enhancement of
gauges is of itself a driver of economic growth
because the market will see there is an opportunity to
do something more efficiently than it did it yesterday
and will adapt accordingly. I would always pick that
as something that is worth investing in simply because
it drives economic growth, but whether there are
specific examples of a piece of trade that has not
happened because of railway gauges I would struggle
to put my finger on to it because you do not know
what has not come your way.

Q261 Mrs James: Yes, because I think people find it
very difficult to understand how old the tunnel is and
what a miracle of engineering it is, but it is restricting.
Alec Don: Yes. I think people when they look at road
and rail constructions they want to get their money
back in a certain time horizon, but the fact of the
matter is these things go on for 100 and 150 years. I
think that there is scope for particularly Government
to take the view that shortening distances, improving
logistics and investing in high-capacity road and rail
links is of itself something that generates economic
growth.

Q262 Chair: Thank you very much. I think you have
sort of answered this but I was saving it up for you. I
wondered what three things you would do if you were
the Economic Development Minister in the Welsh
Assembly or Transport Minister in London in order to
boost the amount of business that is going into Welsh
ports. You have given us a few hints, but are there any
particular priorities that you might have?
Alec Don: I think that where we have projects that we
are working on and want to invest in, the biggest
problem we face is the time it takes and the amount
you have to spend and the risk you have to take to get
something through a consenting process to the point
where you can actually start building it and signing
contracts with customers. That is a big ask, is to
basically simplify and shorten and make more certain
and robust the planning processes.
Chair: The planning process, yes.
Alec Don: I think that would constitute the biggest.
For an inward investor sitting in let us take Qatar, for
the sake of argument, they have the choice of doing

something in the UK or they have the choice of doing
something in Africa somewhere or Japan somewhere
or America somewhere. They would look at things
like the experience of the RWE power station in
Pembroke and they would say, “It takes five years to
get a consent, it costs £5 million, and even then the
system is so diffuse it goes on being challenged
through the courts for the next five years after that.”
Whereas I was in Qatar the other day. They wanted to
build a new ship maintenance facility and ship
building facility in the Port of Ras Laffan. They
decided to do it in 2008 and by 2012 it is fully
operational, £3.5 billion, two dry docks able to take
Q-Max ships, loads of employment, local people
being trained and skilled, and they just did it.
Mrs James: They did not have much democratic
choice, did they?
Alec Don: So that is always one thing I would
particularly point to. We ourselves have plans to
develop this terminal. We are slightly frustrated on
them at the moment, but the thing I am most afraid of
is the fact that in terms of surveys of the area where
this would happen otter trails have been spotted and
there is evidence of bats. It is just mind blowing.
Chair: All this is being noted down.
Alec Don: I did listen to the discussion about bridge
tolls on the Severn. I think that it is something that
will definitely be deterring some trade and some
industrial activity in south Wales, the fact that hauliers
have to pay whatever it is they have to pay to get
across those bridges. They do not have to do it in
north Wales. They do have to do it in south Wales and
it will be affecting even our ferry services at
Pembroke and Fishguard, the fact that those tolls are
there. I just wonder if there is a short-term interim
solution that could be reached for, which would
simply be to go to the bridge company and offer to
pay the tolls for trucks. I do not know what it would
cost for that particularly, but there might be a
pragmatic solution there.

Q263 Chair: Good. How realistic do you think it is
for Welsh and UK Governments to use public money
to try to increase trade in Welsh ports to more than
1% so that they can become eligible for EU funding?
Alec Don: This is the TEN-T point again.
Chair: Yes.
Alec Don: Well, as I said, I think that the Welsh Ports
Group is, broadly speaking, on the position of saying
it does not want to have other people to get subsidies
and, therefore, I suppose it has to say it does not want
to have subsidies. We take the view that if the project
is right we can get the money and get the finance to
do it as a private sector investment. I think that it is
very important not to then seek to load up on that
project section 106 planning gain costs because that
will drive a project to the position where it is not
viable and then everyone is very surprised when the
developer turns around and says, “We need to have
some grant”.
I think that it is not necessarily particularly important
to use public money as an objective to encourage
traffic into Welsh ports. If, however, it did get you
over a threshold of being listed on the TEN-T network
and there is some money in future, which is a big if,
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to help invest in roads and rail infrastructure, maybe
there is some merit in it. I think that the UK
Government’s position on the TEN-T network is in
support of it being listed. There is a debate around
what conditions are attached to what the Government
has to do, therefore, as a consequence of it being listed
to improve and raise the standards of the connections.
There is some debate about that. That is a process I
would quite like to just see follow its own course to

come to a conclusion, and I am sure it will be a
sensible one.
Chair: Thank you very much indeed. That has been
fascinating.
Alec Don: It is always a pleasure to talk about ports.
Chair: I find that very, very interesting, actually.
Thank you very much.
Alec Don: Yes, thanks.
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Written evidence

Written evidence from South East Wales Economic Forum

1. The South East Wales Economic Forum (SEWEF) is a unique partnership in South East Wales bringing
together the region’s 10 local authorities, the Welsh Government (WG), the private sector, universities, further
education and the third sector to address regional economic matters. Geographically SEWEF encompasses
Cardiff and reaches from the local authority areas of Bridgend County Borough Council in the west to
Monmouthshire County Council and the English/Welsh border in the east, and north to the Heads of the Valleys
local authority areas.

2. SEWEF welcomes the opportunity to contribute to this important debate.

3. Although this response naturally focuses on South Wales, we feel that many of the comments regarding
road corridors in particular will be just as relevant to North Wales.

4. Summary of main points:

— The main road and rail routes through South East Wales are crucial to the continued economic
development of the whole of Wales.

— The importance of upgrading and maintaining peripheral arteries into the main South East
Wales transport routes should not be overlooked.

— HS2 is likely to have a negative impact on the economy of South East Wales if the region’s
own networks are not improved significantly.

— If the WG is to play a prominent part in funding future strategic transport infrastructure projects,
its potential for developing borrowing powers will have to be reassessed.

The extent to which cross-border public road and rail services are currently provided for and accessed by the
Welsh population

5. Given that South Wales is effectively the major economic driver for the whole of Wales, the region’s
main road and rail corridors to London—the M4 and the Great Western Main Line (GWML)—are crucial to
the continued economic development of the country. However, as the Committee will no doubt be aware as a
consequence of this and other inquiries it has undertaken, their fragile nature as a result of age and relative
lack of investment (particularly, for example, the Severn and Brynglas tunnels) is a major concern.

6. It is universally accepted that good transport links enhance a region’s economic capabilities. There is a
clear correlation in European terms of prosperity in the extremities of the European Union lagging significantly
behind the core (one need only to look at maps showing current Convergence areas to see this borne out); in this
context, effective, well managed, adequately funded key strategic transport corridors are even more important.

7. Clearly it is crucial not to consider the main South Wales transport corridors in isolation; the “peripheral”
arteries linking into the M4 & GWML are of huge significance also. There are clear opportunities for the
effective use of limited funds for such activity as well thought-out slip roads that make a positive difference
to traffic flows and journey times. Such relatively mundane projects can obviously complement a much larger
strategic project like the Valleys Metro that is gaining support across the region, the ultimate aim being to
create a genuinely integrated regional transport system acting as a catalyst for long term, even transformational,
economic growth.

8. A recently commissioned report by the Great Western Partnership (GWP) into how to maximise the use
of the GWML has noted that businesses along the mainline value reliable transport networks above almost
anything else.

9. In addition to seeking the views of the people of Wales we would hope that the Committee will be actively
seeking the views of Irish stakeholders, as well as those continental stakeholders who use the routes under
scrutiny to access Irish markets.

10. SEWEF, in a recent response to the National Assembly for Wales Enterprise and Business Committee’s
inquiry into international connectivity through Welsh ports and airports has called for much better local
transport links into Cardiff Airport, recognising the importance to the region of having a well-connected,
properly functioning airport able to play a role in attracting significantly more business.

The arrangements currently in place to co-ordinate cross-border road and rail transport service provision

11. Through playing a key role in the GWP—a partnership originally consisting of local authorities across
the breadth of the GWML from Swansea to Slough that has grown to incorporate key players from the business
and transport communities—SEWEF has significant insight into stakeholders’ concerns and priorities regarding
the future development of this major transport artery. By way of example, SEWEF is aware of the UK
Government’s consultation on devolved levels of decision making in England which could have a significant
impact on cross-border rail routes to/from Wales.
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The potential impact on Wales of the plans for a High Speed 2 (HS2) Rail Service between London, the
Midlands and North of England

12. While recognising the amount of future investment planned for the GWML, it could be argued that this
is merely a result of catching up on previously lower levels of investment, and that the investment the line has
now attracted is the least that is needed. This state of affairs is probably emphasized by the size of the proposed
HS2 investment, judged by many to be the largest infrastructure project in the UK for more than a generation.

13. GWP’s research emphasises the negative impact on South Wales if HS2 isn’t effectively managed and
connections aren’t executed properly, although of course it will bring benefits to North Wales.

The funding of cross-border transport infrastructure and the progress made on improving co-ordination
between the Welsh Government and Department for Transport on cross-boundary issues and matters of
strategic importance

14. The current divisions of devolved and non-devolved administrative responsibilities—and by extension
associated funding mechanisms—are not fully conducive to effective delivery of transport policy.

15. With specific regard to the Severn bridges, the Committee may be interested to know that SEWEF has
developed and discussed an options paper (which has drawn on the Committee’s inquiry) outlining alternative
approaches for the most effective way of managing the structures once they come into public ownership.

16. SEWEF supports the approach taken by the WG on developing a Wales Infrastructure Investment Plan
(WIIP), which necessarily addresses major transport infrastructure schemes, and has responded to an initial
consultation, and will continue to contribute to the ongoing debate.

17. The WIIP process has highlighted the importance of the debate on WG borrowing powers. The current
situation is likely to be untenable in the context of funding large strategic transport infrastructure projects,
since the expectation for such projects to be wholly financed privately is unrealistic.

18. SEWEF acknowledges the cross-party political lobbying for some schemes that can only improve the
transport system in South Wales—for example the lobbying for electrification of both the GWML to Swansea
and of the Valleys rail network.

19. Concluding remarks: Cross border road and rail connectivity is clearly a vitally important subject in its
own right, but one that also needs to be considered alongside several other recent/ongoing consultations and
calls for evidence, many of which are either referred to above, or listed below:

— The Climate Change Commission for Wales investigation into climate change & transport.

— The WG’s Towards a Welsh Planning Act consultation.

— The UK Department for Transport’s Great Western franchise consultation.

— The WG’s M4 corridor enhancement measures consultation.

— The WG’s City Regions task and finish group.

3 April 2012

Written evidence from the Welsh Government

Purpose of Paper

1. This paper sets out some general background to the working relationships that Welsh Government has
with partners in both Wales and England in order to deliver strategic outcomes for Wales. It also provides
some specific information on cross border routes and interventions.

Working Relationships

2. The Welsh Government works closely with partners across Wales to deliver appropriate transport links
and connectivity for people travelling into and within Wales. In doing this the Welsh Government also works
closely with partners in England to deliver shared objectives. These partners include the Department for
Transport, the Wales Office, Network Rail, Local Authorities in England, as well as transport providers such
as rail, bus and coach operating companies.

3. The Welsh Government set out its vision for the transport system in Wales in the Welsh Transport Strategy,
published in May 2008. Subsequently the National Transport Plan set out our delivery plan up to 2015. In
December 2011 Welsh Government prioritised the interventions in this Plan to bring forward investment that
will make the transport system in Wales work better to help tackle poverty, increase well-being and assist
economic growth.

4. Our focus is on improving mobility and connectivity so that people are able to access the things they
need, such as jobs, health care, education, child care, friends and family. With regards to roads infrastructure,
we are focusing on solutions that address the pinch-points on our rural and urban networks that hinder the
efficient flow of people and goods, and where congestion makes the network inefficient. We will work with
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delivery partners in both England and Wales to make the road network more efficient, addressing the problems
that people face every day.

5. The Welsh Government wants to see a modern and more effective rail system in Wales. Our vision is to
make rail more accessible, so that more of our communities have the choice of accessing a high-quality yet
affordable rail system. As part of this the Welsh Government have led on the development of the outline
business case for the continuation of electrification of the Great Western Main Line to Swansea, as well as the
outline business case for electrification of the whole of the Valley Lines network with Department for Transport
officials. Such advancements in the rail network will require close working with delivery partners in Wales
and England.

6. To improve access to employment and training opportunities and accessibility of services for many of our
communities, Welsh Government are working closely with stakeholders in Wales and England to ensure the
connectivity and coherence of our bus and coach system, including with other forms of transport. Bus services
provide the first point of connectivity for many people and it is essential that we work with our partners in
England as well as Wales to ensure that appropriate links are made.

7. The Welsh Government is closely engaged in negotiations with other UK Administrations, led by the
Department for Transport, on the Trans-European Transport Network (TEN-T) framework. The TEN-T
framework designates rail and road routes and ports and airports that are particularly important for international
connectivity. This dialogue has been productive for all involved and resulted in positive change for Wales,
such as Milford Haven being recognised as a core port.

Roads

8. The Prioritisation of the National Transport Plan is in line with the Welsh Government’s commitment to
ensure existing transport funding is used effectively and the level of resources enhanced. Welsh Government
recognises the importance to improve the capacity and reliability of the main east-west strategic Trans European
road and rail corridors in Wales.

9. Welsh Government Officials maintain strong relations with the Department of Transport and Highways
Agency and regularly discuss potential cross border issues. Local Authorities that have borders with England
also maintain close working relationships with their counterparts in England to ensure issues are addressed
as appropriate.

10. Relationships in the past have at times been challenging, especially where different stakeholders have
competing or diverging priorities. Historically, the priorities and objectives for some routes considered of
primary importance for Wales, were not shared by stakeholders in England, resulting in delays in taking forward
interventions. Below are a number of route and project specific examples where Welsh Government is working
with Partners in England.

11. A458 Wollaston to Buttington Cross—We are currently working in close cooperation with the Highways
Agency and Department for Transport on this route which is the proposed improvement scheme to bypass a
number of constraints on this section of the network, proposals are being led by the Welsh Government as the
majority of the works are in Wales. Welsh Government have identified delivery for this scheme beyond 2015,
however, it is not included in the Highways Agency’s Targeted Programme of Improvements—now known as
the Major Projects Programme. We will continue to work with and discuss proposals with stakeholders in
England, any successful resolution will require agreement from both sides of the border.

12. Wrexham, Chester and Deeside Triangle—The Welsh Government has carried out two WelTAG transport
studies in parallel—North East Wales Area Based Transport Study (NEWABTS) and A55/A494 WelTAG
Planning and Stage 1 Study. There are parts of the road network in England that impact on transport connections
in North Wales so liaison has taken place with partner authorities in England to discuss these issues. Formal
consultation is currently scheduled for 2012–13.

13. M4 Strategic Corridor—The M4 corridor is a Trans-European Network and therefore of strategic
importance to Wales and England. We engage in regular discussions with the Department for Transport and
Highways Agency on routine issues, such as maintenance and improvements, as well as more strategic issues
such as the future of the Severn Crossings. Following the Chancellors Autumn statement referring to
improvements to the M4 in South Wales, Welsh Government officials have met with their UK Government
counterparts on a number of occasions to discuss options for financing major strategic enhancements to the
M4. It is too soon to say what the outcome of the discussion will be.

14. EasyWay—The Welsh Government is an active participant in the “EasyWay” Euro-Regional project. The
UK and Republic of Ireland are represented by the “Streetwise” group. Some of the project’s aims are to
facilitate and increase coordination of Intelligent Transport Systems (ITS). This requires Welsh Government to
work closely alongside the Highways Agency and Department for Transport, both in deployment of ITS but
also in information sharing, shared studies and reviewing benefits of certain network management regimes,

15. Network Policy—The Welsh Government also sit on the “5 Nations” group which includes the Highways
Agency, Transport Scotland, Roads Services of Northern Ireland (NRA). This (and a number of sub-groups eg
Road Lighting) are examples of close partnering with other nations, especially the Highways Agency. In
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practical terms, the Welsh Government’s Traffic Management Centres have extremely good working
relationships with the neighbouring Highways Agency regions, this is an ongoing and fruitful relationship. The
relationship includes everything from visits, sharing of information/best practice—through to managing
incidents that impact on different areas as they happen.

16. Network Operations—The Welsh Government is a participant and contributor to cross border information
exchange (known as DATEX-2)—this is where information on network conditions and incidents are shared
across borders in an automated, uniform way. This improves network management and the ability of road
operators to disseminate timely and accurate information.

Bus and Coach Services

17. Welsh Government is committed to improving local and long distance bus/coach services within Wales.
The prioritisation of the National Transport Plan has meant that we are focusing on improving the support we
offer to bus service operators so that our public transport system better meets the needs of users and future
users. This means working with local authorities, community transport and the bus industry partners in Wales
and England.

18. Bus operators provide the vast majority of bus services commercially with local authorities subsidising
socially necessary bus services. Local authorities along the Welsh border have reciprocal arrangements with
their English counterparts for the funding of local cross-border services. Below are a number of examples
where Welsh Government is working with partners in England.

19. Traffic Commissioner—Responsibility for the Traffic Commissioners is a matter for the UK Government
and is not devolved to the Welsh Government. However, working with the UK Government, Welsh Government
has agreed to put in place an office for the Traffic Commissioner in Cardiff. This new office is expected to be
open for business early in the 2012–13 financial year. These arrangements will allow the Traffic Commissioner
to improve partnerships with the industry and other stakeholders and will help our plans for improved bus
compliance and taking forward Statutory Bus Quality Partnerships and Quality Contract schemes in Wales.

20. Coach Services—The Welsh Government still funds concessionary travel on coach services within Wales
and so passengers can enjoy discounts on the Greyhound Service between Cardiff and Swansea as well as
Arriva’s coach services in North Wales. There is no similar arrangement in England, however commercial
cross border services do operate. In November 2011, National Express introduced a new concessionary travel
scheme for elderly and disabled people that provides a 33% discount on the price of the full adult fare for
most journeys across the UK. Eligible people need to purchase a £10 National Express Coach Card to qualify
for the discount. This is a commercial product without any UK or Welsh Government subsidy.

21. Concessionary Fares—The concessionary fares scheme in Wales enjoys more generous entitlements than
elsewhere in the UK as it allows those holding a card to benefit from free travel for people over the age of 60
and disabled people to travel for free at all times. Under our free concessionary bus travel scheme, local
authorities have discretion to put in place reciprocal arrangements with other local authorities in England to
allow access to essential services such as health care. For example, such arrangements exist between Wrexham
and Chester as well as between Monmouth and Gloucestershire.

22. The British and Irish Council, as well as other cross government discussions, have focused on
concessionary fares and proposals for a single reciprocal system. Whilst all would aspire to a single system,
there are issues in terms of consistency of offer and payment arrangements. These have yet to be resolved and
it is unlikely that such an agreement will be reached. However an ongoing dialogue with the Department for
Transport and other devolved administrations continues.

Rail

23. As a Government we are increasingly influencing the future of rail in Wales, and we are working to
secure more direct involvement in the planning and delivery of a modern rail network. We will use all levers
at our disposal to increase our influence over the rail network and services in Wales.

24. Cross Border rail Franchises—The current cross border priorities for the Welsh Government are the
forthcoming refranchising of west Coast Mainline and Great Western services by the UK Government. The
Welsh Government has submitted formal consultation responses to the Department for Transport with our
aspirations for service improvements.

25. High Speed 2—The new high speed rail link between London and the West Midlands will be delivered
by 2026. There are currently no plan for high speed rail in Wales. In 2010 Welsh Government commissioned
a report, prior to the HS2 announcement, this report stated that Wales would be economically disadvantaged if
HS2 excluded Wales. A more recent report, “Regional and Local Economic Impacts of rail Investments”
endorsed this view. Connections to the High Speed Rail network will be crucial. We will continue to discuss
this further with the UK Government.

26. Electrification—The electrification of the Great Western Main Line to Swansea, alongside the
electrification of the Valley Lines networks are the two key Welsh Government priorities for the forthcoming
railway Control Period 5. Welsh Government has led on the development of these business cases with the
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support of the Department for Transport, and the results are very positive. The business case for the
electrification of the Great Western Main Line between Swansea and Cardiff is also strong when considered in
parallel with the case for the Valley Lines network. We have submitted these business cases to the Department
for Transport for inclusion in the decision making process for the HLOS, and discussions with the UK
Government are ongoing. There is strong cross party support in the Senedd for these projects.

27. Cross-Border Rail—The Welsh Government jointly convenes the Arriva Trains Wales (ATW) Cross-
Border forum with the Department for Transport. The forum meets twice each year. It has representatives from
each of the Welsh and English local authorities that are served by ATW, as well as passenger focus.

28. In addition, the Welsh Government works closely with the six Community Rail Partnerships that operate
in Wales, four of which are cross-border—Borderlands, Cambrian, heart of Wales Line and Chester-
Shrewsbury.

29. Merseytravel and the TAITH transport consortium have led on the study for the electrification of the
Borderlands line and a current study looking at potential improvements under diesel operations. The Welsh
Government has contributed to both studies. The Welsh Government has engaged with Merseytravel and
TAITH to consider progress and potential linkage with our National Transport Plan commitments to address
transport issues in the Wrexham, Chester, Deeside triangle. These discussions are ongoing and a further meeting
will be held in the near future.

30. Capacity Issues and Pinch Points—Welsh Government’s key priorities are the redoubling of the single
line section between Wrexham and Saltney Junction, to improve capacity and journey times, and a commitment
to introduce additional daytime services on the Cambrian Mainline between Aberystwyth and Shrewsbury.

31. Welsh Government has made a contribution to improve the infrastructure on the Cambrian Mainline
between Aberystwyth and Shrewsbury to improve performance and capacity; and the extension of ATW
services to Manchester Airport and Birmingham International. In addition, the Welsh Government made a
contribution to a Network Rail feasibility study into doubling the line between Swindon and Kemble, a now
committed scheme funded by the UK Government.

32. Welsh Government also provide funding for improved cross border rail services, for example, carriages
for Cambrian Mainline services from Aberystwyth to Birmingham and on the Borderlands services between
Wrexham and Bidston.

33. We continue to work closely with all our delivery partners in England and Wales to ensure that cross-
border services and issues and appropriately raised and are addressed in a collaborative way.

2 April 2012

Written evidence from First Great Western

Executive Summary

The present Greater Western franchise expires in April 2013. At the time it was let (2006) there were no
plans for a significant level of enhancement to rail infrastructure, other than Crossrail, for the next decade.

Over the last four years this has changed dramatically with a number of announcements for a significant
programme of investment: This includes:

— The electrification of the mainline from London to Cardiff Expansion of capacity and capability
at Reading Station.

— Doubling of a section of the North Cotswold line.

— Doubling the line between Swindon and Kemble on the South Cotswold line.

— The introduction of brand new InterCity Express Programme trains.

— A new European Rail Traffic Management signalling system.

Network Rail has also sought to localise accountability and authority through devolution; creating a separate
route for Wales.

The Great Western Rail Utilisation Strategy predicted growth in passenger journeys between 2008 and 2019
to be at least 32%. This has proved to be an underestimate. In some areas growth in demand at peak time is
already at 41%.

First Great Western (FGW) has invested in services to deal with this extra demand, and now operates 145
vehicles on a franchise commitment of 100. This includes extra vehicles for regional services secured through
the Department for Transport (DfT), High Level Output Specification (HLOS). This has been used to strengthen
services from South Wales to Bristol, Taunton and the South Coast.
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The DfT will be publishing HLOS objectives for 2014–2019 in July 2012. Further opportunities for
improvements in capacity, reduced journey times and reliability could be possible through:

— Extensions in electrification.

— Cascades of rolling stock.

— Line speed improvements on the Gloucester—Severn Tunnel Junction route.

— Direct rail access to Heathrow from the West.

1. Introduction

1.1 FirstGroup is a UK based international transport group with bus and rail operations spanning the UK
and North America.

1.2 In the UK we are the largest rail operator. We operate the First Great Western, First ScotRail, First Capital
Connect and the First TransPennine Express franchises and, one of the UK’s open access train companies, First
Hull Trains. We carry more than 250 million passengers every year.

2. First Great Western—Background

2.1 The Greater Western Franchise operates mainline services from South Wales, the West of England,
Hereford and the Cotswolds to London, commuter services in the Thames Valley and North Downs areas,
regional services from the South Coast to South Wales and local services across the west of England. This last
category includes cross border services.

2.2 FGW operates mainline services from South Wales to London Paddington. On weekdays FGW provides
hourly services from Swansea and half-hourly services from Cardiff to London. Hourly services between
Swansea and London are provided on weekends. We also operate an hourly service between Cardiff and
Portsmouth Harbour and the hourly Cardiff to Taunton service.

2.3 The present Greater Western Franchise will expire in April 2013. At the time the franchise was let in
2006 the assumption for both rail industry and government was that there would not be a significant level of
enhancement to the rail infrastructure over the coming decade, other than a provision relating to the Crossrail
scheme in the London area, which at that time was not funded.

3. Current Investment in Rail Services Serving Wales

3.1 Over the last four years a number of announcements have been made regarding a significant programme
of investment into the infrastructure across the Great Western franchise area. This includes

— the electrification of the mainline from London to Cardiff via Bristol Parkway and to Bristol
Temple Meads via Chippenham and Bath;

— confirmation of Crossrail to Maidenhead

— expansion of capacity and capability through Reading Station redevelopment;

— redoubling of a significant section of the North Cotswold line;

— reinstatement of double line between Swindon and Kemble on the South Cotswold route;

— the introduction of the Intercity Express Programme (IEP) as a replacement for part of the High
Speed Train (HST) fleet; and

— the new European Rail Traffic Management System (ERTMS) signalling system.

3.2 A number of these infrastructure schemes were either proposed as part of the regulatory settlement on
funding of Network Rail for the period between April 2009 and March 2014 (Control Period 4 or CP4), or
have been the subject of separate subsequent Government announcement. One such scheme is the re-doubling
of the single-line between Swindon and Kemble on the South Cotswolds route, which is not only a key route
in its own right, but provides the main diversionary route for services between London and South Wales when
the Severn Tunnel is closed for routine maintenance work or otherwise.

3.3 Most of these investment interventions are reflected in the Great Western Route Utilisation Strategy
(RUS), which was published in February 2010, following consultation to which FGW fully contributed. The
RUS is intended to provide an industry guide for planning the development and enhancement of the rail
network and train services in the light of forecast demand and likely market requirements.

A separate RUS for Wales was published in 2008 (although this covers elements of cross-border route in
both North and South Wales; up to Gloucester and Pilning in the case of the Great Western Main Line).

3.4 The GW RUS considers services across the West of England but also focuses on key services that operate
in Wales, namely the Cardiff—Portsmouth services and related South Wales to Bristol and London flows. The
objective of planning under the RUS is to provide a 30 year forward view, although it is recognised that the
detailed forecasts are valid for around 10 years, to 2019 or the end of CP5.

3.5 The GW RUS concluded that there will be growth in demand of at least 32% between 2008 and 2019,
with some areas, seeing even higher levels than this. An example of this is 41% growth in demand forecast
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for peak services in Bristol. A RUS for London & the South East was published in 2011 acknowledged rapid
increases in passenger volume on services on the Thames Valley commuter corridor placing additional demand
on the rail network into Paddington.

3.6 FGW has worked closely with the Department for Transport during CP4 to provide additional rolling
stock capacity into the franchise as part of the High Level Output Statement (HLOS) capacity metrics, which
set industry overall output objectives for the current Control Period. The announcement of GW electrification
and the IEP programme superceded the pre-existing working assumptions on how growth in passenger demand
would be addressed on commuter services both to/from London and on the Cardiff—Bristol corridor. Ahead
of any opportunities offered by electrification, the GW RUS assumed that under HLOS 12 additional diesel
vehicles would be provided for strengthening services into Bristol (and so including services from and to
South Wales).

3.7 FGW is committed to enhancing the capacity it provides over the routes which have shown the biggest
increases in passenger demand. As a consequence we have enlarged our fleet size to the extent that FGW is
now operating 145 diesel vehicles on services in the West compared to 100 vehicles originally specified in
2006. Trains lengthened under this initiative have included regional services from Cardiff to the South Coast
and local services between Cardiff and Taunton.

4. Current and Future Planning Processes for Rail

4.1 The Department for Transport is expected to publish its HLOS objectives for England and Wales for
CP5 (April 2014 to March 2019) by the end of July 2012, at the same time as the Statement of Funds
Available is also made known. Following input from FGW and other train operators, Network Rail published
in September 2011 the Initial Industry Plan which is intended to inform and guide the Department in the
formulation of the HLOS metrics and specific CP5 outputs.

4.2 The Initial Industry Plan has identified a number of candidate schemes to increase capacity and capability
during CP5 and to build upon those schemes announced and started in CP4. Key amongst these is a package
of enhancements in the Greater Bristol area to increase capacity and capability. This will facilitate the
development of a higher frequency service from Bristol to London, and faster services from South Wales to
London following electrification, without generating constraints upon the development of the other local and
regional services in the Bristol area which operate from and to Cardiff. Capacity increases by way of train
lengthening for peak services will also be considered.

4.3 It is intended that an Industry Strategic Business Plan will be published at the end of 2012 following
the assessment of the HLOS specification and the detailed assessment and confirmation of those specific outputs
and outcomes that the DfT would wish to purchase for England and Wales. FGW will continue to participate
fully in the development and finalisation of this plan.

4.4 Network Rail has also commenced discussion within the industry for the next stage of industry planning,
which would seek to address those issues which need to be considered in the medium term and so inform
decision making for CP6, commencing in 2019. This so called Long Term Planning Process would seek to
provide a more rounded assessment of demand for rail services and possible outcomes to address market needs,
taking into account the recent Rail Value for Money study led by Sir Roy McNulty.

4.5 Network Rail has also sought to localise authority and accountability through its Devolution, with Wales
being created as the tenth route on the Network. FGW continues to work closely with both Western and Wales
routes to consider opportunities for enhancements in the network through innovation in existing maintenance
and renewal activity.

4.6 Finally, the Department has recently published a consultation paper on Rail Decentralisation with a view
to seeking opinion on how decision making on the operation of passenger rail services in England can be
devolved to a more local level. This paper considers five options for devolution but notes that not all passenger
services lend themselves readily to more local control, and that diseconomies can be introduced with potentially
conflicting objectives from geographically adjacent authorities, particularly with local services operated on a
potentially marginal basis.

4.7 Unlike Scotland, where the boundary interfaces of the rail network are limited to one location each on
two cross-border routes, and with similarly discrete passenger services, the interfaces on the rail network on
the border between England and Wales are not as simple. This underpins the fact that the Department is not
seeking decentralisation for cross border services in Wales beyond those already established.

5. Opportunities Arising from Planned Investment in Rail Services Serving Wales

5.1 There are numerous beneficial implications from the Great Western modernisation programme for the
services that FGW currently operates. Electrification offers immediate environmental benefits in addition to
improvements in reliability and performance, while the improved acceleration capability of electric rolling
stock would assist with reductions in journey times. The combination of this scheme and the introduction of
new high-speed trains through IEP offer opportunities for faster train services both within and between Wales
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and England. In its statement announcing the scheme, the Department for Transport stated that journey times
to South Wales from London could be improved by as much as 19 minutes.

5.2 Following the completion of the Thameslink programme and the provision of a fleet of new trains for
that route, it is expected that there will be a cascade of the electric trains, previously used on Thameslink,
across the UK rail network. It is envisaged that this rolling stock may well be used on a number of services in
the Thames Valley, enabling the cascade of diesel stock from that part of the FGW operation to Wales and the
West. This stock is more reliable and has more capacity than that currently operated by FGW in these areas.

5.3 Since the announcement of the electrification programme for Great Western, the Government has
reinforced its support for the modernisation of the rail system by further announcements for electrification,
primarily in the North of England. It is likely that the current proposed programme of electrification schemes
may be succeeded by additional projects, as the electrification of the rail network reaches a critical mass,
making the business justification for additional electrification schemes easier to make.

5.4 A programme of further rail electrification for Wales might include the “Valley Lines” commuter network
and the mainline west of Cardiff to Swansea.

Other routes that may come up for possible consideration for electrification include Bristol to Birmingham
via Cheltenham (and Gloucester) as part of a wider initiative to electrify services between Bristol, Birmingham
and the north.

5.5 If this was proposed, then there would be a case for considering electrification of the routes from Severn
Tunnel Junction to Gloucester and the South Cotswold route from Swindon to Standish Junction (south of
Gloucester). This would enhance connectivity between South Wales and the Midlands and also provide
additional diversionary capability for London to South Wales services when the Severn Tunnel needs to be
closed for maintenance equivalent to what is currently in place.

5.6 Network Rail is presently assessing whether the business case for linespeed improvements on the
Gloucester to Severn Tunnel Junction route could attract funding from one of the sources presently available
in CP4. Such enhancements would improve journey times for services to/from South Wales on this corridor.

5.7 FGW regularly discusses cross-border connectivity with stakeholders in South Wales, including MPs,
Welsh Government, AMs, local authority groupings like SWWITCH and SEWTA and business organisations
such as BayTrans and Cardiff and Co.

6. New Lines/HS2

6.1 Over the last 12 months plans for a high speed line from London to the north have been developed to
the extent that the Government now intends to seek the necessary planning consents and authority to construct
a line—“HS2”—from London to the North via the West Midlands, with the first stage as far as Birmingham
and the West Coast Mainline opening in 2026. It is intended that there will be an interchange between HS2
and the GW Mainline (and Crossrail services to Heathrow) provided at Old Oak Common two miles outside
Paddington.

6.2 The case for high speed rail is based on faster connectivity between London and the key centres of
population centres, together with benefit of capacity released on the classic rail network for improved local or
interurban services and freight. Creation of a brand new dedicated high speed passenger line is regarded as a
more cost efficient solution in the long term than discrete interventions on existing routes.

6.3 Proponents of high speed rail in the UK have suggested that HS2 could be the genesis of a wider
domestic high speed rail network. However, it is clear from the outline proposals first published by the last
Government in 2009–10 and more recent announcement by the current administration that any opportunity for
a new high-speed rail network extending along the Great Western corridor is decades away.

6.4 Given the potential for improvement in journey times offered by electrification on the Great Western
route as soon as 2016, this should be the immediate focus of infrastructure improvement.

6.5 However, the potential for journey time savings between London and Birmingham (and beyond) on HS2
does underline the importance for the competitiveness of South Wales of introducing route electrification and
other infrastructure improvements described above as quickly as possible.

6.6 The Government has recently asked the rail industry to consider the possibilities for construction of a
connection from the GW Mainline to Heathrow Airport to provide direct rail access from the west. Network
Rail is presently carrying out studies on this proposal, which are at an early stage.

7. Conclusion

7.1 FGW is the most significant operator of services on the mainline between South Wales and England,
and we continue to seek to provide an excellent and improving train service ensuring that we put our customers
first. We believe that the forthcoming investment in the Great Western rail network will provide significant
benefits to the rail passenger and the taxpayer and an essential piece of economic infrastructure needed to
promote growth in South Wales.
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7.2 We will remain a committed partner of the Department for Transport, the Welsh Government and
Network in developing, securing and delivering schemes that ultimately provide improvements to our rail
services whilst representing value for money. As such, FirstGroup was pleased to pre-qualify for the new
Greater Western franchise competition and looks forward to submitting its bid in due course.

April 2012

Written evidence from Network Rail

Summary
— Network Rail owns and operates the rail infrastructure across Great Britain.

— Investing in rail is one of the most effective ways to help grow Britain’s economy.

— The newly launched Wales Route is responsible for the rail infrastructure in Wales and the borders
area.

— Network Rail is delivering a number of projects to improve cross border rail services.

— Network Rail regularly engages with the Welsh Government and is also an attendee of the Cross
Border Rail Forum.

Introduction

1. Network Rail runs, maintains and develops Britain’s rail tracks, signalling, and other rail infrastructure
including bridges, tunnels, level crossings and viaducts.

2. Network Rail sees its purpose as to generate outstanding value for taxpayers and rail users by continually
improving the railway; and our role as to develop, maintain and operate the rail infrastructure in partnership
with our customers, suppliers and other stakeholders.

3. When Network Rail was formed in 2002 the railway was facing a number of challenges. There were
major safety concerns and punctuality levels were falling well short of what passengers expect, with a Public
Performance Measure (PPM) of below 80%. Today the railway is safer whilst performance is at record levels
with PPM above 91%.

4. This success is mirrored by demand. Today more people travel by rail than at any point since the 1920s—
when the rail network was around twice its current size.

5. Every year 1.3 billion journeys are made on Britain’s railway and 100 million tonnes of freight is
transported by rail between ports, factories and shops.

6. Demand is still increasing. Over the next 30 years passenger demand for rail across Britain will double
and freight demand is expected to go up by 140%. In Wales demand is set to rise by an estimated 31% in the
decade from 2009 to 2019.

7. Network Rail’s vision is to improve the rail network by providing faster, more frequent and more reliable
journeys between Britain’s towns and cities.

8. Rail investment helps to stimulate private sector growth by linking towns and cities and is one of the
most effective ways to help grow Britain’s economy.

9. In more rural areas the railway performs a vital lifeline helping reduce isolation and strengthen
communities by bringing vital health and education services closer and expanding other opportunities such as
trips to leisure centres and shops.

Network Rail in Wales

10. The railway infrastructure in Wales and the borders area is managed by Network Rail’s Wales route.

11. The Wales route was launched in November 2011 and its creation was aligned with Network Rail’s drive
to increase its responsiveness and accountability by devolving to a more local level.

12. The new Wales business unit oversees the management and operation of the railway in south Wales, mid
Wales, north Wales and the Marches—broadly reflecting the Wales and Borders franchise area—from
headquarters in Cardiff.

13. Devolution and the creation of the new Wales route places the company closer to our customers and
other stakeholders in Wales. As well as being more responsive to local needs and demands, devolution will
also allow us to deliver a railway that is more cost efficient and better value for money for the taxpayer.

14. The Wales route is led by the route managing director who has responsibility for safety, operations,
maintenance and asset management. This is a major step forward and offers opportunities to deliver tailored
improvements and drive efficiencies on the route as previously these functions were managed from a number
of different locations including Swindon, Birmingham and Manchester.
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Improving Cross Border Rail Links

15. Network Rail is working with a number of different stakeholders to improve cross border links between
Wales and England.

16. A number of projects have been delivered to date leading to improved passenger services by increasing
capacity, improving connectivity, reducing journey times and improving reliability. For example:

— West Coast Main Line Upgrade—completed in December 2008 the project delivered reduced
journey times between North Wales and London as well as providing additional direct services.

— Newport Area Signalling Renewal—the re-signalling project delivered performance benefits as
well as improving the track layout in the Severn Tunnel Junction area.

— Newport Station Re-development—the refurbished station opened in time for the 2010 Ryder
Cup. The new station is almost twice the size of the original station and will cater for the
expected growth in passenger numbers.

Passengers at the station now have improved accessibility, with step free access from both
terminals onto all platforms. The station also benefits from increased and improved parking
facilities.

— Cambrian Line—a new signalling system, the European Rail Traffic Management System
(ERTMS), as well as a Welsh Government funded enhancement project provides the opportunity
to offer additional passenger services on the Cambrian Line.

17. Network Rail is also in the planning and delivery stage for a number of other projects that will deliver
significant benefits for passengers:

— Electrification of the Great Western Main Line—the project to electrify the Great Western Main
Line from Cardiff to London Paddington was confirmed by the Secretary of State for Transport
on 1 March 2011.

The electrification project along with a re-modelling of the timetable will help to deliver journey
time improvements to London from both Cardiff and Swansea. The new rolling stock will also
offer more seats per carriage compared to the existing rolling stock.

— Reading Station Area Redevelopment—the major redevelopment of the railway in the Reading
area will deliver extra capacity and improved performance benefiting all South Wales to
London services.

— Swindon to Kemble—a Department for Transport funded scheme to re-double the Severn Tunnel
diversionary route between Swindon and Kemble. The project will result in greater operational
flexibility for South Wales services at times when the Severn Tunnel is closed.

— North—South Wales Journey Improvements—a Welsh Government funded project to improve
journey times and frequency on the key North—South Wales route. The project will help meet
growing North-South Wales passenger demand whilst also improving connectivity with Chester
and Shrewsbury.

— Shrewsbury to Wolverhampton Linespeed Improvements—to be completed by 2015 and benefits
all services between Aberystwyth and Shrewsbury to and from Wolverhampton and
Birmingham.

— Hereford Station Signalling Improvements—this project improves signalling capacity and
capability in and around the Hereford Area and will benefit all Arriva Trains Wales services
between Newport and Shrewsbury and London Midland services from Hereford to Worcester
and Birmingham.

Control Period 5 Preparation

18. Funding for the Operation, Maintenance, Renewals and Enhancement of the railway is made over periods
of five years termed Control Periods.

19. The present Control Period (CP4) finishes on 31 March 2014. Ahead of the next Control Period, Network
Rail, alongside the Association of Train Operating Companies, the Rail Freight Operators’ Association and the
Railway Industries Association, published the Initial Industry Plan (IIP) in September 2011.

20. The publication of the IIP marked the first major step in the process that will inform decisions to be
made by governments (DfT for England and Wales; Transport Scotland for Scotland) and the Office of Rail
Regulation affecting the railways in Control Period 5.

21. This document defines the projects that Network Rail suggests that governments consider for funding
through the High Level Output Specification (HLOS) which will be published during the summer of 2012.
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22. Network Rail, train operators and industry suppliers believe continued investment in rail would deliver
major benefits for the country and they set out options for investment which if adopted in full would:

— Stimulate economic growth by better linking Britain’s’ cities.

— Maintain high levels of reliability and safety, focussing on areas in particular need of
improvement.

— Better meet passengers’ needs in key areas such as journey information, comfort and
accessibility to drive continued improvement in customer satisfaction.

— Reduce the industry’s carbon emissions per passenger kilometre.

23. In July 2012 the UK Government will publish the High Level Output Statement (HLOS) for CP5. This
will confirm the outputs for England and Wales that the UK Government wishes to buy from the railway which
is linked by the Government to a Statement of Funds Available (SoFA). The SoFA confirms how much funding
will be available to deliver the outputs defined within the HLOS.

24. Following the HLOS Network Rail will develop the Strategic Business Plan (SBP) setting out how the
outputs required within the HLOS can be delivered for the funding available within the SoFA.

25. During 2013 the SBP is finalised and confirmed with Government and the ORR in advance of the
commencement of CP5 in April 2014

26. The Welsh Government is part of the ongoing discussions with the UK Government around the HLOS
settlement and is consulted by UK Government and the ORR during the development and finalisation of
the SBP.

Stakeholder Relations

27. Network Rail has a formal meeting schedule in situ with the Welsh Government. We regularly meet with
both the minister responsible for transport (Minister for Local Government and Communities) and senior
officials in the Integrated Transport department.

28. There are also numerous regular client meetings to discuss individual projects with Welsh Government
officials. Additionally we have engaged closely with the Welsh Government over their aspirations for Valley
Lines electrification and electrification of the main line from Cardiff to Swansea.

29. Network Rail attends and reports to the bi-annual Cross Border Rail Forum, which brings together the
English border local authorities, Department for Transport, Welsh Government and Arriva Trains Wales.

30. Additionally Network Rail regularly meets with representatives of local authorities on both sides of the
border as well as the Welsh transport consortia to discuss specific rail projects as well as wider issues and
aspirations around rail services.

Wales Route Utilisation Strategy (RUS)

31. The Wales RUS, published in November 2008, sets out the strategic vision for the future of the rail
network in Wales, and was developed following a now well-established process, including extensive
stakeholder involvement.

32. The Wales RUS closely aligns the Welsh Government’s National Transport Plan and the Wales Spatial
Plan.

33. The cross border elements of the Wales RUS are further supplemented by the Great Western, Northern
and Merseyside RUSs which provide a strategic viewpoint of the interfaces and cross border issues that effect,
South, Mid and North Wales.

April 2012

Written evidence from Rail Freight Group

Executive Summary

— Rail Freight Group is pleased to submit this evidence on behalf of the UK rail freight industry.

— The submission starts by explaining the commercial and customer contexts in which rail freight
operates.

— Rail Freight Group’s latest rail freight demand forecasts, covering the next 20 years, are outlined
and explained in a Welsh context with reference to recent new flows.

— The current capability of the rail network in Wales is reviewed and the barrier it presents to rail
freight growth, unless there is significant investment, particularly in “loading gauge” capability,
is stressed.
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— Omission of the rail network in Wales from developments associated with the Strategic Freight
Network is highlighted while the need for 24/7 capability is stressed.

— Rail freight opportunities arising from extension of current electrification proposals in South Wales,
and from electrification in North Wales are discussed.

— The need to ensure network capacity for existing and growth freight flows is protected is highlighted.

— The need for ever closer alignment of UK and Welsh Government policies is explained.

Introduction

1. The Rail Freight Group (RFG) is the representative body for the UK rail freight industry. Our objective
is to grow the volume of goods moved by rail in a cost effective way. We work to influence Government and
transport policies in support of rail freight and to help our members to develop their rail freight services and
therefore we welcome this opportunity to submit evidence to the Welsh Affairs Select Committee Inquiry into
cross-border road and rail connectivity.

2. Rail freight operates wholly in the private sector and its customers’ needs are often linked to global supply
chains and distribution strategies which cross international boundaries. RFG has therefore concentrated this
submission on those issues that impact on the movement of rail freight to and from Wales and on those factors
which affect RFG members’ decision making. We have not commented on other areas being investigated by
the inquiry which are outside RFG’s remit and scope.

3. RFG believes that a competitive, commercially led market place works most effectively for rail freight.
Freight movements are based around national and international distribution patterns and on appropriate cost
criteria. Companies will only switch routes or modes where it fits, operationally and financially, with their
logistics and distribution networks and plans.

Demand Forecasting

4. RFG published its “Updated Rail Freight Demand Forecasts to 2030”1 in October 2011. These forecasts
build on previous figures and have been widely accepted within the rail freight industry and by the UK
Department for Transport (DfT). The figures indicate an overall doubling of rail freight by 2030, with the
growth concentrated in the intermodal sector including deep-sea and short-sea container flows to/from the ports
as well as domestic flows.

5. RFG understands that while Wales currently generates some 2% of all UK rail passenger movements it
receives or despatches about 15% of all UK rail freight. However, this is almost entirely in the “bulk” sectors,
eg coal, metals and aggregates, with very little penetration of the intermodal market except for a limited number
of trains each day to/from the Wentloog Terminal in South Wales.

6. There is no reason why the forecast growth in rail freight over the 20 years should be concentrated solely
on the existing key routes such as those between Felixstowe and Southampton and the West Midlands, the
North West and Scotland. Providing the rail infrastructure offers appropriate capability (axle-loading, loading
gauge) and capacity, growth will occur across the network, including the cross-border links with Wales.

7. The new Tesco service between Daventry and Wentloog is an excellent example of how growth can occur
in the domestic intermodal market in a Welsh context. Changing to rail fits with the company’s emerging
distribution patterns while the availability of appropriate grants jointly from both DfT and the Welsh
Government (WG) made the modal switch financially viable.

Current Rail Network Capability for Freight

8. The “Wales Route Utilisation Strategy” published by Network Rail in 2008, shows that while the North
and South Wales main lines, plus the Marches Route from Newport to Chester and Crewe, are capable of
handling traffic loaded to the maximum axle weight, all these routes plus the lines from South Wales through
the Severn Tunnel and to the Midlands have a restricted “loading gauge” that precludes rail movement of many
of the larger containers now used in both deep-sea and short-sea shipping unless specialised wagons are used.

9. The “Freight Route Utilisation Strategy” published by Network Rail in 2007 indicated a long term
aspiration to enhance the loading gauge capability of the lines from the Severn Tunnel and Gloucester to
Cardiff to the “W10” dimensions required to allow 9ft 6ins high containers, increasingly used in both the deep-
sea and European markets, to be transported on normal wagons. Extension of this capability westwards to Port
Talbot, Swansea or Milford Haven would become an aspiration in the event of a development at any of these
locations, as would provision of this capability along the North Wales main line if there were developments
at Holyhead.
1 http://www.rfg.org.uk/userfiles/file/Rail%20Freight%20Demand%20Forecasts%20to%202030_ver2.pdf
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10. It is therefore clear that the rail network in Wales and across the border with England currently acts as
a barrier to rail freight growth. Although the potential for further growth in the “bulk” freight markets cannot
be overlooked, for example recent additional flows of timber into Kronospan at Chirk also aided by grants
from both DfT and WG, the growth in the intermodal market in Wales will be constrained unless there is
significant investment in the rail infrastructure to provide enhanced loading gauge capability. This particularly
applies to the potential growth of cross-border intermodal movements to/from the existing major ports in the
South East of England as well as growth arising from port developments in South or North Wales or from
increased movements directly to/from Europe via the Channel Tunnel. Although 9ft 6ins containers can be
moved on special wagons where the loading gauge is less that “W10”, there are only limited numbers of such
wagons available and their deployment adds both costs and complexity.

11. The development by DfT and Network Rail of the concept of the Strategic Freight Network, the latest
investments in which were announced in the Chancellor’s Autumn 2011 Financial Statement, does not include
any enhancements of the Welsh rail network, or cross-border links, which will therefore continue to be
constrained, particularly in terms of loading gauge.

12. Equally important is the developing concept of the 24/7 railway which is essential if the service
requirements of freight customers are to be achieved. This means that appropriate diversionary routes are
identified and kept available in the event that principal freight routes have to be closed for any reason. Again,
it is important the principal links to/from and within Wales are protected in this way if the potential for growth
is to be achieved.

Electrification

13. Current plans for electrification of the Great Western main line as far as Cardiff could offer significant
benefits to rail freight but also represent a significant lost opportunity. There is a clear synergy between
electrification and enhanced loading gauge dimensions as any structures that need to be rebuilt for electrification
are reconstructed at the improved gauge, usually “W10”. However, certain structures which would need to be
modified for gauge enhancement may not need attention for electrification. As a result the industry is lobbying
for gauge clearance to be undertaken in parallel with electrification and funded accordingly. Assuming this is
the case, the current constraint on moving containers to/from the ports of Newport and Cardiff as well as the
intermodal terminal at Wentloog will be removed.

14. However, based on the present plans the “Relief Lines” between the Severn Tunnel and Cardiff will not
be electrified as part of the scheme. This means that electric hauled freight trains will not be able to access the
Wentloog terminal, the Tata Works at Llanwern or the ports of Newport and Cardiff. Similarly, unless
electrification is extended to Swansea there will be no possibility of electric hauled freight trains accessing the
Tata Steelworks at Port Talbot or the ports of Port Talbot and Swansea.

15. RFG is pressing for the electrification programme to include the Relief Lines between the Severn Tunnel
and Cardiff as well as the lines west from Cardiff to Swansea. Such additional works are essential to unlock
the potential for improved rail freight connectivity and the support of the Committee for these extensions to
the existing electrification plans will be extremely valuable. Even though rail freight currently makes little use
of electric traction, this will change as a wider electrified network is created on freight routes, providing the
adjacent yards and facilities are also electrified and the power supply is sufficient for freight trains.

16. In a similar context, electrification of the North Wales main line, with consequent provision of “W10”
gauge capability through to Holyhead, would provide new opportunities for rail freight to and from the port,
particularly for the movement of containers, and to other freight terminals that might be established. The
potential for viable freight flows along this line to be developed was demonstrated in the March 2011 TAITH
report of its North Wales Rail Freight Study which included consideration of a “Landbridge” operation of
through freight trains for Irish traffic between Holyhead and France via the Channel Tunnel.

Policy Context

17. In addition to securing improved infrastructure capability for the rail lines connecting with England and
serving the main industrial sites, terminals and ports in Wales, it is equally important that the rail network
capacity to handle the existing flows as well as the growth in rail freight is protected when plans for upgrades
of the track layouts or signalling, and for additional stations and/or passenger services, are being developed.
Use of the rail network must always be treated holistically with full consideration given to both passengers
and freight.

18. There is also a clear need for ever closer alignment of DfT and WG policies and the recent joint awards
of grants for new/additional freight flows are encouraging signs of this co-operation. Which Government
controls the funding is not necessarily that important, but it is vital that strategies and decisions on both sides
of the border are aligned. Most of the existing rail freight flows in Wales, as well as those that might come
from, for example, future port developments in Wales are, and will continue to be, cross border with England.
Investment decisions must therefore reflect this reality. It would not make sense, for example, if Welsh ports
could not be developed because DfT was unwilling to support any network upgrades required on the English
side even though WG would support the enhancements required up to the Border.
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Conclusions

19. RFG believes the current rail network in Wales represents a barrier to cross border rail freight
connectivity, and that considerable investment in the infrastructure will be required to allow rail to play a full
role in serving increased traffic between Wales and England, Ireland and mainland Europe. In particular,
investment in the provision of enhanced loading gauge capability will be required if the growth is to come
from containerised traffics, although electrification in South Wales and in North Wales could present a
significant opportunity in this context.

April 2012

Written evidence from TAITH

1. TAITH is the Transport Consortium for North Wales. It is a formally constituted Joint Committee of the
six North Wales County Councils. Its remit is to develop an integrated transport strategy for North Wales,
delivering the aims and objectives of the Wales Transport Strategy in the region. The Regional Transport Plan
was completed in 2009, and covers our Strategic Interventions to 2015.

2. We welcome the opportunity to submit information for consideration by the Select Committee on Cross
Border Transport. The economies of North Wales and North West England are closely inter-twined and effective
coordination of cross border routes and transport services is crucial. Although effective local liaison groups,
especially the Mersey Dee Alliance exist, there is scope for better engagement at Government level, especially
in developing strategic transport projects.

3. Transport Provision in North Wales is heavily impacted by the Wales National Transport Plan, which has
recently been reprioritised. The potential consequences of this plan are significant for North Wales and a
number of key projects are included in the revised NTP for delivery. These are set out below for completeness.

— North-south fast train service—prioritised (NTP 56).

— Service provision until May 2012 has been confirmed.

— Future options currently being considered.

— Enhancing the capacity of the section of rail between Shrewsbury and Chester, via Wrexham—
prioritised (NTP 57).

— Address the transport issues in Wrexham, Chester Deeside triangle—prioritised (NTP 95).

— Report on the options due later this year (NEWABTS and A494 study).

— Increasing the capacity of the A55 across the Menai—prioritised (NTP 93).

— Address the issues on the A55 at Junctions 15 and 16—prioritised (NTP 94).

— Consultants appointed to progress details.

— Congestion reducing measures on Britannia Bridge.

A number of these projects impact directly on cross border linkages.

4. The importance of the cross border links from North Wales to the North West and Midlands of England
and vice versa cannot be underestimated. These cross border routes are essential not only for long distance
access to markets, but also to support the industrial and commercial economies in both England and Wales.
This includes significant commuting to work and access for leisure and tourism purposes. There are also
significant linkages between Ireland through the Port of Holyhead and the UK and European markets.

5. There are significant congestion issues on parts of these key routes, especially the road network, and
whilst some work on resolving the issues and considering opportunities is underway, much remains to be done.
A number of the key issues are set out below,

6. A55/A483 Junction—This junction is a significant congestion bottleneck that impacts on the network in
England and Wales. Although the key junction is the responsibility of the Highways Agency, there are major
problems in Wales as a result of the lack of capacity. A range of potential interventions is possible and need
investigation. We should encourage the Highways Agency and Welsh Government to work with the two
relevant Local Authorities to identify measures for improving the current situation.

7. A494 Aston Hill—This is part of the second main route linking North Wales with the North West of
England and the main Motorway network. There have been significant improvements in recent year, but these
stop at the River Dee Crossing. The Welsh Government is considering options for the improvement of the
route from the River Dee to the junction with A55 at Ewloe, and these options are expected soon. There is
significant congestion at peak times on the route, which serves long distance transport as well as being a key
local link to the major industrial areas in the locality. There are further significant developments under
consideration in the area, and Deeside has recently been awarded Enterprise Zone status.

8. A49—Although this route is in England, it forms part of a key route from North to South Wales. A major
barrier is the lack of a relief road for Hereford. A solution to the issue and a better means of cross border input
into key links such as this would be helpful.
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9. Port of Holyhead—is a key gateway to Ireland and one of the main points of access between Irish
companies and their main markets in Europe and the UK. There are significant investment proposals at the
Port and its surroundings, which will have impacts on traffic flows across North Wales and beyond. The links
with Ireland and between Ireland and Europe are significant, and the role of Holyhead as a key entry and exit
port should not be under estimated by the Committee.

10. Wylfa Horizon Project—The significant development proposal to develop a new power station adjacent
to the current Wylfa plant will, if approved, have significant transport implications for North Wales.
Construction activity will be considerable and will take place over a number of years. There will also be
significant accessibility improvements funded by the Company on the island, and TAITH and the North Wales
Local Authorities will have to respond to the substantial opportunities this investment will bring.

11. The job creation during construction will be significant, access to the site, accommodation and transport
routes will be impacted as a result of the project.

12. Although located well within Wales, the pinch point of the Menai crossing is a critical point in the link
between the port of Holyhead and the UK and Europe. As part of the key TEN-T route, the capacity constraint
at the Menai is an issue that needs a solution.

13. Enterprise Zones—In September 2011 the Welsh Government Minister for Business Enterprise
Technology and Science (BETS) announced the sites for five new Enterprise Zones across Wales. Two of these
are located within the TAITH area, an area at Deeside focussed on advanced manufacturing and the whole of
Anglesey focussed on key sites for the energy sector. Subsequent to the original announcement, a further site
around Trawsfynydd in Gwynedd has been announced. This site sits within the TraCC (Mid Wales Transport
Consortium) area, but may have impacts into the TAITH area. Of significance is the potential for the
development of the rail link to the area for freight and additional passenger services.

14. From a transportation perspective, the designation of these sites is highly significant. It is evident that
the sites are intended to benefit the whole of North Wales, creating significant employment opportunities for
the whole area. It is also clear that in order for the areas to achieve this goal, accessibility to them is crucial.
This includes resolving local problems that prevent access to the sites in the Enterprise Zones as well providing
alternatives other than use of cars for the longer distance journeys. Because the potential job numbers are
significant, improvements to longer distance accessibility will be essential if the employment created at the
sites is to be sustained.

15. The designation of Enterprise Zones in England, especially at Wirral Waters and at Warrington will also
be a contributor to additional cross border traffic. Through the Mersey Dee Alliance, we are working across
the border to ensure a joint approach to the issues and opportunities these designated sites will provide.

Cross Border Rail Connections

16. There are a number of strategic investment projects and franchise renewals that impact on North Wales
and Cheshire. There are both potential threats and opportunities from these. More detail is provided below.

West Coast Main Line Franchise

17. The through rail service between Holyhead and Euston is of immense importance to the economy of
North Wales. Tourism is our biggest industry and a significant proportion of visitors come from the south east
of England. The service is also a lifeline to the business community and it attracts businesses to locate here.
Without it, attending meetings in London would not be possible within a day as there is no air service and the
car journey takes five to seven hours each way.

18. It is important to note that the region is heavily dependent on this route, and the London centric nature
of the core train service requirement is an area of concern. The new franchise should reflect that the route
provides essential regional and local links to and from North Wales to all parts of the UK. Crewe is a major
hub for connecting services to and from North Wales, and it is important this is reflected in the service levels
to this hub. The stopping pattern of services at Crewe is of significant importance, as it is the main access
point to UK rail services from North Wales.

19. The discussions underway regarding the renewal of the franchise are crucial. We have welcomed the
initial specification proposed for the new franchise that maintains the current service level of through trains
between Holyhead/Bangor and Euston. We are however concerned about the “flexibility” that is to be given to
the successful bidder to look for alternative uses for the rolling stock and different calling patterns. The current
service level and journey times of through trains between Euston and North Wales/Chester should be specified
as a minimum that can be provided throughout the duration of the franchise to prevent the TOC from
redeploying the rolling stock to wealthier parts of the UK where they might earn more revenue due to the
higher fares that people in such areas can afford to pay.

HS2

20. TAITH has previously expressed support for the HS2 project, as it should provide extra capacity and
better connectivity which are both essential for business productivity and growth in North Wales. The proposed
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“Y shaped network”, in combination with the initial London to Birmingham route offers significant
opportunities to connect cities and take pressure off the existing lines—in fact without investment in high
speed rail the existing networks are forecast to be full by 2024.

21. We are however concerned that the competitiveness of the North Wales, Cheshire and Merseyside areas
should not be disadvantaged through HS2. Therefore as a minimum there should be effective and appropriately
located interchanges for the area into direct HS2 services from the existing West Coast Main Line and other
services, and that the chosen HS2 route into Manchester supports this. It is worth noting that the Northern Hub
scheme and train service package will be required for effective HS2 delivery. We expect to see freed up
capacity on the WCML continuing to support this area’s transport network.

22. A significant issue is that the only part of the WCML that is not electrified is the Crewe to Holyhead
section, which is a concern for this area, and one that we would like to see acknowledged within future strategic
transport investment planning. With the development of HS2, the lack of electrification on the route will not
allow the proposed classic compatible train services to access North Wales and Chester.

23. Given the importance of the West Coast Mainline to Cheshire, Merseyside and North Wales, we are
concerned at the extent of disruption to existing services at Euston during the new construction phase of HS2,
and would like this to be minimised at all costs.

Manchester Hub

24. The proposals to improve infrastructure and electrify lines in the Manchester/Northern Hub has potential
impacts on Cross Border rail services. There are proposals to increase the numbers and frequency of rail
services between Chester and Manchester as part of the project. There are opportunities to increase the speed
of the Llandudno Manchester services, which currently act of the local stopping service on this route. We
would encourage the acceleration of the N Wales trains, and would also seek to improve direct rail services
from the region to Manchester Airport. It is important that these opportunities are considered as part of the
Wales and Borders and Northern Rail franchise renewals.

Halton Curve

25. The curve provides a link between the Chester—Manchester line at Frodsham with the West Coast Main
Line to Liverpool at Runcorn. It is currently totally under utilised. The TAITH Rail Strategy proposes options
for direct services between the North Wales Coast and Liverpool Lime Street. There are also options for
additional services between Wrexham and Lime Street. These services would provide direct rail links to
Liverpool South Parkway and John Lennon Airport, a growing point of embarkation for North Wales travellers.
We would encourage support for improvements to the Halton Curve and for new services to be implemented
along the line.

Wrexham—Saltney Junction

26. The Welsh Assembly Government has recently announced that construction works are to commence as
early as 2012 on improving the line capacity between Saltney Junction (Chester) and Wrexham. This will
present new opportunities to maximise the full potential of the Chester-Wrexham-Shrewsbury route which have
not been possible to date. The increase in demand and the investment being made in the infrastructure in
Wrexham have and will present new opportunities for rail travel. We are in the process of commissioning work
to maximise the potential of the Chester—Wrexham—Shrewsbury route and specifically the growing demands
for rail travel to and from Wrexham. This will consider the potential for additional new stations and also an
enhanced service frequency of services on the line. The additional capacity provided by the work will allow
the potential development of:

— Additional trains and capacity between Chester and Wrexham for commuters.

— Additional services from Wrexham to London Euston.

— Additional direct services from Wrexham to Liverpool and Manchester.

— Additional freight paths for services to reduce lorry movements.

Borderlands Line

27. It has long been an aspiration in the region to secure a half hourly service on this important but under
valued cross border line. After some delay, there is renewed interest in securing improvements to the service
along this railway line. Because it crosses the border, there is a concern that the development of the line has
been considered peripheral in both Wales and the Merseyside area in the past. Merseyrail are considering
options for service enhancements and have had recent discussions with the WG. There is a need to encourage
the parties to develop a clear strategy for the line for the medium and long term. The route offers opportunities
to develop better links between Liverpool and North East Wales, and the route also provides a link between
two recently designated Enterprise Zones at Deeside and Wirral Waters. The access to employment sites along
the route that could be provided if an additional service was created is considerable.
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Freight Services

28. Throughout Wales, around 100 million tonnes of freight is lifted each year, representing 13 billion tonne
kilometres of goods moved and around 5% of all freight transported in the UK. It contributes around £2.5
billion to the Welsh economy. The quantity of freight has not increased for more than 30 years, yet tonne
kilometres have doubled, meaning goods are moving longer distances to reach their destination. There is
significant cross border movement by lorry, which has an impact on road congestion at key points in the
network.

29. The North Wales Rail Study concluded that a number of rail freight projects should be taken forward
for further consideration. As a result a further report was commissioned and in terms of freight, three options
have been taken forward for further investigation.

— F1/F2 Land-bridge Service to Ireland and Accompanying Rail Terminal at Holyhead.

— F5: Development of a Rail Freight Consolidation Centre at Shotton, Deeside.

— F12: Movement of Domestic Waste by Rail.

Each of these options involves the replacement of existing freight flows by road, and moving the flow to
rail. If progressed, the additional rail freight traffic would reduce peak level congestion through the removal of
lorry movements from the road network. The projects would also deliver significant sustainability
improvements through carbon reduction.

Integrated Transport and Cross Border Bus Services

30. In the North East Wales area, close to the Border, there is considerable local service demand for public
transport and accessibility. Most bus services in the area are commercial, and this has created gaps in the
provision. A significant issue is the relatively poor linkages between communities and employment sites. There
is a need for increased local dialogue on cross border routes and specific provision in support of access to the
major employment sites in Wales and West Cheshire.

31. TAITH and the Welsh Government have commissioned a joint study into transport issues in the Chester—
Deeside—Wrexham triangle. The study, the North East Wales Area Based Transport Strategy (NEWABTS) is
nearing completion. The strategy is based on identifying integrated transport solutions to resolve some of the
congestion issues on the trunk road network in North East Wales and West Cheshire. Included in the work is
an emphasis on linking areas of deprivation and unemployment to areas where job opportunities exist, through
a variety of sustainable transport access alternatives.

32. The strategy includes a range of public transport interventions including, improvements to bus stops
along the main Shotton corridor and the creation of a dedicated bus route and associated infrastructure is
suggested alongside improvements to traffic signals along the route to ease congestion at peak times. Work
will also be done with passenger transport operators to understand how the current route network can be used
to support accessibility to employment.

33. There are also a number of Walking and Cycling proposals identified. These provide safe and sustainable
links from communities to major employment areas. Routes linking the communities of Shotton, Connah’s
Quay and Queensferry, to Deeside Industrial Park, employment sites at Sandycroft and the Airbus site at
Broughton are included. Additional links from Saltney and Penyffordd to Airbus are also suggested. There is
also a proposal to link Deeside Industrial Park to the cycle network on the Wirral, giving access to the Wirral
Way included in the programme. Because of the geography of the area, and the sometimes lengthy access
routes by car to some of the sites in the Deeside area, walking and cycling can provide a viable alternative to
car based access to some of the areas key employment sites.

34. It is positive to note that the emerging recommendations of the report have been recognised in the NTP
priorities recently announced by the Welsh Government. Support for these interventions linked to the delivery
of an effective personal travel planning service is a key component to helping resolve cross border congestion.

35. DfT Local Sustainable Transport Fund—The cross border importance of the employment in this area
has been recognised and Cheshire West and Chester Council has recently submitted a bid to the DfT for the
Local Sustainable Transport Fund which is complementary to some elements of NEWABTS recommendations.
The Council’s package area is focussed in key travel to work corridors in the west of the Borough where there
is both existing and future job opportunities and where they consider that modest interventions can encourage
a more sustainable approach to how people reach work and training opportunities. These are:

— The Chester—Ellesmere Port—Wirral—Merseyside corridor.

— Links between Chester and Ellesmere Port and the Deeside Enterprise Zone in North East
Wales.

36. Merseytravel has also submitted a bid to the fund, and the joint work between the organisations through
our membership of the Mersey Dee Alliance needs to be encouraged.

April 2012
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Written evidence from the Welsh Ports Group

Summary of Main Points
— Welsh ports depend on their connectivity to the transport network both at the border and within

Wales.

— A number of improvement schemes, optimising the existing transport network, could be developed
which would have significant benefits for freight and sea passenger flows.

— Freight transport, as distinct from passenger transport, should be given greater priority within
transport planning.

— Ports represent major opportunities for economic growth and regeneration.

Background

1. We very much welcome this inquiry. This response is made on behalf of the Welsh Ports Group which
represents the overwhelming majority of cargo and all sea passengers passing through Welsh ports. We have
concentrated on current cross border road and rail provision. Links with Ireland create their own, highly
significant, cross border connectivity issues, and we have included these in our submission.

2. Connectivity is the foundation of successful ports, and successful Welsh ports are fundamentally important
to the Welsh and indeed to the UK economies. The total cargo throughput for 2010 (the latest recorded year)
was 60 million tonnes, equivalent to 12% of the UK total and amounting to a record year for port traffic in
Wales in spite of economic challenges. Passenger throughput in 2010 was 2.9 million, representing 14% of the
UK total.

3. Although ports in Wales are privately funded, they nevertheless depend on public investment in road and
rail connections. Moving freight efficiently is an objective that can be overlooked in the face of the claims of
public transport investment. Of course investment in public transport is important too, but bearing in mind
limited resources, proper consideration needs to be given to ensuring that freight connectivity has sufficient
priority.

4. Such connectivity is closely tied in with promoting economic growth and regeneration. In our view, the
Welsh Government (WG) should concentrate on improving those parts of the network where improved
performance will support economic growth. This would entail investment to improve congested urban areas,
key inter urban routes and links to international gateways as represented by ports.

The Arrangements Currently in Place to Co-ordinate Cross-border Road and Rail Transport
Services Provision

5. In addition to the England/Wales border, we regard the efficiency of the connections to Ireland as another
important border worthy of consideration. The route to and from Ireland is a major EU network connecting
Ireland and the UK to Continental markets.

6. The primary freight routes are self-evidently the North and South main arteries, connecting the border
with routes terminating at Holyhead and Fishguard/Pembroke and which connect all the main ports in Wales.
The adequacy of road links to Holyhead is a key concern to all those who use the port. These links represent
a strong example of where relatively small improvements in terms of budget and construction could make
significant differences to traffic flow and ease of use of the port. For example, the A55 expressway stops some
distance from check-in facilities and this in turn causes delay to freight and passengers. Not only do these
blockages increase costs to users, they also represent a constraint on future freight and tourism growth. Also,
the section of strategic highway from the North West of England to Holyhead seems to be the subject of
continuous repair, delay and congestion. Apart from a better co-ordinated effort to manage traffic, these
problems could be susceptible to better information supplied to users about restrictions and potential delays
through the use of improved IT and telematics.

7. Because of strategic links to Ireland through this Northern route and thereafter to England and the
Continent, this is a fundamentally important part of the Welsh, UK and EU transport network requiring
prioritisation and investment.

8. In South Wales, major improvements to the M4 are needed. The restrictions imposed by the Bryn Glas
tunnel are a particular problem. There is also a concern for the South Wales ports that the proposal for a new
motorway to bisect Newport Docks will adversely impact trade through the Port of Newport; this is the subject
of consultation between Newport and WG, and remains an important issue. As with the North Wales routes, a
number of local road enhancement projects could, at relatively low cost, generate significant benefits. These
include the completion of the Port Talbot peripheral distributor road, the Fabian Way infrastructure
enhancement works at Swansea and the Eastern Bay link road in Cardiff, all of which would improve links to
the immediate hinterland.

9. The majority of freight is delivered to and collected from Welsh ports by road and for commercial and
practical reasons this is likely to remain the case for the foreseeable future. In relation to traffic using the three
major Welsh port Ro/Ro gateways—Holyhead, Fishguard and Pembroke—it is extremely unlikely that there
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will be a significant freight shift from road to rail. Indeed there have been several private sector studies in the
last 20 years examining options for transferring Ro/Ro freight on to trains at ports, as often occurs in Europe.
The findings were that to do this would involve substantial costs and that rolling stock complications make
this option unfeasible. This demonstrates the vital importance of the maintenance and improvement of the
northern and southern road corridors.

10. There is however always room for development, and rail could play a stronger role, particularly for
developing container and bulk business. Rail freight paths have to be retained and protected and to this end, it
is vital that Network Rail, the freight operating companies, WG and other key stakeholders continually address
capacity and capability constraints on the network. These should include the removal of freight network pinch
points—for example the Severn Tunnel—and address gauge issues.

11. Another important aspect is connections, both in terms of road and rail, west of Swansea. The port
operations Pembroke Dock and Fishguard have important Ro/Ro connections to Ireland. These are vital
economic gateways but are not served by the best road access. The A40 which begins at Fishguard is a single
carriageway road for 35 miles with only one two lane section east bound for overtaking, and none west bound.
As well as these gateways to Ireland the substantial port operations at Milford Haven, which in terms of
tonnages is the third busiest UK port, often appear marginalised in terms of road provision. Improvements in
road connections to Pembrokeshire on the southern corridor would therefore link Milford Haven and Fishguard,
along with south west Wales, to England and the wider UK motorway network.

12. The North and South Wales main lines, plus the Marches Route from Newport to Chester and Crewe,
are capable of handling traffic loaded to the maximum axle weight. Nevertheless, all these routes, plus the
lines from South Wales through the Severn Tunnel and to the Midlands, have a restricted loading gauge. This
constrains rail movement for the larger containers now used in deep and short sea shipping unless specialised
wagons are used. Extending rail capability westwards would open up new opportunities for Port Talbot,
Swansea and Milford Haven. Our understanding is that there are still no plans to remedy this through needed
new investment.

13. Equally there is a need for electrification which could be carried out in parallel with gauge clearance.
Similarly, electrification of the North Wales main line, with provision of W10 gauge capability through to
Holyhead, could provide opportunities for the movement of containers. It is equally important that the capacity
for handling existing flows, as well as growth in rail freight, is protected. This is a further example of the
potential benefits of prioritising freight as opposed to passenger transport. It is acknowledged that the cost of
rail enhancement schemes are significant, but they are strongly linked with increased port business and rail is
a priority under the TEN-T programme.

Border Controls

14. In addition to addressing road and rail connections along the lines already suggested is consideration of
the efficiency of the border itself. Welsh and Irish ports are part of the Common Travel Area (CTA) which
should ensure the free flow of passengers, but the operations of the UKBA can cause delay as passengers are
checked for ID. There is also a strong Special Branch presence at Welsh ports which can also create delays.
We would certainly resist any attempt to dismantle the CTA and introduce full border requirements.

TEN-T

15. TEN-T is under review and final decisions are unlikely to be made until 2013. It is important that WG
is fully involved in discussions bearing in mind that Wales has two proposed Core Network ports, Cardiff and
Newport, and four ports proposed for the Comprehensive Network, namely Swansea, Milford Haven, Fishguard
and Holyhead. It is uncertain what the significance of being on the Comprehensive Network is, but the fact
that they are identified confirms that these are important links within the EU network for both freight and
passengers and deserve priority within UK transport planning.

16. In the maps currently provided by the Commission, the North and South Wales road connections are
described as “completed”. This could be challenged, although indications are that under the new TEN-T
programme, funds for road projects will not be available, either for Core or Comprehensive Network ports.
The Commission do intend, however, to make funds available for rail, and the WG, working closely with DfT,
should be in a position to negotiate for a share of these. The Welsh Ports Group continues to work closely
with the Welsh Government to explore every opportunity for improving connectivity available under the TEN-
T programme. This would include making the case for improved road connections on which Welsh ports are
so dependant. We look forward to discussing these points further with the Welsh Government.

12 April 2012
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Written evidence from the South East Wales Transport Alliance (Sewta)

Sewta welcomes the opportunity to respond to the Inquiry on Cross-Border and Rail Connectivity.

Sewta is a consortium of 10 local authorities; the councils of Blaenau Gwent, Bridgend, Caerphilly, Cardiff,
Merthyr Tydfil, Monmouthshire, Newport, Rhondda Cynon Taf, Torfaen and Vale of Glamorgan. Sewta works
with stakeholders, including the likes of Network Rail and train operating companies, other partners and the
Welsh Government to improve regional transport in South-East Wales. Sewta represents the regional transport
interest of 1.4 million people and is the largest of the four transport consortia in Wales.

In our 2010 Regional Transport Plan one of our overarching objectives is to improve connectivity by
sustainable transport between South-East Wales and the rest of Wales, the UK and Europe.

Our response will use the headings set out in your invitation to respond to the Inquiry, and our position can
be summarised as follows:

— Cross border bus services—we highlight the variances between tendered services, who
subsidises such as services and those which are provided on a commercial basis by bus
companies

— Cross-border rail services—we note the level of input into the original specifications for each
of the three franchises, the challenges such specifications have caused and the potential for
improvements to be made.

— Infrastructure—we record the potential for rail infrastructure improvements to be made with
the greater devolution of Network Rail, and possible opportunities to use local government
borrowing powers to improve road infrastructure but highlight the need for clarification on
whether English authorities have the same opportunities.

Background

1. Setting into context the issues associated with cross-border transport infrastructure, it is important to note
the level of traffic, in terms of people commuting to work, for leisure or education and flow of goods between
England and Wales.

2. For example, in Monmouthshire we know that the last statistics suggested that some 3,000 people
commute each day between Monmouthshire and Bristol. There is also the potential for this demand to increase
should the proposed housing development for the Severnside areas of Monmouthshire, Llanwern and 5,000
houses planned for the Forest of Dean occur.

3. This level of cross-border traffic, of both people and freight, supports the position of Sewta in one of its
objectives to improve connectivity by sustainable transport between South-East Wales and the rest of Wales,
the UK and Europe.

The extent to which cross-border public road and rail services are currently provided for and accessed by the
Welsh population

4. Cross-border bus services are currently provided in a number of ways:

— Tendered services subsidised by Welsh local authorities (notably Monmouthshire County
Council).

— Tendered services subsidised by an English local authority (such as Herefordshire County
Council or Gloucestershire County Council).

— Tendered services jointly subsidised between Welsh and English authorities.

— Commercial services.

5. In addition there are a number of commercial coach services which run between England and Wales.

6. Supporting the bus service is a concessionary fares system. Welsh bus pass holders, irrespective of their
home authority area, can travel on any bus service which starts in Wales and which finishes in England—and
vice-versa. This again tends to be services which start in Monmouthshire and finishes in one of the English
border counties. There are no time restrictions for Welsh pass holders.

7. English pass holders have the same concession, except that pass holders are only able to travel from their
local area into Wales, and make the same return journey into their home area. Neither English or Welsh
concessionary bus pass holders however can travel on buses which start and finish in the other country. English
pass holders cannot use their passes until 0930 on Monday to Fridays, and at any time on Saturdays, Sundays
and Bank or Public Holidays.

8. For rail services, there are currently three routes which cross the English-Wales border. The Marches
(Hereford-Abergavenny-Newport) line; Chepstow (Gloucester-Chepstow-Severn Tunnel Junction) line and
thirdly the Great Western Main Line (Pilning-Severn Tunnel-Severn Tunnel Junction. Services on them are
provided by three separate franchises.
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9. The Wales and Borders franchise, currently operated by Arriva Trains Wales, runs broadly a two hour
service on the Cardiff-Holyhead route and an hourly service on the West Wales—Manchester route respectively,
and a broadly two hourly service on the South Wales to Cheltenham service along the Chepstow Line, with an
additional hourly service every second hour.

10. The Cross Country franchise, currently operated by Arriva Trains, provides an hourly service between
South Wales and Nottingham, though not every station in the border counties (eg Severn Tunnel Junction,
Caldicot, Chepstow and Lydney) currently receives an hourly train service. In addition one train a day under
the same franchise runs from Cardiff via Newport and Severn Tunnel Junction to Bristol, before continuing
northwards.

11. The Great Western franchise currently operated by First Great Western provides an hourly London to
Swansea service, with additional peak services to provide an half hourly frequency in the morning and late pm
peaks. On Mondays to Fridays there is also an hourly London to Cardiff service, thus providing an all day half
hourly service between London and Cardiff.

12. The franchise also provides a Monday to Saturday half hourly service between Cardiff, Newport and
Bristol, before continuing on towards either Bath and the South Coast, or Taunton. However, not every station
in the border counties (eg Severn Tunnel Junction, Pilning and Patchway) currently receives a half hourly
train service.

The arrangements currently in place to co-ordinate cross-border road and rail transport service provision

13. The specification for the Wales and Borders franchise was originally set by the former Strategic Rail
Authority, whilst the Cross Country and Greater Western franchises were specified by the Department for
Transport.

14. For each franchise, it would be fair to say that there was a variance in level that the interests and
objectives of the likes of the Welsh Government, local authorities in Wales, and England, and regional transport
consortia such as Sewta, were included in the final specifications.

15. For example, it is often reported that the original Wales and Borders franchise was not specified to allow
any significant growth in passenger demand, with also the service on the Chepstow Line being one of the few
inter-regional within the whole franchise not to have a specified hourly service.

16. Similarly the Greater Western Franchise originally specified a reduction in the service on the cross-
border Cardiff to Bristol routes.

17. Despite these failings in the original specifications and some improvements to the service, particularly
on the Cardiff to Bristol route, passenger demand on the three cross-border routes has been strong and exceeded
all rail industry forecasts.

18. Management of the Wales and Borders franchise is the responsibility of the Welsh Government, with the
Department for Transport maintaining some interest and management of those cross-borders services within
the franchise. Direct management of the Cross Country and Great Western franchises still sits with the
Department for Transport, who also maintain an interest in those cross-border services as defined as such
within the Wales and Borders franchise.

19. We understand there is dialogue between the Welsh Government and Department for Transport over
the Cross Country and Great Western franchises but are not aware of the frequency, extent or content of
such discussions.

20. A further point to make in relation to the three franchises concerns the specification to consult with
stakeholders on timetable changes.

21. The Wales and Borders and Cross Country franchises have a formal requirement to consult on timetable
changes, and we have welcomed the decision of the Cross Country franchise operator to increase their service
to some stations on the Chepstow Line.

22. Despite this, we would however suggest there is the potential for the two franchise operators on the
route to work more closely in terms of timetabling services to provide overall a higher level of service within
the franchise’s respective specifications.

23. No such formal requirement to consult on timetable changes exist within the Great Western franchise.
This omission from the requirements, which when combined with the deficiencies in the original service
specification has caused challenges in the life of the franchise.

24. We must acknowledge however that the operator of the Greater Western franchise has undertake a degree
of informal consultation with local authorities, regional transport consortia and local rail user groups to the
extent that increases in the level of service on the Cardiff to Bristol route has been secured, above that which
the operator is contractually obliged to run.
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25. For rail services, we are also aware of bi-annual cross-border forums hosted by the Welsh Government
with the English local authorities. However, no Welsh authority or any of the regional transport consortia is
invited to these meetings and furthermore we do not receive any specific direct feedback from the meetings.

26. Notwithstanding, good relationships exist between English and Welsh local authorities within Sewta, and
Monmouthshire County Council meeting a number of times each year with the West of England Partnership,
Gloucestershire County Council, North Somerset Council, Wiltshire Council and Swindon Councils.

27. In the past two years, this has also seen these organisations come together, with economic forums in
Wales and business groups in the Great Western Partnership to lobby for electrification of the Great Western
Main Line and development of a high speed rail service between London and South West England and South
Wales.

28. More recently, Sewta, Monmouthshire County Council, the West of England Partnership, Gloucestershire
County Council, North Somerset, Swindon and Wiltshire councils met and regularly liaised over identifying
common themes to inform our organisation’s respective responses to the Department for Transport consultation
on a replacement for the Greater Western Franchise.

29. Dialogue also exists with Herefordshire County Council in terms of services on the Marches Line.

30. The cross-border local authorities meetings and early meetings of the Great Western Partnership did see
attendance from the respective government agencies in England, such as the South West Regional Development
Agency and Government Office for South West, and Welsh Government. Attendance of these bodies at recent
meetings of the Great Western Partnership has declined, which in the case of the South West RDA is due to
their abolition.

31. Turning to subsidised bus services—particularly those where there is a joint subsidy between English
and Welsh local authorities, regular dialogue between the authorities take place to secure agreement on the
level of service, funding and tendering arrangements.

32. For commercial services however, we are reliant on maintaining a regular dialogue with those operators
which provide such services and again this is predominantly led by Monmouthshire County Council. We would
also be advised of any changes to bus services through the bus registration process administered by VOSA.

33. Looking forward, authorities in Wales await with interest the results of the Department for Transport’s
intention to decentralise certain aspects of specification of rail services to local authorities in England.

34. Sewta and Monmouthshire County Council will be responding to the current Department for Transport
consultation in due course, but in our response to the Department for Transport’s Greater Western Franchise
consultation we observed that whilst the principle of decentralisation is largely sound, issues such as level of
funding, need to maintain decision making at a level where there exists a sufficient level of democratic mandate
(ie local or unitary authorities, and not perhaps parish or community councils).

35. We also argue that there also needs to be an acknowledgement that one of the strengths of the rail system
is that it’s a national network, and devolution does of course offer the potential, perhaps unlikely, for a decision
made at a local level to run contrary to a national objective. An issue which is perhaps most pertinent with
those cross-border services.

36. However, our greatest concern should devolution of rail services be given to English local authorities
and regional transport groups, concerns again how cross-border service provision and aspirations are met. We
would expect again that the likes of Welsh Government, local authorities and regional transport groups in
Wales are fully consulted by both the franchise operator and English local authority on any rail service scheme
which has the potential to improve or have an impact on passengers in Wales.

The potential impact on Wales of the plans for a High Speed 2 (HS2) Rail service between London, the
Midlands and North of England

37. Our only observation on the High Speed 2 Rail Service is that linkages to existing rail lines (particularly
in London) needs to be carefully thought through.

The funding of cross-border transport infrastructure

38. For the road infrastructure, it is important to make the distinction between the different responsibilities
for certain roads. There are those cross-border roads which are the responsibility of the relevant English local
authority and Welsh Government/South Wales Trunk Road Agency (SWTRA), such as the A465 between
Herefordshire and Monmouthshire, or those roads like the A466 which links Herefordshire, Monmouthshire
and Gloucestershire which is the joint responsibility of the local authorities.

39. Those different responsibilities do then have a bearing on the funding arrangements and management
plans for the respective road. It is generally the case that because of funding constraints, those roads which are
solely the responsibility in Wales of a local authority, enjoy less funding in terms of maintenance and
improvement than say that of those roads under the responsibility of the Welsh Government and their agents
in SWTRA.
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40. Recently, Welsh Local Authorities have been given a commitment from the Welsh Government to
use prudential borrowing under the Local Government Borrowing Initiative on capital highway improvement
investment under the main objectives of improving the condition of the asset, and improving the functionality
of the highway—such as a Making Better Use scheme.

41. It is not clear however, if English local authorities also have a similar prudential borrowing initiative
and if so, how this could be aligned with the Welsh initiative for improving the cross-border highways
infrastructure.

42. Turning to rail infrastructure, the first point to make is that the funding of Network Rail’s activities, as
set out by the Office of Rail Regulation and Control Period documentations, still combines spending for Wales
with that of England.

43. Although Network Rail in the publication of their route plans, and move to greater devolution and setting
up a Wales unit, does provide an indication of spending within Wales, it is not totally clear how funding of
cross-border routes is or current looked after or will be dealt with in the future.

44. It is important however to make the point that the end users of the road and rail infrastructure, such as
freight companies and commuters, will by design often benefit from improvements to cross-border routes and
particularly those in another country.

The progress made on improving co-ordination between the Welsh Government and Department for Transport
on cross-border issues and matters of strategic importance

45. From a low base with the original no-growth specification of the Wales and Borders franchise, and
problems which arose with the initial specification for the Greater Western franchise it became increasingly
important for bodies within Wales, such as the Welsh Government, to increase their dialogue with the
Department for Transport.

46. We would suggest that engagement with the Department for Transport, and lobbying of them by the
Welsh Government has led to schemes like electrification of the Great Western Main Line through to Cardiff,
and through to Swansea, and electrification of the Valley Lines receiving far more coverage than they would
have say 10 year ago.

47. Mindful of what happened at the last award of the Great Western franchise specification, we were
therefore pleased to note the discussions that appear to being taken place between Welsh Government and
Department for Transport officials on the specification for the Greater Western franchise which will be awarded
this year.

48. That said, we would suggest there remains the opportunity and potential for much better dialogue
between the likes of Welsh Government, Department for Transport and local authorities on cross-border rail
services, to achieve pan-agency support for improvements in services, with a view to achieving better value
for money and use of available resources.

49. We are not aware of the extent of the dialogue that has taken place regarding road services and road
infrastructure. For example, the Welsh Government has recently begun a public consultation on alleviating
congestion on the M4 between junction 23 at Magor and 28 at Castleton around Newport, but we are not aware
that the likes of the Highways Agency and English local authorities have been engaged to seek their views and
opinions on the transport problems along the adjacent roads which feed traffic into the M4.

50. A key aspect of the cross-border road infrastructure is of course the two Severn Crossings, and whilst
aware from what has been reported in the press of discussions about the future toll and concession
arrangements, we again have not been directly involved in any discussions between the Welsh Government
and UK government over the future of the tolls.

April 2012

Written evidence from the Department for Transport

Introduction

1. The Department for Transport (DfT) welcomes the opportunity to provide evidence to the Welsh Affairs
Select Committee inquiry into the provision of cross-border public transport services for Wales.

2. We understand that the inquiry will examine:

— the extent to which cross-border public road and rail services are currently provided for and
accessed by the Welsh population;

— the arrangements currently in place to co-ordinate cross-border road and rail transport service
provision;

— the potential impact on Wales of the plans for a High Speed 2 (HS2) Rail Service between
London, the Midlands and North of England;
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— the funding of cross-border transport infrastructure; and

— the progress made on improving co-ordination between the Welsh Government and Department
for Transport on cross-boundary issues and matters of strategic importance.

3. The evidence submitted below covers these areas in relation to policy on rail and roads.

Progress made on Improving Co-ordination between the Welsh Government and Department for
Transport on Cross-boundary issues and Matters of Strategic Importance

4. Relationships between the Welsh Government Transport Group and the Department for Transport have
advanced significantly, and new processes have been agreed to continue this development. Fundamentally, both
sides now operate on a “no surprises” basis, where appropriate information is shared during policy development
to ensure that the wider implications are understood.

5. The aim is for the Welsh Government and the Department for Transport to have in place a constructive
working relationship that enables officials to provide their Ministers with the best advice possible in order to
deliver the aspirations of the respective Governments. This includes recognition of the importance of engaging
on devolved and reserved issues.

6. Working relationships between Welsh Government Transport Group and the Department for Transport
continue to develop through a range of mechanisms including Ministerial and high level official meetings; a
twice yearly High Level forum to discuss strategic issues and monitor working relations between the two
administrations; regular bi-laterals; and ad hoc policy lead liaison.

7. Specific examples of joint collaborative working between officials include:

(a) Salt: improved process and communication channels to ensure that appropriate resilience plans
are in place to deal with harsh winter weather.

(b) Rail: close working during the development of the Outline Business Case for electrification of
the Great Western Line between Swansea and Cardiff, and the Valley Lines, including the
sharing of DfT economist support, and regular interaction between project sponsors.

(c) Legislation: work on proposals for HGV charging to bring about a constructive conclusion and
ensure that the necessary legislation can be put in place.

Railways

Cross-border services

8. Wales is served by the following passenger rail franchises: First Great Western; Virgin Trains; Cross
Country and Arriva Trains Wales.

9. The Wrexham, Shropshire & Marylebone Railway non-franchised direct services between Wrexham and
London via Shrewsbury have ceased operating.

10. In 2009–10 there were over 26 million passenger journeys to, from or within Wales.2 30.8% of those
journeys crossed the border. The most significant journey flows were to/from the South West of England (8.5%);
London (7.8%); the North West (6.2%); the West Midlands (4%); and the South East of England (2.2%).

Co-ordination of cross-border service provision

11. Since the implementation of the Railways Act 2005 a range of procedures has been put in place between
DfT and WG to facilitate the co-ordination of services procured by both administrations. These include:

— the statutory obligation to consult the Welsh Government Ministers before issuing an invitation
to tender for a franchise agreement which includes services to/from Wales. (Where a franchise
provides services wholly within Wales, WG Ministers must be a signatory, as in the case
of ATW);

— the creation of the Cross-Border Forum of English local authorities whose areas are served by
the ATW franchise. This forum provides the opportunity for these English local authorities to
have a dialogue with WG about ATW’s cross-border services, which are specified and funded
by WG. DfT is represented on the Forum; and

— regular meetings between DfT and WG officials to discuss the cross-border franchises.

Department for Transport and Welsh Government respective responsibilities

12. The Department for Transport (DfT) is responsible for:

— specifying and funding, through the High Level Output Specification (HLOS), the infrastructure
outputs that the Government wishes to be provided by Network Rail in England and Wales;

2 National Rail Trends Yearbook 2010–11, Office of Rail Regulation, July 2011.
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— specifying and funding the franchised services operated by Virgin Trains, First Great Western
and CrossCountry, and the Arriva Trains Wales (ATW) services that operate wholly in
England; and

— specifying and funding the Access for All programmes to improve the accessibility of selected
stations in England and Wales.

13. The Welsh Government (WG) is responsible for:

— Specifying and funding the ATW services that operate wholly in Wales and across the Wales-
England border.

— Day-to-day management of the ATW franchise including English only services.

— WG also has powers to purchase additional services for Wales via franchises let by DfT, and
to invest in infrastructure in Wales or England for “Welsh purposes”.

14. The Secretary of State and the Welsh Government Ministers are joint signatories to the ATW franchise.
WG became an active party to the franchise from 1 April 2006, when it received a resource transfer of some
£141 million from DfT to support ATW’s services that operate within Wales and across the border. Since 2008
WG has received funding for the ATW franchise directly through the Treasury devolution block grant.

15. Capital investment in infrastructure in England and Wales is funded by DfT through the HLOS process.
The current HLOS provides specifically for Network Rail to improve infrastructure capacity in the Cardiff
area whilst significant renewal of signalling is undertaken. WG also invests in enhancements from its own
capital budget.

16. DfT is responsible for rolling stock enhancements for the franchises serving Wales that it manages
directly; WG funds rolling stock capacity increases for services run by ATW within Wales and across the
border.

Funding of cross-border services: 2007 Rail White Paper and HLOS

17. The current HLOS sets out the levels of safety, reliability and capacity the Secretary of State wishes the
railway to provide in England and Wales over the five-year period from April 2009 to March 2014. There are
three key output measures—safety risk reduction, service reliability and increased capacity to meet demand
(an additional 14% on Welsh routes).

18. In addition, the HLOS provides a high level specification of major projects and other investment which
the Secretary of State wants the railway to deliver. On the Great Western Main Line (GWML), a major
enhancement scheme at Reading, due for completion in 2015, will deliver a bigger station and improved track
layout that will provide route wide benefits including four more trains per hour, performance improvements of
35–40% and journey time improvements. A new depot, transport interchange and station facilities will also be
provided. The station works are expected to be complete a year early by the end of 2015. Electrification to
Cardiff by 2017 and the introduction of Intercity Express Programme trains will enable additional capacity and
improved train journey times by an average of 13 and 15 minutes from London to Cardiff and Swansea,
respectively. In addition, the extension of services from Shrewsbury to Birmingham International provides
direct links to the airport/conference centre, facilitating the expanded Virgin Trains December timetable.

19. Other HLOS projects that benefit Wales include tackling crowding problems and improving the passenger
environment at Birmingham New Street, development of radio-based cab signalling (ERTMS) for the network,
improved facilities at 150 intermediate stations in England and Wales (in addition to the £190 million Access
for All programme), support for Network Rail’s Discretionary Fund, and funding to facilitate the
implementation of a Strategic Freight Network in England and Wales.

20. We are working closely with the Welsh Government as it develops outline business cases for
electrification of the Valley Lines and the main line between Cardiff and Swansea for delivery during the next
rail investment control period from 2014 to 2019. Good progress is being made and we expect to announce
decisions on electrification when the next HLOS is announced by July 2012.

21. Funding for the re-doubling of the line between Swindon and Kemble, scheduled for commissioning by
Easter 2014, will improve performance and journey times for South Wales to London services when diverted
via Gloucester—particularly when electrification works are taking place on the GWML in 2015–16. From
2016–17 onwards, when the Severn Tunnel is closed for routine maintenance, bi-mode intercity express trains
will maintain good through links between London and South Wales using the newly doubled route.

Refranchising

22. The Department for Transport is consulting stakeholders, including the Welsh Government, on the new
Great Western franchise to be relet in April 2013. The new West Coast franchise contains a new flexible
franchise agreement to give bidders flexibility to vary timetables on individual days of the week to cater for
changes in demand, enabling the future operator to provide better services for passengers, whilst protecting
existing services by specifying a minimum number of weekly stops at each station. The Welsh Government
was consulted on this approach prior to the final Invitation to Tender being published in January.
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High Speed Rail

23. The aim of the HS2 project is to deliver hugely enhanced rail capacity and connectivity between Britain’s
major conurbations, supporting economic growth across Britain. The benefits come both from faster, more
comfortable and convenient journeys, and from businesses being able to operate more efficiently, increasing
their productivity, accessing new markets and labour pools. Passengers from Wales, as well as those from the
Thames Valley and the South West, will have a convenient link to the new network via the interchange between
the Great Western Main Line and HS2 at Old Oak Common. HS2 passengers will also be able to connect to
Crossrail, for rapid and convenient access to and from key business destinations in the West End, the City,
Canary Wharf and Heathrow airport. Alternatively, passengers could also connect with Heathrow Express for
services to the airport.

Improving Connectivity

24. The Government welcomes the work currently underway by Network Rail to assess the outline feasibility
and business case for a new rail connection between the Great Western Main Line near Slough and Heathrow
Airport. Such a link could significantly reduce journey times to the airport for passengers from the Thames
Valley, the West of England and South Wales. There are long held aspirations to electrify the Borderlands
Bidston to Wrexham Line and bring it into the Merseyrail network, improving connectivity between NE Wales
and Wirral and links into the Wirral Waters Enterprise Zone. A similar rail investment issue, although much
smaller scale, concerns the Halton Curve which, if re-opened, would allow through running of services from
NE Wales to Liverpool Airport via Chester. Neither scheme features as a short term priority for Network Rail,
though both have local support. Both Borderland Electrification and the Halton Curve are however under
discussion on the Core Cities agenda, and feature in the initial draft of the City Deal proposed by Liverpool
City Region

Highways

25. The road network between England and Wales is well-developed. Nine English trunk roads run to the
Welsh border.

— In the north, the A5117/A550/A494 and the A55 link to the North Wales Expressway. Following
the completion of the A5117 Deeside Junctions scheme in 2008, significant capacity exists on
this route.

— In mid-Wales, several roads link across the border. Between the A5 and the A40 no road takes
more than 9,000 vehicles per day.

— In the south, the Severn Crossing and the A40 are the main routes of access. The physical
standards of both roads are high. Major improvements to the M4 and M5 around Bristol began
work in January 2012, which will remove a major bottleneck in travel to south Wales.

26. Funding of the road network is a devolved matter, and there is no history of providing cross-border
subsidies for transport purposes. The recent M4/M5 scheme has been funded entirely from London. Similarly,
proposed improvements to the M4 between junctions 23 and 29 would be funded by the Welsh Government.
Only where a scheme has physically crossed the border, as with the A5117 Deeside Junctions, have funds been
directly transferred from one national authority to another.

Status of the Severn Crossing

27. The Severn Crossing is operated by a private concessionaire, Severn River Crossings plc (SRC). The
concession will complete once SRC has recovered a pre-determined sum, representing the costs of construction
and maintenance. After this date, the UK Government is entitled to impose a toll of its own, to recover its own
costs from building and maintaining the crossing.

28. We are aware of the Welsh Government’s aspiration to take control of the crossing following the end of
the concession period, and are in discussions to determine what this would entail. However, no decisions have
been taken on the future of the crossing.

29. In operational terms, there is a good working relationship between the Highways Agency and the South
Wales Trunk Road Agency around adverse weather and events management.

Other issues—Movement of Wind turbines

30. The daily management of the road network involves regular cooperation between the Highways Agency
in England and the Welsh Government and its agencies, and between local authorities in both nations. This
has been showcased recently in cooperation over the delivery of wind turbines to north and mid-Wales. This
represents around 4,500 abnormal loads, all of which must be delivered with minimum disruption to traffic.
The Highways Agency has led on transport planning for deliveries, working closely with Powys Highways and
the Welsh Government, and trial runs have so far proven successful. There are, however, some road
management issues where we understand that Cheshire, Shropshire and Herefordshire would like a closer
relationship with the Welsh Government.
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Conclusion

31. The Government believes that infrastructure investment is crucial for Britain’s future, and as part of this
is investing considerable sums to secure enhancements to cross border transport connections serving Wales.
The devolution settlement must not be a barrier to achieving a genuinely national, high quality transport
network. In his Autumn Statement, the Chancellor committed to £5 billion of additional spending on
infrastructure over the next three years, with new spending by Network Rail, bringing a billion pounds more.
Smaller, targeted improvements will make smarter use of our current infrastructure and improve the capacity,
performance and resilience of the existing networks.

32. The Department enjoys good, constructive working relationships with the UK devolved administrations
and the Territorial Offices, working with them on matters of mutual interest. Formal structures, such as bilateral
concordats and high level official meetings also help ensure a coordinated approach and the delivery of mutually
beneficial outcomes.

April 2012

Written evidence from the Freight Transport Association

Overview

1. Freight Transport Association (FTA) would like to thank the Welsh Affairs Committee for the opportunity
to participate in this Inquiry. Our response will concentrate on areas which have a direct impact on our
members.

2. Freight Transport Association represents over 14,000 companies engaged in the transport of freight both
domestically within the UK and internationally. Several hundred of these members are based across Wales, and
many hundred more are involved in moving goods between Wales and the wider world. Their interests range
from those as operators, carriers, freight service providers, through to customers—suppliers of raw materials,
retailers, manufacturers, and wholesalers, covering all modes of transport—road, rail, inland waterways, air
and sea. FTA is the UK’s main intermodal trade association, representing every step in the supply chain.

3. Freight transport touches every aspect of society and the economy. The goods on our shop shelves or
delivered to our door must first be moved as freight. Efficient supply chains bring the consumer all year round
product availability, up to the minute fashions and rapid response times to orders placed in the comfort of our
own homes or business.

Roads

4. Road currently remains the dominant land freight mode between Wales and other countries, and also
within Wales, because road freight movement has a number of advantages to the end user such as;

— Direct access to/from collection and delivery points (ie door—to—door movements);

— Flexibility and freedom for the supplier (or his nominated contractor) to match fleet capacity
(number and size of vehicles) to demand (volume/weight of goods to be moved);

— Ability to operate “Just in Time” delivery systems, whereby the combination of direct access
and flexibility of fleet capacity enables a supplier (or his contractor) to replenish customer stock
levels “Just in Time” (ie when stock has declined to a pre-determined minimum level);

— Speed of both delivery and collection; and

— Highly professional services.

5. In England the DfT’s guidance on “Funding transport infrastructure for strategically significant
developments” (published April 2009) set out a framework for determining the extent of public contributions
to necessitate infrastructure upgrades (ie road and rail links). But the key question that will determine the
success or otherwise of this policy will be the extent to which the Government identifies funding streams for
such improvements.

6. In England there are currently discussions being held with stakeholders designed to identify ideas to
improve the A14 corridor connecting the east coast with the Midlands. Government suggest that whilst they
have no intention of charging motorists for an unimproved facility, they would expect to consider tolling for
enhanced capacity along with other cost sharing arrangements. FTA believes that if a decision comes down in
favour of tolling then there needs be robust safeguards in place to ensure that the outcome benefits all road
users along with the wider benefits for the area, rather than limited to a financier of the infrastructure.

7. Tolled infrastructure should not be the first choice if no realistic alternative to the route exists. If Tolling
is applied then it must be affordability, realistic and provide tangible benefits for all road users and the wider
socio-economic area. Tolling should also encompass guidelines which clearly define how the tolls are paid, ie
free flow technology along with the ability of government to regulate annual increases therefore reducing any
detrimental impact on the road user which is clearly evident on the Severn Crossing.
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8. Around 2017 the Severn Bridge is due to come back into public ownership, with its users having paid
just short of £1 billion. Whichever Government acts as administrator for the Bridge it should not be viewed as
a “Cash Cow”. The rate of toll on these bridges impacts the road freight sector directly and constitutes a direct
tax on doing business for Welsh operators, or on doing business in Wales.

9. The M4 and A55 are both designated as part of the Tens-T network and provide important access to
markets in England, Ireland and Europe. They are also important for access to and from all of the main ports
in Wales. It is therefore important that these routes are maintained to a high standard to accommodate the
expeditious movement of freight traffic, which benefits the environment, and the economy.

10. FTA welcomes the current consultation on the future of the M4 around Newport; this important part of
the road infrastructure is near or has exceeded its design capacity and is urgently in need of improvement. The
four options range in cost from £45 million to £830 million, therefore the Welsh Government should ensure
that action is taken at the earliest opportunity to add this to their trunk road programme and help keep
development costs down through early adoption.

11. Government should not underestimate the importance of working closely with the freight sector on
identifying where investment and change is required. It is therefore important that the close working
relationship developed with the Welsh Government through forums such as the Wales Freight Group are
regenerated and maintained. Policy makers must be open to dialogue with freight generators to ensure that
future decisions regarding road and rail and importantly, access are based on the needs of industry. Such an
approach would establish a strategic freight policy that is based on the needs of the freight and industry,
identified by industry, rather than the aspirations of politicians, civil servants and others that might seek to
prejudice decisions on investments in strategic infrastructure.

12. lorry parking facilities are an essential part of driver welfare and reducing the impact of inappropriately
parked HGV’s who by law are required to take daily breaks and minimum rest periods overnight, particularly
along these routes. Planning permission should be viewed with a presumption of acceptability rather than have
developers plans refused by a local authorities planning/transport committee. Indeed Flintshire has refused
three applications for lorry parks in the last two years. Given the localism agenda, safeguards should be put in
place to ensure that projects which have a national or strategic outcome be considered using a separate set of
guidelines rather than left to the political apparatus at local level, indeed recommendations (Ro7, Ro8) outlined
in the Wales Freight Strategy3 recommends that this real problem be considered at a national level.

Rail

13. Rail freight is vital for the future economic and environmental well-being of the British economy. It has
in essential place in securing continuing competitiveness and business wealth creation through its part in an
integrated supply chain. Rail freight has a particularly large potential for the UK over the next 30 years as
containerised imports increasingly become the norm.

14. Too often, any political discussion on rail is automatically taken to mean passenger rail. In fact, around
30% of the traffic carried on the British rail network is freight trains, rather than passenger.4 Whilst the
political imperative behind a focus on passenger traffic is understandable, it is vital to consider freight as an
equally important part of the rail network’s offering to the British economy.

15. Rail plays a highly significant part in the economic well-being of Britain. Rail freight moves an estimated
43.5 million tonnes of goods to and from the UK’s ports. 65% of intercontinental trade to the north of England
and Scotland arrives by rail from the UK’s southern gateway ports.

16. Rail freight has increased by 10% since 2004 against a total freight market that has fallen by almost
10% in the same period due to the recession. Most significantly, intermodal rail freight (containerised
movements outside the traditional rail areas like coal) have increased by 60% over that eight year period,
demonstrating that rail can successfully service this major part of the logistics market.5 This still represents
only about 12% of the UK surface transport market, so rail has great potential to do more.

17. As the UK’s pan-modal logistics trade association it is FTA’s assessment that rail has the ability to not
only increase the amount moved on the tracks but also to increase its market share. This development would
enhance the UK supply chain. More efficient supply chains support the performance of our exporters and
improve the value for money of our imports, helping fight inflation. Retailers such as Marks & Spencer,
Superdrug, Argos and ASDA are increasingly using rail as part of their supply chain solution with rail
performing the trunk movement from import point to distribution centre and road performing the final delivery
to store. See FTA’s “On Track—retailers using rail freight to make cost and carbon savings” report for more
details.
3 One Wales Connecting the Nation—Wales Freight Strategy, May 2008
4 As defined by tonne kilometres. Source ORR
5 All figures based on tonne km. Source Network Rail
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18. A typical freight train can remove 50 lorries from Britain’s roads. Over the last six years, rail freight is
estimated to have saved two million tonnes of pollutants, 6.4 billion lorry kilometres or 31.5 million lorry
journeys. When compared with carrying the same tonnage by road, rail produces less than a tenth of the carbon
monoxide, around a 20th of the nitrogen oxide, and less than 9% of the fine particulates and around 10% of
the volatile organic compounds. Every tonne of freight carried by rail produces at least 80% less carbon dioxide
than if moved by road.

19. For Wales to compete with the southern ports changes need to be considered to accommodate
containerised traffic. Issues such as the Severn Tunnel and development of a W12 (or at least W10) gauge
clearance should be looked at. This allows compatibility with standard freight flows, allowing the line to work
as part of rail’s developing Strategic Freight Network.

20. Alternate routes out of south Wales are gauge constrained. While this is not a big issue for bulk
movements (eg steel and coal) it is an issue for containerised movements. With increased production at places
such as Port Talbot, there is a growing demand for container movements. Diversionary routes need a better
gauge clearance.

21. In order to attract retail traffic onto rail it is essential that land is available at the intermodal interchange
point to attract retail warehousing for RDC’s. This will allow retailers to develop RDC’s at the rail terminal
allowing rail to be viable to service the RDC.

22. There also needs to be a plan for the Welsh ports that are rail connected to have adequate rail
infrastructure and land to support the use of rail. Currently we are not convinced there is adequate infrastructure.
This would radically reduce the ability of rail to compete with road. The Wales Freight Strategy6 reinforces
these concerns with many of the recommendations on rail freight consistent with the statements above. FTA
would recommend that these are taken forward, using the Wales Freight Group as a mechanism for delivery.

April 2012

Written evidence from Passenger Focus

1. Introduction

1.1 Passenger Focus is the statutory watchdog for rail passengers in Great Britain; and for bus, tram and
coach passengers in England (outside London).

1.2 This submission focuses on the provision of rail travel.

2. The Importance of Cross-border Rail Travel to Wales

2.1 The latest figures from the Office of Rail Regulation (ORR) highlight the importance of cross-border
journeys to Welsh rail users with just under one-third (31.5%) of the 27 million annual journeys that start and/
or finish in Wales crossing the Wales-England border.

2.2 Of this one-third (8.59 million journeys), the majority are going to/coming from the South West and
London.

6 Welsh Assembly Government: One Wales Connecting a Nation: The Wales Freight Strategy (May 2008)
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South East

Source: National Rail Trends. 2010–11. Office of Rail Regulation

2.2 Analysis by district/unitary authority shows that the majority of journeys into England start or finish in
the Cardiff/Swansea/Newport corridor.

WALES—PASSENGER JOURNEYS TO/FROM OTHER REGIONS

Journeys (thousands) 2010–11 by District/Unitary Authority
To/From 2010–11 2010–11

CARDIFF—CAERDYDD 2,965 34.5%
NEWPORT—CASNEWYDD 900 10.5%
SWANSEA—ABERTAWE 554 6.5%
WREXHAM—WRECSAM 475 5.5%
GWYNEDD—GWYNEDD 452 5.3%
CONWY—CONWY 437 5.1%
DENBIGHSHIRE—SIR DDINBYCH 419 4.9%
MONMOUTHSHIRE—SIR FYNWY 373 4.3%
FLINTSHIRE—SIR Y FFLINT 355 4.1%
POWYS—POWYS 257 3.0%
BRIDGEND—PEN-Y-BONT AR OGWR 205 2.4%
CEREDIGION—SIR CEREDIGION 202 2.4%
NEATH PORT TALBOT—CASTELL-NEDD PORT TALBOT 191 2.2%
ISLE OF ANGLESEY—SIR YNYS MON 183 2.1%
CARMARTHENSHIRE—SIR GAERFYRDDIN 164 1.9%
PEMBROKESHIRE—SIR BENFRO 122 1.4%
THE VALE OF GLAMORGAN—BRO MORGANNWG 107 1.2%
RHONDDA CYNON TAFF—RHONDDA CYNON TAF 94 1.1%
TORFAEN—TOR-FAEN 61 0.7%
CAERPHILLY—CAERFFILI 48 0.6%
MERTHYR TYDFIL—MERTHYR TUDFUL 18 0.2%
BLAENAU GWENT 6 0.1%
Wales Total 8,590 100%

Source: National Rail Trends. 2010–11. Office of Rail Regulation

2.3 These figures highlight the fact that, for Welsh rail passengers, important parts of the network are located
outside of Wales. Travel to these destinations is often on services provided by English-based train operating
companies (TOCs), especially (based on the evidence above) of First Great Western.

3. Passenger Satisfaction with Cross-border Rail Travel—The National Passenger Survey (NPS)

3.1 The National Passenger Survey (NPS) measures passengers’ satisfaction with a range of train- and
station-based aspects of their journey. Results from the NPS are usually reported in terms of the respective



cobber Pack: U PL: COE1 [O] Processed: [04-03-2013 12:34] Job: 023486 Unit: PG05
Source: /MILES/PKU/INPUT/023486/023486_w018_michelle_Further supplementary evidence from the Department for Transport.xml

Welsh Affairs Committee: Evidence Ev 77

train companies, but by using the information gathered on departure and destination stations it is also possible
to use the data to examine satisfaction with cross-border travel between Wales and England.

3.2 The following table provides a summary of the results from the latest NPS (Autumn 2011) for journeys
that were wholly within Wales and those that involved travel between Wales and England. As much of the
cross-border travel is likely to have been long distance travel, such as journeys to London, the table also
presents the results of the “Long Distance” group of train companies—this comparison is important as long
distance travel is likely to be on more comfortable trains and between larger, better resourced stations than is
often the case on commuter and regional services within Wales.

Long
Within Wales– Distance

% Satisfied NPS Autumn 2011 Wales England Sector

Overall satisfaction 82 85 86
Station Facilities
Overall satisfaction with the station 65 80 81
Ticket buying facilities 79 81 84
Provision of information about train times/platforms 75 84 86
The upkeep/repair of the station buildings/platforms 58 67 73
Cleanliness 56 69 77
The facilities and services 34 56 65
The attitudes and helpfulness of the staff 71 75 77
Connections with other forms of public transport 54 76 74
Facilities for car parking 55 63 62
Overall environment 56 68 74
Your personal security whilst using 63 73 74
The availability of staff 54 66 66
How request to station staff was handled ** 87 85 87
Train Facilities
The frequency of the trains on that route 77 85 84
Punctuality/reliability (ie the train arriving/departing on time) 87 86 83
The length of time the journey was scheduled to take (speed) 85 84 88
Connections with other train services 76 81 79
The value for money for the price of your ticket 56 58 56
Upkeep and repair of the train 73 77 84
The provision of information during the journey 56 76 76
The helpfulness and attitude of staff on train 75 79 79
The space for luggage 56 64 53
The toilet facilities 41 47 52
Sufficient room for all passengers to sit/stand 69 74 70
The comfort of the seating area 74 75 79
The ease of being able to get on and off 83 76 82
Your personal security on board 79 82 84
The cleanliness of the inside 70 78 82
The cleanliness of the outside 68 73 79
The availability of staff 64 70 66
How well train company deals with delays 35 40 50

3.3 Analysis of the NPS scores shows that passenger satisfaction is higher for cross-border services than for
services within Wales but is still, in general, slightly behind the average for the long-distance sector.

4. Improving Cross-border Services

As much of cross-border rail travel between Wales and England involves relatively long journeys many of
the issues needed to improve the experience of Welsh passengers using these services are shared by users of
Long Distance services more generally. From a Welsh, cross-border perspective, the following are of
particular interest:

4.1 Fares

4.1.1 Passenger Focus’ research7 shows that passengers rate value for money as their top priority
for improvement on the railway, and our National Passenger Survey shows that only 58% of
cross-border passengers are satisfied that they get value for their money.

4.1.2 Our submission8 on the recent consultation for the next Great Western franchise identified a
number of recommendations:

— Introduce an element of flexibility in Advance Fares
7 Passenger priorities for improvements in rail services. Passenger Focus.
8 The Great Western Franchise: A consultation response from Passenger Focus. April 2012
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Allow Advance tickets to be “upgraded” if a booked train is missed. Passengers should
be able to pay the difference between what they have already paid and the price of the
ticket valid at the time, subject to a reasonable administration fee. This would address the
sense of grievance that many passengers feel when they are confronted with paying the
full cost of the most expensive walk-up fare when they miss their train. Such flexibility
could indeed be offered as a premium to the basic ticket

— Improve access to Advance Fares

Ideally, passengers should be able to purchase Advance tickets at any time before a service
departs. However, we recognise that this is not achievable with the rail industry’s current
systems. So in the interim we would like to see the cut-off time for the purchase of
Advance tickets moved from 1800 to no earlier than 2359 on the eve of travel. This would
at least allow people to get home from work and plan their affairs for the following day
without automatically paying higher prices. Efforts must also be made to increase Ticket
on Departure (TOD) schemes and e-ticketing as there are parts of the country where access
to Advance tickets is dependent on delivery by post or involves a lengthy round trip to a
station with reservation facilities.

— Give passengers the information on which to make an informed purchase

Ticket restrictions and validities must be supplied at the point of purchase. Passenger
Focus’s recent research on ticket-vending machines showed that some passengers struggle
to buy a ticket from a machine as they were not provided with sufficiently precise or
enough information to ensure they got the correct ticket at the right price. This potentially
results in passengers buying the more expensive ticket, utilising a “better safe than sorry”
mentality, or taking a chance on the cheaper ticket and risking a penalty or excess fare.
We believe that validities should also be printed on the ticket itself (or at least be supplied
with the ticket) to provide continuing reassurance to passengers.

4.2 Car parking

4.2.1 As Long Distance rail travel is from main-line stations and often involves an early departure
and/or a late return, good car parking facilities are even more important than for local journeys.

4.2.1 Passenger Focus research9 has found that passengers travelling to a railway station from rural,
semi-rural and edge of town locations will generally drive and park at the station. If they
struggle to find a car parking space at their station they may turn their backs on the railway
and drive exclusively. The NPS results show that satisfaction with car parking facilities for
cross-border travel is on a par with the sector average but, at only 63%, still leaves plenty of
room for improvement.

4.3 Connections with other train services

4.3.1 The NPS results show that satisfaction with cross-border services is slightly higher than that of
comparable services for connections with other train services.This is important to maintain as
good connections are an important consideration when deciding whether to drive or use rail.

4.4 Delivery of improvements

4.4.1 In July 2012 The High Level Output Specification for England and Wales (HLOS) and the
Statement of Funds Available (SoFA) will be issued by the Secretary of State for Transport.
This will set out the strategic outputs that Government wants the railway to deliver and the
level of public funding they are prepared to make available. The targets and aspirations set
within this will go a long way to determining the strategic delivery of rail services. While not
specific to cross-border services they will naturally have an impact—for example, decisions on
further electrification schemes or major infrastructure upgrades.

4.4.2 Passenger Focus’s input10 into this process emphasised five key areas:

— value for money;

— punctuality;

— frequency;

— crowding; and

— information during disruption.
9 Getting to the station. March 2007
10 Passenger Focus response to the rail industry’s Initial Industry Plan for England and Wales in Control Period 5, 2014–19

November 2011
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4.4.3 In addition, DfT’s existing franchise programme will see new franchises being let for both the
West Coast and Great Western franchises—both of which will again have a bearing on the
provision of cross-border services. We have provided submissions for each of these.11 Again,
the emphasis was on providing a reliable “core product”: value for money, punctuality and
getting a seat.

Written evidence from Arriva Trains Wales

Question 1: The extent to which cross-border public road and rail services are currently provided for and
accessed by the Welsh population

— The key cross-border routes for Arriva Trains Wales are between North Wales and Chester to
Manchester, Aberystwyth/Pwllheli to Shrewsbury and Birmingham International, West Wales and
Cardiff to Crewe and Manchester and between South Wales and Cheltenham.

— Arriva Trains Wales also provides important rail/sea connections for Ireland at both Holyhead and
Fishguard Harbour which also feed into our cross-border routes.

— We also serve important airports including Birmingham Airport, Cardiff Airport (via a bus link) and
Manchester Airport.

— In total, Arriva Trains Wales carries approximately 26 million passenger journeys a year across the
Wales and Borders network, which has grown by 60% since the Franchise was let in 2003. Our
busiest routes include the journey legs between Shrewsbury and Birmingham International, Chester
and Manchester and the route between Cardiff and Manchester.

— The recent May 2012 timetable changes have delivered over a third of a million new seats on our
busiest routes through increasingly efficient use of our limited fleet of trains. This includes:

— extra seats for Telford and Birmingham in the morning commuter period;

— extra seats between Birmingham and Aberystwyth in the mid-morning period;

— extra seats and extra services between Chester and Llandudno Junction in the mid-afternoon
and evening commuter period; and

— improved connections with ferry services from Ireland at Holyhead.

Question 2: The arrangements currently in place to co-ordinate cross-border road and rail transport service
provision

— Arriva Trains Wales and Welsh Government hold bi-annual meetings with all cross-border Rail
Transport Officials including Department for Transport to develop and look at ways of improving
train service provision. Regional Transport Consortia, with which ATW meets regularly, often raise
issues and present new development ideas relating to cross-border rail services provision.

— Daily contact with key representatives in Welsh Government provides regular opportunity to develop
and implement improvements to services, including development of timetables, capacity management
and the identification of new funding opportunities with other third parties.

Question 3: The potential impact on Wales of the plans for a High Speed 2 (HS2) Rail Service between
London, the Midlands and North of England

— Arriva Trains Wales’ franchise ends in 2018, before the full implementation and commissioning of
the HS2. It is likely that the structure and format of the current franchise will evolve, meaning that
the impact of the HS2 scheme may not be appropriate to postulate against the current network,
franchise agreement and contained service provision.

— Some presumptions can be made, that with the additional capacity provided by HS2, demand on
existing routes may decrease, resulting in additional pathways through key hubs such as Birmingham
and Crewe, providing additional pathing opportunities for a Wales and Borders Train Operating
Company.

11 Both available on our website. www.passengerfocus.org.uk
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Question 4: The funding of cross-border transport infrastructure

— Arriva Trains Wales, as a Train Operating Company, is not directly responsible for infrastructure.
However, we do work closely with partners including Welsh Government, Network Rail and
Department for Transport to guide and support infrastructure development. This can be within the
remit of performance and reliability improvement projects, capacity improvement projects, station
improvements and fleet refurbishment and enhancement projects. Arriva Trains Wales is currently
working with Network Rail on the delivery of a major signalling upgrade in the Cardiff Area
(CASR). This will release extra capacity through Cardiff, a major hub in Wales, resulting in the
potential for improved services on cross-border routes. We are also exploring with Network Rail
how to improve capacity and line speeds between Newport, Shrewsbury and Chester to meet the
aspirations of Welsh Government in delivering improved North—South Wales journey times, whilst
also addressing the growth in passenger numbers on English and Cross Border flows between Cardiff
and Manchester.

— Fleet capacity is a major consideration. Some of the highest passenger growth figures have been
seen on cross-border services and Arriva Trains Wales is already delivering over 20% more capacity
than its contract stipulates. Arriva Trains Wales has re-deployed resources to provide the maximum
level of capacity possible, however currently no long term plans are in place to secure more rolling
stock to address crowding which is causing passenger discomfort and stifling further growth. We are
however currently in talks with Department for Transport and Travel for Greater Manchester
regarding the securing of additional capacity on the route between Chester and Manchester.

Question 5: The progress made on improving co-ordination between the Welsh Government and Department
for Transport on cross-boundary issues and matters of strategic importance

Arriva Train Wales has taken initiatives to improve Cross Border services in consultation with the Welsh
Government and the Department for Transport. One specific example of the close and productive working
relationship is shown in the recent May 2012 timetable change, a step change in terms of targeted and efficient
use of finite resources to the benefit of cross-border rail travel. Other examples include the unlocking of funding
for numerous infrastructure improvements and close partnership working in assisting with business cases for
electrification of parts of the Arriva Trains Wales network.

June 2012

Written evidence from M&G Barry Consulting Ltd

This paper to be read in conjunction with Mark Barry’s submission to the Transport Select Committee in July
2011 on behalf of the Cardiff Business Partnership (CBP).

This is an update to reflect announcements and developments since July 2011.

Summary of the Original Submission in July 2011

— £32 billion HS2 linking London, The Midlands, The North of England and Scotland could, according
to DfT, generate economic benefits of £40 billion and 40,000 new jobs from Phase 1.

— HS2 would bring most major English and Scottish cities >30 minutes closer to London.

— As a result, Cardiff would be further away in travel time to London than every major English city
apart from Newcastle.

— Greengauge21/KPMG economic analysis of HSR network found that Wales and SW England would
have 21,000 and 48,000 fewer jobs respectively than would be the case if HS2 not developed. That
analysis assumed GWML would be electrified. (See Figure 1)
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Figure 1

ECONOMIC IMPACT OF HS2 ON WALES

Figure 2

ILLUSTRATION OF JOURNEY TIMES TO LONDON FROM CARDIFF AND MANCHESTER

CBP’s primary argument was that a corresponding investment along the GWML was required to improve
services and especially journey times, so that Cardiff and South Wales are not economically disadvantage
by HS2.
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Relevant Developments and Announcements since July 2011

— DfT confirm funds available for GWML Heathrow link from the west (detail tbc) to be complete
by ~2021.

— DfT confirmed the electrification of the GWML all the way to Swansea and the procurement of new
Hitachi IEP intercity express trains for the route:

— Stated journey time improvements suggest Cardiff to London in 1hr 45 mins. This was the
journey time in the 1980s and is still >30 minutes slower than the London Manchester journey
once HS2 is complete (See Figure 2).

— Tender documents for new GW Franchise published.

— The Great Western Partnership in conjunction with Greengauge21 have published a “Conditional
Output Statement” (COS) calling for a series of incremental enhancements to the GWML (as Mark
Barry had done in the original Transcom Submission) that would, by the time HS2 is complete,
deliver:

— Cardiff to London journey times of 1hour 15 minutes.

— Direct access/services to Heathrow from South Wales.

— A Direct link from the GWML to HS1 to enable through services to Europe.

— A more integrated Severnside Metro service to link Swansea, Cardiff and Bristol.

— DfT confirm HS2 will go ahead and not on a direct route via Heathrow.

— The lack of clarity in UK airport policy—esp. as regards Heathrow and 3rd runway.

— Alternate plans for airports have also been presented (Thames Estuary & Oxfordshire).

— Plans for a Severn Barrage have re-emerged which could enable alternate rail corridor

Figure 3

ILLUSTRATION OF POSSIBLE ENHANCEMENTS TO GWML

Given the above, Mark Barry’s believes the following should be undertaken:

— That the Greengauge21/GWP COS is incorporated into DfT planning for the development of
the GWML out to 2030.

— That work to link the GWML from the west with Heathrow is clarified and accelerated and
developed to be consistent with HS2 Heathrow Spur and HS2 links.

— That the development of the HS2 Heathrow Spur and HS1 connection include GWML
connections.

— If a new airport is developed to augment/replace Heathrow, then high speed rail access from
Wales/SW England to a new airport location is addressed.

— That the potential for a rail link across a possible Severn Barrage is explored.

September 2012
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Written evidence from Greengauge 21

1. Greengauge 21 is a not for profit organisation that has led the debate on high-speed rail (HSR) in Britain.
It is funded by a Public Interest Group and (since September 2012) by a parallel Industry Leaders Group.

2. Greengauge 21 has published several key documents of relevance to the question of cross border
connectivity and of potential interest to the Committee. These are:12

(a) Fast Forward—a report published in September 2009, showing in outline, and based on a cost
benefit appraisal of the alternatives, how a national HSR network for Britain might be
developed.

(b) Capturing the benefits of HS2 on existing lines—a report published in February 2011, which
included an explanation of how the first phase of HS2 could be used to develop new direct rail
services (not high-speed) between Mid Wales and London.

(c) Great Western Main Line Conditional Output Statement—a report prepared for the Great
Western Partnership and published by them in June 2012, which explained how the GWML
could be progressively upgraded and made a part of the national HSR network.

3. Much of this work has been commissioned from specialist consultants and experts in the relevant fields.

National HSR Network

4. The network developed and published in Fast Forward remains the only evaluated plan for a national
HSR system. It anticipates a HSR service operating over the GWML—suitably upgraded—between the major
cities of South Wales and Heathrow Airport, central London and potentially (using HS1) major cities on the
near continent, such as Paris and Brussels. The concept is illustrated overleaf.

12 All of these reports are available for download at the website: www.greengauge21.net
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5. HS2 forms a critical part of the national HSR network but even in its extended form (as a Y-shaped
network to Leeds and Manchester) does not provide a truly national capability, a point shared and recognised
by HS2 Ltd.

Potential Benefits from HS2 for Cross Border Rail Services

6. The examination of capacity released by HS2 in its first phase, in 2026, was examined in depth through
a timetabling/operational planning study. This concluded, as shown in the following extract from p18–19 of
the report together with Figure 4.3 (see overleaf), that the release of capacity on the West Coast Main Line
could be used for a number of purposes including the provision of services that are “crowded out” by today’s
high frequency Intercity trains that will, from its opening in 2026, switch to HS2. These new direct services
could be trains running from Aberystwyth and from Wrexham via Birmingham and the West Coast Main Line
direct to London. They would operate at today’s operating speeds of 125 mile/h, providing connections to key
intermediate places such as Coventry, Rugby and Milton Keynes.

Black Country, Shropshire, Mid and North Wales
With HS2 in operation, there would be a continuing need to operate “fast” services between the West
Midlands and London over the West Coast Main Line. To improve connectivity, such services are
likely to make an extra station call en route, as shown in the service plan in Chapter 2. But demand
would be lower than today, with most of the traffic to/from the West Midlands expected to switch to
HS2 services.

The value of these retained services could be enhanced by their extension westwards from
Birmingham. In today’s service plans, two out of every three trains terminate at Birmingham New
Street. Since the capacity requirements on such services will be reduced following the opening of
HS2, it would be feasible to operate such trains with lower capacity Class 221 units (which are
approximately half the length of Pendolino trains) or other suitable 200 km/hour trains, and extend
their operation to locations such as Shrewsbury, Aberystwyth and Wrexham. This will either create
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long sought after direct services to the capital (in the case of Mid Wales) or provide a sound basis
for through London services following the demise of the open access operator (in the case of Telford,
Shrewsbury and Wrexham).

The timetable described in Chapter 2 has the two fast WCML services to Birmingham, with one
serving Walsall, offering the latter a direct London service. Either of these services could be extended
further, as well as providing Wolverhampton with a doubling of London train frequency.

Source: Greengauge 21 “Capturing the benefits of HS2 on existing lines February 2011”.

Great Western Main Line HSR Aervices

7. Greengauge 21’s report for the Great Western Partnership envisaged:

(a) A progressive improvement in the frequency and speed of the GWML services between South
Wales and London, exploiting in the first instance the capabilities of the IEP fleet.

(b) Provision of direct services between South Wales and Heathrow Airport via a new Western
Rail access.

(c) Partnership working to create a long term strategy for the corridor that would build on these
and other developments so that South Wales could be served by the national HSR network
of services.

Conclusion

8. While HS2 will not serve Wales directly, Greengauge 21’s studies have shown that Mid and North East
Wales could get major benefits in the form of improved cross border rail services from 2026 when HS2 (Phase
1) opens.

9. South Wales cross-border rail services can become, in time, part of a national HSR network, and this
could include the provision of direct European services too.

10. HS2 also opens up the possibility of services between North Wales (the Holyhead—Chester line) and
London being operated as a through high-speed service, using the planned “hybrid” trainsets. These trains
could make station calls at (say) Chester and Crewe and at Birmingham Interchange on the HS2 line en route
to London over HS2. A prerequisite would be electrification of the line across North Wales. Given recent
decision on trans-Pennine electrification, this would potentially bring other synergistic benefits.

August 2012

Further written evidence from the Rt Hon Simon Burns MP, Minister of State, Department for
Transport

During the evidence session on 16 October Stephen Hammond and I undertook to provide two further pieces
of information, one relating to signalling work on the North Wales main line, the other to modelling of the
debt and tolls for the Severn bridges.

I understand there were also some questions which the Committee had intended to ask during the oral
evidence session but which were not reached as a result of the session unfortunately being cut short by the
Committee members’ wish to be in the Chamber for a statement. This letter responds to the Committee’s
further questions, and to the commitments given during the session. I would also ask that you take note of two
corrections to the evidence given.



cobber Pack: U PL: COE1 [E] Processed: [04-03-2013 12:34] Job: 023486 Unit: PG05
Source: /MILES/PKU/INPUT/023486/023486_w018_michelle_Further supplementary evidence from the Department for Transport.xml

Ev 86 Welsh Affairs Committee: Evidence

In response to a question from Guto Bebb MP (Q191 in the transcript), I undertook to provide an update of
work on resignalling/improvements to signalling along the North Wales Main Line. I have responded separately
to Mr Bebb’s Parliamentary Question on the same issue.

Work on signalling/resignalling is of course an operational matter for Network Rail. The Government has
provided funding to Network Rail and the rail industry up to 2019 to purchase the infrastructure enhancement
that best improves passenger and freight journeys in Wales and England. Much of the signalling on the North
Wales route is due for renewal from the 2013–14, providing opportunities for low cost change that could
improve the speed of journeys and the number of trains that can be accommodated.

HLOS 1 (covering the Control Period 09/10 to 13/14) provided £325 million to the Network Rail
Discretionary Fund for the best value infrastructure improvements on the network not directly specified in the
HLOS. HLOS 2 has provided £300 million for passenger journey improvements in Control Period 5 (14/15 to
2018–19). Beyond this, the Welsh Government works in partnership with Network Rail to enhance and improve
rail infrastructure in Wales and can develop and fund schemes in addition to any funding obtained from the
Westminster Government. The Welsh Government did not identify the North Wales coast route as a priority
for investment in HLOS 2.

Network Rail is expected to examine opportunities to improve journeys along the North Wales coast route
as part of its preparation for re-signalling and will inform the industry and the two Governments of its findings.

You asked for responses to three further questions. First, what efforts are being made to ensure that Network
Rail maintains lines in Wales to the correct route availability standards? Network Rail is required by the Office
of the Rail regulator (ORR) to maintain the network to the correct availability standards as part of its Network
License and the ORR monitors this. This role is part of ORR’s statutory duties and the Department does not
normally involve itself in this area it would be inefficient to do so.

Second, you asked what reassurances can be given that the TEN-T proposals brought forward by the
European Commission adequately recognise regional needs? We have worked closely with all the Devolved
Administrations—Wales, Scotland and Northern Ireland—to take account of their suggestions and concerns in
developing a UK position for our negotiations with the European Commission and the respective Presidencies.
This includes the proposed Core and Comprehensive Networks and the proposals in the draft TEN-T
Regulation.

And finally, you asked about the Department’s position on how the improvements required by the TEN-T
proposals will be funded, and how this might affect other investment? The UK’s approach for negotiations on
TEN-T has focussed on three overarching objectives:

— Binding deadlines for the Comprehensive and Core Networks to be replaced with indicative
targets and refer to the development of the TEN-T Core and Comprehensive Networks instead
of their completion.

— Decisions on which projects should be developed and invested in on national networks to
remain with the Member States concerned and Private Sector transport operators within them.

— No additional financial or administrative burdens on Member States or Private Sector
transport operators.

We believe that the General Approach text agreed at the March 2012 Transport Council contained sufficient
flexibility to address these concerns. The draft TEN-T Regulation is now being considered by the European
Parliament, and is due to be voted on in Plenary in January 2013. In the meantime we will continue to lobby
to maintain the General Approach text.

In response to Q186, Stephen Hammond undertook to provide information on the work that has been
undertaken relating to the modelling of debt/tolls for the Severn bridges. Subsequently you asked that we
clarify the level of debt that will need to be recovered through tolling, how and when it was incurred and why
it was not covered by the concession agreement. You further asked why there are no plans to reduce the toll
at the end of the Concession, when it will no longer subject to VAT.

When the concession period ends, the crossings will revert back to public ownership. The Severn Bridges
Act 1992 allows for Government to continue tolling for up to a further five years to recover its own costs.
These are costs that fall outside of the scope of the current concession including for professional advice, works
associated with latent defects such as the main cable corrosion on the Severn Bridge, and £4 million of the
£126 million pre-concession debt from 1992. These amounts are reported each year in the Severn Bridge
Accounts. As at 31 March 2012, the accumulated deficit was £112 million.

There is significant uncertainty around what the accumulated deficit will be at the end of the concession
period because this will depend on the costs of any additional work that may need to be carried out on the
Crossings, including mitigation of latent defects. However, with the concession period currently predicted to
end in 2018, it is estimated that the deficit will be well over 100 million pounds, and be recovered by the early
2020s, (not several hundred millions to be repaid by the mid-2020s, as stated in response to Mrs James (Qs
178 and 179)).
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The Government has not undertaken any decision on the level of the tolls when the commercial concessions
ends. VAT would not apply to a publicly-run toll. However prices did not rise when VAT was first included in
the toll, so it would be wrong to assume prices would automatically go down once VAT was removed. There
may be valid reasons to try to repay the outstanding debts as quickly as possible, for example to open the way
for new arrangements for the Crossing.

I would also wish to take the opportunity to make a small correction to a statement I made in response to
Question 196. Having read the transcript I realise in my response I incorrectly referred to Swansea port as
being on the Comprehensive Network. Swansea port is not in fact on the Comprehensive Network as it did
not meet the European Commission’s threshold of 0.1% of EU throughput for passengers or freight. I apologise
for that error. The point made that neither Swansea port or Port Talbot are part of the Core Network is
however correct.

I trust this follows through on the commitments given during the evidence session, and addresses the
Committee’s supplementary questions.

November 2012

Further written evidence from TAITH

Thank you for your letter of 19 June 2012, and the further questions from the Committee.

TAITH has been supportive of all proposals to increase the use of the rail network in North Wales for freight
movements. Our view remains that there is spare capacity that can be utilised and using this capacity would
be preferable to increased freight traffic by road, where this is possible. Detailed studies have been prepared
on the options for moving slate waste by rail using the Conwy Valley line, funded largely by the public sector.
Because of these detailed studies that assessed both the market for the slate and the infrastructure I understand
there was a view that little more could be added by undertaking further work as part of the rail freight study.
This should not be interpreted, however, as TAITH not being positive about the potential for transporting slate
waste by rail in the future.

In response to the specific points you raise in your letter:

1. The project team responsible for the study in 2009 identified the 13 options through a review
process and consultation with stakeholders. The reasons for not including the proposal to move
slate waste by rail along the Conwy Valley line are set out above and were based on the view
that little more information could be gained in view of the previous studies completed.

2. The choice of which schemes were studied further was made by the Taith Board in conjunction
with the Welsh Assembly. The slate waste project had been studied in more detail by other
consultants. The choice of which schemes were studied further by no means pre-judges final
outcomes and if there is demand by the private sector to use rail for the movement of slate
waste then this could be re-examined.

3. I understand the use of the Conwy valley line was considered as part of the development of the
North Wales Waste Treatment Project. The waste partnerships are seeking to use rail where
viable but it must be affordable within the overall project. Developing a new rail head for
southern Gwynedd for a projected small tonnage of waste (15ktpa) would make this particular
rail head operation very costly. Costs were seen as the main barrier to this potential solution. If
there were other rail freight proposals that came forward to share the infrastructure costs then
this option could be reviewed. However, it is worth noting that the potential rail solutions under
consideration by the project are more costly than a road based solution.

June 2012

Further written evidence from the Welsh Government

The Welsh Government continues to engage with the UK Government to ensure that Wales receives all of
the consequentials to which we are entitled.

In relation to the recent HS2 announcement, no budget allocations have been made for the construction of
either phase in the current Spending Review period.

Rail infrastructure is not devolved and as such we would not expect to receive consequentials.

An exception is in relation to transport projects in London where the Welsh Government can receive
consequentials, an example of this is the Crossrail project for which a consequential was paid to the Welsh
Government.

February 2013
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Further written evidence from the Department for Transport

The Committee asked the DfT to provide specific information on the following points.

On discussions with the Welsh Government and the possibility of Swansea/Neath Port Talbot being
recognised as a single “core” port:

The TEN-T network has been developed/discussed with the WAG taking into account the thresholds/
criteria set by the Commission. Swansea/Neath Port Talbot do not meet the thresholds to be a core
port, even when they are combined.

On the inclusion of South Wales in the Dublin-Paris-London-Brussels “core network corridor”:

We have reserved our position on the Corridors until we are clearer what the requirements associated
with these might be. The list of indicative projects in CEF was developed with the WAG but was
again based on criteria set by the Commission. There will also be annual calls for bids as there is
now. Any bids will need to meet the criteria which will be set by the Commission based on proposals
in the TEN-T Regulation.

On progress with the European Commission’s TEN-T proposals:

The European Parliament (EP) amendments have been considered by the Presidency/Member States
at Working Group meetings. The Presidency is seeking to agree a mandate to start trialogues with
the EP. The Presidency is aiming to achieve a First Reading Agreement during their term which is
January to June.

February 2013
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