Derek Bibb

Consultation Questions

The answer boxes will expand as you type.

Procuring rail passenger services

1. What are the merits of offering the ScotRail franchise as a dual focus
franchise and what services should be covered by the economic ralil
element, and what by the social rail element?

Q1 comments:

The experience of East Coast franchise is intergsis it is in effect aarmslength company
owned by the UK Government. It has been succeasfuinning a route where other
operating companies have failed. Further the bfitve gone back into Government coffe
There are practices of the East Coast operatociedlyen upgrading fares which are very
unsatisfactory and from the users' point of vieyrizbably a less friendly company than Fi
Scotrail. Nevertheless it is an interesting motlel:ould be good not to lose the profits fron,
the operation — this gives the possibility of thieeing ploughed back into the rail industry,
This would be especially attractive where subsghstices of public money rae going into
subsidising routes

The idea of having some sort of mutual or commubéged operating company is interesti
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2. What should be the length of the contract for future franchises, and what
factors lead you to this view?

Q2 comments:

3. What risk support mechanism should be reflected within the franchise?

Q3 comments:

4. What, if any, profit share mechanism should apply within the franchise?

Q4 comments:

See question 1

5. Under what terms should third parties be involved in the operation of
passenger rail services?

Q5 comments:
See question 1

6. What is the best way to structure and incentivise the achievement of
outcome measures whilst ensuring value for money?



Q6 comments:

7. What level of performance bond and/or parent company guarantees are
appropriate?

Q7 comments:

| believe that it is important to establish a veabieasure of performance. While
Public Performance Measure has, | think, been usedrsally by the rail industry i
is doubtful whether it has any real meaning. Adoay to the Rail Regulator PPM is
the percentage of franchised passenger trainsragrat their destination, having
made all booked calls, and within a specified lagsimargin (typically five or ten
minutes for some long-distance services). In thabteast it would be possible for
train to be late at a significant number of stagion the journey but still be regardec
by PPM as having performed well by arriving at final station on time or within
the allowed margin. | do not know of any instaniceScotland but certainly
elsewhere train companies have made very genarmeasatlowances for the final leg
of the journey (eg London trains into Liverpool lar&treet) thereby giving a false
measure of their reliability. A 10 minute margimite significant if you are hoping
to travel by a connecting service. The way in whgtformance is measured needs
review.
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8. What sanctions should be used to ensure the franchisee fulfils its franchise
commitments?

Q8 comments:

It is important in any programme of sanctions wharblic money has been paid for
services which are in the event not delivered for @ason should be repaid or
withheld in full as the case may be.

Achieving reliability, performance and service qual ity

9. Under the franchise, should we incentivise good performance or only
penalise poor performance?

Q9 comments:

10.Should the performance regime be aligned with actual routes or service
groups, or should there be one system for the whole of Scotland?

Q10 comments:

It is fundamental that trains are reliable andtautime. It seems to me that this is important
whatever the route, inter-city, suburban or rural

11.How can we make the performance regime more aligned with passenger
iIssues?



Q11 comments:

12.What should the balance be between journey times and performance?

Q12 comments:

13.1s a Service Quality Incentive Regime required? And if so should it cover
all aspects of stations and service delivery, or just those being managed
through the franchise?

Q13 comments:

14.What other mechanisms could be used for assessing train and station
quality?

Q14 comments:

Scottish train services

15.Can better use be made of existing train capacity, such as increasing the
permitted standing time beyond the limit of 10 minutes or increasing the
capacity limit? What is an acceptable limit for standing times on ralil
services?

Q15 comments:

| believe that great caution should be exercised.éhe plain fact is that the operating
companies have a better return if the the traingijsstanding passengers. Further the
passengers have in fact paid for a seat. This bes@specially important when considering
people with a disability. People are good abouingiwip seats in this circumstance but
nevertheless this cannot be relied upon

16. Should the number of services making use of interchange stations (both
rail to rail and rail to other modes) be increased to reduce the number of
direct services? What would be the opportunities and challenges of this?

Q16 comments:See Answer 29. Also better connections between trains and
buses would enable people to make more use of public transport.

17.Should Government direct aspects of service provision such as frequency
and journey time, or would these be better determined by the franchisee
based on customer demand?

Q17 comments:

18.What level of contract specification should we use the for the next ScotRail
franchise?




Q18 comments:

One of the very worrying things is how the winté2010/2011 demonstrated that
the Scottish railway system is not sufficientlygaeed for the harsh weather
conditions. Of especial concern is the fact thsigaificant proportion of the rolling
stock was unable to cope with the weather conditidhappeared that ice built up
under the trains and that damage was caused whevhich had been built up unde
the train fell and bounced back causing damagleegadrain. A solution was found in
creating skirts so that trains which were not iadshcould still be defrosted. Clearly]
those who dreamt up this strategy are to be comgtatl. However all this had to be
done in theon the hoof so to speak. Scotland does have harsh weathettiooiscand
the problem with rolling stock had been completatjoreseen and what is more
rolling stock which made up a significant partloé fleet had no proven capacity ta
operate under the harsh weather conditions. Vithieuld unreasonable to expect
near perfect service in harsh weather neverthéhessxpectation should be built-in
any franchise that the operating company shoul@ leauipment including rolling
stock which can cope with bad weather. This is @gfig important when the bad
conditions last more than a few days.
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19.How should the contract incentivise the franchisee to be innovative in the
provision of services?

Q19 comments:

Scottish rail fares

20.What should be the rationale for, and purpose of, our fares policy?

Q20 comments:

21.What fares should be regulated by government and what should be set on
a commercial basis? Do your recommendations change by geographic
area (the Strathclyde area example), or by type of journey (for example
suburban or intercity)?

Q21 comments:

It should be always born in mind that the fares in Britain are some of the most
expensive in Europe. In Germany, where on the whole prices are higher, rail
fares are much cheaper. It is certain that this situation is as a direct
consequence of the way in the rail industry in Britain is structured. It should
further be borne in mind that taking the cost of running a car to be somewhere
in the region of 50p/mile (see AA's figures at
http://www.theaa.com/allaboutcars/advice/advice rcosts petrol_table.jsp)

then for a family of four a car very often works out cheaper than travelling by
train.

If fares are raised to pay for improvements in the industry then this should be

seen for what it is: an investment by the passenger and the passenger should




get a financial return on their investment just like other investor. One way in
which this could be done would be when profits are distributed is for a
proportion of the profits reflecting the investment made through higher fares to
be returned to the passenger by reducing the fares.

22.How should we achieve a balance between the taxpayer subsidy and
passenger revenue contributions in funding the Scottish rail network? At
what rate should fares be increased, and how feasible would it be to apply
higher increases to Sections of the network which have recently been
enhanced?

Q22 comments:
See 21

23.What should the difference be between peak and off-peak fares? Will this
help encourage people to switch to travelling in the off-peak?

Q23 comments:




Scottish stations

24.How should we determine what rail stations are required and where,
including whether a station should be closed?



Q24 comments:

Certainly it is wrong to create a principle, foraexple there should be no stations within less

than a mile of each other, and then simply appdydtinciplewithout regard to the
circumstances (eg urban or rural lines). Beeching created a set of criteria which coulodliap

to discover whether a line was viable or not. Mangs which met his criteria but some how

missed his axe are now thriving or providing anam@nt service. What is more services lik

those on the Argyle Line which did fall under thedg8hing Axe have been brought back into

use.

What rather needs to be done is to be done itodbindividual cases and ask the questid
does this line serve the local community.

In actual fact almost all the stations which assldhan one mile apart are on the Queen S
to Anniesland via Maryhill line. Here | must dedaan interest as we live at Gilshochill. G
the face of it paragraphs 7.10 and 7.11 place aywmgrquestion mark by the Scottish
Governments commitment to this line.

The line serves a number of urban communities intiNGlasgow; each station serving a
distinct community. In addition Kelvindale servele¥®den Secondary School, Summerstq
serves a significant shopping area and GilshoséilNes Glasgow Crematorium. Gilshochil
station provides by far the easiest way to to g¢thé Crematorium by public transport.

The close proximity of the stations on the Maryhihe reflects the urban area through
which the line passes. The distances betweendlierst are not dissimilar to lines in other

urban areas . The Maryhill line very similar in cheter to the South London Line connecting

Victoria and London Bridge via Denmark Hill (Timefile 178)

South London Line

London Bridge 0
South Bermondsey 1%
Queens Rd 2%,
Peckham Rye 3%
Clapham High St 6Ya
Wandsworth Rd 6%
Battersea Pk 7Y%
Victoria 8%

Another route with stations much less than a nplrais the section of the Tyne and Weatr
Metro from Central Station to South Gosforth. Belame the distances from Jesmond to
South Gosforth

Tyneand Wear Metro

Jesmond 0

West Jesmond s
lIford Road 1
South Gosforth 1Y%

The distances above are taken from Bradshaw July 1939 —the old Jesmond
station and the Jesmond Metro Stations are very near to each other. West Jesmond
and South Gosforth are in the same location. I1ford Rd was a new station with the
opening of the Metro and the distance is estimated
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According to figures in th&vening Times the number of people using the stations continyies
to grow. This would fit well with what | see asegular user of the line. | believe that in part
this due to the greater reliability of the serviteast winter the service became very
unreliable and there was period of about month wieen often there was no service at all.
My perception is that this had a serious impacth@numbers using the line. It is very
important that the service is both reliable andethgjable.

—

While Summerston Station is about 2/5 of a miterfrGilshochill the railway takes the mos
direct route and not only is the distance greatefoot but also involves a walk up or down
a steep hill. The line is very important to usadamily. My wife travels to work by it and
my daughter uses the train to travel home fromalcaied | make almost daily use of the line.
If our local station, Gilshochill were to closddhiould almost certainly mean more journey
by car. In the time it would take us to walk ta"8uerston we could be in town by car and
there would be little to choose between the casthfe family to travel by bus and the cost of
parking. (see note about bus fares below)

(72}

The communities served by the line are also seloyedtarious bus services. However the
journey by bus is much longer and tedious and, wghaore, in many cases more expensive.
The saving in time is very marked in the journeyh® city centre which is somewhere in the
region of 10-12 minutes from most of the stationghe line as compared the journey by bus
from Kelvindale is 28 minutes (Routell), Summer&bmins ( Route 61)and Gilshochill 2}
minutes (Route 54). (See note on cost below)

The line has recreational potential which has gdte explored. Gilshochill, Maryhill and
Kelvindale are in easy reach of the Forth Clydealand can be used as the basis for walks.

It would be very interesting to know how the £ZIIR) station maintenance figure is arrived
at. All we are offered is a global figure with beeakdown of costs. It is of course
recognised and appreciated that the platformslbawnet maintained, litter is removed, very
importantly salt/grit is put down on the platforansd the access to platforms when there are
icy conditions and there is an information pointeath platform. However the intermediate
stations are unstaffed and only Kelvindale has aitoogiving train information. This latter
station incidentally has only one platform and ssspmably would cost less to maintain.

The railway staff on the trains are almost alwagty helpful. However it is difficult to be

confident that First are fully committed to thediThe timetable for the line is in a separat
pamphlet rather being included in the North Clyidestable booklet. There is also room for|
improvement of connections at Anniesland. For exXartige service from Queen St arrives gt
Anniesland so as to just miss a service to Pastitkthe Argyle Line. The result is a 50%
increase in the time taken to travel to HyndlantheWthere is bad weather the line loses it
service completely.

4%
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A worrying feature of policy connected with railweais how decision making has
been taken away from local communities. In EngldredTyne and Wear Passenger
Transport Executive is responsible for runningTiyae and Wear Metro and the
Merseyside Passenger Transport Executive dealsthgtissuing franchises to
operators of Mersey rail. This degree of localtonl does not seem to be possibl
in Scotland where there is a commitment by the gowent to devolution. The
Greater Glasgow/Paisley area would correspond naédpwell with both the area
covered by Tyne and Wear and Merseyside PTEs. ighdisance of this becomes
very clear when the future of the Maryhill linecisnsidered. The stopping service
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was reinstituted in 1993 and was then extendedhtuesland as the result of a

perceived local need by a body which had at l@easbie extent a local perspective;

its future is being determined now by Scotland widdy having no such local
credentials.

Very important notere distancesin thetimetable

Itis important to note that the distances inNlational Rail Timetable are clearly incorrect
Gilshochill and Possilpark/Parkhouse are shown'asnile apart when they are fact nearer
1.1miles apart and Gilshochill and Summerston esld apart when the distance is about
0.4 miles.

Note about fares
Gilshochill - Queen St Return : Morning Peak £3Qff Peak £2:20
Bus £3:00 return

This means that the bus is cheaper in the MorneakBut by only 20p for a
considerably longer journey. At all other timeghod day the train is cheaper.
What is more more a family of four (two adults @and children) travelling by
train to Queerst would pay off peak £4:40 (with tik@ds go free tickets) as
against £8 by bus.

Note about the publicity given to the Consultation
| do have a a very real concern about the publaityut the Consultation Document which

has been generally poor. More over so far as &aare it has been not advertised at any of

the intermediate stations on the Maryhill Line fits of the implications the document has
for these stations. What is more none of the gtatwhose future is in doubt are named in
Consultation Document and it was only as resuthefvigilance of th&vening Times that

the full implication for these stations became clddind this very disappointing as it was my

the

understanding that with the setting up of the SslofParliament there was a commitment t¢ a

new standard of openness and transparency.

25.What are the merits or issues that arise from a third party (such as a local
authority or local business) being able to propose, promote and fund a
station or service?

Q25 comments:

| believe that stations should be regarded as arzonty resource. Quite how this is to be
achieved is hard to say. A greater involvemenboél authorities in their running would be
good thing. However in the present financial situait is unlikely that local authorities
would want to undertake new commitments. One hastbimk of Perth Station - an
interesting building of which much could be madanding as it does looking forlorn and
somehow down at heel.

26.Should only one organisation be responsible for the management and
maintenance of stations? If this was the franchisee how should that
responsibility be structured in terms of leasing, investment, and issues
relating to residual capital value?
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Q26 comments:

| believe that the present system does not work Bat see answer to 25

27.How can local communities be encouraged to support their local station?

Q27 comments:
A start would be to give them a greater say inrtimning of their stations.

28.What categories of station should be designated and what facilities should
be available at each category of station?

Q28 comments:

Cross-border services

29. Should cross-border services continue to go north of Edinburgh? In
operating alongside ScotRail services, how do cross-border services
benefit passengers and taxpayers? And who should specify these
services, the Department of Transport or the Scottish Ministers?

Q29 comments:

My initial response is that whoever dreamt up theaiof all cross-border services
terminating at Edinburgh Waverley clearly nevewéla by train and certainly never
has the misfortune to have to change trains intitaigh. A station less suited to
being an interchange is very hard to imagine. Tagl@lts with two children, a coupls
of suitcases and possibly a pushchair changing from say platform 13 to platform
11 or platform 17 to 19.. The platforms in questise nearly adjacent and on the
level. However just in case such an interchamgeilsl be too easy First have
erected fences between these platforms and hamdgreathat force passengers
from the Western End of the platform to have to eaound crossing the the
roadway almost certainly encountering taxis amgotraffic and on round through
the concourse which always seems to be awash edple. Matters are not helped
the fact that with the present design of the statits of people are effectively
funnelled into an area where rail passengers astmers of Smiths and Boots ha
to compete for space.

| am interested to note from the figures in tabteat more people change trains at
Hyndland than at Waverley. Indeed there are mae Half as many changes at
Haymarket as at Waverley. In all probability agwdion of these were people
travelling to Glasgow who choose to change at Halgatdbecause it is so much mo
straightforward. Our family will go to quite longrigths to try and avoid changing &
Waverley including travel by car. We have familyvorkshire and it is no accident
that since there have been very few through tfaom Glasgow to the East Coast
Route we have almost always travelled by car.

Far from decreasing the trains from England to Nert destinations in Scotland
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there is room for considering again direct servim@ginating from stations on the




West Coast Route. There would be scope to raduteugh trains to Northern
Scotland coming into Glasgow Central Station d&htgoing north via the spur at
Coatbridge. This might also have the effect ofvielj pressure on Queen St.

In considering the questions as to whether the WKeBhment or the Scottish
Government should have the final say it is cleat th what ever way such issues a
resolved that the whole issue of Cross Border sesvalso affect people living in
England and indeed Wales. It is important thatteunduly parochial view of these
matters is taken and indeed such a way of seeingstiis not in the interest of the
people of Scotland. Services in England espedia#iynorth have an impact on
Scottish people particularly those living near boeder. It is important that people
living in Scotland have not only have a say in ¢éhesrvices. but also in services su
as those through the Channel tunnel. The presemtgements, while imperfect, do
to permit this to happen.

A glaring omission from the report is any mentidrcimss border stopping services
for example Edinburgh to Newcastle. This servicparticular is patchy and
irregular. This would seem like a route with comsable potential for commuter
traffic to Edinburgh and Newcastle. The Scottislv&@ament needs to have a view
which looks beyond Scotland.

The reasons for this proposal seem to be to dopatbeived administrative
convenience and very little to do with passengenfort or convenience.
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30.Or should the cross-border services terminate at Edinburgh Waverley,
allowing opportunities for Scottish connections? And if so, what additional
benefits would accrue from having an Edinburgh Hub?

Q30 comments:

See Q29




Rolling stock

31.What alternative strategies or mechanisms could be used to reduce the
cost of the provision of rolling stock?

Q31 comments:

The present system with the train leasing compasiesry expensive and badly needs to
changed. What scope there is for the Scottish govent to do this | am uncertain

32.What facilities should be present on a train and to what extent should
these facilities vary according to the route served?

Q32 comments:

Passengers — information, security and services

33.How should we prioritise investment for mobile phone provision and / or
Wi-Fi type high-bandwidth services?

Q33 comments:

34.How should we balance the need for additional seating capacity and retain
the flexibility of a franchisee to offer first-class services if commercially
viable?

Q34 comments:

35.What issues and evidence should be considered prior to determining
whether or not to ban the consumption of alcohol on trains?

Q35 comments:

36.How can the provision of travel information for passengers be further
improved?

Q36 comments:

It would be very helpful to have maps of the systgrall stations. This is essential in the
Glasgow/Paisley suburban system area where diagaimmaps in the style of the London
Underground Map should be on display at all stati@PT had a very good map of this
character which was on display at some stationsitwtseems to have vanished altogethe
It would also be helpful if important stations liRartick and Hyndland had a sign indicatin
that all trains from platform 1 go to either GlaggGentral or Glasgow Queen St station.
For many people travelling into Glasgow eitheristatvould do.

It is important to have sufficient detail in statiannouncements. At Milngavie all the statig
at which the train is to stop are announced. Centhas with Partick with trains going to a
wide variety of places. Here only the destinat®given. There is not even any indication ¢
whether the train is travelling via Singer or Yokar in the case of fast trains the next stati
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at which the train will stop.




One screen displaying multiple pieces of informatifor example train departures, the ne
train and general information is acceptable alébs busy stations but at stations like
Hyndland and Partick, which are very busy ,is fifam satisfactory.

Caledonian Sleeper

37.Should we continue to specify sleeper services, or should this be a purely
commercial matter for a train operating company?

Q37 comments:

| believe that Caledonian Sleeper is very import&he Caledonian Sleeper is the
only way to reliably arrive in London early in thay. With cross channel services
now coming into St Pancras the sleeper providesaenient way to travel on to
Europe. For example leaving Glasgow 23:40 on thepsr it is possible to arrive at
KdIn 15:15 the next day Far from seeing it as@tsterm project | believe that it
needs to be developed.

38.Should the Caledonian Sleeper services be contracted for separately from
the main ScotRail franchise? Or should it be an option for within the main
ScotRail franchise?

Q38 comments:

In terms of the franchise for this route this migideed be the sort of service which would
lend itself to a not for profit TOC. (See 3.8 anfl)3

39.We would be interested in your views in the level and type of service that
the Caledonian Sleeper Services should provide. Including:

* What is the appeal of the Caledonian Sleeper Service, and if there
were more early and late trains would the appeal of the sleeper
services change?

* What is the value of sleeper services to Fort William, Inverness and
Aberdeen and are these the correct destinations, for example would
Oban provide better connectivity?

* What facilities should the sleeper services provide and would you pay
more for better facilities?

Q39 comments:

The astonishing thing is that the Scottish Govemtraee not looking beyond the
current sleeper services. When the channel tunaglfinst planned it was British
Rail's intention to run through sleeper servicesrfiplaces well north of London.
Maybe this is a idea which should be revisitedh®y$cottish Government in
collaboration with cities in Northern England esiply Newcastle. Soon Die Bahn
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Germany'’s national railway, are planning througiviees to London from
destinations in Europe beyond Paris and Brussedyb®l a partner like Die Bahn
could be found for such a project.

It is vital that the booking system for the Sleepenvices are reviewed. Three years
ago my wife accompanied a friend with a disabildyK6In. Because she needed to
take her wheel chair with her it was decided thatauld be easier to undertake the
journey by train. There are only a few of the cortipants which are suitable for
wheel chairs (which should also be reviewed). Tiheyefore wanted to make the
booking as early as they could. There was no pnobléh the journey from London
to Kolnincluding appropriate accommodation for the whudglir. However it was not
possible to get the sleeper booking confirmed aedsituation was only resolved after writi
to our MSP.
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Environmental issues

40.What environmental key performance indicators should we consider for
inclusion in the franchise agreement or the High Level Output
Specification?

Q40 comments:




