Consultation Questions

Procuring rail passenger services

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

Q1 comments:

2. What should be the length of the contract fourke: franchises, and what factors
lead you to this view?

Q2 comments: longer durations and less detailettaxs, perhaps with break points,
may lead to greater investment.

3. What risk support mechanism should be refleatéin the franchise?

Q3 comments: passenger numbers can be affecteevByal external (to the
franchise) factors, including the economic situatiavailability, desirability (e.g.
speed) and price of competing modes changing. Siskeupport mechanism in
respect to these appears desirable.

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

Q4 comments: as with 3, upside adjustments fagraat issues seem appropriate

5. Under what terms should third parties be invélvethe operation of passenger rail
services?

Q5 comments:  not sure what you mean by thigthdr micro-franchises (e.g.
Largs branch) or offering services on a singler{bhaline or route, e.g. west highland
routes, or Edinburgh to North Berwick) to a distifian, as local services are tended
in Germany and Sweden. Such firms need adequaterces though, so may not be
easy to encourage new entrants and barriers aefygh. . Use of separate firms
may be more justified for say on-train trolleys; éperating (combined) shops and
booking offices, for other people requirements.(ergtrain revenue inspection) as
well as for outsourcing cleaning and maintenance.

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

Q6 comments:

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

Q7 comments: No comment.

8. What sanctions should be used to ensure thehisee fulfils its franchise
commitments?

Q8 comments: No comment

Achieving reliability, performance and service quaity

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

Q9 comments: Both seems appropriate ad balanced

10. Should the performance regime be aligned wathad routes or service groups, or
should there be one system for the whole of Scdflan

Q10 comments: separate service groups would agpeaible, perhaps Strathclyde,
other central belt and the others

11. How can we make the performance regime mogeedi with passenger issues?
Q11 comments: whilst customers are in interestebe performance of their
particular journey, this can only be handled wittheday-repay type regime, as
measuring performance other than one whole jourmeydd seem successive
(provided there is not a lot of padding at endofneys to flatter the figures).



12. What should the balance be between journeystamd performance?

Q12 comments: passengers want punctual traineasbnable prices first of all.
Safety is also high on our agenda, but not at me& pl would suggest (thinking for
example of post-Hatfield) given risks and issuealiarnative transport alternatives,.
13. Is a Service Quality Incentive Regime requirAdd if so should it cover all
aspects of stations and service delivery, or jus¢é being managed through the
franchise?

Q13 comments: only those managed by the franchisely??

14. What other mechanisms could be used for asgeiain and station quality?
Q14 comments: Customer surveys and compliant texdare two key indicators,
and PF already undertake the former (and providepenison too with other ToCs).
Scottish train services

15. Can better use be made of existing train céipaich as increasing the permitted
standing time beyond the limit of 10 minutes or@asing the capacity limit? What is
an acceptable limit for standing times on rail gzs?

Q15 comments: standing time of about 20 minutesésl in the London area and
does not seem unacceptable.

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

Q16 comments: Easy interchanges between pubhsport modes may well
increase usage of public transport generally, aljhdhere is often relatively little
modal change and diverting buses and stoppingsteadditionally is only sensible if
interchange is facilitated readily and used. Qndther hand airports needs a
sufficient frequent service (by both bus and traminake it easy for car drivers to
shift modes (Prestwick is good, Glasgow and Edigbureed to be linked, Dyce less
s0), and sea ports (e.g. Oban, Stranraer andoi@cement, Ardrossan Harbour) need
connections at the right time.

17. Should Government direct aspects of serviceigion such as frequency and
journey time, or would these be better determinethb franchisee based on
customer demand?

Q17 comments: see 18

18. What level of contract specification shouldwge the for the next ScotRail
franchise?

Q18 comments: Light. Specify indicative firsddast train times, indicative peak
capacity (e.g. numbers of coaches in peak houticative typical journey times and
outline frequencies.

19. How should the contract incentivise the fragehito be innovative in the
provision of services?

Q19 comments: franchisees should be encouragexperiment with new services
(subject to NR agreement on reliability and PPMactpand if less successful reduce
them or remove them relatively quickly (e.g. nextdtable change date.)

Scottish rail fares

20. What should be the rationale for, and purpdsew fares policy?

Q20 comments: to encourage use of rail as transpaale, whilst not undercutting
alternatives significantly, and therefore with @asnaximising revenue take
compared with costs.

21. What fares should be regulated by governmeshindrat should be set on a
commercial basis? Do your recommendations changgbgraphic area (the
Strathclyde area example), or by type of journey ékample suburban or intercity)?



Q21 comments: The current fares policy e.g. cappammuter peak fares and
elsewhere off-peak day returns for short distamzeddf-peak returns for longer (i.e..
Saver fares as were) seems sensible.

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

Q22 comments: If you really want to increaseddo service enhancements, then
do it one of the other times in the year (e.g. Mag September) in addition and make
it clear why. On balance though users expect esdmaants over time anyway (as
expectations rise, and alternatives are improved)raalise that they will be
delivered from time to time. Also current faredippseems to be seen to be saying
you are paying now for future improvements. Thera balance to be struck though
with the fact that new roads are not charged motess tolls are applied) , and
usually not ne improved road services either. Bewéhat has happened in SET,
where everyone is paying for the HS services (bRRRR+3% for some recent years),
even those users e.g. from Tonbridge who are nanmeatr it and cannot access it.
23. What should the difference be between pealofffutak fares? Will this help
encourage people to switch to travelling in thepeak?

Q23 comments: Itis desirable to have a rangeatif-on peak, fringe peak and
(super) off peak fares (which ideally are not siyrtphe driven but related to
demand) to encourage travel at less busy timedgiduvering at least marginal
costs) whilst not being too expensive in peak tithes modal transfer is affected.
Fares also need to have account to alternative ettinp modes, e.g. buses for
relatively short journeys.

Scottish stations

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

Q24 comments: In urban areas where customerdteseative public transport e.g.
buses or other nearby stations, it may be sensildbse stations or restrict service
hours. Whilst some stations are little used ialrareas they equally provide a social
service to remoter places often not otherwise sebyepublic transport and indeed
since many are serviced on request there is ditté to doing so.

25. What are the merits or issues that arise frohird party (such as a local authority
or local business) being able to propose, promadefand a station or service?

Q25 comments: stopping trains on existing routeww stations will lengthen
journey times and if traffic is primarily abstragtfom existing stations may not be
that sensible, and indeed may lead to additionhgostock being needed.

26. Should only one organisation be responsibl¢hi®management and maintenance
of stations? If this was the franchisee how shoidd responsibility be structured in
terms of leasing, investment, and issues relatrrggidual capital value?

Q26 comments: None

27. How can local communities be encouraged to@tipipeir local station?

Q27 comments: by making it easier for them toedg, in terms of the excessive
health and safety restrictions often applied.

28. What categories of station should be desigrateldvhat facilities should be
available at each category of station?

Q28 comments: proposals do not seem unreasonable.

Cross-border services

29. Should cross-border services continue to gthradrEdinburgh? In operating



alongside ScotRail services, how do cross-borderces benefit passengers and
taxpayers? And who should specify these servibesDepartment of Transport or the
Scottish Ministers?

Q29 comments: yes. Customers (particularlyehaiso are elderly or have baggage
e.g. tourist visitors) do not like changing and mections are often not guaranteed and
changes can often lead to extended journey timé&bey also often provide

additional capacity into and out of Edinburgh adlp@émes (as happens elsewhere in
the country as well)

30. Or should the cross-border services terminaielimburgh Waverley, allowing
opportunities for Scottish connections? And ifwbat additional benefits would
accrue from having an Edinburgh Hub?

Q30 comments: Not a good idea. Edinburgh statibnsy enough as it is without
having more people changing trains (or being lostther means of transport instead).
Rolling stock

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

Q31 comments: reduce the over-provision for excedsealth ad safety aspects
(parts of Network Rail current group standardg) equally the over-provision for

the disabled.

32. What facilities should be present on a traith tanwhat extent should these
facilities vary according to the route served?

Q32 comments: toilets (on all but short distare@ises), 1st class (on medium and
longer distance), buffet cars (or trolleys) on lendistance trains. Adequate numbers
of seats (probably in a 2+2 format, with enoughmdor standees, cycles and prams
etc. as well (507/508 unit interiors on Merseysaadd SWT's class 455s are good
examples) for suburban services, and 2+2 plus g@roleision on longer distances =>
may imply longer trains - perhaps by multiple sedth more flexible train provision
(e.g. coupling and detaching). Air-conditioningséandard for new build.
Passengers — information, security and services

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

Q33 comments: If would better to prioritise progemd well enforced) quiet coaches
34. How should we balance the need for additioeatisg capacity and retain the
flexibility of a franchisee to offer first-classrs&es if commercially viable?

Q34 comments: Provision of premium services (arger seats, tables, quiet, places
to work) at a reasonable premium fare is often etqueby business people, visitors
and often by the elderly and should be retainedesmoduraged.

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

Q35 comments: Moderate consumption is generaitiyteebe positive. It is the
people - not the alcohol as such - that can cardg#gms. In any event it can be
purchased elsewhere and brought onto trains, drapgiconsumed on stations or
furtively. Better education is schools and ottestriction on the availability of
alcohol appears preferable. Bans on certain t@sat present) in conjunction with
football matches should continue but otherwise miffet staff should be encourage
more not to service rowdy customers though.

36. How can the provision of travel information faassengers be further improved?
Q36 comments: improved train information at maatisns, better dissemination of
information about problems and delays (eitherdrgens, or by combine information
and help-points, at remoter stations, as FGW hastalied recently)



Caledonian Sleeper

Please note that the sleeper coaches were bthigiearly to mid 1980s (not as 11.9
says the early 1970s) and therefore probably haleast another 10 years + lifespan,
given their relatively low utilisation compared tiday vehicles. Seems that the
Mark 2 BSOs and RFOs may need some work though.

37. Should we continue to specify sleeper servimeshould this be a purely
commercial matter for a train operating company?

Q37 comments: continued operation of sleeper sesvappears very desirable as a
both pleasant and environmentally friendly alteieato the need to fly.

38. Should the Caledonian Sleeper services beamiatt for separately from the main
ScotRail franchise? Or should it be an option faghin the main ScotRail franchise?
38 comments: Could be either. Within the ScotRaiichise on balance appears
better since that better encourages through josrheyond the sleepers (e.g. beyond
Inverness, Aberdeen and elsewhere in the Westdridgh| also in the central belt and
just north therefore from the lowland sleepers)

39. We would be interested in your views in theeleand type of service that the
Caledonian Sleeper Services should provide. Inofydi

* What is the appeal of the Caledonian Sleeperi&erand if there were more early
and late trains would the appeal of the sleepeices change?

* What is the value of sleeper services to Fortigil, Inverness and Aberdeen and
are these the correct destinations, for examplddvOban provide better
connectivity?

» What facilities should the sleeper services mevand would you pay more for
better facilities?

Q39 comments:  Caledonian sleeper servicaseasioned earlier, provide
comfortable, environmentally friendly and convenialternatives to flying and
should be retained. Destinations do not seem unnaade, as they need to be able to
provide servicing and supplies as well and thediafgnd historic) station at Oban
was demolished some years ago. Sleeper servioakistontinue to also convey
seating, and if this was increased perhaps multiplas to and from Inverness in
particular might again become supportable (i.diezadepartures giving early arrivals
plus later departures and later arrivals, with eppate calling points in mid
Scotland) e.g.. could be two highland sleepers,senéing Inverness and Aberdeen
and the other Inverness and Fort William (or Edngby with the Fort William

portion part of the Glasgow train). To me the entrsleeper coaches and their
facilities are fine, although the Swedes have seemécles with self contained
combined shower and toilet cubicles in a very retell amount of space - offered at a
higher price - which might be considered when atogiadditional stock.
Environmental issues

40. What environmental key performance indicatbimutd we consider for inclusion
in the franchise agreement or the High Level Oufpecification?

Q40 comments: Nothing particularly



