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Connecting the dots: 
INITIAL VIEWS FROM SOUTH WEST STAKEHOLDERS TO THE DEPARTMENT FOR TRANSPORT’S RAIL PASSENGER SERVICES TEAM ON REGIONAL PRIORITIES AND THE SUCCESSOR ARRANGEMENTS TO THE CURRENT FRANCHISES

[bookmark: _Toc494111563]Introduction
This paper is intended to help shape the initial thoughts of those responsible for specifying the rail passenger service arrangements that are to be put in place when the current Great Western and CrossCountry franchise agreements expire.  It seeks to distill the views of representatives of user groups and local authorities from throughout the South West, reflecting contributions from more than one hundred organisations.  
Aspirations were initially gathered at workshops held in conjunction with TravelWatch SouthWest’s well-attended General Meetings in 2015 and 2016.  These were followed in summer 2017 by a one-day workshop which drew principally on the company’s Member-organisations as well as local authority and local enterprise partnership experts from throughout the region.  It was attended by a member of the DfT’s franchising team, with whom we have had continuing dialogue.  Their contribution helped frame the context for the day’s discussion. Drafts of this paper were subject to consultation and TravelWatch SouthWest is particularly grateful to the many contributors who helped to hone it. 
The paper’s underlying theme is that, despite a 2.3-fold increase in South West rail travel since privatisation in 1996, further massive growth is likely. This growth largely reflects plans for substantial new housing provision, new jobs and consequent population increases across the region.  The Government is forecasting a 17% increase in South West households by 2036, local authorities rather more.  Rail is a key to enabling this growth, sustainably.  


The South West already suffers from grid-locked city-centres and some of the slowest moving road traffic in the country.  This partly stems from decades of under-investment in the region’s public transport infrastructure. 
The region receives less than any other part of the UK when measured in spending per head, to say nothing of the size of the area involved. The consequent congestion is a brake on productivity and growth as well as a cause of social isolation.  It also threatens the South West’s unique attraction as a place to work or visit – its environment. 

This environmental challenge is over-shadowed by a more insidious threat, the scale of which is only just entering public recognition: thousands of premature deaths annually may be attributable to the effects of nitrous oxides (NOx) and fine particulate matter (PM2.5).  While an average of nine people each year die in Bristol from road traffic collisions, the City’s expert advisers estimate that NO2 and particulate pollution together account for around 300 premature deaths annually[footnoteRef:1].  The significance of this is heightened by the Government’s announcement[footnoteRef:2] in July 2017 that it would not be proceeding with electrification of the Great Western Main Line between Cardiff and Swansea, compounding the impact of its announcement[footnoteRef:3] the previous November that it had decided to defer indefinitely electrification:  [1:  Health Impacts of Air Quality in Bristol, Air Quality Consultants Ltd for Bristol City Council, February 2017, https://www.bristol.gov.uk/documents/20182/32675/Health+Impacts+of+Air+Pollution+in+Bristol+February+2017/4df2fce5-e2fc-4c22-b5c7-5e7a5ae56701]  [2:  DfT press notice, 20 July 2017, www.gov.uk/government/news/new-improvements-for-rail-passengers-in-wales-the-midlands-and-the-north]  [3:  House of Commons Debates, 8 November 2016, cc46-8WS] 

· between Oxford and Didcot Parkway; 
· of Filton Bank (Bristol Parkway to Bristol Temple Meads); 
· west of Thingley Junction, near Chippenham, to Bristol Temple Meads via Bath Spa; and
· of the Thames Valley Branches (Henley & Windsor).
This paper seeks to place our ambitions for the South West’s rail passenger service arrangements in a wider regional economic, environmental and social context, reflecting the three pillars of sustainability – to provide a contextual narrative.  In ideal circumstances, TravelWatch SouthWest – a regionally-based organisation - would have sought to place each of its recommendations within the framework of an over-arching national transport strategy, reflecting the wider role of transport as enabler of each of these pillars.  The social pillar includes health as well as mobility and social inclusion.  The environment is about the nurturing of our natural capital represented by landscape, air quality, biodiversity and protected open spaces.  The economic pillar demands tools with which to understand the wider economic impacts of actions or inactions. 
The DfT’s transport appraisal processes (WebTAG) are being updated and restructured to enable improved analysis of transport schemes[footnoteRef:4].  This should enable a better understanding of the wider economic impact of investments. These are the additional benefits (or dis-benefits) that can arise as the impact of transport improvements is transmitted into the wider economy, beyond businesses and passengers that are directly affected by the transport change[footnoteRef:5].   We assume that the preparations for the specification for the South West’s passenger service arrangements will pioneer the use of these improved analytic tools and welcome the opportunity to provide input.   [4:  https://www.gov.uk/government/consultations/transport-investment-understanding-and-valuing-impacts]  [5:  https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/554783/transport-appraisal-guidance-webtag-consultation-document.pdf
] 

Modern and efficient public transport with rail at its core, designed to meet users’ needs and aspirations, can help advance all three pillars of sustainability, economic, environmental and social – removing barriers to growth and to what is sometimes described as ‘well-being’. The impending expiry of the current Great Western and CrossCountry franchise agreements is a timely opportunity for fresh thinking, attuned to the Secretary of State’s wish to put passengers first whilst enabling sustainable growth.

Christopher Irwin,
Director, TravelWatch SouthWest CIC
7th October 2017






[bookmark: _Toc494111564]Summary of recommendations
This summary gives a general overview of our recommendations but is not a comprehensive summary of all the recommendations in the paper.

[bookmark: _Toc494111565]Cross-cutting considerations
1. The near coincident expiry of the Great Western & CrossCountry franchises should be used to secure a coordinated approach to future service provision.
2. Capacity should be increased to accommodate unsatisfied current demand and future growth in line with local spatial strategies, using the updated WebTAG appraisal processes which should a better understanding of the wider impacts of investments and improved service specification.
3. A high threshold for minimum service quality standards should apply, regardless of operator or method of service procurement, delivering a dependably excellent whole journey experience from planning to arrival.
4. Operators should be encouraged to develop ad hoc plans for in-fill electrification, selective additional loops etc., pending route upgrades.
5. Electrification of main lines should be completed before the new bi-mode trains are due to have their diesel engines replaced.
6. To meet the projected capacity gap, Government should authorise procurement of additional new rolling stock which should be fit for purpose (including improved reliability and reduced loading times). 
7. The specification should encourage exploitation of new service opportunities created by HS2, East West Rail, the Elizabeth line (Crossrail), western access to Heathrow, etc.
[bookmark: _Toc494111566]Service quality
8. Services planning should enable network connectivity between routes and modes; easy transfers should be facilitated, particularly at key interchanges.
9. The provision of facilities should take account of the age composition of the potential market, addressing the needs of those with physical or cognitive mobility limitations.
10. At times of disruption passengers should receive clear and precise information as to its likely impact on their journey and how they might work around it. 
11. Greater use should be made of diversionary routes, (requiring maintenance of driver route knowledge), reducing dependence on road replacement services.
12. Rail vehicles should be fit for purpose – better on-board information systems, WiFi and mobile connectivity, luggage space, door provision to aid speedy access and egress, areas in which young families can travel without disturbing those who wish to read, work, listen to or just snooze.
13. Wherever possible, there should be a staff presence at stations, and facilities for PRMs, giving access to travel assistance, toilets and weatherproof shelter.
[bookmark: _Toc494111567]Partnership working
14. The franchise specification should provide an attractive framework for third-party engagement and investment, encouraging partnership working with stakeholders and the communities served. 
15. Operators should be encouraged to achieve efficiencies through closer collaboration with one another, such as sharing depot facilities and in cross-working of crews and equipment.
16. Area managers should be appointed with a brief to work closely with stakeholders and develop collaborative local improvement schemes.
17. Operators should be required to provide funding for, and work closely with, users’ representatives and Community Rail Partnerships.
18. Operators should establish public transport planning arrangements with local transport authorities and users’ representatives 
19. Operators should be required to agree an infrastructure development plan with Network Rail and in consultation with stakeholders.
[bookmark: _Toc494111568]Service levels
20. On the assumption that GWR’s currently planned timetable changes have been delivered, further service enhancements are detailed for specific routes.  (These are listed in the table at pp 33-41):
21. CrossCountry should be a fast intercity service with new rolling stock designed to operate on both the classic network and HS2.
22. Services should normally be provided seven days a week and have a basic frequency that is, at least, hourly.
23. Open access services leading to a step change in service quality should be encouraged where this does not jeopardise basic service provision.
[bookmark: _Toc494111569]Infrastructure provision
24. Long-standing constraints on good performance require urgent remedy, requiring investment in platform staff and selective measures to improve operating deficiencies such as congestion bottle-necks.
25. The development of transport hubs and parkways should be encouraged.
26. Payments made by operating companies where they are the cause of delay to their services should be ring-fenced (after passenger compensation is paid) for spending on infrastructure enhancements that will benefit passengers. 
[bookmark: _Toc494111570]Fares and ticketing
27. There is a need for less confusing fare arrangements and the roll-out of e-ticketing and contactless payment cards (CPCs) but more assurance is needed if passengers are to trust that automated systems will always deliver the best option. 
28. The diversity of wealth between different parts of the South West means that ways must be found of making fares more affordable to all throughout the franchise area.








[bookmark: _Toc494111571]The Opportunity

[bookmark: _Toc494111572]Franchise replacement
Great Western and CrossCountry, the two passenger rail franchises that dominate service provision in the South West region of England, are currently due to be replaced within a few months of one another.  The Government’s current Rail Franchising Schedule[footnoteRef:6] shows that the Great Western franchise[footnoteRef:7] - which is currently operated by First Group - is planned to start in April 2020.  The CrossCountry franchise[footnoteRef:8], operated by Arriva - a subsidiary of Deutsche Bahn – is scheduled for replacement in December 2019 although the Secretary of State has the discretionary power to extend this for up to a further eleven four-weekly reporting periods to autumn 2020. [6:  https://www.gov.uk/government/publications/rail-franchise-schedule, updated July 2017]  [7:  Great Western Franchise started April 2006, ended October 2013; Direct Awards (1) October 2013-September 2015 and (2) September 2015-April 2020 currently assumed by Department for Transport (DfT).  Premium of £90.9m paid in 2015/6, equating to 1.5pence per passenger kilometer (p ppkm). See: Passenger Rail Services in England, Commons briefing papers SN 06521I, August 2017 http://researchbriefings.parliament.uk/ResearchBriefing/Summary/SN06521]  [8:  CrossCountry Franchise started November 2007, ended October 2016; Direct Award October 2016-October 2019 (although DfT currently assuming extension to December2019). Premium of £76.7m paid in 2015/6, equating to 2.2p ppkm.  See ibid
] 

Both current franchises were awarded originally following competitions more than a decade ago.  They were subsequently extended by direct award.  This has ensured welcome managerial continuity through the inevitable disruptions caused by network modernisation.  But it also means that end-users may have been denied the benefits that usually emerge from the competition for franchise renewal. 
The coincidence of the scheduled replacement dates provides a unique opportunity to align service arrangements by thinking about the requirements that should underpin the services covered by the two existing franchises in our region, unconstrained by the present franchise agreements that separately govern the Great Western and CrossCountry services.  It is an opportunity to deliver a step change in customer experience that drives economic growth and meets regional connectivity needs based on the delivery of integrated service standards regardless of the operator involved. 
[bookmark: _Hlk492630335]Suitably exploited, a coordinated approach to replacement of the current franchises could provide a degree of future-proofing for end-users against possible further disruption to service delivery – for example, should a future Government decide to take passenger service provision back into public ownership with a view to ensuring greater coordination in service provision. In specifying future service requirements, the Government should set a high threshold for minimum service quality standards, thereby ensuring that, regardless of operator or method of service procurement, these will always apply.
[bookmark: _Toc494111573]Capturing the benefits of route modernisation
The Great Western route modernisation project, originally announced by the Government in 2009, envisaged that electrification of the Great Western Main Line between London, Reading, Oxford, Newbury, Bristol, Cardiff and Swansea would be completed by 2017[footnoteRef:9].  Policy changes by subsequent Governments resulted in decisions to delay, defer indefinitely or even cancel key elements of the project.  However, modernisation of the core routes from London to Bristol Parkway and Cardiff, and from London to Newbury, is expected to be completed by the end of the current Great Western and CrossCountry franchises.  The Government argues that even the reduced extent of the original electrification scheme should facilitate improved service provision both on the electrified routes, and elsewhere, through introduction of bi-mode rolling-stock that is able to switch with minimal performance penalty between electric and diesel power and through cascading existing diesel trains as they are displaced from those routes that are wholly electrified.   [9:  DfT, Britain’s Transport Infrastructure: Rail Electrification, July 2009, paragraph 1. http://webarchive.nationalarchives.gov.uk/20090805225151/http:/www.dft.gov.uk/pgr/rail/pi/rail-electrification.pdf
] 

While these improvements are welcome, route modernisation is not just about new rolling stock and partial electrification. Resignalling and the installation of state of the art train management systems[footnoteRef:10] on the Great Western Main Line should permit significant enhancement of service frequencies.  The infrastructure will migrate from the use of conventional signalling to the European Rail Traffic Management System (ERTMS Level 2).  The continuous stream of data sent directly to each train allows operational performance of all the services controlled by the system to be optimised, higher operational speeds and reduced headways between trains.  It should result in greater service reliability and create the opportunity for significantly improved track utilization and, thus, more intensive train frequencies. The coincidence of ERTMS and franchise replacement is an opportunity to capture those advantages, mitigating the failure in the short-term to deliver fully the originally envisaged benefits of route modernisation. [10: http://webarchive.nationalarchives.gov.uk/20100409100805/http://www.dft.gov.uk/pgr/rail/pi/iep/iepinvitationtotender/infrastructureinterface.pdf] 

The Government’s decision to ‘pause’ the electrification programme and, instead, to rely on bi-mode trains may be a pragmatic short-term solution in the light of the project delivery problems identified by the National Audit Office in its November 2016 report[footnoteRef:11] examining the planning and programme management of the Great Western Route Modernisation.  It is not a sustainable long-term solution.  Bi-mode trains are necessarily heavier since they have the additional load of their diesel fuel and equipment, are at greater risk of technical failure and therefore likely to be both less reliable and more expensive to operate.  There are also doubts about their capability to maintain existing point-to-point running times.  In diesel mode they are a direct source of pollution and, as such, unlikely to be welcomed by local authorities concerned with its reduction, particularly in the centre of cities like Bath, Bristol and Exeter.  [11:  https://www.nao.org.uk/wp-content/uploads/2016/11/Modernising-the-Great-Western-railway.pdf
] 

Prospective operators should be encouraged to work with Network Rail (and possibly third parties) in developing innovative plans for electrification in-fills at points on the network with significant air quality problems, like Bath, or which are operationally challenging, such as the South Devon banks at Hemerdon, Rattery and Dainton.  They should also be invited to propose other selective interventions, pending completion of total route modernisation, such as the provision of additional loops.  In the longer term, it would be logical to plan for complete electrification before the replacement of the bi-mode fleet’s diesel engines falls due.
[bookmark: _Toc494111574]Other current projects
Several other major projects with potential implications for the new franchise arrangements are also scheduled.  Future service provision should build on the connectivity opportunities created by major new rail investments.  These include:
· Western Rail Link to Heathrow[footnoteRef:12] (connecting the Great Western Main Line between Iver and Langley with the Heathrow Terminal 5 rail tunnel.  Journey times from Reading to Heathrow will be cut to under thirty minutes and congestion at Paddington reduced.  It is expected to be operational by the middle of the 2020s). [12:  https://www.networkrail.co.uk/our-railway-upgrade-plan/key-projects/heathrow-rail-link/] 

· East West Rail[footnoteRef:13] (a strategic railway route linking Oxford, Bicester, Milton Keynes, Bedford, Cambridge, Ipswich and Norwich in England using the course of the former Varsity Line. The first stage, with hourly services from Bedford to Oxford and Milton Keynes to Oxford, both going onwards to Reading, is expected to become operational in the early 2020s).   [13:  http://www.eastwestrail.org.uk/
] 

· The Elizabeth Line – previously Crossrail (scheduled to open from Abbey Wood, via a new subterranean station at Paddington, to Heathrow Terminal Four in December 2018, and with services all the way from Stockley Junction to Reading in May 2019.  This will improve connectivity across London for passengers to and from the South West whilst releasing scarce extra platform capacity at Paddington for longer-distance services).
· [bookmark: _GoBack]A world-class super-hub at Old Oak Common, on the Great Western Mail Line 2.5 miles west of Paddington, linking both with Crossrail and with HS2 to the West Midlands, Manchester, Sheffield and Leeds.  This new station will provide what the mayoral development body, the Old Oak & Park Royal Development Corporation, describes as ‘one of the world’s most-connected and largest rail interchanges’[footnoteRef:14], itself sited on brown-field rail land that is intended to support 25,500 new homes and support 65,000 new jobs. It has the potential to stimulate a significant shift in travel patterns to and from parts of the South West. [14:  https://www.transport-network.co.uk/AECOM-to-masterplan-26bn-Old-Oak-Common-scheme/14079 ] 

[bookmark: _Toc494111575]Redressing the negative consequentials of HS2
In addition to the connectivity opportunities created by the Old Oak Common super-hub, the opening of HS2 is likely to have a significant economic impact on the South West, with implications for the replacement franchise arrangements.  Some parts of the country will inevitably benefit more than others.  Government-commissioned research suggests that South West England is likely to be a significant loser[footnoteRef:15].  This research by KPMG forecast the potential adverse impact of HS2 to the annual economic output of the South West (excluding the Dorset LEP area) to be an annual loss of up £358.18 million (expressed in 2013 prices)[footnoteRef:16].  Wales – where hefty compensation from central Government is anticipated - was forecast to lose up to £131.81 million in annual economic output[footnoteRef:17].  [15:  See House of Commons Transport Committee - Ninth Report 
High speed rail: on track? 9.12.2013 https://publications.parliament.uk/pa/cm201314/cmselect/cmtran/851/85106.htm#a7]  [16:   http://news.bbc.co.uk/1/shared/bsp/hi/pdfs/18_10_13_newsnight_hs2.pdf]  [17:  The Financial Times estimated that, under the Barnett formula used to ensure 'fairness' for the devolved administrations in central Government spending, the Treasury would have to pay out almost £700 million to Wales for the HS2 spending up to 2021, rising to almost £1.8 billion for the whole project.  However, the so-called ‘Barnett consequentials’ principles are currently not applicable other than to the devolved administrations. 8th September 2013: http://ig-legacy.ft.com/content/990c5108-1719-11e3-9ec2-00144feabdc0#axzz4qTtWARFL] 

[bookmark: _Toc494111576]Public spending equity
Despite the size of the region, the South West gets the lowest share of public spending on transport per person of any region in the UK.  Over the four years to 2015/6 the amount received annually averaged £210 per head compared to a UK average of £351 per head[footnoteRef:18].   [18:  See Table 9.15, UK identifiable expenditure on services by function, country and region, per head, Public Expenditure Statistical Analyses 2017, Cm 9467, July 2017 at https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/630570/60243_PESA_Accessible.pdf] 

Analysis by IPPR North, in connection with its work with the Transport for the North lobby and the campaign for HS3 (the proposed rail route across the Pennines, now sometimes also called Crossrail 3), reveals that the South West will get £212 per person per year from 2016/7 onwards[footnoteRef:19].  The comparative figures are £682 for the North West and £1,943 for London. [19:  https://www.ippr.org/news-and-media/press-releases/new-transport-figures-reveal-london-gets-1-500-per-head-more-than-the-north-but-north-west-powerhouse-catching-up, based on data from HM Treasury and the Infrastructure and Projects Authority (2016), National Infrastructure and Construction Pipeline Spreadsheet, Autumn 2016 update; ONS (2016) Subnational Population Projections for Local Authorities in England.  Accessed 22.8.2017] 


[bookmark: _Toc494111577]An effective voice for the South West
There are signs that the South West’s shortfall in what marketeers describe as ‘share of shout’ is beginning to be addressed, particularly in the far South West with the emergence of groupings like the local authority-led Peninsula Rail Task Force[footnoteRef:20] and Great South West, which links organisations from the public, business and education sectors.  One of the latter’s early outputs was a business led review on strategic connectivity priorities[footnoteRef:21].  This gained endorsement from the CBI and the five of the South West’s LEPs: Cornwall & the Isles of Scilly LEP; Dorset LEP; Heart of the South West LEP; Swindon & Wiltshire LEP; West of England LEP. Its aim was to secure Government investment that would deliver three essential infrastructure requirements for the region: road, rail and broadband.  In similar terms to those of the Peninsula Rail Task Force, the study identified what it described as a hierarchy of connectivity opportunities: [20:  https://peninsularailtaskforce.co.uk/closing-the-gap-the-south-west-peninsula-strategic-rail-blueprint/]  [21:  Greater Connected, – Transforming Strategic Connectivity in South West England, 2014. http://heartofswlep.co.uk/wp-content/uploads/2016/09/GreaterConnected.pdf  ] 

· Resilience and reliability;
· Speed, with faster journey times and better connectivity;
· Sufficient capacity and quality.
Other authorities and LEPs have developed their own plans, sometimes in collaboration with others.  This is the case of the West of England Joint Transport Study with its focus on the long-term development of the transport system in the West of England derived from identification of the significant transport challenges that its analysis shows the sub-region to face.[footnoteRef:22].  Cornwall Council has demonstrated that, through partnership working and the investment of over £36m since 2000, service enhancements can unlock significant passenger growth – an average of 8% per annum, while the Cornwall & Isles of Scilly LEP has articulated a concise vision of rail’s role within the Cornish public transport system[footnoteRef:23].  An almost three-fold growth in journeys within the region since privatisation is partly attributable to the success of work of Community Rail Partnerships (jointly funded by local authorities and train operators) – a reminder of the value of whole-hearted engagement between the sector, local authorities and stakeholders. The next section of this paper builds on these themes, and seeks to set out the strategic context in which the future provision of rail passenger services in the South West should be seen. [22:  https://www.jointplanningwofe.org.uk/gf2.ti/-/757442/23268709.1/PDF/-/Joint_Transport_Study_Topic_Paper.pdf]  [23: https://www.cioslep.com/assets/file/Strategic%20Economic%20Plan/A3%20Sheets/A3%20Sheet%20-%20Rail%20Growth%20Deal%202%20graphic%20pr9.pdf
 ] 

[bookmark: _Toc494111578]Strategic Context

[bookmark: _Toc494111579]The economy
The South West has a nominal Gross Added Value (GVA) of £126 billion.  This is equivalent to that of the Czech Republic or New Zealand.  Its immediate neighbours – the South East, West Midlands and Wales -  form a market twice that size – and very much more if London is included.  Realisation of growth potential partly depends on ensuring dependable connectivity, under-pinning dynamic inter-dependent markets with an adequate infrastructure. Peripherality is a key inhibitor to realising the growth potential of the South West economy.  We know from research by the universities of Bath and of the West of England that for every 100 minutes travel time from London, productivity falls by 6%.  Good connectivity can unleash a region’s GVA, enabling a greater contribution to the economy[footnoteRef:24]. [24:  Boddy, M. Meeting the Productivity Challenge, University of Bath and University of the West of England, 2005. Technical Report commissioned by the SW Regional Development Agency. http://eprints.uwe.ac.uk/10164] 

The South West’s principal conurbations are experiencing unprecedented housing and employment growth.  The Government’s Household Projections forecast growth of more than 10% to 2026, with an overall rise of 17% to 2.4m households by 2036[footnoteRef:25].  The growth expectations reflected in local government estimates are significantly greater – in some significant cases twice the number.   [25:  https://www.gov.uk/government/statistics/2014-based-household-projections-in-england-2014-to-2039] 

· The Heart of the South West LEP – covering Devon, Somerset, Exeter, Torbay and Plymouth - anticipates 179,000 new homes by 2030, compared with the Government’s Household Projections’ forecast of 86,000 by that date, with Exeter’s Core Strategy providing for at least 12,000 additional dwellings by 2026 (compared to 5,000 shown in the Government’s Household Projections). 
· The West of England Joint Spatial Plan, which encompasses much of the Bristol travel-to-work area, provides the framework for delivery of an additional 105,000 new homes by 2036 compared to the 88,000 projected by the Government.
· Swindon & Wiltshire LEP’s Objectively Assessed Need (OAN) for housing over the period 2016-2036 shows an 73,000 additional dwellings as being required by 2036.  This compares with the Government’s Household Projections’ forecast of 46,000 homes.  
This level of projected household growth is enormous by any standard. 
A greater part of the population increase is expected to be in the urban areas: the Office for National Statistics (ONS) projects[footnoteRef:26] that Bristol will be faced with the fourth fastest population growth (after London, Birmingham, and Manchester) by 2036. The population of the City of Bristol alone is projected to reach a total of 545,600 by 2039, an increase of over 23%.    Bournemouth was in the top 10 of cities or large towns for growth in both population and jobs in the ten-year period to 2013 according to Centre for the Cities.  [26:  https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationprojections/bulletins/subnationalpopulationprojectionsforengland/2014basedprojections/relateddata] 

Along with a vast amount of new housing and record levels of population expansion, the Government has announced the creation new and extended Enterprise Zones in the South West: 
· Bristol Temple Quarter and Bath & Somer Valley; 
· The Heart of the South West Enterprise Zone site at the Exeter & East Devon Growth Point; 
· Huntspill Energy Park on the site of the Royal Ordnance factory at Puriton, between Bridgwater and Highbridge; 
· Oceansgate, on the edge of Devonport Dockyard in Plymouth, specialising in marine industries; 
· Aerohub at Cornwall Airport, Newquay; 
· Cornwall Marine Hub at Hayle; and
· The Dorset Green Technology Park on the former Winfrith Atomic Energy Authority site in Purbeck.
These are expected to lead directly to the creation of several tens of thousands of new jobs. Additionally, plans for the Avonmouth-Severnside Enterprise Area, a status awarded by the West of England LEP, envisage the creation of up to an additional 12,000 jobs by 2026[footnoteRef:27] almost doubling the number that existed in 2010.  Its development is symbiotic with that of the Severn Beach line, which serves the Enterprise Area and has seen a 350% growth in passengers in ten years[footnoteRef:28].  Public transport – with rail at its core - should have a crucial role to play in ensuring manageable connectivity. [27:  http://westofenglandlep.co.uk/place/enterprise-zone-and-areas/ea-avonmouth-severnside]  [28:  Progress Report, February 2017.  Severnside Community Rail Partnership] 

As a foundation for the creation of skilled workforce, the South West has had considerable success in developing its higher education facilities: Sir Andrew Whitty’s Review of Universities and Growth acknowledged their contribution to start-ups and SMEs.  But, from a transport user perspective, the region’s higher education institutions have an even greater impact: they are the work-places of more than 200,000 students. This is an opportunity for transport operators.

[bookmark: _Toc494111580]Social
The South West is the English region with the highest proportion of the usual resident population living in areas classified as rural[footnoteRef:29] being home for almost one third of the population[footnoteRef:30] - twice the proportion in England as a whole[footnoteRef:31].  However, despite the region’s rural image, urban areas in the South West are growing almost five times faster than rural areas.  Adequate transport provision is vital in tackling the challenges facing the region’s many rural communities as well as enabling a reduction in the congestion that burdens economic and social activity in some of the region’s agglomerations.   [29:  The Rural Urban Classification 2011 defines areas forming settlements with populations of over 10,000 as urban, the remainder as rural.]  [30:  http://webarchive.nationalarchives.gov.uk/20160105224826/http://www.ons.gov.uk/ons/rel/census/2011-census-analysis/rural-urban-analysis/comparing-rural-and-urban-areas-of-england-and-wales.html]  [31:  https://www.gov.uk/government/publications/rural-population-and-migration/rural-population-201415
 ] 

The development of transport hubs and parkways can make a vital contribution, their success depending on the extent to which they become the focus of feeder public transport links or the assurance that no intending rail passenger arriving in their own vehicle will ever be apprehensive about missing their train due to lack of dependable car parking capacity.
The Department for the Environment, Food & Rural Affairs (DEFRA) has developed a methodology for identifying rural hub towns – towns with populations of between 10,000-30,000 that ‘play very important roles as ‘hubs’ in the rural areas around them (rural hinterland) in terms of providing services, employment and businesses’[footnoteRef:32].  [32:  https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/307939/2011_Rural-urban_statistical_classification_for_local_authorities__interim_results_-_hub_towns_.pdf
] 

 South West towns identified as rural hub towns comprise:
	· Amesbury (10,116),
· Bideford (28,672),
· Blandford Forum (11,694),
· Bodmin (14,614),
· Bridport (13,737),
· Brixham (16,693),
· Burnham-on-Sea* (23,325),
· Calne (17,274),
· Chard (13,074),
· Cinderford (12,942),
· Cirencester (17,153),
· Clevedon (21,002),
· Coleford (10,397),
· Dawlish* (11,312),
· Devizes (18,064),
· Dorchester* (19,060),
· Dursley* (14,992),
· Frome*(26,203),
· Gillingham*(11,298),
· Helston (12,814),
· Honiton*(11,483),
· Ilfracombe (11,184), 
	· Ivybridge* (11,581),
· Melksham*(19,357)
· Midsomer Norton/Radstock (27,136),
· Minehead (11,981),
· Nailsea*(20,543),
· Newquay* (20,189),
· Penzance*(19,872),
· Royal Wootton Bassett (11,265)
· Shepton Mallet (10,369),
· Sidmouth (12,569),
· St Austell* (25,447),
· Street (12,911),
· Swanage (12,594),
· Tavistock (12,280),
· Teignmouth* (17,483),
· Tewkesbury*(19,778),
· Thornbury (11,687),
· Tiverton (19,544),
· Truro*(23,041),
· Warminster*(17,490),
· Wellington (13,822),
· Wells (11,343).


(Bracketed figures show the 2011 Census population for each built-up area, excluding the population of the rural hinterlands for which each qualifies as a hub.)

Most of these rural hub towns – each one serving sizable hinterlands – are poorly connected with the national public transport network, despite their size and strategic importance to an effective spatial strategy.  

An asterisked settlement in the table denotes that it is one of the seventeen built-up areas included in the listing with an extant National Rail station.   National Rail passenger services have been withdrawn from stations located in all the twenty-seven other built-up areas identified, although in a small number of cases there has been local authority interest in opening passenger stations on lines that pass through[footnoteRef:33], or operate near to, the built-up areas (e.g. Devizes, Royal Wootton Bassett, Wellington) whilst heritage railways operate at a small number of the other locations (e.g. Bodmin, Minehead, Swanage). [33:  See, for example, Wiltshire Rail Study, Strategic Analysis Report, May 2013 prepared by Roger Maclean for Wiltshire Council, which includes patronage forecasts for a small number of potential new stations including Devizes Parkway and Royal Wootton Bassett; https://www.transwilts.org/images/pdf/policies/Wiltshire_Rail_Study_May_2013.pdf] 

Social inclusion issues in the South West are also affected by the demographic structure of the region, parts of which have disproportionately high numbers of residents aged 65+.  More than 30% of the population of the South Hams, West Devon, East Devon, West Dorset and West Somerset fall into this category (twice the projected 2024 figure for England). Significantly for transport policy makers these groups are frequently more dependent on good public transport, both as to the provision of services and in the provision of facilities for persons with reduced mobility (PRMs). 
Age-friendly transport provision, where older adults are enabled to overcome physical and cognitive failings to maintain active life-styles, brings significant social health benefits[footnoteRef:34], mobility being associated with better health.  This is not just about complying with European legislation relating to provision for People with Reduced Mobility (PRMs): it can be as simple as ensuring platform assistance is always available at stations where passengers change between services or of ensuring that there is access to toilet facilities, both on trains and at stations. [34:  See, for example, Declining function in older adults: Influencing not only community mobility options but also wellbeing, Journal of Transport Health Vol 4, March 2017 https://repository.uantwerpen.be/desktop/irua/core/index.phtml?language=&euser=&session=&service=opacirua&robot=&deskservice=desktop&desktop=irua&workstation=&extra=loi=c:irua:144318] 

Another significant feature of the South West is the significant disparity in household incomes between different parts of the region.  Although the average Gross Domestic Household Incomes (GDHI) in the South West – the amount available to an individual for spending on consumption or on saving after expenditure associated with income such as taxes, social contributions, property ownership and future pension provision – is close to the national average at just over £19,100, it varies by a factor of 7:4 across the region[footnoteRef:35].  For example, in 2015 GDHI in Exeter was £25,513 whilst in Plymouth it was £15,886.  Extremes were provided by the Isles of Scilly at a high of £26,603 and the Forest of Dean at a low of £15,190. This highlights the potential variances in sensitivity to fares in different parts of the region. These are challenges to be considered when developing the specification for the Invitation to Tender. [35:  https://www.ons.gov.uk/economy/regionalaccounts/grossdisposablehouseholdincome/datasets/regionalgrossdisposablehouseholdincomegdhibylocalauthorityintheuk
] 

Car ownership is by no means universal in the South West[footnoteRef:36].  In 2011, slightly less than one household in five had no access to either a car or a van.  In the major urban areas of Bristol, Bournemouth, Exeter, Plymouth and Torbay only three out of four households had access to a car or a van.  Despite the relatively high level of car and van access compared to England as a whole - where over 25% of households do not have a car or a van - public transport provision is vital to social inclusion for a significant proportion of the population of the South West. [36:  https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/populationestimates/bulletins/2011censuskeystatisticsforenglandandwales/2012-12-11#car-or-van-availability  See table KS404EW] 

[bookmark: _Toc494111581]Environmental
The quality of the environment is at the heart of the South West’s economy. It is a significant draw both for those living in or visiting the South West.  Attractive rail services can play an important role in securing this. 

Rail can help mitigate two critical challenges facing transport in the South West: the economic effects of congestion – not just in terms of traffic delay and environmental blighting but also reflected in demands on land use, whether for parking or road improvements - and ensuring acceptable air quality.
 
South West agglomerations suffer particularly from road congestion and the economic and social penalties this creates. At 15.3 mph, average traffic speeds on local ‘A’ roads in the City of Bristol are the second slowest in the country, London excluded.  (The City has just gained the distinction of being out-slowed by traffic in Slough[footnoteRef:37] where average traffic speeds are now 15mph.)  It vies with Slough and Reading as the English authority outside London to suffer most in terms of average delay on locally managed ‘A’ roads.  One of the striking features of Bristol transport use is the relatively small proportion accounted for by rail travel where it accounts for just 2.1% of commuting[footnoteRef:38].   [37:  https://www.gov.uk/government/statistical-data-sets/average-speed-and-delay-on-local-a-roads-cgn05#table-cgn0501 Average delays in Bath, Bournemouth, Plymouth, Poole and Torbay are broadly equivalent to those in the Metropolitan Counties of West and South Yorkshire.  Bristol’s plight can be contrasted with the situation in Nottingham, a city of comparable size but one whose economy and social activity has been enhanced by the success of its tram system.]  [38:  https://www.jointplanningwofe.org.uk/consult.ti/JTSTransportVision/viewCompoundDoc?docid=8271892&sessionid=&voteid=&partId=8272052  Bus transport has a 6.7% share, cycling 5.1% and walking 14.3%. By comparison, cars are used for over 60% of commutes.] 

The INRIX Traffic Scorecard identified Exeter as the UK city centre that was busiest to get around during peak hours, drivers spending one quarter of their time in congestion with an average speed of 4.6mph.  During the day, drivers attempting to move around the centre of Exeter suffer even more from congestion than their London counter-parts, sitting in traffic in the city centre for 17% and 16% of their time respectively during the day[footnoteRef:39].Dependence on car travel impacts directly on congestion and, consequentially, on pollution and public health.   [39:  http://inrix.com/press-releases/traffic-congestion-cost-uk-motorists-more-than-30-billion-in-2016/] 

Congestion directly affects air quality. In nose-to-tail traffic, tailpipe emissions are four times greater than they are in free flow traffic[footnoteRef:40]. Halving urban traffic speeds leads to a 50% increase in nitrogen oxide (NOx) levels.  There is increasing evidence that, in the UK, several tens of thousands of premature deaths annually may be attributable to their effects and to fine particulate matter (PM2.5)[footnoteRef:41],[footnoteRef:42].  A study carried out in North East Scotland by Aberdeen and Edinburgh universities (where pollution is well below the limits recommended by the WHO) suggests that exposure to pollution during pregnancy in nearly as bad as the damage done to foetuses by smoking[footnoteRef:43].  This year an expert report[footnoteRef:44] commissioned by the City of Bristol showed that around 300 deaths each year in the city can be attributed to NO2 and particulates, road traffic being the dominant local source of emissions contributing to the deaths. This figure of around 300 deaths contrasts with an average of 9 deaths each year resulting from road traffic collisions in the City. [40:  Environmental Factors in Intelligent Transport Systems, IEE Proceedings, M.C. Bell 2006]  [41:  https://www.rcplondon.ac.uk/projects/outputs/every-breath-we-take-lifelong-impact-air-pollution; https://www.eea.europa.eu/media/newsreleases/many-europeans-still-exposed-to-air-pollution-2015/premature-deaths-attributable-to-air-pollution]  [42:  For the year 2013, the European Environment Agency estimated that about 37 930 premature deaths in the UK were attributable to fine particulate matter concentrations, 710 to ozone concentration and over 11 940 to nitrogen dioxide concentrations. See: The EU Environmental Implementation Review Country Report - UNITED KINGDOM, Commission Staff Working Document SWD (2017) 59 final, http://ec.europa.eu/environment/eir/pdf/report_uk_en.pdf  ]  [43: https://www.euractiv.com/section/air-pollution/news/air-pollution-almost-as-bad-for-babies-as-smoking-during-pregnancy/]  [44:  https://www.bristol.gov.uk/documents/20182/32675/Health+Impacts+of+Air+Pollution+in+Bristol+February+2017/4df2fce5-e2fc-4c22-b5c7-5e7a5ae56701] 

The public health impacts of road travel are not attributable solely to the internal combustion engine or exhaust emissions.  Tyre, brake and road surface wear, corrosion and resuspension of road service dust seem also likely to have significant impact.[footnoteRef:45] [45:  https://trl.co.uk/reports/PPR110;  Non-exhaust processes are an important source of particulate matter, constituting approximately 50% of PM10, 25% of PM2.5 and 90% of the coarse fraction (PMcoarse) of road traffic emissions.  Vehicle exhaust is primarily in the PM2.5 range.  See Non-Exhaust Particulate Matter Emissions from Road Traffic: Summary Report, TRL Limited, Published Project Report PPR231 prepared for DEFRA and the Devolved Administrations; https://uk-air.defra.gov.uk/assets/documents/reports/cat15/0706061644_Report5_Summary.pdf

] 

Commentators have noted the seeming inconsistency of the Department for Transport’s stance in addressing pollution issues: its generous support for innovations that may lead to the widespread adoption of clean fuels for road transport on the one hand and its recent stance on rail electrification.  Parts of Bristol, Bath and Exeter – where the principal rail routes cling to the river valleys - suffer from particularly poor air quality.
[bookmark: _Toc494111582]
TravelWatch SouthWest Consultation Questions

In order to frame input from its membership and other stakeholders, TravelWatch SouthWest invited representatives of user groups, local authorities and LEPs to consider a set of questions which formed the basis of a consultation workshop held in Taunton in July 2017, which was also attended by a member of DfT’s franchising team. Views from attendees at that workshop informed initial drafts of this paper which were put out to wider consultation. The following is a consolidated response to TravelWatch SouthWest’s own consultation questions.

[bookmark: _Toc494111583]What should be the key franchise objectives?
Good public transport is an enabler of development. It can help unlock the growth necessary for sustainable economic prosperity, providing access for work, services and leisure.  Successful provision requires reflecting the needs of a growing - and changing – population.  It should be achieved in ways that protect the natural advantages of the South West, that contribute to reducing road congestion and that address the growing awareness of the health impacts of road transport generally and of the carbon and particulate emissions of the internal combustion engine.  It therefore follows that the key franchise objectives should include:
· Supporting the sustainable growth of the South West economy, under-pinning where appropriate major new housing developments, by offering a comprehensive and coordinated network of rail services of high quality, while working within the affordability constraints on public funding.
· Delivering an excellent experience for passengers which leads to a step change in levels of passenger satisfaction. Consideration should be given to innovative solutions that simplify and improve the ticket purchasing experience, the expansion of smart ticketing, the quality of the station environment, on-train facilities, the punctuality and reliability of train services, ease of connectivity both between services and cross-modally, and improved compensation arrangements. 
· Secure whole industry efficiencies and help reduce overall industry costs by working in partnership across the rail industry.
· Increasing capacity to meet current demand and future growth, supporting the delivery of planned infrastructure works and rolling stock investments, whilst minimising disruption to passengers.  
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Fig. 3. Forecast rail passenger demand growth rates: Source: Dawlish Additional Line – Assessment. Study by WSP Parsons Brinckerhoff, February 2016 commissioned by Plymouth City Council on behalf of Peninsular Rail Task Force[footnoteRef:46] [46:  See https://peninsularailtaskforce.files.wordpress.com/2016/11/dal-final-report-vfinal-160318.pdf2016] 


Rail travel in the South West has grown by 133% over 21 years since privatisation, with a 180% increase in journeys within the region and a doubling in journeys to and from other regions[footnoteRef:47].  If the actual levels of growth experienced over the last decade (which includes the recession years) is projected forwards, demand will have exceeded the estimates used by Network Rail for their Western Route Study[footnoteRef:48] by more around 100% within the next twenty years[footnoteRef:49].  [47:  ORR statistical data, 2017. https://dataportal.orr.gov.uk/displayreport/report/html/c46aca6c-1b39-4bf6-af0c-8a6f4635a59f]  [48:  https://www.networkrail.co.uk/wp-content/uploads/2016/11/Western-Route-Study-Final-1.pdf.  The study, which was published in August 2015, is used to inform the industry’s Long Term Planning Process.]  [49:  Rail industry planners have consistently under-estimated the region’s dynamic in this respect using annual growth rates of 2-3.2% in their route strategies. In fact, growth is much higher within the region.  Between 2008-15, the ORR recorded average annual growth of 5.7%. On this basis, the capacity requirements estimated by Network Rail will be met by 2031 rather than 2043.   Unless Network Rail’s baseline assumptions are revised, passengers will face a substantial capacity shortfall.] 

Table 2. Number of passenger journeys (thousands) between South West and other regions[footnoteRef:50] [50:  ORR: https://dataportal.orr.gov.uk/displayreport/report/html/c46aca6c-1b39-4bf6-af0c-8a6f4635a59f
] 

	
	1995-96
	2000-01
	2005-06
	2010-11
	2015-16

	East of England
	339
	404
	417
	548
	585

	East Midlands
	241
	273
	307
	346
	363

	London
	5,910
	7,671
	8,751
	10,716
	11,781

	North East
	150
	166
	108
	114
	102

	North West
	471
	553
	523
	628
	659

	Scotland
	185
	171
	85
	100
	80

	South East
	3,180
	4,124
	4,770
	6,149
	6,571

	Wales 
	1,150
	1,261
	1,818
	2,404
	3,018

	West Midlands
	718
	908
	1,207
	1,471
	1,716

	Yorkshire & The Humber
	333
	362
	275
	426
	420

	South West Total
	12,677
	15,893
	18,361
	22,902
	25,294


This increase in inter-regional travel is dominated by the growth in journeys to London, the South East, Wales, the East and West Midlands, the North West and Yorkshire and Humberside, ranked both by absolute numbers of journeys and by the growth in the number of journeys. The extraordinary growth that has taken place since the Voyager units were introduced at the beginning of the century on routes from the South West through Birmingham goes some way to explaining CrossCountry’s overcrowding problems (although the use of these services to supplement under-provision of services for local travel in the West Midlands is the major factor). However, the growth in inter-regional travel to and from the South West is not reflected throughout the country: the number of rail journeys between the South West and North East England and Scotland is barely half that of 1996-7, having fallen dramatically to just 182k in 2015-6.  Low cost airlines have eaten into this longer-distance market. Even so, there are still around 500 such through journeys made by rail each day between the North East and Scotland, and the South West.  However, there is a need to identify the drivers of decline rail’s shrinking share – whether price, service quality, overall journey convenience or other factors.  Ways of restoring rail’s competitive position should be explored – for example, by redeploying train sets to increase frequencies on those parts of the current CrossCountry network where there is greatest demand for long-distance end-to-end journey opportunities.

Fig 4. Total rail journeys to or from other regions: 2015-16 compared with 2014-15[footnoteRef:51] [51:  ORR: Regional Rail Usage Statistical Release infographics, 2015-16 ] 
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· Determine franchising arrangements of sufficiently long duration to encourage investment, but with provision for mid-term reviews, to secure benefits from collaborative working practices and partnering both within the sector and with interested stakeholders and other investors. This is principally to provide an attractive framework for third party engagement and investment, facilitating delivery of the Hansford recommendations[footnoteRef:52]. [52:  https://thehansfordreview.co.uk/2017/07/new-publication-of-the-hansford-review/
 ] 

[bookmark: _Toc494111584]What are the main potential impacts on demand over the next 20-30 years?
The different parts of the South West region are all committed to a period of significant growth.  This means that provision needs to be made for significant annual growth, perhaps as great as 7%. (See pp 17-25) 
[bookmark: _Toc494111585]Are any changes required to the current train service pattern? 
(to meet objectives or changing demands)
The specification of train service patterns needs to reflect our expectations of the role of the railway.  At the most basic level rail particularly excels at:
· Conveying large numbers of people over longer distances between major hubs with high-frequency services and journey times of up to about 4 hours (e.g. InterCity)[footnoteRef:53] [53:  Note the success of Virgin Trains East Coast which recaptured passengers from air with a market share of more than a third of London-Edinburgh journeys and which has plans to raise this to 50% by 2023.  Passenger Transport, Issue 167, September 2017 and http://premierconstructionnews.com/2017/08/24/virgin-trains-wins-highest-ever-market-share-airlines-scotland-london/ 
] 

· Providing connectivity over shorter distances between significant urban settlements and hubs (e.g. Regional Express)
· Travel to Work Area hub-and-spoke services (e.g. Urban Metro)
· Providing alternatives, where practical, for those reluctant or unable to change trains or stations en route - particularly London (e.g. TER)
· Enabling local connectivity where reasonable alternative road arrangements cannot be provided or where there are peaks of demand that cannot otherwise be accommodated reasonably (e.g. St Ives branch)
As a general principle local, regional and national services should be separated, equally spaced in terms of timings to avoid trains chasing one another and with no loss of existing connections and frequencies.  Services requires reliability and resilience. In the normal run of things this includes the certainty of adequate capacity at the times that people may wish to travel.  TravelWatch SouthWest considers that, if significant modal shift is to be encouraged and if rail is to play to its potential in contributing to a spatial strategy aimed at growth, services should be hourly, as a minimum and more frequent where merited.  
There is also an increasingly strong case for a seven-day railway.  Not only is Sunday now a major day for retail activity but the South West’s cities have a booming evening economy which is difficult to access for those without private transport due to generally inadequate rail service provision on Saturday evenings.
The South West is a major leisure market, tourism playing a major part in its economy.  This creates particular passenger needs as well as operational challenges for rail operators.  (During the summer school holidays, Newquay’s population – normally around 22,000 – exceeds that of the city of Exeter which has a population of well over 125,000.) Tourism in the South West generates travel throughout the week and, in some parts like Torbay, every day of the year: the conception that leisure visitors travel to and from resorts exclusively on summer Saturdays is incorrect. This pattern has been in decline for the past 50 years. As an example, 70% of overnight visitors to Torbay are on short break holidays, and over half the overnight visitors are outside the summer season reflecting the shift from the traditional summer-fortnight-by-the-sea to the demand for ‘short-break’ throughout a much longer part of the year. 






[image: ]
Through services linking the major conurbations, with bookable seats and plenty of space to keep often-cumbersome luggage in sight is of high priority. As with business travellers, for leisure travellers and particularly those aged 65+ (a significant proportion of the potential rail market for tourism in the South West) changing trains is a significant barrier to rail travel, deterring around one third of potential passengers[footnoteRef:54]. Passenger Focus research conducted in connection with the aborted planned renewal in 2013 of the Great Western Franchise showed an aggregate of 31% of passengers surveyed whilst using inter-regional services would have been unlikely to have made the journey if there had been no direct services and they had to change trains. [54:      See http://www.transportfocus.org.uk/research/publications/great-western-research-ports-cdf-inter-regional  Resistance to changes was highest amongst business travellers, for occasional travellers and for those aged 65+.] 

The region is also a magnet for ‘second-homers’ and ‘long-weekenders’ and the body of around a quarter of a million higher education students attached to institutions on the key routes.
More specific suggestions concerning current train service patterns received by TravelWatch SouthWest reflect concerns about connectivity.  They assume implementation of GWR’s timetable changes announced for December 2018 and include:
	
	Route
	Requirement
	Commentary

	1
	Bristol-South Coast 
	Semi-fast: hourly. Improvement of point-to-point timings of principal inter-urban services
	This route has potential to enhance network connectivity, having potentially valuable connections with several other key routes, including north-south services at Bristol and a series of four important east-west routes at Bristol, Westbury, Salisbury, and Southampton. 

	2
	Bristol-Weymouth 
	· Local service: hourly
· Semi-fast: hourly
	Major growth in usage together with expansion of Yeovil. Road alternatives are inadequate. West of England Combined Authority aspiration for Bristol to Yeovil linked to Heart of Wessex Community Rail Partnership aspirations for an hourly semi-fast Bristol-Weymouth service.  Signalling and line speeds improvements required between Pen Mill-Dorchester to solve route capacity/resilience limitations.

	3
	Bristol-Bath-Westbury local
	Hourly
	Part of Bristol travel to work area; serve by extension of MetroWest service from Bath.

	4
	Bristol-Swindon-Oxford- (Milton Keynes/Cambridge) semi-fast
	Reinstatement of service: hourly 
	Connectivity between the significant and fast expanding conurbations on this route is currently poor and the relevant strategic road network inadequate.  Access to Cross-Country services through Oxford requires intending passengers to double back from Reading.  The service would be relevant to long-held and well-developed proposals new stations at Wantage & Grove, Royal Wootton Bassett and Corsham, (the latter two both forming part of the Swindon-M4 Growth Zone) all being associated with significant new housing proposals.  The case for a call at Didcot – which carries a time-penalty - should be evaluated (rather than using the Foxhall curve)[footnoteRef:55].  SLC Rail has identified £38.7m as the GVA of a twice-hourly service. The significance of the route will be enhanced by the opening of the East West Rail route east from Oxford. [55: Following Garden Town accreditation, it is planned to deliver 15,000 new homes and 20,000 new jobs in Didcot and across Science Vale (of which Wantage/Grove is part).   http://www.southoxon.gov.uk/business/support-business/supporting-our-town-centres/didcot/didcot-garden-town-0
] 


	5
	Bristol-Cardiff
	· Fast: twice hourly
· Local: hourly
	The Bristol-South Wales corridor has experienced significant traffic growth, both rail and road, with a strong intercity flow between Bristol and Cardiff justifying a twice-hourly fast service with a 30’ journey time. 
Local service to be provided by possible hourly extension of MetroWest half-hourly stopping service from Patchway.

	6
	Plymouth/Torbay--Exeter-Bristol-Birmingham-York/Manchester
	· Plymouth-Exeter St Davids, fast to Bristol Temple Meads-Bristol Parkway, fast to Birmingham New Street, principal stations to York for ECML: Hourly
· Paignton/Exeter St Davids-Tiverton-Taunton-Bridgwater-Bristol Temple Meads-Bristol Parkway-Cheltenham-Worcester Parkway-Birmingham New Street and principal stations to Manchester: Hourly
· Bristol Temple Meads-Bristol Parkway-Cheltenham-Worcester Parkway-Birmingham New Street and principal stations to York: Hourly
· Bristol Temple Meads-Bristol Parkway, fast to Birmingham New Street-Stoke-Manchester: Hourly
	Certain services extended from Plymouth to Penzance and (in summer season) Newquay, and from York to Newcastle, Edinburgh and Aberdeen to provide at least two through workings daily.

	7
	Bristol-Gloucester/Cheltenham

	· Semi-fast service: hourly
· Local: hourly
	Significant inter-urban corridor paralleled by M5.
Local service provided by extension of planned MetroWest stopping service from Yate, northward to Gloucester. A study commissioned by Gloucestershire & South Gloucestershire found a Benefit Cost Ratio of 4.72 for services to Gloucester, with stops at two new stations factored in.

	8
	(Cardiff)-Gloucester-Worcester-(Nottingham) 
	Semi-fast: Hourly Cardiff-Nottingham service with stops including Lydney, Gloucester, Cheltenham, Ashchurch, Worcester, Birmingham New Street
Local: Hourly
	Ashchurch for Tewkesbury’s importance is likely to grow significantly with the proposed sizable housing developments planned by the local authority.  The current service Gloucester-Worcester service is inadequate, running every two hours.  A service connecting Gloucester, Cheltenham and Worcester (combined populations of around half a million), with at least hourly calls at Ashchurch, is required.  There is potential to dovetail additional services with those of the West Midland franchise.

	9
	MetroWest
	Half-hourly (with quarter-hourly to Clifton Down and hourly from Avonmouth to Severn Beach)
	West of England combined authority foresees services whose basic pattern links Bristol hub with Bath (see also item 3 re extension to Westbury), Avonmouth, Yate (see also item 7 re extension to Gloucester), Portishead, Henbury, Patchway (see also item 5 re extension to Cardiff), and Weston-super-Mare.  

	10
	Bristol-Exeter corridor
	Hourly fast and hourly semi-fast (see item 6);
Hourly semi-fast, Taunton-Exeter (extension of Berks & Hants semi-fast service – see also item 11) 
Local: Hourly through to Exeter Central (in addition to MetroWest provision for half-hourly service to Weston-super-Mare)
	Currently there is inadequate inter-operator co-ordination of the inter-city service on this corridor, which should be rationalised into two trains per hour. Also, there are emerging plans for new stations at Cullompton and Wellington and mounting pressure for regular faster services from Bridgwater (population of over 40,000 with a catchment area of much of NE and NW Somerset, and the major manufacturing and commercial centre of the county and hub for the massive Hinckley Point nuclear project) than those presently provided by the stopping service via Weston-super-Mare. Current timetable plans for December 2018 currently envisage a reduction in the frequency of this service.   

	11
	London Paddington-Castle Cary-Weymouth/Exeter
	Semi-fast service: hourly
	The current incumbent’s proposal to introduce an hourly fast service between London-Exeter (and onwards to Plymouth) and semi-fast service every two hours should be amended to provide the semi-fast every hour, at least as far as Castle Cary, from where it might be routed in alternate hours to Weymouth (off-setting perceptions of under-provision of connectivity between London and West Dorset and providing a link to HS2 at Ols Oak Common) and Taunton/Exeter.  It would maintain connectivity of Westbury (227k interchanges in 2015-6) and link major populations at Frome and Devizes (new parkway) – both rural hinterland hubs.  The service might be operated as an extension of certain Bedwyn services.

	12
	Devon Metro
	General service enhancement in Exeter and Torbay travel-to-work areas and extension of Barnstaple-Exeter service to Axminster[footnoteRef:56] [56:  The Devon Metro concept is currently focussed on services radiating from Exeter.  There are calls from stakeholders in south Devon for the concept to be widened.  They point out that around 1500 people make daily return trips between Torbay and Plymouth, despite the absence of through trains and, consequently, extended journey times.] 

	Road congestion issues in the rapidly expanding Exeter travel to work area give an average city-centre peak-hour speed of 4.6mph. The Devon Metro concept is seen as providing credible relief. Skip-stop service patterns need to be eliminated from the Exmouth-Exeter-Paignton service: Polsloe Bridge and Exeter St Thomas have annual footfalls of 120k and 220k respectively, numbers having doubled in the last seven years.  Additional stops at the new stations being built at Marsh Barton and Edginswell will also require serving.  The long-proposed extension of Barnstaple-Exeter services to Axminster is intended to serve the major housing developments in east Devon and the Exeter commuter market and funding is being sought actively for a GRIP3 study of passing loop requirements to enable an hourly service.  Line speed and service frequency improvements are also being sought for the Barnstaple-Exeter line, Barnstaple currently recording a footfall of over 400k.  The Torridge & North Devon draft Local Plan is proposing an additional 16,500 houses by 2031.

	13
	Torbay line semi-fast through services
	Enhancement of existing through service provision from London and north of Bristol (see, also, item 6)
	With a population that is significantly larger than that of the city of Exeter, Torbay is a staple of the domestic overnight stay market with around one million staying visitors annually and over three million day visitors[footnoteRef:57]. Traditionally an important destination for visitors from north of Bristol.  Strong pressure from local interests for enhanced through services from the West Midlands and from London.   [57:  http://www.englishrivieratourism.co.uk/documents/Torbay%202012%20Official%20Tourism%20Statistics.pdf] 


	14
	Okehampton-Exeter
	Hourly daily service
	Extant infrastructure used for weekend leisure services.  Addresses peripherality issues of North Cornwall, West Devon and North-West Devon (parts of Torridge). Secretary of State support.

	15
	Tavistock-Bere Alston-(Plymouth)
	Hourly
	Re-opening of the railway line to improve access to NE Cornwall and travel to work opportunities to Plymouth. Devon CC are leading on feasibility and land purchase. Reopening planned by 2024.

	16
	Cornish Main Line
	Twice-hourly[footnoteRef:58] [58:  Cornwall Council have expressed a strong desire that this should be a clock face service, with trains departing on the same minutes each hour at consistent intervals.  There appears to be wide interest across the South West in development of a comprehensive clock face-based timetable of integrated public transport services, like those in the Netherlands, Germany and Switzerland (Taktfahrplan). ] 

	Following delivery of improved signalling, two trains per hour will be possible from December 2018.  This level of frequency will attract new rail users out of their cars and encourage additional journeys by rail as the opportunities to travel are greatly improved.

	17
	Swindon-Westbury-Southampton Airport (TransWilts & Three Rivers)
	Hourly
	Service directly serving rail-connected Southampton Airport.  See SW Rail Franchise specification.  Opportunities for synergies between present Swindon-Westbury and Salisbury-Southampton (Three Rivers loop) services.

	18
	Swindon-Birmingham semi-fast
	Hourly
	There is pressure to revive through Swindon-Birmingham services to the West Midlands via the Stroud Valley Line to Gloucester and Cheltenham.  Current connectivity between these important manufacturing and commercial centres is poor.

	19
	North Cotswold route
	Twice-hourly
	There is local support for two services an hour from Hereford/Worcester to London stopping at Moreton in Marsh.  This is a hub for the North Cotswolds with reasonable bus connections to the surrounding villages and larger towns such as Cirencester.  Additional services will enhance connectivity for residents and for tourism, which plays a significant part in the local economy.

	20
	South Cotswold route
	Twice-hourly
	This route, redoubled throughout since in 2014, faces significant car and coach competition whilst offering a two-hourly through service to London taking around two hours for the 114 miles from Gloucester with a local service to Swindon in alternate hours.  Cheltenham and Gloucester have a combined population of more than a quarter of a million with a similar number served by stations on the route. (See, also, suggestion for Swindon-Birmingham hourly service, item 18 above.)

	21
	Old Oak Common
	Hourly
	There should be provision for an Old Oak Common call at least once an hour on each of the long-distance routes serving Paddington. 

	22
	Western Rail Link to LHR
	Four-times hourly
	A high frequency service should be provided from Reading to Heathrow Airport as a priority with special provision made for easy interchange for those with luggage at Reading pending consideration of through service provision from further west.

	23
	Links to LGW
	Twice-hourly
	A fast service should be provided from Reading to Gatwick Airport, possibly as a continuation of local services into Reading from further up the Thames Valley[footnoteRef:59].  Special provision made for easy interchange for those with luggage at Reading.  Present arrangements, and journey planners, encourage travel via London accentuating local overcrowding. [59:  See recommendations of Gatwick Growth Board Connectivity Study, Arup for Gatwick Airport Ltd, July 2017.  These propose enhancements to the railway from Gatwick to Redhill, Guildford and Reading to enable two direct trains to operate hourly from Gatwick to Reading with faster journey times. This is seen as beneficial to planned major housing developments towards Guildford and as enabling connectivity to Oxford, the Midlands and, in the future, the East West Rail connection to Milton Keynes and Bedford. https://www.gatwickairport.com/globalassets/business--community/new-community--sustainability/economy/2017-07-07-ggb-connect---arup-report---final.pdf
] 


	24
	General
	7-day service
	Changing work, leisure and retailing patterns

	25
	General
	Minimum of hourly service throughout franchise area supplemented in peaks.  
	Continental experience of modal shift. Changing work patterns require pre 0730 London arrivals for all main commuter flows.



· Connectivity is a key requirement. The railway should be considered part of a network, not simply as a set of linear routes operating largely in isolation from one another. This requires coordination, not just of the London-centred fan, but also the cross-regional routes, both within the South West and beyond; co-ordination with buses; and simple transfers preferably with planned connections. Facilities for pedestrians, cycles and car-parking are part of this network approach.
[bookmark: _Toc494111586]Can specific constraints on good performance and delivery be identified?
Operator performance is poor when judged by the limited ‘right time’ data that the rail sector has now started to release[footnoteRef:60].  One third of GWR’s services fail to get to their destination within 59 seconds of the time scheduled for them to be there.  CrossCountry passengers fare even more badly with fewer than half that operator’s services achieving ‘right time’. In both cases, most delays are attributed to Network Rail although 38% of GWR’s delays are self-inflicted compared with 11% for CrossCountry.  (30% of the latter’s delays of 3 minutes or more are attributed to other operators, the complexity of its route network causing delays to be imported from around the country).  [60: See https://www.networkrail.co.uk/who-we-are/how-we-work/performance/public-performance-measure/ for Moving Annual Averages to 19 August 2017, accessed 31st August 2017  ] 

In terms of passenger satisfaction, GWR is one of the companies to receive the lowest ratings: its score has declined from 83% to 81% over the last five years.  CrossCountry is rated reasonably well at 88% - up from 85% five years ago.  After perceptions that a rail fare represents poor value, punctuality and reliability is the main driver of passenger satisfaction while how the operator deals with delays is the main driver of dissatisfaction as with the upgrade of the Great Western Main Line – a challenge for any operator during periods of intensive infrastructure work.  This is reflected in Great Western’s overall satisfaction score, despite the progress it has made in raising its scores on many secondary variables such as information provision, station upkeep, cleanliness, staff availability and attitudes, links with other modes, personal security and luggage space provision.
However, the constraints on good performance and delivery in the South West are characterised by some repetitive operational short-comings, all of which are deserving of remedy:
· Extended un-scheduled dwell times are often a feature of operating performance at stations in the South West.  This reflects a variety of factors such as the use of elderly rolling stock that was not designed for quick access or egress (e.g. the absence of power doors on 125s – shortly to be remedied either by their replacement with IEP stock or reliance on vehicles with narrow end doors as with Class 158s and 153s), poor management of the interface between track and platform at stations such as Bristol Temple Meads and Bath Spa where significant height variances between the two make it particularly difficult for those with restricted mobility, heavy luggage or whilst coping with push chairs and small children, a staff culture which can sometimes appear to typify the reputedly laid back character of west country life but is more likely indicates inadequate platform staffing.  The latter can be seen from careful examination of actual station dwell times which compare poorly to those on the electric if Southern England, even in the days of slam-door stock.  (Tiverton Parkway, Westbury, Pewsey and Reading all perform particularly poorly in this respect.)  There is almost certainly a case on performance grounds for recruitment of additional staff as well as a need to procure rolling stock that is fit for purpose.   
· Another feature of the existing network is the frequency with which Network Rail’s engineering possessions over-run, an issue that is not peculiar to the South West but reflects weaknesses in the infrastructure manager’s project management skill sets, as with the planning and execution of the GWML upgrade more generally and which need addressing.
· There are locations on the network, notably near major junctions - such as Southcote Junction, Reading, the meeting point of the Basingstoke and Newbury routes - where congestion impacts on service delivery or where incautious timetable planning constrains good performance.  Infrastructure limitations at locations where delay often has a domino impact on wider network performance need early remedy.
· Overcrowding on some secondary routes, such as the Bristol-Weymouth line, is such that the conductor cannot pass through the train to sell/check tickets and sometimes passengers are left on the platform.  Again, there is a need to procure rolling stock that is fit for purpose.
· The lack of convenient cross-platform interchange facilities is another cause of delay.  This can frequently be observed in the evenings at Swindon when passengers off slightly late-running westbound London-Bristol Temple Meads or Bristol Parkway services on Platform 4 seeking to make a connection into the Gloucester/Cheltenham service from the bay Platform 2 must make a hazardous and time-consuming dash down the busy exit stairs, through the station subway and then up the other side to the extremity of Platform 3.
One suggested incentive that has emerged during our consultations is the idea that the payments that TOCs must make when they are responsible for cancellation or delay should all be ring-fenced (after customer compensation payments have been made) for spending on asset enhancements directly benefitting customers.  The fund so created should be allocated by a panel that includes users’ representatives. 
[bookmark: _Toc494111587]How can the effects of disruption be mitigated?:
Disruption is both planned and unplanned.  TravelWatch SouthWest considers that there is much that can be done to minimise the effects of planned disruption.
· Adequacy of information provision is a primary consideration.  This should not be limited to warning prospective passengers that disruption will be occurring but formulated to provide passengers with an indication of the likely impact of the delay on their travel plans with clear and precise advice as to how they might work around the disruption[footnoteRef:61].  Although printed and on-line publicity can fulfil this task in most cases there is also a need for sources of informed one-to-one advice of a quality that is not normally available from telephone enquiry bureaux. [61:  https://www.transportfocus.org.uk/research-publications/publications/passenger-information-when-trains-are-disrupted/ 
] 

· Operators can be assisted in their preparation for major planned disruptions by drawing on the knowledge and insights of user groups, as demonstrated by the success of the Reading upgrade arrangements.
Where unplanned disruption occurs, there is a fair certainty that many passengers will be making use of social media in attempt to obtain the latest information that will help them to navigate disruption.  There may be a need to draft in staff equipped to draw on, interpret authoritatively and share the latest information on an unravelling situation.  GWR has been developing this approach effectively in recent times.  The issue of how best to address the needs of users of unstaffed stations requires resolution.
More generally, rather than offer buses as road substitution for disrupted services, greater use should be made of diversionary routes (as in the case of the diversion of Paddington-Exeter services via the Wessex route’s West of England line) where practical.  To facilitate this, train operators should be mandated to keep up drivers’ route knowledge of these routes.
[bookmark: _Toc494111588]What more can be done to make better use of collaboration and partnerships?
Stakeholders have frequently told us that there is scope for making better use of partnerships and collaboration across the franchise areas. Some would make the point that the abolition of the institutions of regional governance has largely excluded them from the deliberations of local authorities and LEPs who are inevitably constrained in looking beyond their administrative boundaries.  

TravelWatch SouthWest can point to useful examples of partnership working and cooperation in the South West and how this has been achieved.
· GWR, and before that First Great Western, has demonstrated how investment in the recruitment and appointment of dedicated area managers with a brief to develop stakeholder relations, including work with local authorities, LEPs and local opinion leaders, has yielded improved understanding of the wider needs of the communities served by their franchisees as well as the opportunity to attract new investment in the railway.  We see this as having the potential to deliver considerable benefits. 
· Efficiencies, and access to local intelligence and insights, has also been achieved through close working with, and material support for, the work of TravelWatch SouthWest, the Devon & Cornwall Rail Partnership and other Community Rail Partnerships.  Again, this approach – as demonstrated by GWR – has much to commend it.  
· Further, and as indicated in some of our previous answers, there is considerable scope to achieve more efficient operation by closer collaboration between franchisees – making depot facilities available, possible cross-working of crews and equipment serving the more peripheral outposts of the franchise[footnoteRef:62].  We support the call of the Peninsula Rail Task Force (PRTF)[footnoteRef:63] for future franchises to have more porous boundaries, enabling innovative opportunities for cross-boundary services to be explored with other franchisees and stakeholders and with the prospect of easier implementation.  [62:  Three franchises operate services throughout the Southwest Peninsula - GWR, CrossCountry and South Western Railway, often over the same sections of track and serving the same stations.  In the absence of encouragement from the DfT to collaborate with one another, the separate franchises have resulted in missed opportunities to coordinate services and wasteful use of both train and staff resources. Collaboration might lead to new operational efficiencies releasing resources to generate more services for passengers.  
In future, prospective franchisees should be encouraged to explore opportunities for inter-franchise collaboration and the benefits this might deliver for passengers.  Opportunities exist in the networks serving the South West:
for joint operation  by GWR and SWR of the Cardiff - Portsmouth service  where early and late trains involve costly GWR crew and train movements;
crewing of CrossCountry trains between Plymouth and Penzance by GWR saving the expense of costly positioning trips by taxi for CrossCountry crews;
GWR to take over the 2 evening peak Exeter - Axminster/Honiton journeys on the Exeter - Waterloo service from SWR with the 2 crew weeks.  The £200,000 cost saved by SWR would be transferred to GWR, thereby contributing to provision of a 2-hourly service between Exeter and Axminster (hourly when the additional loop is built just east of Feniton);
the twice-hourly GWR service from December 2018 between Plymouth and Penzance, might allow a reduction in CrossCountry services west of Plymouth, releasing resources for enhanced provision for Torbay;
the Devon metro could be enhanced by coordination by GWR and SWR services through the Exeter hub in the early 2020s, the network comprising Waterloo - Exeter extended hourly to Paignton, Barnstaple-Exmouth hourly, Exmouth-Paignton hourly and Okehampton-Axminster hourly. Each route would then have a half-hourly 30 min service (as far as Crediton on the Barnstaple/Okehampton route) plus excellent interchange between routes at Exeter St Davids. Exeter Central would be served by all routes. If necessary, GWR crews could work SWR trains between Exeter and Paignton for improved rostering. 
Crews working trains from another franchise would require training on ‘foreign’ rolling stock but they would normally require little additional route learning.
 On Track. The Twenty Year Plan. Interim Report, Peninsular Rail Task Force, October 2015
]  [63:  On Track. The Twenty Year Plan. Interim Report, Peninsular Rail Task Force, October 2015] 

· TravelWatch SouthWest considers that, from the end users’ perspective, there is considerable benefit to be derived from coordinated timetable planning between operators, particularly where there are common sections of route (as in the case of Bristol-Paignton/Penzance with GWR and Arriva CrossCountry and where there is a strong case for a balanced, interval service) or where there are significant interchange points between the services of different franchisees (as currently arises with CrossCountry routes).
· We consider a constructive working relationship with the infrastructure manager to be essential.  To this end we recommend that Network Rail operators should be required to agree an infrastructure development plan with operators and to publish it in a form that makes it suitable both for consultation with stakeholders and to help shape a common vision and development timetable for delivery throughout the franchise area.  This could be included in LEP and local authority plans and funding (if necessary).
· Local authorities in the South West have established collaborative frameworks for the development of Station Travel Plans to which previous franchisees have contributed.  We would like such working practices to be sustained and extended through the duration of future franchises.
· We consider that the successful bidder should be required also to establish meaningful public transport planning arrangements with local transport authorities and with representatives of users.  
· While TravelWatch SouthWest is generally of the view that partnership and collaboration remains the preferred way of delivering specified public services it does recognise the case that there may be benefit to passengers in the limited introduction of open access services.  While it is vital that those services should not jeopardise the viability of basic service provision, evidence from Hull Trains, Grand Central and continental experience suggests that the introduction of open access operators frequently leads to a step change in overall service quality as well as cost savings and efficiency benefits[footnoteRef:64].  Representations from Torbay rail users point to the significant deterioration in long-distance service provision for Torbay since the last decade of British Rail and argue that it might be better-served by the introduction of open access services.  In so doing, they emphasise the area’s high level of deprivation[footnoteRef:65], which is worsening, as well as to the population size of the conurbation – the second only to Bristol in the South West – which is boosted by the annual presence of over 1 million overnight visitors and more than 3.75 million day trippers[footnoteRef:66] – reportedly similar to the numbers for Bournemouth and greater than those for Brighton.   [64:  See, for example, Competition in passenger rail services in Great Britain: A policy document, 8 March 2016, Competition & Markets Authority;]  [65:  http://www.southdevonandtorbay.info/media/2971/english-indices-of-deprivation-2015-report-torbay.pdf]  [66:       http://www.englishrivieratourism.co.uk/documents/Torbay%202012%20Official%20Tourism%20Statistics.pdf  Tourism accounts for 21% of local employment] 


[bookmark: _Toc494111589]What opportunities are there for greater third-party funding contributions?
GWR has an impressive record in securing significant third-party contributions.  It has earned this success through its investment in dedicated managers for the sub-regions and by their successful engagement with diverse stakeholder interests. This approach would have yielded even greater benefit had Network Rail been persuaded to approach its task with greater alacrity, demonstrating an evident awareness of ‘good value’ and in a similarly constructive spirit[footnoteRef:67].  Network Rail’s record of poor cost estimation and management is a significant deterrent to third party engagement. [67:  Stakeholders’ experience of Network Rail’s initial lethargic and uncompetitively priced response to the opportunity – endorsed by the then Secretary of State – to redouble the 12 miles of track between Swindon and Kemble in 2008/9 coloured attitudes in the South West long after the work was eventually completed.] 

TravelWatch SouthWest therefore welcomes indications following publication of the Hansford Review[footnoteRef:68] commissioned by Network Rail, that the national infrastructure manager is now minded to encourage third party investment in the railway infrastructure, seemingly accepting the review’s premise that   [68:  Unlocking rail investment – building confidence, reducing costs July 2017.  See: https://thehansfordreview.co.uk/
] 

“A more contestable market for rail projects would create pressure on Network Rail and its suppliers to be more innovative, to improve cost performance, deliver projects more competitively and predictably and therefore offer better value for money. In addition, it would provide more opportunities for third parties to fund and deliver projects.”
Network Rail needs to demonstrate that it can deliver dramatic cost reductions if it is to justify its continuing participation in capital works.  Otherwise the creation of special purpose vehicles charged with attracting third party investors and with responsibility to design, build and operate routes, as canvassed by the present Secretary of State, will garner wide stakeholder support.
We consider that the Invitation to Tender should encourage bidders to identify potential investment opportunities around the franchise area (for example bottle-necks or station development opportunities linked to local authorities’ spatial strategies).
[bookmark: _Toc494111590]What provision should be made for encouraging service quality improvements?
Over-ridingly, the first response to this question is that much more should be done to make rail vehicles better fit for purpose.  There is wide criticism of the inadequacy of many on train information systems, especially when things go wrong and particularly when the adept mobile user finds themselves better informed that the train crew.  There is frustration at the limitations of existing Wi-Fi provision, where it is available.  More generally, there is a sense that there is much more to be done in making vehicles fit for their users’ purpose – providing sufficient space – and dependable electronic connectivity – for those who want so to make use of their travel time to work.  The provision of luggage space is should be better matched to the needs of those using it, particularly leisure users or those with small children and push chairs.  There is a need for carriage space in which young families can travel, without disturbing those who wish to read, work, listen to music or snooze.
Vehicles are not the only butt of complaint.  Station facilities also come in for criticism, especially where there is inadequate weather protection or where WCs are locked when stations are unstaffed. We are concerned that any move to curtail further the presence of staff at stations will undermine this further, particular since access to support for Passengers with Reduced Mobility (PRMs), toilets and waiting rooms usually depends on this.   We understand that where rural stations serve a comparatively small number of passengers at certain times of day, staffing can appear to be an excessive cost. It is clear from research that passengers value a staff presence at stations, whether to give advice, help PRMs, allow facilities like station lavatories to be available or just provide a reassuring presence that heightens passengers’ sense of security.  Passengers also appear to attach significant value to a staff presence at stations to give advice on ticket sales and whether – given an undoubtedly confusing fares’ structure – they are getting the cheapest ticket.  Passengers also believed staff to be important for security and to maintain facilities.    
[bookmark: _Toc494111591]Are there any franchise-specific anomalies or improvements to ticketing and information systems?
CrossCountry’s 10’ reservation system is undoubtedly a topic that arouses vigorous criticism from many passenger representatives – with a robust response from the most senior level of the company making the case that “everybody would like the cheapest fares, a direct service and the guarantee of a seat on every train to suit their personal needs”. CrossCountry’s Advance Purchase on the Day (APOD) scheme enables passengers to acquire a ticket and reserved seat up to only ten minutes before they are due to join the train.  This can have the effect of passengers with heavily discounted fares displacing full-fare paying passengers from their seats, with no warning.  The scheme has been modified since it was first trialled so that APOD reservations are now confined to a single coach, limiting its disruptive impact on passengers already seated without reservations[footnoteRef:69] but the clumsy introduction seems to have left its mark on attitudes to CrossCountry amongst well-seasoned passengers[footnoteRef:70].  [69:  Modern Railways, September 2017
]  [70:  See, for example, https://forums.digitalspy.com/discussion/2059446/short-notice-instant-train-seat-reservations-what-a-terrible-idea/p13 accessed 2nd September 2017
] 

There is also widespread frustration with franchise-specific advance ticketing arrangements and a desire to see competitive fare packages that permit intra-operator journeys, particularly where a route is served by more than one operator.
Passengers welcome the principle of the industry and Government’s stated commitment to fares’ simplification but many are sceptical as to its likely delivery.  There is clearly a desire for the extension of e-ticketing and the use of contactless payment cards (CPCs) although a wariness as to whether rail operators can be trusted to ensure that their automated systems always deliver the cheapest and most appropriate option. 
[bookmark: _Toc494111592]What changes, if any, should be made to the franchise map?  
The general sentiment appeared to be that franchise re-mapping was not likely to be a productive area of discussion for users.  Indeed, there was widespread assent to the PRTF proposition that boundaries should be porous and no apparent support for the previous Chancellor’s notion that the interests of passengers in Devon and Cornwall would be best served by the creation of a separate Devon & Cornwall franchise.  The focus of future franchise specification should be on specifying what the rail sector could do to enable the South West’s demanding housing, employment and population growth projections.
[bookmark: _Toc494111593]How should improvements be scheduled over time?
1. The main priority for passengers is improved performance and reliability.  Route modernisation will do much to enable this but this investment needs reinforcing with incentives for operators to deliver services upon which their users can depend for consistent quality.   Possible measures range from the provision of additional platform staff to the implementation of automatic delay-repay compensation to encouraging operators to secure investment in alleviating operational pinch-points on the network.  
2. Local and regional services need fit-for-purpose rolling stock. Without sufficient new vehicles to meet current demand and that predicted by local authorities there is likely to be a significant capacity gap.  Faced with breakthroughs in the design and availability of more sustainable forms of road transport, the rail industry needs urgently to raise its game if rail is to be the mode of choice in meeting developing travel needs. 
3. The plans for MetroWest and the Devon Metro should be advanced as a major contribution to relieving the unacceptable congestion of our principal agglomerations and unlocking the productive potential of the South West.
4. The basic service pattern throughout the South West should be no less than hourly, the principal inter-urban and metro flows having services operating with greater frequency.

[bookmark: _Toc494111594]Conclusion:
This paper attempts to reflect the consensus of stakeholder thinking.  It aims to high-light considerations to be taken into account in developing the thinking that will underlie the successor arrangements to the current Great Western and CrossCountry franchises.  It provides an opportunity for those preparing those arrangements to address concerns that might otherwise surface later in the consultation process.  It should alert prospective bidders to the priorities of those that they might seek to serve.
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Fig 1. Number of passenger journeys by rail to, from and within South West: source ORR
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Fig 2. Average annual UK identifiable expenditure on transport by region/country, £'s per head, 2012-16.  Source PESA, 2017. HM Treasury
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What is CrossCountry for?

CrossCountry’s original purpose was to provide through InterCity services between
the North and the non-London South, intersecting at Birmingham and avoiding the
capital. Given the relatively low number of passengers making long-distance end-to-
end journeys and the fact that, in a market dominated by occasional leisure-
travellers, time-sensitivity was probably secondary to considerations of cost and
convenience, there was good business justification in providing extra stops to tap
additionally into the demand for improved local travel opportunities, particularly in
the WMidlands. The more recent rapid growth in inter-regional travel — such as that
between the South West and the West Midlands, Yorkshire and The Humber, and the
North West — has created a franchise dichotomy in how best to serve the differing
needs of local and longer-distance passengers. Low cost air services have cut into the
market for longer-distance rail travel (such as between the South West and the North
East and Scotland where rail passenger numbers are barely half those at the time of
privatisation) while rail's failure to match sufficiently the burgeoning demand for
travel in the West and East Midiands with has led to local over-crowding of long
distance trains. Resolving this may require the DfT to flex’ the contracts of other
franchises, building on the local and sub-regional connectivity currently provided by
CrossCountry. New focal authority partnerships are well placed to address local
transport issues: for example, West Midland Rail, takes responsibility for managing
West Midiands Franchise local services from the end of 2017. Franchised national
services should not be focal service auxiliaries to the disadvantage of inter-regional
connectivity and journey times. CrossCountry should, so far as possible, be a fast
intercity service, adapting to the changing demands of inter-regional passenger
flows. it is essential that the next generation of CrossCountry rofling stock is
equipped to run over both the classic network and HS2 and its northem extensions
where appropriate.
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