Cynulliad Cenedlaethol Cymru National Assembly for Wales

Pwyllgor yr Economi, Seilwaith a Economy, Infrastructure and Skills
Sgiliau Committee

Datblygu Trafnidiaeth Cymru yny The future development of Transport
dyfodol for Wales

EIS(5) FDTfW21

Ymateb gan Yr Athro Stuart Cole Evidence from Professor Stuart Cole

1. Integrated Transport Structure 1999

INn 1999, the then Parliamentary Under Secretary at the Welsh Office, Mr (now Lord)
Peter Hain invited myself and others to prepare a report ‘The Transport Legacy in
Wales’ (see Appendix).

Peter Hain also asked me to prepare a separate paper (published by the Welsh
Office) on ‘The short term possibilities and long term vision’ which considered,
inter alia, the structure and functions of a national transportation authority and
the role of local authorities. This extract is included as an appendix to this
submission. Although it was written 20 years ago it remains my view.

2. Governance, structure and funding of Transport for Wales (TfW)

2.1 The Welsh Government sought to indicate in 2014 that the railways in Wales
were to be seen as under government control when it determined to create one
brand (TfW) for the governance authority and the railway operational business.

Network Rail, now within the public sector at the Department for Transport, was
established when operational weaknesses were found in Railtrack plc.
Subsequently when it was determined that as the funding of Network Rail
borrowing came from DFfT, Welsh Government ;and the Scottish Government, it
could not be considered a private sector company.

2.2 Structure - TfW / TfW Rail
These have two quite different roles:

» TfW is described in the bid documents as ‘the Authority’. Headed by Mr
James Price, it is the ‘agency’ of the Welsh Government which implements
the latter's policy in relation to railways in Wales (within the Wales and
Borders franchise). This satisfies the Government’s promotion of a ‘not for
dividend company’ operating the railway.

> TfW Rail is in effect KeolisAmey trading as TfW Rail. It is the Train Operating
Company (TOC) responsible for mobilising the new network provision -
procuring and operating the trains, creating timetables (within guidelines



set down by TfW), operating stations and managing the track either directly
(Core Valley Lines) or through Network Rail. This satisfies the Railways Act
requirement for a private sector company (despite all bidders being in some
way part of a state owned railway elsewhere) to be the train operating
company.

The ability of both to work together is the key to success in the new franchise. This
current structure should stay in place and its viability tested certainly over the
challenging period to 2025.

2.3 The integrated structure under one brand has benefits in terms of the
travelling public’'s perception of government providing the railway service.

The only concerns will arise if:

(@) There are major disruptions to the passenger railway plan. The ‘blame
culture’ is not to be encouraged but should for example the new trains or
overhead wiring not be delivered on time/on budget (as has been seen with
the GWML), whose responsibility it is to put it right. In addition, whose
financial risk will it be if the target price of Valley Lines electrification is
exceeded - TfW (the Authority) or TFW (KeolisAmey) in the Operational
Development Partnership. It becomes difficult for government then to
explain the difference.

(b) There are operational issues such as arose in autumn 2018. The Committee
during its recent inquiry saw differing views of TfW and Arriva Trains Wales
on, for example, fleet transfer conditions. The differing perceptions of two
gquite separate organisations makes such issues easier to understand.

However overall the single brand is the better option when both parts work
alongside Network Rail. The near proximity of their offices/operational control
facilities is also important.

2.4 Management Team / Skills

A high quality management team is now being built up at both TfW and TfW Rail.
Advice given in 2013 (by Professor Stuart Cole) indicated a need for a high-level
TfW permanent team from that date and experienced support staff. This team
would have covered the rail franchising processes (to TOCs), interface with
Network Rail and procurement options for new or cascaded rolling stock. These
would have had high quality skills to assess the bidders’ plans (assisted by some of
the high quality consultants employed) and formed the permanent team to take
forward this large enterprise.

The management team for TfW Rail (in effect Keolis) could not have been fully
created until the winning bid was determined.



2.5 Funding

At present TfW can only be funded by Welsh Government (or UK Government
through WQ) in both capital account (investment) and revenue account (subsidy).

There is a longer term possibility of a precept through local authority Council Tax
as police authorities and community councils currently enjoy. The popularity of
this may be varied and one might recall a form of this argument when the Greater
London Council attempted to use a precept to fund its cheap fares (Fares Fair)
policy in particular on the London Underground which did not serve the London
Borough of Bromley who took legal action which delayed introducing the fares

policy.
2.6 Brand Placing /Style

The big red T has potential to be the ultimate strong Welsh brand. The WG has
impressed the need to highlight Wales in all marketing and promotion.

Its attached words TRAFNIDIAETH CYMRU (TrC) and TRANSPORT FOR WALES
(TfW) says what it set out to do - provide public (at least for the present) transport
for Wales. However following discussion with marketing professionals and
product managers a view was put where long term brand impact has been
compromised by ‘too early’ introduction. Several comments emerged:

e In appearance it has not a sufficiently bold RED

¢ Red and white would be appropriate for Wales; but the use of black is a
mystery. It is funereal - in particular the male staff ties (neckwear) where the
red T is replaced by a white motif

e There is inconsistency in background colours for the TrC / TfW signage -
usually white; occasionally black or even Arriva (ATW) turquoise

e The point size of the logo and associated words is small compared with the
previous ATW point size. There should be no reluctance in making clear this
is a Welsh train company even when operating in England

e The TrawsCymru logo and bus paintwork style shows the colours of Wales;
the major places served; the brand TrawsCymru is ‘in your face (a marketing
term); and it is what it says on the tin - service across Wales

e Aninterim name (e.g. Rheilffordd Cymru & Gororau (Wales & Borders
Railway) might have been used until the new product was in place. It was
likened to Marks & Spencer taking over a Poundland store (no offence
meant to either company) and installing its M&S brand before completely
refurbishing and restocking the store. It was suggested that there is a
parallel here and that TrC / TfW may have damaged its otherwise potentially
strong image unnecessarily.



3. Developing governance structure and funding - and good
practice examples

3.1 The future of bus integration in Wales is the current subject of a consultation
paper “Improving Public Transport”. Welsh Government is examining proposals,
one of which is particularly relevant to this inquiry,

The consultation paper suggests establishing a Joint Transport Authority (JTA) (as
provided for in the Transport (Wales) Act 2006). As the adviser to both the House
of Commons Welsh Affairs Committee and in joint session the National Assembly
for Wales scrutiny committee on the Bill, this proposal raises a serious concern.

3.2 The purpose of the enabling legislation was to allow the creation of a single
national JTA for Wales covering the railways and what is now the TrawsCymru bus
network. Separate local JTAs on a regional basis involving the local authorities
(not dissimilar to the regional transport consortia - SWWITCH, Sewta, Taith, TraC).
There is already in existence a national JTA in the form of TfW. Creating two
separate national structures one for bus and one for rail would not provide for an
integrated network. A bus JTA for Wales is unwise therefore on two counts:

(a) buses are local operations and should in the main be considered locally.
Regional JTAs within the same national structure is therefore preferable.

(b) it would be more difficult to integrate national and local/regional rail and
bus services.

3.3 Consequently my conclusion is to retain TfW as the national JTA and create
local IJTAs based on similar areas to the public transport consortia. Further
argument on this issue and the basis of the JTA clause in the Transport (Wales) Act
2006 can be seen in Appendix 1.



Fig 2 below defines the future role of TfW and other transport related
organisations.

[The discussion on franchising buses or using Quality Contract Schemes is a
matter for discussion elsewhere]

Fig 1 Map of current rail franchise and TrawsCymru services

henchester
Ficcanlly

O Bay

HoNnEan
¥ Liandidno ‘e Coyn

Caergytl

Liandking
Junton
Cyfoedd
Liand udng

Betwe-coed

Fuiinell

VieEhpaot
¥ Trallng

St

Bimingham
MEw Street

Brmingham
Intemationa |

FenguarsHour Cenymagm

Hartior Abegwaun

LEndeli Cnerennam

aerfymd n Giucester

Haverfortwest
Huiffomd Ammonfu

Rhydaman

Lytney

Mifor Heven

Abemaugeddau Fembrey & Bury

Penbre a Forh Tywyn

Pembmke Dock
Doe Penfro

e wpo tiCaENewyd
FY CammCasmydd

CariT BayBae Caemyig
Fenarn

Biagena
PEN-j-Bont

FRI00SE Cargi INtEMational Ao (
¥ Rwe Mage Awyr Rnyngwadl Caemydd — Bamy

TrawsCymru routes // Wales & Borders rail franchise routes (TfW)

4. Good practice - Netherlands

The Netherlands has taken national public transport integration and devolution
and to some extent made them compatible.

The OV Chipkaart is the national travel card and it can be used on trams, buses
and trains anywhere in the Netherlands.

The OV Chipkaart is based on mileage travelled - a reasonable base. But the fare
per mile varies between travel modes and also between the companies. Trams in
Amsterdam, Delft, Rotterdam or Utrecht (the primary cities of the Ranstaad) are
operated by the municipally owned companies as before but all have different



fares per mile. While that might not seem odd as they are in different cities, the
three different bus companies operating in, for example, Amsterdam all charge
different mileage rates to one another and to the tram operator. But all accept the
OV Chipkaart as required in their franchise contracts with the transport authority
(Netherlands Government or Provincie Governments).

Nederlandse Spoorwagen (NS) (the equivalent of what was British Railways)is the
state - owned primary railway operator with a mileage and peak / off peak period
based fare structure. The fares are lower than those in Wales (or the UK) and
further discounts for different travel patterns are provided through the OV
Chipkaart. All of this sounds fine with one card for the whole national network.
But to achieve the lowest travel cost with often two or three cards offering
different discounts and a card required for each person including children has
caused some irritation with the pricing structure amongst passengers.

There are some rail operators with familiar names (Arriva, Veolia, Connexion)
operating limited local train services in rural areas and is the source of another
passenger annoyance. To use the OV Chipkaart the passenger has to check onto
and off the vehicle. On NS journeys may be made between different connecting
train services by this process. On using services operated by more than one train
operator there are two separate checking points, so for example interchanging
between NS and Veolia trains the passenger has to process the OV Chipkaart
possibly incurring a higher fare.

This has been the consequence of devolving the railway franchising process to the
Provincie level without specifying a revenue allocation formulae between the
railway operators - to the inconvenience of the traveller.

So what are the lessons to be learned:-

e The OV Chipkaart is a smart idea.

e It has stored value (as the London Oyster card) and based on the same
principle as the GoCymru card which the Government should introduce into
the current rail franchise.

e Maintain a national franchise ticketing system for Wales.

5 Future TfW role / additional responsibilities / integrated with Welsh
Government and regional JTAs

5.1 TfW cannot be a policy making body unless it has a democratic body
overseeing it. The current ‘division of labour’ where Welsh Government delivers
policy and TfW delivers the outputs should remain at least until 2025 when the
new railway network, trains and survives will be settled in.

The role of the Economy, infrastructure and Skills Committee in respect of TfW
should also be considered.



5.2 There is an unenviable challenge facing Transport for Wales (TfW), the arms -
length body set up by the Government to plan and implement the new Wales &
Borders rail franchise. But it was surely also set up to integrate the new improved
rail services with national (TrawsCymru) and local bus services.

A national public transport strategy has been elusive without regional transport
authorities fully supporting integrated bus and rail operations so making travel
easy for passengers. Network planning has local authorities providing the
framework for bus services and the Welsh Government the new rail franchise and

TrawsCymru.
This can be achieved through high quality -

(a) Information comprehensively available on easy to read phone apps / hard
copy shows the links between bus and train services. The current provision
real time timetables at railway stations should be replicated at key bus hubs
and stations linked to buses through a Wales national GPS system (as is
operated by National Express).

(b) Interchange improvements which make journeys easier through joint and
inter-journey ticketing - currently a barrier to their attractiveness compared
with the private car.

(c) Investment in infrastructure to provide clean, comfortable, safe and fully
accessible (by foot and bicycle) means to improve the customer experience.
A string of uncared for bus shelters does not constitute a bus station.
Swansea’s high quality city bus station is the exemplar in Wales. It was
achieved through the combined resources of national and local
government to achieve the aspirations of the traveller.

Strategic bus and rail services have to interconnect across Wales and across our
border into England; but the bus plans must also be locally centred. We have to
decide what services we want and for whom. They have to be affordable and

involve a combined approach by TfW, Welsh Government and local authorities.

While TfW has a major rail task, it appears only recently to have considered
integrating bus operations. But the inter-connection should have been a
requirement in the tender document - hopefully to be issued to the four bidders
later this month and there is an opportunity for TfW to ensure integration of bus
services with the new Wales and Borders rail franchise creating an improved
traveller experience.



Fig 2: The future role of TfW
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WELSH TRANSPORT ADVISORY GROUP

| am writing to thank you for your contribution to the Welsh Transport Advisory
Group. | was bitterly disappointed to have to miss the Group’s last meeting
and the opportunity to thank you personally for all the hard work you have put
in. | am particularly grateful for the ‘vision’ paper which you prepared for the
Group.

The past eighteen months or so have of course seen a radical overhaul of
transport policy, and | have found the Group’s advice invaluable during this
time. Looking forward, | am delighted that the Group feels that the
Government’s integrated transport policy will provide the National Assembly
with a solid foundation on which to build. Aiso the Group’s final report will give
the Assembly an excellent start in tackling the rather daunting transport
agenda in Wales.

Once again thank you for your valuable contribution to the work of the Group
and for helping to shape transport policy in Wales.

Professor Stuart Cole

Transport Research and Consulting
University of North London
Stapleton House

277 - 281 Holloway Road

LONDON N7 8HN



Welsh Transport Advisory Group

Key Advisory Group papers

1.

The Welsh Transport Advisory Group has published its final report to the

National Assembly for Wales, setting out the transport legacy in Wales.

2.

Annex 3 of the report is a summary of the key papers considered by the

Group. This volume, which is intended to complement the final report,
reproduces those papers in full.

3.

The papers are as follows:

Accessibility Working Group: Final Report

Gender Issues Sub-Group: Final Report

Land Use Planning Working Group: Final Report
Safe Routes to School Working Group: Final Report
Freight Working Group: Final Report

Transport-related sustainability issues in Wales: Paper by
Mr Neil Crumpton and Mr Simon Halfacree

An integrated transport policy for Wales - The short-term possibilities and
the long-term vision: Paper by Professor Stuart Cole

. The various Working and Sub-Groups were chaired as follows:
Accessibility Mr Denys Morgan
Gender Issues Clir Sue Essex
Land Use Planning Mr Richard Jarvis
Safe Routes to School Ms Carol Freeman

Freight Mr Frank Cook



An integrated transport policy for
Wales - The short-term possibilities
and the long-term vision:
Paper by Professor Stuart Cole



6.5 Proposed structure

" » This tzkes into account the Mational Azsambly for Wales Conaultation Paper
in 5o far as it reates 1o transport. This in particular concams:-

1. the role of the Integrated Transpon Policy Commitee * (p 12)
2, the rale of the Assembly Secretary for Integrated Transpon

3, the decision making process (p 20)

4. the regional committeas (o 36).

* This Committea might be callad the Transport Land Use and
Enviranmeant Committes as refermed 1o in this Brefing Papsr (Version &),

o Aftached 15 a proposed management struciure whess most players have
been allccated a position. However discussion is needed on the role and
redaticnships of other players indicated (see ovaraaf).

* The chart oversal identifies key responsibilitias. Tham may be others and
this should also be included in the digcussion,

« The balance of “battam up® 1o “top down” decision making rests with the
relative robes of the Assembly, thie TLUE Secratary, the PTA, the county
councls and the PTE's. Enhancing & botiom up spproach wauld be e

creation of a Public Transport Partnership (possibly based on the WTAG
raryje of membership; and county councilMational Assembly membership
o the Wales PTA. the Highways Authority and the PTES.

# Tha WTAG has produced several papers on this issue gererally in favour of
& Stratagic Transport Authority (not imited o passenger trensport). Tha
axact role of some af the levels of erjanisation has also been discussed
(Bigwood 1998) and options were congsiderod by the Accassibilfy Warking
Group (1998).

Yery reasonable concems have also been rased ebout the degree of
bureaucracy that apparently similar sets of bodes have created (CPT 1988)
and the vasted inlerests in maintaining the slruciure once 8 was st up, The
proposal here s2ts cut to minimise bureaucrecy and maximise co-ordination
and conauliation whare that woild nod olfverwisa sxisr whils achieving
inclusively for all parties: users, operators and gevemment, Mo new lavels of
govermment or decision-making are created.

The pubfic Transport Boards are groupings of county councds with Mationai
Assambly and operalar representatives, the PTA/STA are a part of the
Assembly and the Secretary for Tranapest (Land Use and Emaranment),
These two lavals currently axist or will exist undar the National Azsembly.
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(This is particularly relevant for services hubbing'
from cantres such as Chester, Shrewsbury etc

Note: The Land Use and Envronmental funclions would have a paralley rofe fo the PTAMA



6.6

Transport Ce-ordination or Rail co-ordination

There is a preference within WTAG to creale a transport sirategy body rather
than & rail enly body.

Thie experisnos of a large centralzed rallway systam was seen under British
Rail to result in remcte management, delayed decision making and priorities for
invastrment which had to consider a wide range of service bypes - intar city,
major urban networks, smeller urban networks, (e.g, Cardiff) and rural services
tegether with freight and parce! operations. AN requirgd differant criteria, had
differant cost structures and very different markats with different policles for
market esgmeantation.

A dhynamic: radlwary, which grows the markel (and increases patronage and
revenus) achiewved through the provision of adequate investment levels far
passenger services which comgider exfemalities (in the lomm road traffic flow
and anvironmental factors) as well as pure revenue genaration, is itself best
achieved for Wales on an all - Wales basis. This is particularly so if a bottom-
up decizion making process is fo be achigved,

The structure suggestad hera is a unit which can ba cparafienally achisved,
defends against the past and current tendency to see Walss train services as
parpharal ends 1o the netwark with reduced Services when frequencias of
rallirg steck shortages are threatenad in the mejor busingsa area {=.9.
Manchaster or Birmingham); is large enough to achieve economies of scale but
managad locally 1o achieve maximum markat growth - the real sign of a market
ariemted dyramic ralbway whose primary concem 18 service guallty and an
efficiant attractive railway serving tha needs of he customsars.,

This would b achieved through a new Passenger Transpon Authority which
could #ssume the operational and fnanchal functions of The Rall Regulator
[ORR) and the Franchising Directer (OPRAF). Rall would conlinwe fo operate
&8 part of the British mainland network, bul the six franchises would be
contracted by the Autharity, tor services within Wales, Through services io
England would b= negotiated betwsan the Autharity, OFRAFSRA, and the
DRERAI0NE,

Worthearn Ireland Hailways, Ulsterbus and Belfast Citylines have been
davaloped to eparate as an inlegrabed bus and rail network (and under public
ownerehip) with real integration. The main route from Dublin to Belfast has
joint ewnasshio of new high speed traing based on the Eurestar at full tares
aboui 50% of currend Giraat Britain Saver Faras (or 25% of full G.B. fares) and
with & level of percentage subsidy considerably below that of the Great Britain
Metwark,

Thi Bus nalweork in Wales would have soveral lesal Public Transport Boards,
the final numbar depending on the Assembly regional division and thersfors
county council groupings. This would provide en cperating Iramewark with
franchissd services on a subsidy or premium basis linked to the rail operations
thraugh the FTE'S position as part of the FTA. This reguires a new franchising
systam for bus operators o ensure an ollective bus network throwghout Wales
co-ordinated by the local Passenger Transport Boards. Some county coundils



8.7

hawie striven 16 oparate such strategies bul eMective oparation is pravented by
competiion on profitable routes which redices the prafitability of these routes
and discourages investment. Thare is clear svidence in the regional counclis
of France, the Metherlands bus and rail network and the Norfhem Ireland
position that such framewarks can work effectiveby.

Links to the SRA

This assumas the SHA is 584 up and that responsibiilies are 1o be transferred
to the Mational Assembly. The rationals for and links in ralation to the Walas
FTA are s&i oul balow,

(1]  Ralionale
This is based on six lements:-

1y the Maticnal Assembly cannol purses an integrated transport
polcy without responsibility for rafways; the views of the WTAG
clearly suggest such a responsibility ks reguired,

2y  a Strategic Rall Authority slone cannct fullll the objectives of olher
madies’ involsement in seamiess interchangs and integrated
timatablasfickating - the pesaengars’ prmary perception of &
sustamebla imtagrated fransport policy,

3y the need lor interface with the devolvad administration suggested
by the CIT (s=e above), the UK's leading transport professional
inEbiude,

4}  the opportunily in fwo countries (Wales and Scotland) of more
manageable geographicel slze than England to create eflective
poweriul local intagreted transport stratagies,

5 the currant position for lettiing ranchises involved the PTEs "acting
jointly with the Franchising Director® and where the FTA's received
gpacial grant fumding from DETR [ETRC 158&f). This suggests
that an interdace relaticnship betwesn hwo funding authorties works
well and therefore a Wales PTA and England SRA'OPRAF could
also work togather on cross border sarvices,

&) achievement of a ‘Botlom uwp’ decision-making process where
users' and operslors' views and needs are fully taken into accoun,
CETH capital grants would also be transtered 1o the block grant.

i?] Cross border links

Mo significant probdams arise in (5} absva in the relationship betwean
OPRAF and the PTA's, In their evidence to the HOG [ETRC 1958() the
DETH Ministers and officiala were satistied with the workings of thease
et aglivities, Discussion wilth Cantra (West Midlands PTE) indicates a
good working reletonship with OPRAF (Caols 1997).
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7.2

VISION STATEMENT
European Union context

The lecalising of transport policy on a regeonal basis can also bring benefits
and these were considered in a study of the possibilities for a radical
organisational and policy changs in Wales.

The public transport problems of CymnuWales are in microcosm those of mamy
sher countries in the European Union.  The congestion of urban areas requires
totally dfferent aclutions to the mobility izaues inrural Walea: much of Wales
is geographically paripheral to the read and rail neteark in England, and of the
Europaan Union, and a high quality transpod ratweordk will help redress that
position. Most of the deregulation and privatisation policies of recent years
b dione liflle lor passengers and soch pobcies can only be allective within a
planning framework which finks the commercial market and the subsidisad
networks and which provides imvestment in infrastrecture and traffic controls on
a social cost benedit basis.

Tha transport policy needs of Wales invobve a mix of contral and finance on
one gide and operationa on the other. The public transport facilitles in the
French regions, Paris, Grenable (i cily of similar size 1o Caerdydd/Cardiff),
rural Methertands, Amstardam or Poriland (Oregon), have many similarities,
Indeed § the funding levels of French regions ware combinad with the
efficiency (CPT 1998) of the Brlish railway nelwork the sarvice levels in Wales
would be substantially higher, All have a planning authorty, and most have
infrastruciure and priority policies for publc transport, invalving public
Inwestment and subsidised fares. The basls of & strateqlc planning authority
gxists in the Welsh Office and through the National Assembly the opportunity
nesds o b lakan fo credlea an integrated transpont policy whers road
inwestment, paublic transpan iInvestment, senace conlfacl payments, land use
and emvironmental issues can be considersd together,

Investment policy - raad v rail

The inwestment critena wsed to evaluate road construction schemes ane
tounded on the secial benedits to be derived from the road.  This form of cost
benafit analysis compares the capital coat of & achame with regouces ot
sEvings to the community in lerms of Ihe savings in joumey time, vehicle
oparating costs, and accident cosis.

Pre-privatisation public transport howewver had strict financial fargets set by the
Govemment, by county councils (who were themsalves faced with Govemmeant
financial consirainds), and by the operator boards now in the case of private
companies, by bankers and shareholdars retums are based solely on financial
appraisal mathods with an allkvance made for sccial benafits, although there i
a mobility element mplied in the comractual payments from OPRAF or in direct
infrastructure paymants from DETR 10 Railtrack. These latter payments ans of
course subject to public sector expenditure constraints.  Railtrack PLG has 1o
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achieve a rale of relurn on investment schemas reflecting its need 1o achiave
profitability in the prvate sector,

As a resull of policles encouraging privabe investment in roads the new Sevem
Bridge is prvately funded and no consideration was given to alemathe ral
operaliong such &g mmproved train links between Candifl and Brisiol or London
which could have occumed under an integrated transport pescy, leading 1o
possicle resource cost savings. Im contrast, an infegrated transpart policy
would enabke a wide range of franspont aptions to be considerad and an
indization of such a policy maove in the Waleh Cffice was contained in its raporn
(WO 1993, WO 1894} on publis irangpon and traflic lows in the 8470 comidor
info Cardiff. The decision on access links o Cardiff Intemational Akpor ralses
a similar decision making dichotomy.

In addition an extenason of current cost benafits analysls technigues would be
S8E0 a5 ancompassing a series of aconamic parameters (DERW 1997} and
gnwironmenial measures. The sconcmic aspacts would includs for exampla
ralative peripharality and the develogment potential of indusiry and towrism to
create further employment and would be included in the mulli criteda analysis
basis of evaluating funding.

Catalysts for change

Meeting the wide variaty of passenger transport needs of Wales in an
Bppropriate Manner reguires an alemalive 10 the préesent deregulated marke
for buses &nd the separation of track and frain services {in organisational
bizrm) an the rail nalword.

The forecasis provided by the Welsh Office are not encouraging and see the
rigs in traffic flows and car usage in paricular continue 1o rlse al & apid e
aven in the lowser forecast lavel. Until some fundamental and radical change is
intreduced the paopse of any waalthy western European country will continue to
use thelr cars at an Increased rate. But what are the catalysts that will bring
about this change? The first imolvas the car user and a change in personal
behawiour as the first stage in any attempt to reduce traffic flows. This
inevitabdy imvolves a long-term procass involving adverizing technigues,
possibly requiring pedrol and car manulacturing companies to inser words
ppposing speed and pollution in &ll premotional material, However, a
prerequssito of a switch Trom oar o bus or rail transport would be the provision
of a comprenensive and high-investment public transport natwerk which wauld
mest dermnand petems, sitter directly or throwgh an inegraled network of bus,
tram, heawy rail and private car (park and ride} operations. it is hera that the
sacond catalyst efnerges. The Nalicaal Assambly and the Government of
Wales together with local authoribes, would provide the Tunding for both roads
end public transport. A key featurs of such a strategy would ba the
eslablishment of a Wales Passenger Transpor Authorily/Awdurdad Chidiam

Cyhoaddus Cymiru,
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A Wales Passenger Transport Authority (PTA)

I 1681 the House of Commons Selact Committea on Walsh Affairs
recammendad (HOC 1985) the establishimeant of a Wales and the Manches
raifway based in Cardiff and of a committes to "examine the role of a Cardiff
Fassenger Transpsart Aulhority to determine funding and ssrvice guality im the
Cardiff cormmuter areas, and to consider methods of esing rail bop reduce road
congastion”.

A Wales Passenger Transport Authority {with a Parnarship if @ more ‘bottom
up' decision making process using a WTAG hype body was preferred,) would
be the cormenstone of 2 structure, It would provide adeguate finance [funded
by Maticnal Assambly) and'or the private sector, which created a rafway
oparation which was no langer peripheral 1o England, but integral to Wales and
would essume the roles of OPFRAF {and possibly Railirack) within Walss and
e Marches, It would finance irack developrment [includ@ng mew lines o freight
line coreeraion), determine fares, timetables, types of rolling stock, and would
gither operate trains or contract out their running fo private companies wsing
existing legislative powers, It would aise with Railtrack and the Strategic Rail
Authorinw’English Reglon™TA on senvice imtegration with ralkways in England,
including Intar-City eperations (lhe responsibility of the Shategic Rail Autharily)
and would still be part of the Great Britain network. A much enhanced role of
the Rail Regulator and the Rail User Committes both with greater powers
would provice the public and passenger interast protection regulred.

Locally, Passenger Transport Boards/Bwrdd Cludiant Cyhoaddus (PTBS)
based on the Mathonal Assembly reglona/county county council groupings
would be responsible lor franchising all bus services both commercial and
tendered, creating an inegrated transpor systermn. FTA llckets would be
issusd, ard bus and frain senices would be linked. A modsl was seen in the
pre local govemment recrganisation Bws Gwynadd which provides a
mecrocosm of effective rural provision - with trains and express coach services
providing backbone and bus services in towns and rural areas providing the
locel services and feedsr servicee.

The FTBs would have representatives from local bus operators, local
autharities and passengers and would make local decisions on services' bid lor
finance from, and put proposals for rail senices 1o, the Wales PTA. This would
further enhance a bomorn up decision making process.

The mew structure would ensure that Information was fully avallable on all bus
and train sarvicas in Walss, Local pubdic transport needs would be med and
the all-Wales body would bid for inance purely For bus and train operations.
Thig would generate greater investmeant in track, and rolling stack (replacing
pacer units currently providing a low quality of comiort on some sarvices
betweean Carciff and the south wast of Walsa and a retum to 3-car sats in place
of often overcrowded sets on iner urban and rural ines the introduction of 4-
car gats on busy routes paicularty following market arowth). Decizions on
whether Inter-City sarvices would nen mors freguantly to Bangor, Abergstwyth
and HwiiorddHaverordwas! would alse be made by the PTA,



The parallel for such 8 system exists in other member states of the European
Linigm where high investment levels, with co-ordination policies of sanvices,
tares and infrastructure developments, may be found in major centres as well
a5 in local areas.  The Regional Councils of France have transport as a major
policy issue with responaibility for local railway senices (with SNCF) and lor
bus cperations im the mundcipalitizs. In Swedean regional public transpor
bodies run local bus and rail senices inoa country with many rural mountain
aneas, & small population (B and a concentration of peopla n a small part of
the total land area. The Matherands have a national ticketing systern for local
public franspart (the Nationale Strippenkaar) and a national ralway servdce,
The proposals for Wales, which equatas in many ways to a Franch region or to
a geopraphically smaller version of the Netherlands or Swedan, would be taken
furthir fo e point where condrol and finance, policy and serdese provisien,
thowgh not mecsssarily all operations, are conducted by ona national, and five
associaled local bodles,

The body would also operate in paraliel 1o a Highways Authorty with
resgongibdity for roads, pawements. and cycleways. This would enable the FTA
i bid for funding from the Tramspor, Land Use and Environenant Committes of
the Mational Assembhf Irom & similar standpaint 1o the Highways Authonly,
The PTA madel suggested here could provide the link betweaen infrastruciure
and apoerations which s @eking in the curment ral policy lor Wales and Great
Britain (bt not Morthem Ireland). Similary it offers the opporunity of achiewing
the chjectives of bus deregulation, in the form of mproved services, mors
information and reducad subsidy, through the faciliation of bus servicing
franchising by the lecal PTE's under Walss' PTA budget.

The fingl version of these bodies requires discussion and many guesbons have
i ba answarad:-

- How could a Stretegee Transport Authority (& bady within the Assembly)

and & PTA, enhance road and rail links from the north to the south of
Walesy

- Dho we reguire &n “SHA (Wales)” or stetutory consullation and
agreamant beiwean the SHA and the MNational Assambly?

- Do we require & WTLICC?

- Would a Wales FTA be maore effective in pursuing Welsh public
transpon interasis?

- Iz there a failure in logic where there is a National Assembly
‘rasponsible’ for road and bws transport, bui specifically mot for rail
passenger of freight?

- It is inconcetvable that there will not b a SRA (Scotland) office and
would consistency not provide the same for Wales?
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= Would the new PTE's franchise all bus sanvices and the PTA all rail
s@rvices, of provide a facility for an interface between market demand
besed sarvice provision and contracted sanices?

- Iz Walee' peripherality in read and rall networks & disadvaniage o
economic growth?

The name Passengsr Transport “Authonity” conjures up recent histoncal
events, While it l= merely samantic, pernaps “Farnership® or “Co-erdinator”
implies a more discussive approach and a genuing link betwasn user and
supplier, Staff however would need 1o be employed by a Passenger Transport
Co-ardination Office (or Exesutive),

However while arguments continue on the extension of National Assembly
respons bty in areas of current Welsh Office powers, the inclusion of Wales in
a SAA withoul a specilic Wales division would cause the transter of rail powers
to be a longer term oplion. A clearer picture in the propesed railways bill to
establish the SRA would ease that path considerably.

Policy context

The Wales PTA should also be seen within & supporive fiscal framework using
vanous fuel taxes; a land use planning policy integrated with transport
infrastruciure; changes in the decision making process inherent in the
proposals outlined above; the sefting of envirenmental targets promating
“graenar” forms of trangpor; and landscaps and countryside protaction policy.
Within thiz contexdt & sustainable integrated transpoe policy for Wales could be
developed in the Wales Transpon Strategy (AWC 1995) and one which would
receive local support reflected,

Conclusions for Wales

Changes arising from de-regulalion and privatisation are net entirely
Irreversible of necassanily incompatible with the development of an infegrated
tranaport policy and the establishment of & Wales FTF. The politlesl will now
axists in Wales to make the necessany changes, But is Londen politics
eufficiantly interestad to understand the advaniages of reatructuring the
passenger transpor network in Wales rather than cheabe a lare centralised
Sirategic Rail Authority? What is b be the role of the National in develeping an
infegraled transped policy when Government of Wales Act, 1938, refers only
to responsibilities towards buses and roads and possibly light rail, but not to
main line railways.

And of considerable importanca, how would the funding for different modal
eptions be actieved Inraugh the Mational Assambly, the National Parliament in
Scotiand, the Greater London Authority and the reglons of England. What
levels of funding will be available and how will the evaluation and allocation of
the funding be decided, The Government has recently stated its support for
regional FTA's, and the Eurcpean Undon's Directorate General for Transport



has in sevaral white papers bean supportive of an integrated public transport
palicy. [t might therafore be suggested thal where betler than in Wales, a
country of managesabke proportions, fo establish a sucoessful version of the
concapts being discuzsed in Brussels, Caerdydd'Cardiff, and London®



