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RAIL INVESTMENT STRATEGY
Rail Investment Strategy

1
Background
1.1
There are a number of documents that define Greater Manchester’s aspirations for the rail network.  These include:

· The Greater Manchester Local Transport Plan

· The Fixed Track Strategy

· The Outline Passenger Service Requirement

1.2
These documents are proving effective in setting out to the Strategic Rail Authority (SRA), Railtrack and others the way in which the Authority and the District Councils wish to see rail deliver their broader social, economic and environmental objectives.

1.3
However, achieving the Authority’s long-term vision is being hampered by the various problems that have resulted from the restructuring of the rail industry over recent years and the delays in progressing the Northern and Transpennine Express (TPE) franchises.

1.4
In addition, the SRA’s Strategic Plan appears to have put back the prospect of major capacity enhancements in and around Greater Manchester beyond 2010.  The Authority, together with other regional partners including Manchester Airport, is committed to lobbying to bring forward a number of key infrastructure projects, including the Manchester Airport Western Link and addressing the capacity problems around the Manchester ‘hub’.

1.5
Such lobbying has assumed greater importance now that it is clear that cost constraints have been imposed by SRA on both the Northern and TPE bidders.  Those franchises will not now deliver expected infrastructure improvements, certainly not within the short to medium terms.

1.6
Largely as a consequence of this retrenchment by the SRA on commitments to long-term investment, but also as a result of the problems and delays in progressing the LTP new stations programme, the Authority instructed officers to prepare a Rail Investment Strategy (RIS).  The purpose of this Strategy is to set out a realistic and achievable programme of benefit to rail passengers in the short to medium term.

1.7
The intention is for the RIS to be a supporting document to the 2002 Local Transport Plan Annual Progress Report which is submitted at the end of July.  The RIS would then be reviewed as part of the requirement to review the LTP in 2006, by which time it is hoped the longer-term prospects for rail investment will be much clearer.

2
Objectives

2.1
The overall vision of the Authority is given in the Local Transport Plan ('Our Vision', pages 16 and 17 and 'Challenges and Opportunities', pages 18 to 26).  This broad basis is reflected in the objectives for the rail network (LTP Chapter 8, page 109).
2.2
The PTA’s primary objective with regard to the local network is to make rail an attractive mode of travel as an alternative to the car or at least enabling reduced car travel through the provision, for example, of park and ride.  This means making improvements to retain existing, and attract new, users.

2.3
Two recent Best Value Reviews have also supplemented the objectives to be achieved by investment in the local rail network.

2.4 In the Safety and Security Best Value Review (the outline action plan for which was reported to Emergency Committee in May 2002) there was set out a five-year improvement programme.  Several of the elements of this programme bear directly on the rail network and would be addressed by the investments proposed in this strategy.  These are discussed further in Section 8.

2.5 The Best Value Review of Accessibility, also reported to Emergency Committee in May 2002, took into account the requirements of the Disability Discrimination Act 1995.  The Act requires improvements to be made to the accessibility of the rail network for people with disabilities, but does not require that every station is made fully accessible if this would entail disproportionate costs.  Currently, 48 local stations are considered to be accessible and the policy of the Authority is to increase this number by two stations per year.  Accessibility is discussed further in Section 12.

3
Strategy

3.1
Though the climate for investment is not as positive as the Authority would wish it to be, there is still scope for moving towards the better local railway which is the objective of the Authority's policies.

3.2
While lobbying may eventually bear fruit, it is evident that any effective action that the Authority can take or stimulate will cover the short to medium term (up to three and seven years hence).

3.3 There is therefore a simple and clear strategy that the Authority could follow.

3.4
In the short to medium term, the Authority’s Capital Programme resources could be used to maximise the impact of programmes promoted by others, insofar as they relate to Greater Manchester. Using local funds this way with railway industry partners ought to influence or help lever investments for the better by buying improvements or enhancements at potentially lower costs through associating them with works that must be done as a result of duty (such as the MFAS programme, see 4.9).  District Council partners have also indicated a willingness to use their own funds to bring about improvements in the vicinity of stations.

3.5

In the longer term - that is beyond the next seven years - the strategy should seek to achieve the step change in capacity of the local network that will simplify the introduction of better and more frequent train services. Lobbying the case for such investment (the need for which has already been identified in the Strategic Rail Study, SEMMMS and other studies but currently not prioritised by the SRA until post 2010) should run in parallel with the short and medium term strategy actions.

3.6
This lobbying strategy will aim to address four areas of action:

(i) Resolution of key track capacity 'bottlenecks' on the wider regional network such as the Manchester Hub, which is the top priority transport scheme for the North West as identified by both the Regional Assembly and NW Development Agency.

(ii) Increasing track capacity across the Greater Manchester network to enable a four trains per hour local train service to be operated.

(iii) The investigation of alternative arrangements for some local lines if, for example, 'Metrolink' conversion or tram/train options provide a better way to utilise public sector resources.

(iv) The continued investigation for new local stations where these will provide cost effective solutions to growing rail patronage and achieving modal shift.

3.7 In keeping with the suggested strategy, the remainder of this report sets out to:

(i) Review actions being taken by rail industry partners.

(ii) Establish what is known about local investment preferences.

(iii) Discuss each identified investment area setting out the nature of action that could be taken.

(iv) Explore the potential funding resources which are available and where available resources might lever further resource for investment.

4 Recent Investment Action

Factors influencing development

4.1
There are a limited number of factors behind pressure for constructive development and investment in the rail network; these are the Local Transport Plan and the policy of the Authority.  Action is facilitated by a number of parties and influences. The most relevant of these are


(i)
The Authority’s own policy priorities implemented via the capital programme.


(ii)
Action by local train operating companies.


(iii)
Action by Railtrack.


(iv)
Action by Strategic Rail Authority (SRA).


(v)
Refranchising.

(v) Multi-Modal Study recommendations.

Action by the Authority

4.2
Action by the Authority's policies/programmes is centred on improving the quality of local rail stations and on access to the network itself.  The Fixed Track Strategy envisaged capacity improvements to the Greater Manchester rail network that would accommodate a target of at least four trains per hour on all lines. It was into that context that the LTP desire to see up to 21 stations opened was introduced.  It is now known that the SRA does not currently see any track capacity improvements arising till after 2010.  Examination of five of the anticipated most promising new stations schemes produced some disappointing returns in the context of existing service patterns, suggesting that such investments will be very difficult to sustain on a value for money basis, particularly if track capacity improvements do not occur.


4.3
There are three main reasons for these disappointing findings.  First, modelling work demonstrated that many of the passengers projected to use new stations were not new passengers to the railway but were existing passengers diverting from other stations.  Secondly, potential passenger growth on many lines is hampered by capacity constraints from both inadequate infrastructure and rolling stock.  Thirdly, the emerging cost profiles on new stations is such that few are likely to represent good value for money and investment may be better directed at improving existing stations. Because of the strictures on capacity enhancement, new station prospects could not realistically be examined in anticipation of improved service levels arising, something that may have a beneficial impact on a prospect's performance.  A summary of the new station appraisal work undertaken to date is included as Appendix 1.

4.4
A major problem remains, however, the inertia and lack of confidence within the rail industry, which is making the work of seeking to promote new stations a slow and time-consuming process.  Work will continue on developing the new stations programme, but in the time frame of this short/medium term Rail Investment Strategy it is expected that progress will be limited.

4.5
Results from the new stations study perhaps suggest that the distribution of local rail stations, at least within the service levels and patterns now likely to persist for several years hence, is more optimal than previously assumed.  In the short to medium term therefore, greater benefits should flow from actions focused on improving the quality of existing facilities.

Action by TOCs

4.6
Train operating companies have been making some contribution to improvements in the quality of rolling stock being used locally, though the position is patchy and overcrowding is a continuing problem exacerbated by the generally below target reliability of services.  In the cases of Arriva Trans Northern and First North Western, any investment must first be approved by the SRA.


Action by Railtrack

4.7
Railtrack has almost completed a £55 m (£82 m including the roof) refurbishment of Manchester Piccadilly Station and is funding the upgrading of the West Coast Main Line.  The latter project is linked to improved rolling stock and services but will now not meet its stated target or timescale. Indeed, it will not meet its original budget, the costs having risen from an initial £2.1bn to a current estimate of £13 bn.  Railtrack has also been investing in backlog maintenance of rail stations through the Stations Regeneration Programme (SRP).  This programme, which has involved £60 m expenditure within Greater Manchester, will be complete as far as Greater Manchester is concerned once Salford Central Station is dealt with in October 2002.


Action by the SRA

4.8
The SRA sets the national strategic direction for rail services and facilities.  Its recent strategy statement, which is not accepted by the Authority and many other North West Authorities, relegates any significant infrastructure developments around Greater Manchester to at least ten years hence.  On a more positive note the SRA has devised two competitive funding programmes to encourage partnership approaches to rail improvements. 

(i)
The Rail Passenger Partnership fund (RPP) seeks to encourage developments in facilities and services that are worthwhile but could not be delivered by the rail industry alone.  Funds are limited and distributed on the basis of quality of bids, not on any geographic basis.  Some effort has been made by the SRA to make the application for funds process proportional to the scale of funding being sought.  The Authority has successfully secured resources for service enhancements on the Manchester-Bolton-Blackburn line from this fund as part of a joint bid led by Lancashire CC and further bids are being investigated.

(ii) The Rail Performance Fund (RPF) seeks to encourage improvements in reliability and punctuality of service.  This is a new source of funding and its potential for service enhancements in Greater Manchester is being explored.

4.9
As part of its national remit, the SRA is seeking to generally raise the standards of rail stations.  Through its Modern Facilities at Stations Programme (MFAS) the SRA intends to provide additional facilities at a number of stations that currently lack them.  Not all stations are being covered and many of the most lightly used are not included.  For the remainder, the facilities granted depend, broadly, on a station's level of use.  This programme does not cover rehabilitation of facilities – for instance, a dilapidated shelter will not be repaired, even if the standard calls for a shelter.  MFAS is essentially a grant-based programme aimed at providing new facilities at stations which have not previously enjoyed shelters, waiting rooms, toilets etc.  The situation where stations currently have such facilities but they are in need of replacement or enhancement should ideally be negotiated with the incoming TOCs as part of franchise replacement.  The best available estimate is that £13 m to £20 m will be invested in 59 Greater Manchester local stations as part of the MFAS programme.

Refranchising

4.10
The refranchising programme is highly unlikely to involve additional resources being made available. Proposed enhancements above the base specification set out by the SRA are welcomed but must be costed separately from the base bid. Other resources would need to be found to trigger any enhancement. Whilst the Authority will continue to press the case for investment through the refranchising process, it may be more effective for the Authority to pursue its desired improvements outside of that process.

4.11

The SRA’s station categorisation policy differs from that adopted by the Authority.  Nonetheless, regardless of any action by the Authority, it is the SRA’s intention to improve 59 local stations over the next three financial years.

4.12
As Members are aware from the reports submitted to the Authority, refranchising relates to the attempt to negotiate improvements to services which were entrusted to train operating companies in the first franchise round following enactment of the 1993 Railways Act.  Recent government policy is to see rail franchises reduced in number and to correspond a little better with the political boundaries of their host communities.  Locally, this will result in a modified Transpennine Express franchise and a major upheaval to create the new Northern franchise.

4.13
Through the franchise process the Authority is able to influence the Passenger Service Requirement (PSR).  The PSR sets down the minimum level of service to be achieved on a route.  It can cover such matters as early and late trains, stopping patterns and maximum journey times.  Given that fragmentation of the rail industry has complicated train timetabling, over-rigid prescription of the PSR can inhibit timetable development, the improvement of services, and so market growth.  The SRA has recently announced its intention to launch a consultation on a Capacity Utilisation Policy (CUP) that aims to develop a technique for comparing the economic, social and environmental benefits of different types of train service.  SRA suggest that CUP will prompt changes to the PSR for franchises.  In a speech to the Chairs of Transport conference in Leeds in June, Richard Bowker SRA Chairman said, "the PSR has outlived its purpose and is now sterilising capacity.  Successive piecemeal changes have led to a sub-optimal use of available capacity".

Multi-modal studies

4.14
Finally, the government’s Multi-Modal Studies are beginning to bring forward recommendations that have some element of rail.  Of the two local studies, the South East Manchester MMS (SEMMMS) and Junction 12 to 18 MMS (the vicinity of the M62 in the north of the County) known as JETTS, only the former has reported to date.  

4.15
The Secretary of State has accepted SEMMMS’ recommendations and resources have been made available for those measures achievable in the short term, such as the QBC bus priority programme. In addition, SEMMMS recommended a variety of measures including a number of long-term rail and Metrolink suggestions.  It is expected that some funds will be made available for rail related investment from the next financial year.

5
Greater Manchester Passenger Preferences
5.1
GMPTE’s passenger monitoring surveys have identified many of the improvements that passengers wish to see made. Some features, such as reliability and punctuality or a safer railway are the responsibility of the SRA, Railtrack and the Train Operating Companies (TOCs) and will be addressed through the SRA’s Strategic Plan and the refranchising process.

5.2
Passenger surveys, however, also indicate that there are a number of important issues relating to rail stations which can be addressed locally and in a way that GMPTA/E can exert some influence.  More importantly many of these issues are capable of being addressed in the short to medium term and include

· information (especially on delays to services)

· staffing presence 

· safety and security

· environment

· facilities (waiting areas and toilets in particular)

5.3
This is supported by research by Railtrack on Station Users' needs in 2001.  This research identified information as the top priority followed by security linked with staffing presence, and facilities.  The key facilities requirements were for warm sheltered waiting areas, sufficient seating, cash and ticket machine facilities and toilets.

5.4
It is on these key "passenger needs" issues that the suggested strategy focuses.

6

Information

6.1
Surveys of passengers confirm the importance they attach to the provision of information about rail services.  In this respect the Authority is seeking to make access to information as easy as possible before travelling to help passengers plan and understand journeys.  Whilst travelling the provision of real time passenger information (RTPI) is important to provide confidence during the journey that trains are running to time, or if delayed/cancelled to enable passengers to make alternative arrangements.  This latter point highlights the important role RTPI can have in reducing fear/safety and security concerns.

The type of information improvements that could be provided would be:

(i) New design information displays containing information such as:

· Map showing station layouts and facilities

· Stops in the near vicinity of the station and the services from those stops

· Local walking route to town centre if applicable

· Destination finder to enable you to "continue your journey"

· Stops identified will be lettered for ease of use in relation to the map details

(ii) Appropriate RTPI information such as screens/PA systems etc

(iii) Telephones and information points

6.2
There is currently underway an implementation programme for Public Access Electronic Information Points across the County mainly at Bus and Rail stations.  These will enable the user to:

· Plan journeys from anywhere to anywhere within the County boundary by postal address

· Plan journeys from within the County to any key locality out of County - such as an address in Bolton to Lancaster as a locality

· Provide timetable information on services within the Greater Manchester County

· Utilise data from Greater Manchester, Merseyside, National Rail, Metrolink, National Express.  National Express will eventually have local data from the whole of the North West region thus enabling the user to plan a journey from Greater Manchester to Cumbria, Blackpool, Derbyshire, Cheshire etc.

· Print the information.

6.3

The MFAS programme provides for a number of passenger information system improvements (called “customer information systems” in railway terms).  These can range from information screens to the installation of remotely operated long line public address facilities.

7

Staffing Presence

7.1
Within the current northwest franchise there is a quantum of hours covering the opening times of ticket offices. The distribution of opening hours will be reviewed to ensure that opening hours coincide with periods of majority use of stations and suitable adjustments sought. 

7.2
GMPTE has already obtained agreement with FNW to enhance the hours at a number of key stations. This proposal is currently with the SRA, undergoing the 1993 Railways Act procedures required for approval.  GMPTE will report separately to the Authority on this initiative in the near future.

7.3
A review of the options for local station management was made during the Estates Best Value Review.  There may be a case for GMPTE providing a staffing level at certain, selected stations to provide information etc, at the request of the Authority, subject to funds.  Such a policy has been adopted successfully by Lancashire CC.  In this way the needs of the passenger are met without the need to meet all the requirements of the 1993 Railways Act, as would be the case if GMPTE was the station operator.  Clearly this initiative would need to be widely canvassed within the rail industry and amongst the relevant statutory bodies and user interest groups.

8
Safety and Security

8.1
The needs to be addressed by safety and security improvements have been highlighted in the reports presented recently to the Authority in regard to the Best Value Review of the subject.

8.2
It was noted in the review reports that passengers feel particularly vulnerable where the built environment is poor, during the hours of darkness and in the absence of reasonable levels of human activity. Many local rail stations exhibit at least some of these characteristics – the hours of darkness are of course inescapable, but there are means of mitigating the impact of darkness. The draft Five Year Improvement Programme flowing from the Review recommended a number of actions that are directly relevant to physical enhancements or improvements at local rail stations:

(i) Developing proposals in partnership with the District Councils and the Police to provide a more visible security presence on and around public transport and to provide a more rapid response in the event of incidents (providing help points linked to a central control would assist here).

(ii) Increasing staffing presence at public transport interchange points.

(iii) Promoting Real Time Passenger Information displays at unstaffed rail stations (so that intending passengers can minimise the time they spend waiting on platforms).

(iv) Rolling out CCTV to all local rail stations.

(v) Establishing a minimum standard for safety and security specification which includes criteria for help points, lighting, CCTV, staff presence. 

8.3
Together with the local District Councils, train operator, Railtrack and the Police (both GMP and BTP), GMPTE has been involved in the Clitheroe line safety and security initiative.  In addition, the rail industry has reviewed and improved a number of initiatives to enhance security and reduce crime on the railways, under the leadership of the National Route Crime Group (which includes TOCs, Railtrack, Rail Safety, the H&SE, BTP, trades unions, contractors and others).  GMPTE is working with rail industry partners to have an input into this initiative.

8.4
In addition, there is a growing movement encouraging the development of Community Rail Partnership schemes. There are several examples of these schemes in neighbouring areas. The idea being that the community is engaged on the issue of protecting and developing its local rail facilities as a true community asset. Professional assistance is available through the Association of Community Rail Partnerships, funded through grants made available to the Association by participating local authorities and the SRA.

8.5
Community Rail Partnerships (CoRPs) bring a number of benefits.  Notably, they can improve the quality of facilities, reduce crime and vandalism, broaden the marketing of services, and so increase rail use.  They are also a channel for a wide range of small community groups and other stakeholders, and so can aid the achievement of improvements along a line of route.  CoRPs may also provide access to funding programmes which are not open to the Authority.

8.6
It is suggested that the Authority should endorse the principle of Community Rail Partnerships and seek to participate in the creation of partnership schemes in the Greater Manchester area, such as that being proposed for the Huddersfield line (Manchester Victoria to Stalybridge and beyond), Calder Valley (Manchester to Rochdale and beyond) and Mid-Cheshire (Altrincham to Northwich and Chester) lines.  The Huddersfield line CoRP has already received financial support from Oldham and Tameside MBCs, whilst the Mid-Cheshire proposal is supported in principle by Trafford MBC, Cheshire County Council and others.

8.7
As Members are aware, CCTV coverage is seen as a key element in addressing safety and security concerns.  Whilst there are a number of matters relating to the introduction of CCTV that would need to be resolved, particularly the monitoring of CCTV cameras, the introduction of such cameras could also assist in toilet provision under the MFAS programme.

8.8
CCTV coverage of certain stations is being proposed in the MFAS programme, but not for all stations where toilets are also proposed.  There is resistance by the rail industry to toilets being installed without CCTV coverage (see paragraphs 10.7 to 10.9).  If the Authority provided CCTV at these stations, then the investment in toilets by others could be guaranteed.  Here is a prime example where the aspiration of the Authority to use its own funds to improve safety and security can help safeguard an investment by another party. Recently GMPTE collaborated with Railtrack in exploring the scope and cost of CCTV facilities required to provide coverage of a number of stations. The costs that emerged from the investigation (£100,000 per station) were about one third greater than GMPTE anticipated. Currently GMPTE is working with Railtrack to identify whether there is any latitude for moderating the scope of work required without sacrificing safety and security.

8.9
To date the estimates provided for CCTV cover have not included provision for a centralised 24 hour monitoring centre. Facilities installed at local stations would be cabled to Merseyside for supervision. Members may well feel that a single 24 hour monitoring facility for Greater Manchester stations ought to be provided within the county. CCTV coverage is an issue of widespread interest to District Councils. Expansion of CCTV around the county’s rail network may open opportunities for beneficial coordination or possibly integration of facilities. There is no definitive view being offered as to the best course of action while the available options are being identified and explored.  This is a matter on which the views and aspirations of the Districts would be helpful.

9
Environment

9.1
The waiting environment at many local stations is poor. The investment strategy suggested by this report should help focus investment on wider improvements in station operational areas than the rail sector alone is prepared to undertake. Improvements to the area around a station should also be enhanced through constructive collaboration with the local district council and neighbourhood interests, and also relocation of bus stops to improve bus/rail interchange, cycle parking facilities and improved pedestrian access routes, by new crossing facilities, better signage, would be advantageous.  Attention to lighting levels, reviewing planting to remove litter traps, repairing dilapidated paths to eliminate sources of dust, formalising car parking arrangements might bring about environmental improvements at modest cost. By becoming more active in the area of Community Rail Partnerships, as is recommended, the Authority could help foster environmental improvement schemes.

10
Facilities

10.1

In the short term, MFAS offers an opportunity to achieve higher levels of local station facilities by the Authority complementing the investment proposed by the rail industry (in this case the SRA). 

10.2
In developing the MFAS programme the SRA has developed a national rail station categorisation system. Stations are placed in one of six ('A to F') categories according to their levels of usage.  The facilities the SRA believes should be offered at a station are defined by category.  This makes it easy for the SRA to work out what new facilities need to be provided at a station and for a minimum common standard to be ultimately achieved across the national rail network.  Within categories B to E, the level of facilities to be provided by the SRA is much better than that inherited from British Rail.

10.3
MFAS will not improve or resuscitate existing facilities. For instance, where a station warrants a platform shelter but does not have one, then one will be provided. But if a shelter already exists, even if it is unusable, then this will not be repaired.

10.4
The Authority approved its own station categorisation system in 1998. Consequently there are now two systems covering the County. By comparison with the SRA system, the Authority system is much more detailed, covers a wider range of facilities and is rather more difficult to apply as a result. On the other hand, the SRA system does not cover a number of matters of concern to the Authority. 

10.5
A recent comparison of the results the two systems would achieve for Hazel Grove station for example suggests that neither is a perfect system. While the SRA system indicated that a shelter was required, it does not specify its size. The system adopted by the Authority indicated that large shelters should be provided on both platforms – yet this would be excessive on the outbound platform where relatively few people join trains.

10.6
There may be benefits to be gained from simplifying the system adopted by the Authority or perhaps standardising on the SRA system. The advantage of the latter would be that the Authority could, for the purpose of exercising its own funding discretion, construe certain local stations as being in a higher SRA category and fund the difference between the works the SRA would implement and the wider new works the Authority would wish to see implemented. There would remain the problem of dilapidated facilities and scale of new facilities to be overcome.  The issue of station standards is a matter that can usefully be aired when the draft Rail Investment Strategy is circulated for consultation and subject of a further report to Members.


Toilets

10.7
The SRA grading scheme (as being applied through MFAS) makes provision for stations in its higher categories to be provided with toilets. This is another area where the SRA grading system is explicit and that of the Authority less definitive. Where toilets are concerned, the present policy of the Authority is to seek to ensure that toilets are available in the vicinity of the station.

10.8
Through the MFAS programme, 48 local stations would benefit from the provision of toilets. These will be standardised, prefabricated, integral and accessible facilities. Entry will be via a small charge using coins to help deter vandalism and improve the availability of the facility.

10.9
There has been some concern expressed by local station (generally train) operators that the costs of repairs and maintenance of these facilities is not to be met by the SRA but to be absorbed by the operators. Fears of repeated vandalism causing continuing expense has resulted in the operators being reluctant to agree to the formal network change procedure required by the Railways Act 1993. It is understood that the SRA is minded to agree not to install toilets unless they are covered by CCTV. This would mean that 37 local stations would not receive a facility that the SRA thinks is warranted (also see para. 8.8).

11
Train Capacity

11.1

Members will be well aware of the chronic overcrowding that is a regular feature at peak times on part of the local rail network. Particular stress is suffered by users of the routes via Atherton and Bolton and is the cause of much complaint. Overcrowding leads to longer than scheduled station dwell times resulting in accumulated delays. These delays lead to widespread disruption because the local network has insufficient reserve capacity to recuperate delays. Supporting or encouraging operators to bid for additional rolling stock might help train operators improve their reliability and reduce overcrowding.  Both the RPP and RPF processes appear to be relevant in this context.  Reliability might be improved by the adoption of a more flexible approach to service stopping patterns, perhaps to remove peak period stops with low demand on otherwise crowded routes.

12
Accessibility

12.1
The Disability Discrimination Act (DDA) requires the rail industry to provide a reasonable and practical level of access by October 2004. As Members are aware, the standard of station accessibility varies widely across the County. There has, however, been some limited investment by the industry and the Authority in station accessibility and also by the District Councils in respect of routes to and from stations.

12.2
A Code of Practice covering train and station services for disabled passengers was developed by OPRAF and recently reissued by the SRA. The Association of Train Operating Companies (ATOC) is to undertake a rail system wide audit of station accessibility to assess what is required to meet the requirements of the DDA. Local operator First North Western is currently involved in a pilot study for the audit. Consultants are investigating the access improvement requirements at 94 northwest stations, including 42 within Greater Manchester to establish the cost of achieving DDA compatibility. GMPTE is collaborating with this audit.

12.3
GMPTE is working with FNW on this research as part of its response to the recent Best Value Review of accessibility which called for a countywide audit. This is greatly aiding the development of a coordinated programme for enhancement of accessibility across the rail network.  However, indications are that the achievement of 100% accessibility on all stations by October 2004 will only be possible at very high cost.  There is a need to develop integrated solutions combining the maximum practicable number of stations, allied to fully accessible road transport (for example Demand Responsive Transport).  This research will help inform the Authority's Best Value commitment to bring forward a network of accessible 'gateway' stations within each district linked to Ring and Ride and accessible buses.  As noted in paragraph 2.5 above, the current target is to increase the number of accessible stations by two a year.

12.4
The MFAS programme will ensure that new facilities such as toilets and waiting areas are accessible from the platform, but will not improve the accessibility of the platform from the street. 

12.5
GMPTE is currently working with the rail industry to establish a common standard regarding the order of priority for accessibility improvements, which will also be subject to consultation locally. The law does not stipulate that all stations shall be made accessible regardless of cost, but requires reasonable and practical steps to be taken to achieve accessibility. This could mean that where the cost of providing accessibility is particularly high then a substitute means of access might be acceptable - for example, the provision of a demand responsive transport service, such as the Arranged Passenger Transport shared taxi service pioneered by the Authority, to link disabled travellers to a neighbouring accessible station may meet the DDA requirements.  

12.6
The source of funding to meet the “reasonable and practical” access requirement of the DDA has yet to be determined.  Scale of funding involved can only be determined once the final criteria have been agreed between the industry and the SRA coupled with the results of the ATOC audit.  However, the Authority wishes to see two stations per annum upgraded.

12.7
Emerging industry standards, as gauged from the SRA Code of Practice mentioned above, will not be compatible in every regard with the high standard adopted by the Authority for the Metrolink network. 

12.8
The SRA's 'Code of Practice on Train and Station Services for Disabled Passengers' is a development of work that dates back to British Rail and the code of practice issued by OPRAF in 1994, and this has been adopted as the basic standard of the rail industry.  As such the Code represents many years of development, and the Authority and GMPTE would benefit greatly by adopting the SRA Code as its minimum standard for railway accessibility.  A basis would then exist upon which locally identified and specific needs could be developed. 

13
Park and Ride (P&R)

13.1
Park and Ride is an issue which is related to accessibility, but also to the wider issue of providing an alternative to the use of cars for complete journeys. As it will be some time before all local rail stations are fully accessible, increasing the availability of parking spaces for mobility impaired travellers at accessible stations is a means of mitigating access problems.

13.2
Currently the Authority is considering the best policy approach to Park and Ride. A report was presented to the Policy Committee on 24 January 2002. For the moment, P&R improvements are being made where demand and opportunity present themselves. For instance, planning permission has recently been granted for an extension of parking facilities at Marple station, where parking demand is high and plans have been drawn up to extend the car parks at Horwich Parkway and Lostock. Work is also underway to construct new car parks at Westhoughton and Bolton stations.

13.3
Large scale development of P&R is a complex matter. Space needs to be found in places at which there is sufficient level of train service to attract travellers out of their cars. For this to be successful, there would need to be sufficient capacity on the trains for travellers to be able to board with comfort. As is discussed elsewhere in this report, train lengths are often below those required by the relevant franchise and unreliability adds to the levels of passenger congestion experienced in locations where demand for P&R is possibly keenest. Clearly, this is matter where the issues of franchise levels of service and the capacity of the local network to cope with more trains are significant. 

14
Funding

14.1

The Authority element of the LTP Five Year Implementation Programme 2001 to 2006 envisaged £9.85m being devoted to the Rail Investment Programme.  In addition, provision has been made for significant works at Salford Central Station and a portion of the Transport Infrastructure Fund (TIF) is being earmarked for such schemes as the Wigan Stations Integration.

14.2

It may be possible to draw in co-funding from other sources against specific initiatives.  

(i)
RPP (see para 4.8)

(ii)
RPF (see para 4.8)

(iii)
Northern Franchise

(iv)  
Transpennine Franchise

(v)
MFAS (see para 4.9)

(vi) District Councils/developer contributions

(vii) Via Community Rail Partnerships

14.3
Table 1 shows the quantum and source of resources available for investment in the local rail network. Certain investments have already taken place in the last few years and these are noted in the “spend to date” column.  Exact details of other parties' programmes are not yet known, thus the anticipated spend and its timing are open to revision. Some funding sources cannot be sensibly shown in the table as their availability is dependent on specific circumstances arising – this is most notable in respect of developer contributions. Access to RPP and RPF programmes is also scheme specific on its merits, though the funds do exist to be tapped if a suitable case can be made.

14.4

The volume of funds anticipated to be available to pursue the suggested investment strategy over the next four years is considerable - between about £35 m and £40 m, depending on the MFAS estimate, and excluding final TIF provision.  There is, therefore, a very real prospect that a considerable improvement in local rail facilities will materialise by the end of the current LTP period.

15
District Councils' Views

15.1
GMPTE has attempted to keep abreast of the emerging views of the District Councils, many of whom have a strong interest in seeing rail investments come forward with sufficient surety to warrant modifications to local land use strategies, thus aiding the drive towards sustainable development.

15.2
The specific views coming across to GMPTE through continuing informal liaison are paraphrased in Appendix 2. 

15.3
Generally, there is a clear view that insufficient is being done to broaden and accelerate investment in the rail network and that Districts are looking to the Authority and GMPTE to take a more proactive role in bringing forward investment. These views were endorsed by the Districts at a meeting of the Rail Franchise Forum on 5 July 2002.

15.4
This report is the first step in seeking to match expectations and action. If the principles underlying the suggested investment strategy are endorsed and the nature of investments agreed, GMPTE will be able to engage the District Councils in the development of a detailed Investment Plan setting out specific implementation projects and programmes based on the Rail Investment Strategy canvassed in this report.

15.5
The aim is to achieve a worked up Rail Investment Plan which commands respect and support across Districts, rail industry partners and the SRA, even though not every sought-after scheme may be capable of being included in the Plan – at least in the short to medium term.

16
Developing the Strategy into Action

16.1
While beneficial improvement action on the ground has been limited in the last few years, this should change through a combination of factors.  Future action can be  encouraged, directed and paid for through the suggested strategy.

16.2 To recap, the suggested strategy has two key elements:

(i) Using funds available to the Authority to lever and supplement investments by others in the short to medium terms.

(ii) To lobby for a step change in the capacity of the Greater Manchester rail network in the longer term.

16.3 The question that needs to be addressed is how best to convert the strategy into a coherent plan that not only sets out the nature, extent and timing of the works to be achieved, but carries with it the endorsement of the District Councils and other key players in the local railway network debate.

16.4 The investment climate in today's railway environment is both difficult and confusing.  The principles of the suggested strategy, if adopted, need to be discussed and explained to District Councils and railway industry partners, while at the same time inviting their views on schemes, collaborative working and mechanisms for using Authority controlled funds to enhance and expand programmes proposed by others. 

16.5 The results of the process ought to be:

(i) A general appreciation that the suggested strategy is a sound one for making headway in a very difficult investment climate.

(ii)
Generation of ideas as to how the levering process might work.   This should embrace not only railway industry partners but also district councils in regard to station environs, parking and general access improvements.

(iii)
Use of the rail investment strategy as a vehicle to secure the Authority's best value objectives with respect to Accessibility and Safety and Security.

(iv)
The bringing forward of views on how best to adapt the station grading scheme (adopted by the Authority in 1998) so as to remove inhibitions to collaboration with other programmes and remove the potential for stipulating needlessly large facilities to maximise the extent of improvements without compromising the achievement of a decent, respectable and worthwhile outcome where investments are made.

(v)
Focusing of minds on the question of the best way to exploit the safety and security benefits possible with increasing deployment of CCTV and/or additional staff.

(vi)
Generation of views on the manner, location and prioritisation of accessibility improvements to DDA standard.

(vii)
Identification of suitable opportunities for the creation of, or collaboration with, local Community Rail Partnerships.

(viii)
Scoping the extent to which the Authority and train operators may be able to collaborate to achieve increases in train lengths.

(ix)
Revision of the prospective investment figures quoted in Table 1 to better reflect the total scope and opportunity identified by Districts and rail industry.

(x)
Developing of a Rail Investment Plan for endorsement by the Authority that rationalises the views, prospects and opportunities unearthed during the consultation and presents detailed investments set against a clear timetable coupled with the conditions that need to be met to trigger each investment.
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Table 1

Source and Distribution of Capital Funds for Improvements (£,000)

	
	Source
	
	Spent

to Date
	
	FY2002/3
	FY2003/4
	FY2004/5
	FY2005/6
	Total

	
	
	
	
	
	
	
	
	
	

	1
	Local Transport Plan – Network Improvements
	GMPTA
	
	
	541
	837
	3,750
	4,101
	9,229

	
	Local Transport Plan – Salford Central
	GMPTA
	
	
	1,750
	1,750
	0
	0
	3,500

	2
	Transport Investment Fund (TIF)
	GMPTA

/Wigan Council

/Bolton MBC
	
	
	0
	0
	0
	0
	0
(Note 5)

	3
	SEMMMS Minor
	DfT (Note 1)
	
	
	0
	920
	1,000
	1,500
	3,420

	4
	Stations Regeneration Programme (SRP)
	Railtrack

(Note 2)
	60,000
	
	600
	0
	0
	0
	600

	5
	Franchise Commitments. 
	FNW  (Note 3) 
	  3,000
	
	0
	0
	0
	0
	5,000

	6
	Modern Facilites at Stations (MFAS)
	SRA

(Note 4)
	
	
	0
	0
	0
	0
	13,000

	
	TOTAL
	
	63,000
	
	
	
	
	
	34,749


	Note 1
	Minor Works Bid – this funding has not yet been confirmed, though the expectation is that it will be.



	Note 2
	The SRP programme began in December 1966 and is now complete, except for £600,000 earmarked for work on Salford Central which is scheduled to commence in August 2002.  The totals include £27 m spent on Manchester Piccadilly roof and £33 m for all other stations.

	Note 3
	FNW is currently working with Railtrack to develop a programme of capital expenditure on stations. This includes CCTV at Wigan Wallgate, and Manchester Oxford Road.

	Note 4
	Understood to be between £13m and £20m in Greater Manchester.  Locally 59 stations without such facilities will receive some or all of CCTV, CIS, PA, shelters, waiting rooms and toilets.

	Note 5
	Provision to be made for rail investments dependent on studies in hand, or anticipated to be commissioned, during current year.


Appendix 1

Summary of New Stations Appraisal Work

The table below summarises the patronage forecasts arising from the detailed analysis taken on the five 'accelerated' new station schemes.

In all cases except Dobb Brow, the new stations generated such levels of use as would place them in the bottom quarter of Greater Manchester stations when ranked by usage.  Dobb Brow would be at about the mid-point of such a table.  By comparison, daily patronage at Horwich Parkway is about 225.

Whilst the forecasts for construction costs and patronage are central to any evaluation of value in building a new station, a wide number of other rail system and planning considerations were also examined.  These were: planning policy matters and local planning impacts, rail infrastructure matters such as track and signalling capacity, train operations, station design and layout including Disability Discrimination Act matters, station access arrangements by foot, bus and car, and a range of environmental and ecology impacts.

	
	Cost  

£m 

(Note 1)

	Patronage


	Estimated 

'new trips'

per annum

(Note 2)
	Service pattern
	Social

cost-benefit ratio

(Note 3)

	
	
	per

day
	per annum
	
	Trains

peak
	Trains

off  peak
	

	Adswood
	2.0
	  55
	13,750
	  2,500
	2
	1
	0.2 to 1

	Belfield
	1.2
	  50
	12,500
	  2,750
	2
	1
	0.2 to 1

	Diggle
	2.95
	  45
	11,250
	  2,500
	2
	1
	0.2 to 1

	Dobb Brow
	1.35
	145
	36,250
	12,750
	4
	2
	0.8 to 1

	Timperley


	1.0
	  25
	  6,250
	  1,500
	2
	1
	0.1 to 1


Notes

(1) Costs  
Capital costs shown are likely to be towards the optimistic end of total cost of construction.

(2) New rail trips 
This is a total boarders figure and takes into account that many users of new stations are likely to be abstracted from existing public transport (either bus or nearby stations).

(3) Social cost-benefit ratio
This takes account of the costs accruing and all benefits, including additional revenues attracted, time-savings to users and the value of reduction in congestion and accidents resulting from the investment.

Patronage forecasts above do not take into account wider impact a new station would have as a catalyst for local area regeneration, or any social inclusion value that occurs because of the provision of a service to an area that was otherwise missing - though these are expected to be very modest in most cases.

Some initial patronage forecasting work has also been undertaken on the remaining proposed new station sites.  In view of the fact that this work was of a less detailed nature, schemes are shown below in the following broad categories of patronage forecasts, 0-50, 50-99 and 100-150 total boarders per day.

	Under 50 boarders a day
	50-99 boarders a day 
	100-150 boarders a day



	Baguley (Note 1)
Droylsden

Heyrod

Little Hulton

Park

Summit

White City (Note 2)


	Gatley North

Stoneyfield
	Cheadle

Dewsnap

Stepping Hill




Note 1
  Excludes any Metrolink boarders at this dual mode station site. 

Note 2
  These figures make no allowance for people using this station to access nearby offices etc.

Three potential park and ride sites were also considered.  The initial demand forecasts for these locations are shown below.

	Station
	Park and Ride Users
	'Walk-in' Users



	Bradshaw Hall

Simpsons Corner

Slattocks


	125

340

  15
	55

65

20


However whilst the forecasts at Simpsons Corner and Bradshaw Hall look promising, some 320 of the predicted park and ride trips at Simpsons Corner have transferred from other more distant rail stations leading to a forecast net increase of some 2400 car kilometres each working day.  At Bradshaw Hall of the 125 park and ride trips all are predicted to have transferred from other rail stations.

Separate demand forecasting work has recently been undertaken with respect to Golborne station.  The initial findings from this work suggest that, if local train paths could be secured on the west coast mainline, up to 250 new rail boarders a day could be attracted to such a station, mostly from non-car owning households, thus furthering social inclusion objectives.

Appendix 2

Brief overview of Districts' views on proposed rail projects and their delivery process

Overall

All Districts, to varying degrees, are critical of the railway network. It is felt that the railway industry has not invested sufficiently to ensure the basics are adequate to meet today’s needs - for example all stations brought up to a reasonable level of quality, and sufficient rolling stock of adequate quality, operated punctually. It is also felt that there has been inadequate emphasis on the outputs from schemes and how those outputs can contribute to wider objectives, such as accessibility, security, sustainability and integration.   

	1
	Stations
	All Districts welcome the ‘Modern Facilities at Stations’ (MFAS) programme, but wish to go further. Many wish to link station upgrades with LTP works.  Most Districts want GMPTE to develop a strategy to improve unstaffed stations (which are excluded from MFAS). Most District have concerns about the delays to schemes, some of which have been ‘in the pipeline since the late 1980s.  Need to review working practices/procedures to minimise any potential for delay. 



	2
	Accessibility
	All Districts want to see improved disabled access to stations (to meet DDA 1995 and the SRA Code of Practice ‘Train and Station Services for Disabled Passengers' requirements and the broad objectives of the LTP, page 69).  Most accept that 100% full accessibility is only achievable at very high cost.  A partnership approach involving GMPTE, Districts and the rail industry, using integrated Demand Responsive Transport may provide greatly improved access to the rail network.

  

	3
	Safety and Security


	Rail station security, particularly in the evenings, is a widespread concern. All Districts wish to see overall improvements, embracing lighting, layout, CCTV, staffing and day-to-day management. Station car parks must be made more secure with a progressive, prioritised, programme of achieving ‘safe and secure’ status. Specific examples include: Bolton, Horwich, Lostock, Hazel Grove and Mills Hill (car park extensions planned); Rochdale and Guide Bridge (new station car parks planned).

    

	4
	Passenger Information


	All Districts welcome the inclusion of Customer Information Systems (CIS) etc under the MFAS programme. All Districts give information a high priority, and wish to see CIS expanded systemwide. A number have expressed concerns about unstaffed stations. 




	5
	Integration of transport and area planning around stations
	All Districts, but particularly Bolton, Stockport, Trafford, and Oldham with input to specific schemes, wish to see integration improved in the widest sense (to meet particular aspects of the LTP ‘Integrated Strategy’, see LTP Chapter 8). For example, Stockport MBC was eager to develop joint schemes that embraced MFAS, and GMPTE funding on the station with LTP funded improvements to car parks, walking routes, local roads etc.  Delays have frustrated this objective for MFAS phase 1, but it is an aspiration for phase 2.

. 

	6
	Project delivery and management
	Most Districts are critical of the railway industry, notably the lack of innovation by the resident TOC, First North Western, and uneven investment by Railtrack. The delays in implementing rail projects, and the huge increase in the cost of rail schemes since privatisation are major concerns. There is some criticism of the failure of the PTE to concentrate adequately on outputs, which can contribute to achieving LTP and other targets.  It is felt that there has been over emphasis on inputs.

  


Appendix 3

Key to Abbreviations

ATOC

Association of Train Operating Companies

BTP

British Transport Police

CCTV

Closed Circuit Television

CoRP

Community Rail Partnership

CUP

Capacity Utilisation Policy

DDA

Disability Discrimination Act

FNW

First North Western

H&SE

Health and Safety Executive

JETTS

Junction Eighteen to Twelve Multi Modal Study

LTP

Local Transport Plan

MFAS

Modern Facilities at Stations

OPRAF

Office of Passenger Rail Franchising (now subsumed into the SRA)

P&R

Park and Ride

PA

Public Address

PSR

Passenger Service Requirement

RIS

Rail Investment Strategy

RPF

Rail Performance Fund

RPP

Rail Passenger Partnership

RTPI

Real Time Passenger Information

SEMMMS
South East Manchester Multi Modal Study

SRA

Strategic Rail Authority

SRP

Stations Regeneration Programme

TIF

Transport Infrastucture Fund

TOC

Train Operating Company

TPE

Transpennine Express
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