Scottish Parliament: Transport, Infrastructure and Climate Change Committee
Inquiry into the Potential Benefits of High-Speed Rail Services
Passengers' Views Scotland, the Public Transport Users Committee, welcomes the opportunity to submit written evidence to the Committee’s Inquiry

Strategic Context

"Scotland’s Railways" sets out short term, medium term and long term priorities for Anglo Scottish routes.
Short term the priority is to reduce the fastest journey time from Glasgow to London to four hours fifteen minutes through the implementation of the West Coast upgrade. This shall be achieved by December 2008 when the upgrade is complete.

Medium term the priority is to achieve a four hour fastest journey time from Edinburgh and Glasgow to London. Network Rail is currently undertaking a study of options for building new infrastructure along five key strategic rail corridors: Midland Main Line, Great Western Line, Chiltern Line, East Coast Main Line and West Coast Main Line. It is anticipated that options will be developed as part of the study to achieve the medium term objectives.
Long term the priority set out is to achieve a high speed rail link between Scotland and London.

The potential economic and environmental benefits to be gained through the development of a high-speed rail network linking Scotland with major English conurbations, London and Europe via High Speed 1
The principal benefits of high speed rail are that a) it can deliver faster journeys times b) it can deliver substantial additional capacity to relieve "classic" routes which may be close to capacity and c) it can contribute towards modal shift. 


We note that high speed rail is particularly effective

"...where there is a large market for travel over distances of around 125-500 miles (200-800km), and particularly in the range 185-370 miles (300-600km). High speed rail offers little benefit for journeys shorter than 90-125 miles (150-200km)" 

Edinburgh-London is 393 miles. Glasgow-London is 401 miles, putting both central belt cities within the ideal range for effective high speed rail links.  The strength of the market on the east coast can be judged by the comment in the East Coast Main Line Route Utilisation Strategy (ECML RUS), published by Network Rail in 2008 that: 

" The challenges on the route are principally associated with volume of traffic and reliability of the services. Growth over the next 10 years is expected to be substantial in almost all the
markets served by the route. The pressure will be felt most where the route is already busiest, on its southern half. Some of the growth can be accommodated within the existing

train services – lengthening of some trains is contained in the strategy – but additional passenger and freight trains will be required. The most effective solution is to invest in a

way that not only delivers the extra capacity required by the passenger and freight markets,

but that also makes the route much more flexible on the occasions when parts of it are

not available for traffic, whether because of planned engineering work or an operational problem. The strategy is therefore to use timetable solutions to optimise the use of existing

infrastructure in the short term, to invest in longer passenger trains at peak times

where this is practical (for example, local services in the North East and many of the

London commuter services), and to expand the infrastructure capacity around the main

bottlenecks on the route. The section of the route between King’s Cross/Moorgate and

Alexandra Palace is already very congested at peak times and requires significant investment to improve capacity. Further north, there is a well-known constraint where the four-track main line becomes two for a short distance through Welwyn North because of the local topography. It would not be practical in the next decade to widen the railway at this point, but improvements to the timetable and to the capability of the parallel route via Hertford will make maximum use of the main line capacity and contribute to the flexibility and resilience of the railway on its approach to London. Similarly, on the busy, predominantly two-track section between Peterborough and Doncaster, improvements to the parallel route via Spalding and Lincoln will create effectively four tracks over this section. The benefits of this approach are huge. Firstly, it will create sufficient capacity to deliver growth: both the 10-year growth forecast produced during the development of this strategy, and the growth required up to 2014 by the governments in London and Edinburgh as set out in their High Level Output Specifications published in July 2007."
Once the revised west coast main line timetables become operational in 2009 the average speed of the fastest Edinburgh/Glasgow-London trains will be around 93mph, by coincidence almost exactly half that of French and German high speed trains, rising to 100 mph once the medium term objectives are met.  No further investment in speeding up journeys on existing east or west coast routes has been proposed beyond that.  A high speed line, whether part or full distance, would deliver faster journey times so long as the high speed rolling stock was capable of running forward onto "classic" lines, as is the case with French TGVs.

It will be noted that investments foreshadowed in the ECML RUS are designed to deliver capacity growth "up to 2014".  Given that passenger and freight demand since privatisation has consistently exceeded forecasts the demand vs capacity picture beyond then has not been quantified, although the Freight RUS anticipates further growth in demand of 30% by 2014.  Capacity on the west coast will be quantified in the West Coast Main Line RUS, to be published in 20xx.  A high speed line would have the benefit of freeing-up "classic" lines to carry more intermediate journey length passenger trains, possibly at higher speeds as a consequence of not having to move out the way of intercity expresses, as well as additional freight services.
Reports by expert consultants estimate varying levels of modal shift occurring as a result of a high speed Anglo-Scottish line, with Capita Symonds
 estimating that modal shift from air to rail of 24%. 
What would be the costs of any new links and how would they be funded?
What would be the likely timescale for delivering a new network?

Costs and timescales for new links would need to be prepared by Network Rail and/or specialist consultants.

What would be the most appropriate technology and type of train required for use in the UK?
Given that any new high speed link is most likely to be constructed in phases from south to north to relieve the most capacity constrained sections of existing routes first, the trains running on it should be capable of running through onto classic lines so that passengers enjoy fastest possible and seamless end-to-end journeys.

How could the existing rail links with Scotland be improved to ensure that all rail users are able to take advantage of improved high-speed connections?
Existing lines from major centres of population in Scotland should be capable of carrying high speed trains, allowing them to run forward onto classic lines at reduced speed to provide seamless journeys in the same way as French TGVs do.
Our view is that:

1. The business case for high speed rail services should be developed further, with a view to providing the next step change in provision of additional capacity for long distance services, which current forecasts indicate is the greatest constraint to future passenger growth on the existing rail network and to ensure that passengers on the current network are more able to get a seat and travel in comfort.

2. The Spring 2008 National Passenger Survey published by Passenger Focus shows that only 52% of passengers travelling on long distance routes are satisfied with the value for money for the price of their ticket. The fares structure of any new high-speed rail services will be a determining factor on improving accessibility and affordability.

3. If high speed rail services are developed to enhance connections between the main centres of business on each side of the Border, they should also meet the reasonable demand of intermediate communities.

4. Timetables and infrastructure at stations should be designed to ensure seamless connections for passengers not directly served by high speed rail services.

5. High speed trains should be capable of running through onto existing networks.

6. Careful consideration should be given to locations of stations – whether parkways or city centre locations are best. Passengers would have to make a judgement of whether to travel to parkways and the benefit of doing so.

7. The funding of high speed rail services requires careful consideration. If funding for a new high speed rail service was to come from existing rail budgets what would that mean for existing rail passengers and investment against their priorities? Research conducted by Passenger Focus in 2007 into passenger priorities for improvement asked passengers to rank a series of thirty station and train based criteria according to the relative priority for improvement. The top ten priorities are shown below

	Scotland Rank
	Attribute
	GB rank

	1
	Price of train tickets offer excellent value for money
	1

	2
	Sufficient train services at times I use the train
	2

	3
	At least 19 out of 20 trains arrive on time
	3

	4
	Passengers are always able to get a seat on the train
	4

	5
	Maximum queue time no more than two mins to purchase tickets
	6

	6
	Passengers kept informed of delays
	5

	7
	Seating area on the train is very comfortable
	9

	8
	Information on train times/platforms accurate and available
	7

	9
	Trains are consistently well maintained/in excellent condition
	8

	10
	Passengers experience a high level of security on the train
	10


� Steer Davies Gleave for The Commission for Integrated Transport " High-speed rail: international comparisons" updated 2005
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