Paul McMahon
Deputy Director – Competition and Regulatory Economics
Office of Rail Regulation
1 Kemble Street
London
WC2B 4AN
13th December 2007
The Network Rail Strategic Business Plan: Greater Anglia
On behalf of the West Anglia Routes Group (WARG), I am pleased to submit the following response to the Office of Rail Regulation’s consultation on the Network Rail Strategic Business Plan (SBP). The WARG is made up of over 30 organisations from along the routes running from Liverpool Street through north and north-east London into Essex, Hertfordshire and Cambridgeshire.
As outlined in the consultation letter, West Anglia Routes Group makes the following comments on the key issues for consultation:

In terms of the overall strategy set out in the SBP and the delivery of requirements of the HLOS, we would like to make clear that the particular routes covered by the WARG have been recognised within HLOS as a key national priority; indeed they have been given the highest Government target for increasing capacity at a massive 30.9% by 2013/14. 
In addition, Network Rail’s projection for passenger journey growth on the routes is 37% by 2016 and 42% by 2021.  Their recent Route Utilisation Strategy also declared that without improvements, by 2021, 59% of trains will be overcrowded and 27% of passengers will be standing, many from as far as Bishop’s Stortford and Stansted.
Apart from Stansted, there are further foreseeable external pressures (currently un-quantified) that will additionally affect demand on the WARG routes. National road pricing could result in significant modal shift from rail to the congested road corridors such as the M11. The potential expansion of the Oyster rail card schemes from London to Home Counties catchment areas will make rail travel easier and more attractive to commuters, potentially increasing demand further.
In terms of addressing the needs of the railway customer and managing the projected forecast of demand, the WARG urge that the proposed interventions and timescales outlined in the Network Rail Strategic Business Plan must be supported and funded.  Key to these are:
Station improvements
· 2008-09 – Tottenham Hale, Walthamstow Central and Seven Sisters station improvements due to high and growing interchange with the Underground.

Operability and improved efficiency work
· Feasibility work to consider bridging out level crossings with a view to a solution that addresses the needs of both rail passengers and road users and assist local regeneration.
Enhancing capacity 
· 2009-2012 - 9 car trains to: Chingford, Enfield Town, Cheshunt and Hertford East; 12 car trains on services from Liverpool Street to and Cambridge and Stansted Airport, and a supplemental Cheshunt-Seven Sisters shuttle.
· 2012–2014 - New high capacity rolling stock to replace life expired units on services to Chingford, Enfield Town, Cheshunt and Hertford East.
· 2016 - 4 track the Lea Valley line between Broxbourne Junction and Coppermill Junction, including a flying junction at Coppermill Junction.
The consultation paper asks if the SBP addresses the needs of the railway customer market beyond those specified in the HLOS.  The West Anglia Routes Group have made it clear, in a number of submissions, that the key to supporting the significant housing and employment growth predicted along the West Anglia Routes (irrespective of expansion at Stansted Airport) is the funding and implementation of new and longer trains in the near future, along with the development and commitment to funding for 4 tracking from Broxbourne Junction to Coppermill Junction (the only realistic option for meeting the mid to long term requirements of the WAR).  We also believe that safeguarding, planning and project development of 4-tracking must be begun, as a national priority, as soon as possible, since rail schemes of this type have a long implementation timetable.
The West Anglia Routes Group welcome the opportunity to discuss the specifics of our proposals with you and colleagues. I have attached the WARG response to the Greater Anglia RUS for your information.
Yours sincerely

Ita O’Donovan
Chief Executive, London Borough of Haringey

Chair, West Anglia Routes Group

cc
West Anglia Routes Group
Tim Havill, Network Rail
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About the West Anglia Routes Group

1. The West Anglia Routes Group (WARG) is pleased to respond to Network Rail’s draft consultation on the Greater Anglia route utilisation study.
2. WARG is an association of over twenty-five public and private sector organisations from along the West Anglia rail routes radiating from London Liverpool Street. Its objective is to work for the benefit of all those who live and work in the London Stansted-Cambridge-Peterborough (LSCP) Corridor, seeking timely upgrades to the West Anglia routes to enhance capacity, improve reliability and accommodate growth. The Group was formed after years of frustration at the lack of much-needed investment and improvement in the West Anglia routes infrastructure, particularly the failure to implement the WARME (West Anglia Route Modernisation Enhancements).
Shortcomings of the West Anglia routes
3. The key issues for the West Anglia routes are well rehearsed. The railway is not fit for purpose now, let alone for the envisaged spatial and economic changes along a fast growing corridor which is a national government priority. There are externalities that may need to be accommodated, such as Stansted Generation 2 proposals, national road pricing etc. The rail network is congested and crowded, highly vulnerable to degradation of daily performance, for the most part with just two tracks on each line, and flat junctions, and with a problematic timetable which is a compromise between the conflicting needs of overlapping travel markets.
Main requirement – accommodating growth
4. The Group firmly believes that the West Anglia routes are in great need of investment and infrastructure enhancement regardless of any airport expansion at Stansted. There needs to be a step change in route capacity – indeed many would argue that this is overdue. We accept that, for outer-suburban journeys, initial increases in capacity can be accommodated through train lengthening and associated platform lengthening etc. The TfL proposals for higher frequency Metro services would however represent an absolute increase in train frequency, while eventually more frequent outer services would be appropriate.
5. Moreover the scale of growth foreseen throughout the West Anglia routes – and currently being experienced month on month - puts reliance on early progress with more extensive infrastructure investment, and potentially on early delivery of high capacity trains for inner suburban services. Without timely additions to track and signalling, the pressures on the West Anglia routes will become intolerable from the combination of the pressures created by land use and travel demand changes along the line from Liverpool Street to Cambridge, and the separate pressures created by any significant expansion at Stansted that may, or may not, take place.
6. We are setting out in this response a long term strategic view on the needs of the West Anglia routes, beyond the consultation’s 2016 / 2021 timescale. This is because some forecasts extend to 2025 (Transport for London) and 2030 (BAA Stansted), and because the demand pressures look continuous and even accelerating within various foreseeable scenarios. We recognise this timetable looks to Control Periods 5, 6 and even 7, beyond Network Rail’s immediate period which prioritises CP4 for 2009-2014.
7. In our judgement it will be unacceptable to constrain capacity on the West Anglia corridor against demand growth which is already the highest forecast growth across the national range of route utilisation strategies. As already stated, development along the corridor is a Government priority.
8. We support as a minimum the provision of 4-tracking between Cooper Mill Junction south of Tottenham, and Broxbourne Junction (your option 12b), along with service improvements. Option 12 is the only proposal that reduces crowding levels (PIXC) in the medium term – it is entirely unacceptable that West Anglia passengers should be offered anything which perpetuates overcrowding for much of their commuting lives.
9. So we are concerned that:

(a) safeguarding, planning and project development of 4-tracking must be begun as a national priority during 2007, since rail schemes of this type can have a long implementation time;

(b) 4-tracking must be in the top tier of priorities (across the national range of investments by Network Rail) during 2009-14;

(c) in the absence of any guarantee of timely progress with Crossrail, there will be a block on increasing West Anglia train service levels beyond roundly 20 trains per hour, preventing improvements to inner suburban frequencies and to revising outer suburban services to be better matched to travel patterns. To mitigate this risk, Network Rail and the Department of Transport should:

· consider safeguarding of 8-tracking between Bethnal Green and Liverpool Street;

· initiate consultation on 8-tracking by 2008 if Crossrail is delayed;

· support development of alternative strategies including early ordering of high capacity trains for inner suburban lines, and/or review the West Anglia route for double-decker train operation.
10. Your consultation overlaps with the Stansted Generation 2 consultations which have been initiated by BAA plc, including the general consultation on Stansted Surface Access, and the specific Rail Access consultation launched in June 2007. 
11. We therefore enclose a copy of our response to BAA on Stansted Surface Access, which also embraces initial reactions to the core BAA rail infrastructure proposition of 3-tracking – instead of 4-tracking – along part of the Lea Valley main line, once train lengthening has been exploited. We fully support 4-tracking, and we have major concerns about the implications of 3-tracking, which we believe could hinder development of intermediate services on the Lea Valley main line, in project timescale and business case.
12. We look to development of a ‘Stansted Connect’ service, similar to Heathrow’s, allied to TfL proposals for higher frequency intermediate services, and improvements to the Stansted-Stratford service to assist access to and from the Thames Gateway developments.
The strategic issues

Availability of capacity

13. The Eastern Regional Planning Assessment (ERPA) for the railway, published by the Department for Transport in February 2006, was blunt about the West Anglia route, in its analysis on pp72-78. The three main constraints to service development and capacity are the two-track Lea Valley main line carrying a mix of fast and stopping trains, the single track tunnel into Stansted Airport, and the 20 trains per hour limitation into Liverpool Street terminus from the West Anglia route. This overall limit on train frequency might be alleviated by using Stratford as a terminus, and eventually via Stratford to Liverpool Street once Crossrail is open and releases capacity on the Stratford-Liverpool Street section.
14. The ERPA looks (p74) to the scope “to serve growth in off-peak travel and contra-peak direction travel into Harlow, Cambridge, and other centres along the route”. “However if commuting to central London continues to grow as forecast, and Stansted Airport is expanded as proposed, plans will need to be developed to manage or accommodate this increase in demand”.
Foreseeable demand pressures

15. Since the RPA was published, commuting flows have grown faster.
16. TfL’s 2025 projections show further commuting demand, with new jobs concentrated within the Central London/Thames Gateway area but housing growth dispersed across Greater London (and beyond).
17. Apart from Stansted, there are foreseeable external pressures within the planning timescale of the Greater Anglia RUS, including:

· national road pricing, which could result in significant modal shift to rail, particularly from congested road corridors such as the M11;

· the potential expansion of Oyster rail card schemes from London to Home Counties catchments, or allied with a nationwide ITSO system. As has been the case in London, this will make rail travel easier, more convenient and more attractive. The Department for Transport will shortly announce on expansion of Mayoral control over rail services beyond the GLA;

· continuing trends of high house price inflation. This provides a catalyst for further long distance commuting as workers in the capital seek affordable places to live. Indeed only in June 2006 the National Housing and Planning Advisory Unit's warned that house prices could reach 10 times average salaries by 2026 and that Regional Spatial Strategies will not do enough to ease the affordability problem;
· ‘peak spreading’ measures applied to the railway, as postulated in the RPA, do not necessarily support the regional strategies of supporting economic growth whilst simultaneously seeking to decouple road traffic growth. Basically, if people need to get to work by a definite time in the morning, capacity must be provided to accommodate that demand.
Timing of capacity and service improvements

18. Potentially the biggest issue is not that the long term rail solutions won’t work, but the phasing and timing of the various investments. We have been here before, with the former WARME proposals eventually shelved.
19. There is broad support that re-engineering the railway should be adequate for the purpose:

· more 4-track, with up to 12-car trains;

· high capacity inner suburban trains, at higher frequencies;

· eventually, higher frequency fast and intermediate trains;

· some services operated via Stratford.
20. But this time, it is essential for works to be implemented in a planned, phased sequence to ensure continuously adequate capacity to support the spatial and economic requirements of this growth corridor within Greater London and in Hertfordshire, Essex and Cambridgeshire. Timing of infrastructure investment will need to be tied to meet the growth in demand, and to available opportunities to increase service frequencies.
21. However we have a serious concern about the timing of infrastructure improvements which will enable significant improvements in service frequency. Not only is there a block on the Bethnal Green-Liverpool Street section above about 20 trains each way per hour, until Crossrail is open to Stratford, but the railway business case for full 4-tracking has been judged by TfL to be optimum (in conventional analysis) when West Anglia signalling nears life-expiry, which is during Control Periods 5 and 6, not during the timescale to 2016.
22.  4-tracking would require a Transport & Works Act (TWA) Order. It would be sensible to include the full scheme scope in such an Order, to avoid the risks of piecemeal project authorisation. We assume that BAA Stansted would seek powers separately for rail works within Stansted Airport that were required for any major airport development proposals.
23. Subject to detailed design, the full scope could include:

· 4-tracking between Copper Mill Junction south of Tottenham, and Broxbourne Junction, and related power supply upgrade;

· flyover junctions where train service density required that (including potentially at Stratford to access the Liverpool Street lines);

· platform lengthening, and alterations to road crossings;

· reinstating the Hall Farm Curve, to allow Chingford trains to run via Stratford.
24. The obvious issue is that, while 4-tracking along the Lea Valley could be proceeded with (subject to authorisation), the absolute frequency limit at Liverpool Street would prevent full realisation of service and capacity benefits until more tracks were made available into the terminus (either as a consequence of Crossrail or with 8-tracking). Some trains would need to terminate at Stratford for the time being – though this would also be a service benefit for the post-Olympic Games developments at Stratford, and for access to Canary Wharf and the Thames Gateway.
25. It is the exceptional circumstances facing the West Anglia routes which, we consider, require the highest level of rail industry and government recognition. Exceptional circumstances require exceptional remedies. We propose:

· development of an integrated business case for the West Anglia corridor, incorporating the latest spatial planning inputs and modelling assessments;

· the NATA (New Approach to Transport Appraisal) casework to take account of the Eddington and Stern reports;

· value-for-money assessment to allow a broadly-based economic analysis including regional impacts, regeneration outcomes and agglomeration benefits;

· a commitment to initiate the 4-tracking TWA Order and works on the line within Control Period 4, including 8-tracking into Liverpool Street if there are delays beyond 2008 with authorisation of Crossrail.
Funding of improvements

26. The RPA stated (p74) that “many measures to provide additional capacity will require additional funding above that currently available to the rail industry”. There are five primary sources of funding:

· fares revenue from passenger traffic growth;

· grants (or permissions to incur debt) for Network Rail in its 5-year Control Periods;

· third party funding from developers through S106 or equivalent schemes (and with Planning Gain Supplement and roof tax also being explored) – BAA Stansted can also support airport-related rail investments;

· bond raising by other agencies such as Transport for London

· CIF and TIF funding applications.
27. Local councils and local area agreements may also be able to contribute to specific enhancement projects, while local and regional authorities may also be able to stimulate third party contributions through proposals for re-designating land uses, development densities etc.
Modelling

28. We understand that Network Rail used ‘Planet’ modelling as required by the Department for Transport, and also used the published London Plan spatial data. However this excludes the new growth data now in the London Plan future alterations, which are currently at an examination in public. We support the Transport for London modelling (using Railplan) which underpins Option 12b.
29. Even so, we are concerned that the risks of under-estimating patronage are considerable in the light of other issues identified above in paragraph 17, and their potential timetable:

· current and continuing high house price inflation and the impact on affordability of London housing, leading to more commuting;

· extension of Oyster pay-as-you-go to national rail in London 2008-2009;

· Mayoral control over some rail services penetrating the Home Counties – possibly 2009 onwards depending on franchise renewal – Greater Anglia, operated by National Express under the ‘one’ marketing name, is refranchised in 2011-14;

· national road pricing by 2016;

· potential limited impact of ‘peak spreading’ measures, in the context of people needing to get to work by specific times in the morning.
30. Current rates of growth of train patronage already invalidate earlier forecasts for the West Anglia routes. Overall this points to an acceleration of the timetable for train and platform lengthening (outer services) and new, longer higher capacity trains (inner services), within the period to 2016.

Specific service developments to 2016

Train and platform lengthening

31. Because of the increase in travel demand, we look to Network Rail, in consultation with TfL, to define options for earlier capacity increases on both the inner and outer routes, ahead of a nominal completion date of 2016. An initial target date of selective train and platform lengthening by December 2009 looks feasible if funding were made available. This would achieve progress with consultation options 7-10, which are addressed in more detail below.
32. Outer services: We support the policy of progressively lengthening the platforms at relevant stations, to enable outer services to have up to 12-cars per train (options 8 and 9). Network Rail’s analysis of the individual options shows that there are business case disadvantages if individual routes are taken case-by-case (eg Hertford East services), rather than as a package. Also NR assesses that 12-car trains would offer too much capacity between Cambridge and Bishops Stortford.
33. We consider that the risks of providing too little capacity on the West Anglia lines outweigh the risks of offering too much capacity. It would increase performance risks and lengthen journey times, if splitting trains at Bishops Stortford was attempted. We support a policy of achieving a comprehensive 12-car outer network, enabling full operating flexibility for improved train service patterns as demand grows and as 4-tracking is implemented.
34. Inner services: Options 7 and 10 offer short term capacity increases on the Chingford and Enfield Town routes, by extending most platforms to accept 9-car trains, though (solely because of the costs of extending Cheshunt bay platform) this is not proposed by Network Rail for the Southbury Loop.

35. Network Rail’s own modelling shows significant demand increase on these inner services, even before other foreseeable factors are subsumed. We therefore seek the best combination of:

· platform lengthening;

· early ordering of high capacity trains for inner services;

· train frequency increases to Metro standards (short term options for destinations other than Liverpool Street are discussed below).
36. We do not accept that the Southbury Loop should be excluded from 9-car lengthening, if that remains a business case option for inner services. There would be imbalanced loadings on through services to Liverpool Street, with impact on station dwell times and service performance, if trains had a variety of 6 or 9 cars.
Services omitting Liverpool Street

37. It is possible in the short term to improve service frequencies to destinations other than Liverpool Street, until the terminus capacity is increased. We recognise that this would be an interim stage of service development, and it should be evaluated within that policy context. Such improvements would be welcomed:

· via Seven Sisters: the proposed Cheshunt - Edmonton Green - Seven Sisters shuttle to increase peak time frequency as far as the Victoria Line interchange (consultation option 11) has a strong socio-economic case;

· via Stratford: service improvements to Stratford could be allied to early authorisation and construction of an initial 4-tracking phase and/or construction of the Hall Farm Curve – eg a Chingford - Walthamstow (Victoria Line interchange) - Stratford shuttle, and improved local services for Lea Valley local stations.
Stansted Connect

38. It is a failing of the present West Anglia timetable that there are infrequent services from intermediate stations to Stansted Airport, despite the airport being a major driver of jobs and economic opportunities along the Lea Valley catchment.
39. For an airport which aspires to be at least as busy and economically significant as Gatwick, the availability of local and regional rail services (distinct from the Central London fast service) is poor. Most intermediate stations require a change en route to reach the airport.
40. We propose that BAA and the rail authorities develop proposals for a Stansted Connect service, similar in principle to the existing and successful Heathrow Connect. This would focus on intermediate stations, for air passengers, for airport and aviation staff, and for staff at nearby businesses servicing the airport.
41. It should seek to serve the densest populations along the West Anglia routes, and might therefore be an extension of the Edmonton Green / Southbury Loop services.
Station investment

42. Upgrading stations: We are keen to explore with Network Rail and Transport for London a package of design improvements (including DDA), station environment upgrading, and better local access including bus interchange and cycle facilities. This is the type of programme which WARG members may be able to support through a partnership agreement with rail authorities and through bidding in LIP / LTP submissions. We support the Network Rail proposals in consultation option 22, and seek a higher priority for improved DDA compliance at West Anglia stations.
43. Additional stations: The present constraints on the West Anglia network and the burgeoning demand along the corridor mean that options for new stations cannot realistically be explored without encountering train and line capacity issues.
44. Creation of a ‘Metro’-standard inner network would open up the possibility of closer station spacing on, for example, the Southbury Loop and the Lea Valley main line, as well as the potential for a Lea Bridge station. On outer routes, it is likely that any proposal for a new station would need to be linked to the improved rail capacity achieved by 4-tracking and 12-car trains, with a funding contribution raised from nearby housing developments. There is a specific proposal at Cambridge for a new station at Chesterton, to serve the city and catchment expansion northwards, and relieve congestion at the existing main station.
45. Major interchanges: With the modelled changes in passenger flows, we agree that capacity relief work will be necessary at interchange stations including Seven Sisters, Tottenham Hale, Walthamstow Central, Stratford and Liverpool Street.
Other matters

46. Level crossings: Consultation option 19 discusses the railway level crossings in the Lea Valley. Members of the West Anglia Routes Group will follow through with Network Rail the site specific options at each location; there are also level crossings elsewhere along the railway where problems may arise. Given that solutions may require significant alterations to the highway, WARG urges that Network Rail should enter into dialogue with individual authorities at the earliest possible opportunity.
47. Refranchising West Anglia services: The current ‘one’ Railway franchise is planned to terminate during 2011-2014, depending on performance outcomes. Development of a new franchise reference specification should take full account of the requirements of route development, including options for train ordering and leasing, 4-tracking and station/interchange upgrading. We would prefer that a new franchise was begun in 2011, with at least a 10 year operating period, so that the franchisee can be fully engaged and focused on the period of maximum investment in West Anglia services, and the associated change management requirements including operation of intensive railway services throughout the routes’ expansion to a 4-track railway. A change of operator during the reconstruction period could be very disruptive, and mis-align operational and delivery incentives.
48. Engineering work impacts: Unavoidably, reconstruction to a 4-track railway – plus the engineering disruption of Crossrail through Stratford, etc – will have short-term impact on train operations, passenger travel patterns, and on neighbouring communities. It is a continuing source of frustration that the West Anglia routes (a two-track railway for the most part) often experience weekend line closures. Design of 4-tracking and associated route upgrading should be developed to minimise future weekend route closures, with a target of a 7-day railway operating week.
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