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LOCAL CHOICE IN PUBLIC TRANSPORT: DRAFT CONSULTATION PAPER




Introduction and Summary

) Jie In its Manifesto for Wales 1983 the Government promised to "issue a

consultation paper about possible changes in the organisation and responsibility

ransport services in Wales which would include the option that more decisions
includins local railways, mipght be taken within Wales possibly

uncils which are closest to the needs of their own districts,

above commitment.

Oy

intention

Department
whole gquestion of Lhe organisation and regulation

tary of State will announce conclusions in due

Local Authorities are already heavily involved with the provision of public

assenger transport. County Councils have a statutory responsibility under the
'ransport Act 1978 for the co-ordination of public transport in their areas. They

are alsc responsible for maintaining and improving county roads and act as the agen:ts

of the Secretary of State in maintaining the trunk road network. Nine District
Authorities in Wales run municipal bus undertakings while County Councils provide
revenue support for services provided by the 3 subsidiaries of the National Bus
Company which operate in Wales and some private operators. County Councils have
been involved in developing innovatory methods of public transport, especially in
sparsely populated areas.

4, As regards rail services, some Welsh County Councils have provided revenue

support to British Rail for the provision of additional services and, more

significantly, there has also been support for improving British Rail's local




and reconstruction of stations. However County

facilities =

Councils are not directly responsible for the local 111 passenger services provided
by British Rail or for the public financial support for them. This consultation
paper canvasses the proposition that County Councils might be given these
responsibilities together with financial resources to enable them to be discharged.

Some of the difficulties about such a proposition are identified and discussed.
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The Welsh invelvement in providing the infrastructure

a modern public btranspor ayn 5 by virtue o the Secrebary o Statels

futhori

ty for trunk roads. The Government has

ommunications by improving the trunk road network.

main objective of Central Government in Wales in this respect has been to improve

East-West links in North and South Wales. Hitherto the emphasis has been on the

MY /A48 /AU0 corridor in South Wales (Euro Route No 30) and significant progress has

1980, 22 miles of new or improved sections of the MY

been achieved in this. Since
and, with just a few sections of the corridor remaining to be

and

have been provided

improved, the objectives set out in Wales:'The Way Ahead' (Cmnd 3334) of motorway/

dual carriageway from London to St Clears has been substantially achieved. The

emphasis of the trunk road improvement programme has now switched to the East-West

route in North Wales, the A55/A5 to Holyhead (Euro Route E22). Visible progress

is being achieved along this corridor. By-passes for Llanfair PG and Bangor were

opened in August and December 1983 respectively and work is well advanced on the

Llanddulas - Glan Conwy section of the AS55 (the Colwyn Bay By-Pass) and on the




by-passes for Holywell
Furt.he:
ition including the
to carry a new section of the AS55 across the Conwy Estuary in a tunnel, thereby
passing the town of Conwy itself. Apart from improvements to the main East-West
routes connecting the population concentrations in North and South Wales to the
rest of the Country, improvements have been made tc¢

anti:

d South Wal

progress

there

ties put forward to the Welsh Office each year

important role which highway schemes can

ling good and
within their areas whether by private or public transport. In recent years some
of the improvement schemes entered into by the Counties have been major in

haracter, in particular schemes in Gwent and South Glamorgan (including the AU6T

ca - Rogerstone and Crumlin - Aberbeeg improvements, and the Cardiff Peripheral

f comprehensive packages of highway

istributor Road) which are elements

o
improvements on which those Counti have embarked following the closure of the

steel works at Ebbw Vale and East Moors. Other examples of important County Council
road schemes are the Hendy - Llanelli link, the Llandudno link road and the Aberdare

By-Pass.




The Growth of The Travel Market it the Decline in the Use of Public Transport

6. Since the early 1950's inland passenger Lravel in Great Britain (measured in

passenger miles) has increased by over 2} times while bus and coach travel has

fallen by a half and rail travel by about a sixth. Travel by private road

transport (largely cars) has increased almost sevenfold. The future of public

in Wales must, therefore, be seen in the context of the fundamental
have occurred in peoples travelling habits which have been away from

towards the private . This trend has continued for the last

port

with public transport rrying steadily declining percentage of the

the number of cars licencec

221 .000 to 773,00 By 1982 the of households in Wales wi

g W

increase is sustained

figure would have

route
reduction in the number
network hazs been stable. B)

carried by British Rail was

reduction in the network in this largely reflected an increase in

services. The total number of passenger

long distance carryingeon the

has in fact fallen especially on some local service lines.

10. The decline in bus usage began to show itself towards the end of the 1950's

and the beginning of the 1960's and has conlinued steadily ever since with a more

rapid decline in recent years. Figures of passenger journeys showing this in

relation to carryings by the 3 National Bus Company (NBC) subsidiaries serving

Wales are shown in Annex 1. The figures of vehicle mileage and the number of traffi
vehicles operated by these subsidiaries for these years show equivalent declines.

Both the National Welsh and Crosville operate services outside Wales, in the case of

Crosville extensively so in Cheshire, the Wirral and areas south of Manchester.

11. The decline in bus usage has in fact been a spiral of declining patronage

leading to increasing fares leading to further declining patronage. Bus operators

responded by reducing fleet sizes, closing depots, pruning routes and reducing

the number of employees in an effort to bring operating costs and revenue receipts

from fares more into balance.




12. Local public transport services have both a social and economic role. Some
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people are particularly dependent on public tra:

children, young people, students and housewives without access to cars.

15] They include the elderly,

The

elderly in particular are significant users and can be expected to make greater
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operate on a purely commercial basis. The National Bus Company run the

Traws Cambria Service which provides a connecting link between North an

which is not directly duplicated by a rail passenger service.

15. Stage carriage bus services in Wales are provided by the National

by Municipal operators and by private operators.

The National Bus Company provides a network of stage carriage services
most of Wales through its 3 operating subsidiaries. Crosville Motor Ser
in North and Mid Wales, the National Welsh in South-East Wales and Sout

Transport in South Dyfed and West Glamorg

d South Wales

Bus Company

throughout
vices operates

h Wales




Aberconwy and Colwyn Borough Courcils

Newport, TIslwyn, Rhymney Valley, Merthyr,

ricted
Cy

botn

all run bus undertakings largely within their own

Vi somiee serviceoe:s: conneclingg Lhe Valleys to

nd

services

(except on new buses) and such

of accepted expenditure for Transport Supplementary Grant; there have, however,

in rece:i years of Authorities supporting capital expenditure

very few examp

As passenger declined (see Annex 1) there has been a steady increas

in both the overall
and also an increase in the percentage of support payments to annual turnover. The
level of support to operalors in respect ol individual services is determined in

annual negotiation between Local Authorities and the operators. County Councils have

a primary responsibility under the Transport Act 1978 for the co-ordination of public




trancport in their areas and their determination of the appropriate level of support
£

r icular services is mazde in the light of their local knowledge of the
requirement for the services in question. Central Government doesnot intervene
directly in this process other than through its general financial support via
Rate Support Grant for Local Authorities. The block grant to Welsh Local Authoritief

currently supports some 62% of all Local Authorities' grant related expenditure in

Wales.

19. The figures in Annex 2, provided by the Nationa us Company, show the amounts
of revenue support provided by Welsh
services in 1982/83 and the amount
support of £6.1m in 1982/83 ther as anh average deficit
their services in Wales. The Company expect this to increase to 30% in

between individual

)us services in some remote rural areas
has led to the development of unconventicnal modes of public transport. 1In the late
Welsh Office conducted a rural transport experiment to stimulate interest
The Post Office in collaboration with several County Councils,
have established a number of post buses in the rural areas of Dyfed, Powys, Gwent
and Clwyd. There are currently 13 such services operating. The post buses can
convey the small numbers of passengers requiring loczl public transport in these

areas at the same time as they make their regular collections and deliveries of mail.

The Transport Act 1978 enabled organisers ol official social car schemes to
dvertise publicly. Such schemes are operating successfully in a number of rural
areas providing door to door transport services which are particularly suitable for
the old and infirm enabling them to make essential journeys. They are particularly
well developed in Dyfed where some individual 30 schemes, involving 850 drivers and
250 organisers, have been run by the WRVS. Recently the Dyfed scheme was given an

award in a National competition for projects involving Local Authorities and
voluntary bodies working together. To date, the impact of such services, measured
against the operations of the bus companies has not been significant but they are

nevertheless playing an important part in the lives of the communities they serve by

supplementing these operations. Further developments along these lines and other

unconventional methods of providing local transport services are to be encouraged,

and suggestions for new initiatives in this field are invited.




22. Before 1978 drivers who gave lil'ts and acceplted contributions towards their

costs could find themselves entangled in the bus licensing laws. The Transport

Act 1978 made things much easier, but retained restrictions on advertising. The
ot hat a driver does

without being

(]'::L.I it ¥ of

convenien

for instznce

by Cardif numbers
Newport subjected

ort providi

Any transport the existence of taxi and hire car
services in available in a locality; and taxies and

hire cars can be used, perhaps witl me subsidy or revenue guarantee to supplement

Local Rail Passenger Services

24. Rail passenger services in Wales fulfil an important role. Some services link

mz jor towns and cities travel corridors into England. They thus serve

the requirements of ind ommerce while at the same time allowing tourists




reach the holiday attractions o 0astal and rural Wales from elsewhere in Britai

is net proposed that there should be any changes in the present organisation and

responsibility for provision of such services in Wales.

25. Other services play more of a local role, providing for commuters/shoppers or
feeding into main line services or providing for the tourist industry within the
respect of the provision of these more local rail passenger
ranisation are canvassed in this paper. The

+

1ght be thought of in this category include

uth Glamergan. There is

on in North Cardiff and Bute
this group of lines and the service
served, particularly daily commuter

'y

city net }

work. The greater part

Walces Servic

This runs along the 90 mile line from Swansea via Llanelli to Shrewsbury and serves
24 stations and halts in Wales and U4 stations and halts in Shropshire. Apart from
serving the local communities (and also carrying a substantial amount of coal traff
south of Pantyl'l'ynon near Ammanlord), the line is of high scenic value and is
being promoted as atourist attraction by British Rail and other bodies with an

interest in the line.

In North Wales

The Conwy Valley Service

This runs between Llandudno and Blaenau Ffestiniog and is some 31 miles long.




3laenau Ffestiniog. It
communities
dimension i he Winter when road communications to Blaenau Ffestiniog can become
hazardous in bad weather. In Summer in particular the line carries tourist traffic
associated with the development of Blaenau Ffestiniog as a tourist centre; recently
a new station has been built there to serve both BR and the Festiniog narrow gauge
trains. The line alsoc carries freight in connection with the Trawsfynydd nuclear

o

power station.

line betwee!

operzated

railway

ervice

Sector Servi A

by the "Public Service ubligati (PSO) imposed on the British Rail Board

December 1974 by 1 then Seer oy T Stat wder EIC Regulation 1191/69. The

Direction imposing th

"The British Railways Board shall, from 1 January 1975, operate their rail passenge
system so as to provide a public service which is generally comparable with that

provided at present

27. The costs of the Provincial Sector exceed revenue by a very big margin. 1In

1983 for example revenue was about £164m while costs were £666m giving a shortfall of
£502m. Due to their relatively fixed cost structures railways stand the best chance
of achieving profitability when moving large flows over long distances. The
characteristic of the Provincial Sector is mainly the reverse of this - moving low
flows over short distances. The low intensity of operations therefore gives rise to

very igh unit oper ial Sector represented
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1982 amounted to £817m and that for 1983 £819m, subject to adjustment
for certain factors. The Secretary of State for Transport announced on 24 October 1
that he had set BR the target of reducing their annual Government grant to £635m in
1983 prices and that this should be achieved by 1986. The Secretary of State for
however reaffirmed the Government's view that it is not its intention

Railways Board should embark on o propramme of maior rail route
I : rali rout

local passenzer servi

angl perhaps in principle about

iﬁl;rﬁition over attribution of costs

ossible to build on British Rzil's experience

ssenger Trunsport Executives in England

Welsh County Councils already provide financial support to British Rail in a
There are a limited number of examples of revenue support towards
the operating costs of speciflic services which are additional to those which British
Rail would otherwise provide. Dyfed County Council have recently undertaken to
underwrite one daily inter city high speed retum service starting at Haverfordwest up to
a maximum figure of £30,000 pa. Clwyd County Council provide BR with revenue support

in respect of an enhanced Friday/Saturday evening and Sunday service between Wrexham
¥

and Bidston.

30. A more significant element of local authority support, however, is in respect
of new BR infrastructure - new and refurbished stations, halts, park and ride

facilities etc. Gwynedd for example have been involved with support for the new




stations iog and Valley. 1In South Wales, South Glamorgan and

Mid Glamorgan have provided support for a new station at thays in the University
and administrative arez of central Cardiff to form part of the Valleys and Coastal
network of the area. In addition South Glamorgan are supporting the reconstruction
of Grangetown Station, and are planning to provide for the relocation of Cefn On
Station primarily to serve new housing in the Thornhill area of Cardiff. In their

report for 1982 the Transport Users Consultative Committee for Wales drew

attention to the Youth Opportunity Schemes promoted by some authorities in conjuricti
ith the Manpower Services Commission to improve the environment of stations
encouraged other authorities to think on similar lines.

Extension o!f” Lhe Kole of Local Authoritie:

Councils have

to discharge these responsibilities in respect
nave a duty to co-operate with
t policies and plans.
for the provision of service

and which would otherwise be withdrawn. In addition

appropriate unconventional modes of transport which serve the
areas in the most economical way. County Councils are well placed
to arrive at judgements on these issues in the light of their knowledge of local

heir inhabitants especizlly those without access

for the improvement and maintenance of county road

and for planning enable of these services into the

framework (o Lhe fubare developn
32. The Counties are nol, however, able Lo exercise the same degree of influence
and choice when it comes to local railway services. County Councils can, of course,
engage in planning studies which involve consideration of the role to be played by
rail services in their areas. For example Mid and South Glamorgan County Councils
are currently preparing a joint study on the potential for bus and rail co-ordinatio

within their administrative areas. However the crucial decisions about the level of

passenger rail services and the financial support they shall receive from the public

purse are not within the responsibility of the County Council. It is true that some

Counties are supporting BR by way of revenue payments for enhanced services and by
way of capital contributions towards improved facilities. But this is a "one way

choice" - to provide financial support for additional services. 1t is not within the




ability to decide whether the public subsidy for the local rail services might be
't in providing alternative methnds of mecting the transport needs of the
areas. Yet it can be argued that such judgements are no different in character to
the judgements about the level of support to bus operators which Local Authorities
are already making. They both concern decisions on how available resources can be
distributed so as best to meet the welfare of the inhabitants of their areas. It ci
be argued that these judgements should be based on detailed knowledge of the
uirements of local residents and arguably County Councils are best placed

ke them

.he

responsibility will require further though

a ¢ stage process. Initially the Counti
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particula

transitionzl period the Cou
continue to purchase the trai
rements or a bus/coach service or
sment of the best ways of meeting
obtaining best value for money. At this stage the specific rail
t arrangements might be phased out and the Authorities' responsibility for
ntaining the local rail passeor a replacement service could be
into account when assessing their grant relatec fer bBlock grant
There would detailed discussions about the integration of
R8C system and it would be necessary to takg
's prevailing at the time that transition from

specific support to support via the RSC system, was made.

34. It is expected that in mosl cases Lhe Counlies would wish to continue to use
the available subsidies to support existing rail services. This would not, of

course, preclude them from pressing BR to cut costs, improve efficiency and generall

provide a better service. 1t would be for the County Council, or a group of County

Councils acting as a joint board, to enter into an agreement with British Rail and
to agree the details of theservice and the basis of the calculation of the costs
of its provision with them. Such an agreement might be similar to the Contracts
which form the basis of the funding arrangements between the Passenger Transport

Executives and British Hail. The length ol' timc Lhal such agreements might run




plan future

35. In some circumstances it might not be possible for an agreement to be

concluded for BR to centinue to provide the local service. In that event other
options might be considered. One possibility is that a private operator might

g local rail service with perhaps Local Authority support. However thes

.} 2 5 : i 3 Tl - A e nijef ) o verlonlaA
lties 14} 110 I CUrse€ musSt Nol c UveriooxKeda.

proposed
itated and not
‘ormaticn required in
obtain. In particular there
be zccounting difficulties and a particular problem of reflecting within the
arrangements | proprizte allowance to support future BR investment in those
individu=s local services. As has already been stated the Department has commenced

further detailed discussions with BR about this particular issue.

38. Further consideration will have to be given to the way in which the Counties
might be funded to take on new responsibilities in respect of local rail passenger
services. n particnl:ar 1 re Lnalion amd Jepislative implications would need

b1

further consider:

39. Some local services run across County boundaries. For example, the Cardiff -

Valleys services span Mid and South Glamorgan while the Central Wales line starts

in West Glamorgan and travels through Dyfed and Powys to Shropshire. Accordingly

there would have to be procedural arrangements for determining levels of service




and financial support. loi v joint Boards might be set up and

empowerc 1 to take decision: w1 {hes mat e ' f murch in the way that Czrdiff

Wzl airport is managed jointly by Mid, South and West Glamorgan County Councils.

Suitable means of settling disputes between Authorities may need to be built into

the system.

Committee (TUCC) in Wales
passenger services would need
espect of the TUCC's

posals

v
LR

the paymaste

existin
CE 1rom

the Se

Chairman reports to
211 the evidence the Secre
g these arrangements is that the
full information about
responsible Minister toc help him take
remain following any transfer of responsibili
Local Authorities. On the other hand it could
be ] hat it was contra: to the principle underlying the proposed transfer to
leave the final decision in the hands of Central Government. In that case a further
issue for debate would be whether the Local Authority responsible for the decision
would need a Public Local Inquiry held by the TUCC. It may bte held that Local
Authorities should be in possession of as much knowledge as anybody of the
implications 1eir proposals and that the issue ought to be left to the local

democratic process.

Invitation to Comment

Comments are now invited on this consultation document and should be sent by
] to the Secretary, Transportl Policy Division, Welsh Office,

wernment Buildings, Ty Glas Road, Llanishen, Cardiff, CF4 SPL.
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