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Appendix 1

Extract, Office of Rail Regulation “National Rail Trends Yearbook 2009-10”

1. The Office for Rail regulation publish an annual yearbook showing time-series trends for
a wide range of national rail data. Information is set out on a quarterly basis. Extracts for

the 2009-10 Yearbook are set out below.

2. It can be seen that, despite the recession, passenger kilometres increased in 2009-10
over the previous year. Passenger journeys decreased for 2009-10 overall, but increased in
20091-10 Quarter 4, thus indicating that rail business was beginning to recover from the

recession.

Key results: 2009-10 on 2008-09

1.1 Passenger kilometres

= 51.1 billion passenger kilometres were travelled in 2009-10, an increase of 0.8% from
2008-09.

* Ordinary fares kilometres increased by 3.2% to 36.4 billion kifometras and seascn tickets
Kilometres decreased by 4.6% to 14.7 billion kilometres in 2008-10 compared to 2008-03,

* London and South East passenger kilometres decreasad by 1.8% to 23.8 billion
kilometres; long distance increased by 3.7% te 17.6 billion kilometres; and regional
operetors increased by 2.2% t0 9.7 billion kilometres in 2009-10 compared to 2008-09.

1.2 Passenger journeys

¢ 1,258 million journeys were made in 2009-10, a 1.3% decrease fram 2008-09, Ordinary
fare journeys increased by 3% to 685 million journeys and season ticket journeys decreased
by 5.9% tc 573 milion journeys in 2009-10 compared to 2008-09.

* The long-distance sector had 113 million journeys, a 2.1% increase; London and South
kast decreased by 1.5% to 841 million journeys and regional operators decreased by 1.8%
to 305 miilion journeys in 2009-10 compared to 2008-09,

1.3 Passenger revenue
* Revenue was £6,179 million in 2000-19, & 2.9% increase from 2008-09.

1.4 Timetabled train kilometres

* There were 500 million timetabled train kilometres in 2009-10, a 4.3% increase from
2008-09. Franchised operators had just over 495 million timetabled train kilometres in
2003-10, a 4.4% increase when compared to the previous vear. Non-franchised operators
had 4.87 million timetabled train kilometres in 2009-10, 3 0.7% increase from the previous
year,

National rail trends yearbook 2009-10
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Key results: 2009-10 Q4 on 2008-09 Q4

1.1 Passenger kilometres

o There were 13 billion passenger kilometres travelled in 2009-10 Q4, 3 5.2% increase from 2008
09 04.

1.2 Passenger journeys

o 332 millicn journeys were made in 2009-10 G4, a 6.1% increase from 2008-09 Q4. Journeys
using ordinary fares increased by 11.7% to 172 millien and season ticket journeys increased by
0.6% to 159 million in 2009-10 Q4 compared to 2008-09 Q4.

1.3 Passenger revenue
» Passenger revenude was £1,594 million in 2009-10 Q4, a 6.2% increase from 2008-09 Q4.

1.4 Timetabled train kilometres

« Timetabled train kilometres for all operators increased by 2.4% to 124.26 million km for 2009-
10 Q4. Both franchised and non-franchised operators showed a 2.4% increase for 2009-10 Q4
on 2008-09 Q4.

OFFICE OF RAIL REGULATION
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Appendix 2

Road network stress maps from Highways Agency “South East Regional Network
Report 2008”

1. The Highways Agency reported its analysis of conditions on its core network in the south
east in its “South East Regional Network Report 2008”. This included “stress maps”
showing actual and predicted stress levels on the core highway network inn the region.
These maps are shown below.

Figure 1: Observed Stress 2006 (figure 6.4. SE RNR 2008)
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Figure 2: Observed Stress 2016 (figure 7.1. SE RNR 2008)
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Figure 3: Observed Stress 2026 (figure 7.2, SE RNR 2008)
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Appendix 3

Extract from Rail Safety & Standards Board report T618 “Traction Energy
Metrics”, 2007

1. This report compared energy use and CO2 emissions between different types of train,
and between these and other modes of transport., The Class 170 trains quoted are identical,
apart from couplings, with the Class 168 trains that Chiltern proposed to use on Marylebone-
Oxford services.

6 COMPARISON BETWEEN MODES OF TRANSPORT

6.1  LIMITATIONS OF THIS COMPARISON

Results presented in previous sections of this report were based on hard data calculating
the energy and fuel consumption for different groups of vehicles on the basis of
kWh/seat-km or litres/100 seat-km. [t is not appropriate to use these measures when
comparing different domestic transport modes as they have very different load factors. In
general, services that operate a fully reserved, poini-to-point service have a higher
average load factor than those that operate a “turn up and walk on” service with
multiple stops. In this section, we have assumed the following load factors: urban bus
20%, intercity coach 60%, intercity rail 40%, all other trains 30% (including commuter
services), domestic airlines 70%, cars 30%.

This section also compares domestic transport modes across a wide range of speed and
styles of passenger accommodation. Urban buses may have an average speed of
10 km/h and stop every 500 metres; domestic airlines fly almost 10 times faster with
500 times the distance between stops. The data in the following section is not intended
1o be an authoritative league table of transporl modes but provides broad comparative
data of CO, emissions, which can be a surrogate for energy consumption.

We have considered only the relative CO, emissions of the different domestic transport
modes. This is valid with the present and assumed future GB energy mix and with
existing fechnologies. However a completely new technology, such as a hydrogen-fuelled
bus with a dedicated supply of hydrogen produced direcily from nuclear power without
going through the public eleciricity supply, could be considered io have zero CO,
emissions, but may have very large energy demands. In such a case, it would be
appropriate to also compare other factors such as total energy use, not just CO,
emissions, as has been done here.

The Class 373 Eurostar train has been omitted from this section because the
assumptions used for domestic trains cannot reasonably be applied to Eurostar pan-
European services as they are operationally and commercially very different.

6.2 COMPARISONS OF CO, EMISSIONS OF DIFFERENT MODES

The following diagram shows indicative CO, emissions per passenger on the load-factor
assumptions above. Road, air and diesel-powered rail vehicle emissions have been
increased to take account of refinery losses and electric powered vehicles take into
account losses from power generation through to the train. The bar length represents the
emissions based on current electricity generation mix.
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Plane London - Manchester
Plane London - Edinburgh
Plane Cardiff - Newcastle

Private car

Class 221

Single deck bus
Class 222

Class 180

Double deck bus
Class 170

Class 43 HST

Class 458

Class 357 Electrostar
Class 390 Pendolino
Class 91 1C225
Megabus

50 100 150 200 250 300

grams of CO; per passenger kilometre

Notes: Data assumes the following load factors: urban bus 20%, intercity coach 60%, interaity
rail 40%, all other trains 30%, domestic airlines 70%, and cars 30%. Road, air and diesel-
powered rail vehicles emissions have been increased to take account of refinery losses and
electric powered vehicles fake into account losses in the grid. The aviation figures include a
factor for radiative forang.
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Appendix 4
Secretary of State’s timetable requirements

1. The Deed of Amendment to the Chiltern Railways Franchise Agreement, dated 6"
January 2010, sets out the Secretary of State’s requirements for the minimum passenger
service to be operated, as follows:

ANMNEX 2: Oxford Timetable Outputs

Replaces Flow B in Output Plan from the Passenger Change Dale or Subsidiary Change Date on
which the Franchise Operator begins lo defiver the Oxford Timetable Outputs

4.5 FlowB: on Marylebone to ar-Monday t
Tablei: Monda day services London ane from stati specifiad n
Column A
Station of Early Late Maximim Maximum | Morning Number of
Departure Service to | Service fo | intervals Journey | Peak trafns per
/Core Londan Londen between Timte af number of haour
Calling Marylobone | Marylebone | services, alf services arriving or
Pattern from from including services | armiving departing
station in station in Early and {minutes) | London from
column A, column A, | Late Services Marylabone, | London
shall arrive | shall {minutes) batwaan Marylabone
no later depart no o7 00-0959 bateeen
thait aarlier than oF0g-2700
faxciuding
peak
frours)

A B c D a H I
Oxford | 0745 2210 &0 [ & 2
Water 0745 2310 &o N/A & 2
Eaton
Parkway
Bicaster (c) 0730 __2335(a) (1] N/A 11 4
Haddenham 0730 2240(a} &0 N/A i 2% {d)

& Thame
Parkway
Princes o7 2310(h) &0 NEA 11 3
Risborough ) B |
Table 2: day fo Frida ices from Londo rylebone to ions specified in
Co A
Statlon of Early Late Maximum Maximum | Evening Trains per
Arrival Service Service intervals Journey | Peak - hour
/Core from from between Time of | number of | arriving or
Caliing London London sarvices, all sarvices departing
Paltarmn Marylebone | Marylebone | including sarvices | departing froum
to station to station Early and {minutes) | London Londan
in columi in column Late Services Maryiabone, | Marylebone
A, shail A, shali {minutes) between betfween
afrive na depart no 1600-1859 aron- 2700
later than earilar than {axcluding
peak
i ] hovrs)

A g C ] G H I
Princes oF40 2330 60 NAA 14 K]
Risbarough . o
Haddenham o750 2230 &0 N/A 10 2 13 {d)

& Thame

Parkway |

Bicaster (¢) naon 2230 [ii] _NA 11 4
Water 0725 2218 &0 /A & 2
Eaton -

Parkway ) i S
Oxford 0730 22915 &0 ao __E 7

o Gol d !im T nd Table 2;



() The Late Service /s the same service that has to depart Snow Hill for Londen Marylebone no earfler
than 2115 {Flow 4, Table 7).

() The Late Service is the same service that has 1o depart Aylesbury for London Marylebone no earfier
tham 2300 (Flow B, Paragraph 4.5.2(c)),

{e) Eicester North oF Bicestor Town

{afl 5 trains every 2 howrs

4.5.7 |Islip (Flow B, Table 1 and Table2) shall be sorved by:

{a) Seven services fn each direction shall call at regular intervals.

{b) A service from Islip shall be provided that arrives af Oxford no later than
0830,

fe) A service from Oxford to Islip shall be provided that departs between 1700
and 1800.
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4.6

Flow B; Landon Marylebone to Bicestar - Saturdays

Tabis 3: Saturday services to London Marylebone from stations specified In Column A

Station of Early Service Lata Maximum Maximum Numbar of

Departure /Cora to London Service to | intervals Jaurnay frains per

Calling Pattern Marylebone London batwean Time of all hour
from station Marylaebone | services, services arriving or
in column A, from including {minutes) daparting
shall arrive at | station in Early and from
Londan column A, | Lafe London
Maryiebane shall Sarvices Marylabone
no later than depart no {minutes) betwean

eariler than oFo0-2100

A B c D G I
Oxford o830 2205 i) &0 2
Water Eaton 0830 2210 G0 NiA 2
Parkway
Bicestar (g) 0815 2220 &0 N/A d(a)
Haddenham & oa1s 2230 G N 2(h)

| Thame Parkway
Pringes 0815 2240 0 NAA 2(c)
Risborough ]
Tabie aturday servi m London M ane fo staffons specified [n Column A

Station of Arrival | Early Lata Service | Maximum Maximum Number of
[Cora Calling Sarvice from | from intarvals Journey trains per
Pattern Londan Londan batwean Time of all | hour at

Marylebane | Marylebone | services, services London

to station in | fo station in | including (minutes) Marylebone

cofumn A, column A, Early and between

shall arrive | shall depart | Late OT00- 2100

ne fater than | no eariler Services

than (minufas)

A i B c b G I |
Princes 0830 2230 (1] NiA 2(d)
Risborough
Haddenham & 0840 2230 60 MiA 2(e)
Thame Parkway )

Bicastor (g) 0aso 2230 [ 11] [T 4(f
Water Eaton o725 2215 [ hid 2
Parkway
Cxford 0730 | 2215 GO [0 2
Footnotes te Column | in Tables 3 and 4:
{a) The number of services required to arrive at Lendon Marylebone from Bicester MNorth is one par hour

botwean 0T00-0800, fwo per hour betwean 0800-1100, and one per hour betwean 2000-2100.

The number of services required to arrive at London Marylebone from Haddanham & Thame Parkway is

one per hour between O0700-0000 and 2000-2100.

The number of services required to arrive al London Marylebone from Princes Risborough is thrae per

hour befween 0800-1100 and one per hour between 2000-2700,

{d) The number of services required fo depart Londen Marylebone for Princes Risborough is ona per hour

batween 0700-0800,

fe} The number of services required (o depart London Marylebone for Haddenham & Thame Parkway fs ona

par hour batwasn 0T00-0800 and 2000-2100,

{fi The number of services required to depsrt London Marylebone for Bicester Maorth Is ene per hour

ggtman 0700-0800, two per hour between 0800-1000 and 1900-2000, and one per hour hetween 2000
.

Bicester North or Blcester Town

b
fel

)

Bicester Town and Water Eaton Parkway Services (Flow B, Table 4):

(a)

4.6.6
Two services from Bicester Town and Water Eaton Parkway shall arrive at

Oxford between 0800 and 0900. These services may be formed of services
specified In Table 4.

4.6.7 |Islip (Flow B, Table 3 and Table 4) shall be served by:

(a)

Seven services in each direction shall call at regular intervals.

ALLAN DARE CRCL/P/2/B
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4.7 Flow B: Londen Marylebone to Bicester — Sundays

Table 5: Sunday services to London Marylebone from stations specified in Column A
Station of Early Service Late Maxinmum Maximuim Number of
Deparfura /Core to London Sorvice to intervals Journey trains per
Calling Pattern Marylebone Lendon betweon Time of all  hour
from station Marylahone services, services arriving at
in column A, from including (minutes) London
ghall arrive at  station in Early and Marylebone
London column A, Lata between
Maryleboms shall Services 1200 and
no later than depart no {minutes) 2100
earfier than
A B [ D & )

Oxford 1100 2205 60 80 2(d)

Waler Ealon 1100 2210 &0 N/A Xd)

Parkway

Bicestor (c) 1045 2220 &0 NiA 3

Haddenham & 1045 2230 G0 N/A 2

Thame Parkway

Princes 1045 2240 (i) N/A 3

Risborough

Table 6: Sunday services from London Marylebone to stations specifiad in Column A

Station of Arrival  Early Late Service  Maximum Maximum Number of
J/Core Calling Service from  from intervals Journay tralns per
Pattern Landon London betwesn Time of ali  hour
Marylebone  Marylebone  Early and services daparting
to station in  fo station in  Late {minutes) from London
eolumn A, columin A, Sarvices Marylebone
shall arrive shall dapart  (minuias) befween
na later than  no earller 1200 and
than 2104a
A B c o G 1
Princes (40 2330 Gifa) NFA 3
Rizsborough
Haddenham & 0850 2330 &dfa) NiA 2
Thame Parkway
Bicester (c) o900 2330 =) N/A 3h)
Water Eafon 0970 2315 Gl{e) NfA 2(f)
Parkway
Oxford 0915 2215 G0{e) L) 2(f
in Tahies

fal  An interval of 80 minutes is permitted before 0950,

{h) In one of the specified hours there may be two trains deparifng London Marylebone,

fe) Bicester North or Bleester Town

{d} The number of services required to arrive at London Maryfebone from Oxford s one per hour between
T800-2100,

{&) An Interval of 80 minutes is parmitied before 7015,

{fl The number of services required to depart London Marylebone for Cxlord is one per howr between T30
and 1300 and betwean 7800 and 2700,
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Appendix 5

Freight loading gauge

1  When the use of multi-modal shipping containers commenced in the 1960s, dimensions
were standardised at 8'0” high, 8’0" wide, and multiples of 10°0” long.

2 Subsequently, whilst the width and length of containers has remained standard, the
height has increased, first to 8'6” and now to 9’6", and the latter containers now account
for a significant proportion of world trade. This reflects the changing transport task, from
low-volume/high weight industrial materials to high volume/low weight consumer goods.
9'6” represents the practical height limit for most transport systems worldwide, and is
now the de-facto international standard.

3 For historical reasons the British railway loading gauge (i.e. the vertical and lateral
space within bridges and tunnels for rail vehicles) is more restricted than in most other
countries. Most routes were originally restricted to W6 gauge (see Figure 1 below), but
many have been converted to “W8” gauge, which allows carriage of 8'6” high containers
on conventional wagons. 9'6”-high containers can only be transported over W8 routes
using wagons with very small wheels (which gives rise to extra maintenance costs) or
with a dropped-floor “well” between the bogies (which restricts the load space per
wagon, thus requiring more wagons to move a given amount of cargo). In either case
the ability of rail to compete with less-sustainable road transport is reduced.

4 The rail industry and the DfT have thus embarked on a programme to enlarge those rail
routes leading to and from the key ports to “W10” gauge, which will enable carriage of
9’6" containers on conventional wagons. Where appropriate, provision is also being
made for “W12” gauge. As with “W10” gauge this allows 9'6”-high containers, and also
the slightly wider (2.6m) European-standard “swap-bodies”. (These are dual-mode
containers designed for carriage by road and rail, but not by deep-sea shipping.)

5 “W12+" gauge is a variant of “W12”, that also allows space for future electrification
using overhead wires at 25kV ac.

6  As can be seen from in Figure 1, the main requirement for increased clearances is at
cantrail level (i.e. eaves height). This is because shipping containers are rectangular in
profile, whereas structures such as tunnels have a curved profile that is closely matched
by conventional railway vehicles with arched roofs. In a tunnel gauge enhancement is
normally achieved by lowering the track, with the result that the void between the top of
the vehicles and the tunnel roof actually increases, despite the carriage of higher
containers
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Figure 1. Loading gauge profiles

Rail freight loading gauges

Source: DfT “The Strategic Rail Freight Network”, 2009
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Appendix 6

DfT report “The Strategic Rail Freight Network: the Longer-Term Vision” (The SRFN
Report), 2009

1 In September 2009 the DfT published the SRFN Report. It SRFN Report:

o Acknowledges that rail freight generally has a less negative impact on society
than does road transport, so has a crucial role to play in delivering significant
reductions in pollution and congestion;

o Builds on existing programmes to increase loading gauge and capacity on key
freight routes serving major ports; and
o Sets out how the DfT envisages that the intensively-used, mixed-traffic rail
network can be enhanced to accommodate rail freight growth through to 2030.
2 The SRFN Report sets out key principles for the development of the network. Those

relevant to the Order Scheme are that:

o Consideration should be given to the reopening of the East-West Rail line
(Oxford-Bletchley-Bedford) for freight; and

o W12 loading gauge capacity should be implemented on strategic container
routes.

3 Reference is made in the SRFN Report to heavier axleloads on selected routes; it is
understood that this is for major flows of bulk traffics such as iron ore, and is not
proposed for the East-West line.

4 Relevant extracts form the SRFN Report are set out below.
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Department for

Transport

Britain’s Transport Infrastructure

Strategic Rail Freight Network:
The Longer Term Vision

September 2009
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Introduction

1. Efficierit ard sustsinabls freight ranspon i2 nocreasindy impontant both
to the UK's economy and ta the achisvement of our envircnments gosls.
Fail tremaport generaly has a lees negative impact on ecciety than oed
trareport and =0 hez a crucial mle to play i delvening significant reductions
in palution and corgestion. For this reasaon, the 2007 Rail White Faper
announced the Govamments ntertion to develop a Strateac Rail Freighit
Metecrk (ZFM) to faciitate the continued growth of mil freight ssrices.

A The 2007 High Lavel Cutput Specification (HLOE) committsd 200 milion to
take foreard the developmert of the SFM n Contred Pericd 4 (CP4: 2009-10
to 2013-14), and provided funding for major nfrastructurs waorks &t Resdng
and an the East Coest comidorn, both of which wdl significartly enharce
freight oparatione. Thiz investment builds on the programms 1o incresss
the beding gaugs srd cepeacity of key freight routss ssring major ports,
annourcsd urdsr the Productivity Transport Inrovstion Fund achemes.

9, This papsr looks to the future, beyond CF4, and 2etz out ways nwhich we
emvizace that further devslopment of the SHY and enharcament of frsight
cperatiore will ensble UK's intsraively utlized miked-traffic network to
accormmodate ral freight growth forscast to 2030,
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Context

10.

1.

12,

We need to make the fullest use of the UK's predominantly mixed-traffic rail
network. Conflicts occur between passenger and freight requirements (and
between different types of passenger services) at numerous points on the
railway, eroding network capacity and reliability. At present the network is
almost nowhere optimised for freight, which reduces the efficiency of the
UK's rail distribution logistics.

The SFN is intended to provide a framework for targeting investment and
network management better to meet freight requirements and to resolve
such conflicts. This should both improve the logistical efficiency of the
railway and secure network capacity and reliability gains to the benefit of all
users. The SFN is therefore a key element in making the best use of existing
and future rail resources.

Network Rail (NR) is working with the industry and the Department to agree
robust freight forecasts for 2030. The maps at Annex A provide: a picture
of the proposed SFN; key freight/passenger network interaction; coal traffic
flows for the electricity supply industry in 2006 and 2030; and the main
flows of intermodal traffic anticipated in 2030. Analysis to date indicates
growth of up to 75 per cent, concentrated on the deep sea intermodal
sector but offset somewhat by a 20 per cent decline in coal traffic. Further
information on the maps used in Annex A, the 2030 forecasts and NR's
work on the SFN is available on the NR website (www.networkrail.co.uk).

ALLAN DARE CRCL/P/2/B
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Definition of the Strategic Rail
Freight Network

13.  The 2007 Rail White Paper defined the SFN as: “a core network of trunk
freight routes, capable of accommodating more and longer freight trains,
with a selective ability to handle wagons with higher axle loads and greater
loading gauge, integrated with and complementing the UK's existing mixed
traffic network.”

14.  Anideal freight network would accommodate optimum sized freight trains
travelling at appropriate line speed, without checks, over optimum routeing
to commercially preferred timings. In practical terms this suggests that the
SFN should:

« optimise the pattern of freight trunk routeing to minimise passenger/
freight conflicts. This may lead to fewer, higher capacity trunk routes/
diversionary routes but also to the definition of ‘new’ trunk routes. This
would provide potential gains in reliability, environmental performance
and operating cost savings;

e develop appropriate diversionary routes and implement a standard
network-wide possessions regime, with general use of single line
working (SLW), to provide 24-hour/365-day network availability;

e upgrade an optimised pattern of freight trunk routes to eliminate
traffic conflict and pinch points. This may require construction or
reinstatement of chords, avoiding lines, investment in grade separated
junctions etc; and

e upgrade trunk freight routes to meet the requirements of traffic, which
may include any (or all) of the following: measures to increase the
number of freight train paths; provision for increased train length;
increased loading gauge (including the longer term objective of securing
a European gauge route from High Speedi (HS1) to the North);
increased axle-load; and infill electrification.

15.  The SFN will continue to evolve aver time to reflect emerging national and
international logistics and freight network requirements. We should therefore
consider safeguarding strategic disused freight alignments, etc.

ALLAN DARE CRCL/P/2/B
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Strategic Rail Freight Network:
longer-term development

19.  The SFN schemes for Control Period 5 (CP5: 2014-15 to 2018-19) and
beyond will be developed as an integral part of the network planning
process which will underpin the next HLOS and the emerging strategies for
dealing with future passenger demand on the main line routes.

20.  The nine principles set out below define the key requirements for the longer-
term development of the SFN.

(only those principles relevant to the Order Scheme are shown below)

20.4 W12 loading gauge

o W12 should be implemented as the standard loading gauge for all
strategic container routes including diversionary routes (except by
specific route derogation) because it caters both for standard short sea ap

sea containers. (See Annex E: Rail Freight Loadmg Gauges).

¢ Small scale 'infill’ gauge clearance schemes should be progressed as
opportunity and funding allows.

ALLAN DARE CRCL/P/2/B
PAGE 20 OF 22



20.6  New freight capacity

* New SFN capacity, particularly on key intermodal routes, will be required
to meet industry growth forecasts if this additional traffic is not to be
forced onto the congested road network.

* Routes for consideration for early capacity enhancement are likely to
include:
= Ipswich to Nuneaton (CP4 and CP5);

— the ‘Joint Line’ (to be upgraded in CP4 as the ECML Peterborough
to Doncaster via Spalding freight line, with possible further capacity
enhancement in CP5);

- East-West Line (Oxford-Bedford with upgraded links to the
West Coast Main Line (WCML) and MML;

- MML 4-tracking;

- Stourbridge to Walsall and subsequently Walsall to Lichfield
restitution;

—  Southampton to WCML - possibly with upgrades to routes and/or
examination of alternative routeing options to pravide capacity for
growth;

— Freight routes to Manchester Hub terminals including Trafford Park.

¢ SFN capacity should also be boosted by the safeguarding as ‘strategic
freight capacity’ of part of any route capacity released on ‘classic’ lines
in the event of the development of any new ling(s) (see 20.9 below).
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Strategic Rail Freight Network maps

Map 1: The Proposed Strategic Rail Freight Network
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