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SUMMARY
Cost

The high cost of the proposed Express Rail Link, representing $10,000 per head for
everyone in Hong Kong, has highlighted the need to consider whether this sum is
justified and whether the same or better results could not be obtained by a cheaper
solution.

The Terminus

A desire has been expressed for the Terminus to be in the Heart of Hong Kong and the
Government’s solution is to locate the Terminus in West Kowloon. West Kowloon is not,
and will never be, the heart of Hong Kong. The majority of travellers will need to take
another form of transport, either rail or road, to reach their final destinations.

The link to Hong Kong’s commercial heart on Hong Kong Island from West Kowloon will
be poor and will result in the majority of journeys being by road through the Western
Harbour Tunnel rather than by the very much cheaper and environmentally friendly
mode of by rail.

Limitations of Government’s Studies

The Government studies rejected sharing the corridor for the Express Rail Link with the
West Rail Line and only considered terminating the Express Rail Link at West Kowloon
or on the east side of West Rail at Kam Sheung Road. They did not consider, or study,
locating the terminus on the west side of the Wet Rail station at Kam Sheung Road, nor
did they consider the provision of an Express Link from Kam Sheung Road which would
serve Hong Kong Island, the heart of the Hong Kong’s Commercial District.

Proposed Cheaper and Better Arrangement

A cheaper and better arrangement, giving more people a shorter overall journey time, is
available and should be adopted in preference for the Government's expensive
scheme.

The arrangement has two separate but integrated components. The first is the
extension of the Mainland’s High Speed Network, the Express Rail Link, to a Terminus
in Hong Kong (at Kam Sheung Road) where the station would “Integrate” the High
Speed Network to the West Rail Station and into the second component.

The second component is formed by a spur off the Airport Railway, where it is in tunnel
on Tsing Yi Island, and continues to Kam Sheung Road. This extension provides a
speedy connection between Kam Sheung Road via West Kowloon and Hong Kong
Island, the heart of Hong Kong, and also to Chek Lap Kok.

Cost and Programme

The cost of the alternative is estimated to be $25Bn, less than half that of the scheme to
West Kowloon. Construction can take places on several fronts at the same time, with
considerably less work required than to West Kowloon. This results in a much shorter
construction programme with less risk of programme overruns. Even with a later start
of construction, completion will not be delayed.
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INTRODUCTION
History

The Guangzhou-Shenzhen-Hong Kong Express Rail Link is a new railway line which
will link Hong Kong with the National High Speed railway network and will further
enhance Hong Kong's strategic position as the southern gateway to China.

The Link will provide frequent services from a new terminus in Hong Kong to Shibi in
the outer suburbs of Guangzhou, via Futian and Longhua in Shenzhen and Humen in
Dongguan. At Shibi the Link will connect to the national express rail network which will
provide long haul services to other major cities in the Mainland. From Shibi passengers
will be able to travel into the centre of Guangzhou on the domestic network.

The construction of the Hong Kong Section, south of the Boundary, hereinafter referred
to as Express Rail Link, is the responsibility of the Hong Kong Government, who have
entrusted the procurement of the project to the Mass Transit Railway Corporation.

Various studies have been undertaken by the Hong Kong Government, the Kowloon
Canton Railway Corporation and, since the merger of the two Hong Kong railway
corporations, by the Mass Transit Railway Corporation.

These studies, which were limited in scope, concluded that the Hong Kong terminus for
the Express Rail Link should be located at West Kowloon with a dedicated route from
the Boundary, as opposed to sharing the West Rail line to west Kowloon. No
consideration was given to using the capacity on the Airport railway which also serves
West Kowloon.

The piecemeal development of West Kowloon with Kowloon Station, and more recently
Austin Station, prevents integration of Government’s West Kowloon Station Option for
the Express Rail Link into an integrated rail transport hub.

The Alternative Integrated Option

Since the commencement of the studies, the cost of providing the Express Rail Link
south of the Boundary have increased over fourfold with the latest estimated cost of
$65.2 Bn. This cost is more than the combined cost of the Hong Kong West Island Line,
the Hong Kong South Island Line, the Shatin-Central Line and the Kwun Tong Line
Extension.

This escalation of cost raises serious doubts on the cost effectiveness of the investment
for Government’s West Kowloon Station Option, especially as a statement from the
Hong Kong Government that the benefit to Hong Kong will only be $80Bn accrued over
a 50 year period.

The studies undertaken for the Express Rail Link dismissed with minimal consideration
locating the terminus at Kam Sheung Road and also an intermediate station at this
location on a line termination at West Kowloon. The station was located on the east
side of West rail and the consideration concluded that significant resumption was
required. In addition the time taken to travel to Kam Sheung Road negated some of the
advantages of a High Speed Rail connection to the Mainland.

The studies did not consider the option of a station on the west side of the West Rail
nor did they consider providing a terminus at Kam Sheung Road integrated with both
the West Rail Line and a direct rail link to Hong Kong Island and to Chek Lap Kok.

This alternative, the Integrated Option, locates the terminus for the Express Rail Link
adjacent to the West Rail Kam Sheung Road Station forming an integrated station with
a terminus on an extension of the Airport Railway thus providing a fast direct link to
Hong Kong Island. This integrated interchange station will become an important railway

10
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hub and, for the purpose of this report, it is referred to as HK Interchange and the
extension of the Airport Railway as the HK Island Express.

DISADVANTAGES WITH THE GOVERNMENT WEST KOWLOON OPTION
Location

The Government has stated its desire to locate the terminus in the City Centre, the
Heart of Hong Kong. The West Kowloon area selected for the terminus is not Hong
Kong's City Centre, nor is it the Heart of Hong Kong. Their own transport studies
indicate that 95% of the passengers to and from the terminus will arrive or depart by
road or by rail.

The location at West Kowloon is only of benefit to about 5% of the passengers who
don’t have to take further transport. These will be primarily visitors to the West Kowloon
Cultural District, to the “Elements” and the commercial development above the
terminus. Other locations are beyond reasonable walking distance.

Interchange

The West Kowloon Station is located between Kowloon Station and Austin Station but
distant from them both. Lin Cheung Road, between Kowloon Station and the West
Kowloon Station, will include both at-grade and depressed roads thus not allowing any
subway connection between the two separate stations.

The EIA reports confirms that access between the two stations will be via a footbridge
requiring passengers in West Kowloon Station to make use of escalators and lifts to
access the footbridge level, about 35 metres above platform level, equivalent to 11
floors in a building. Once passengers are within the Kowloon Station complex, they will
be directed through the “Elements” retail area to further lifts and escalators, which will
take them down about 30 metres to the Tung Chung Line platform, equivalent to a
further 9 floors of a building.

The passenger interchange between these two stations will be difficult and slow, thus
giving poor access to and from Hong Kong Island, Lantau and the Airport. Excluding the
time for customs and immigration it is anticipated the transfer time between platforms
will be around 12 minutes.

The Government studies indicate that only 10% of the passengers will interchange with
Kowloon Station, but the percentage of passengers with journey ends on Hong Kong
Island, Lantau or at the Airport are considerably higher. This low percentage is the
result of a difficult interchange which drives these passengers to make alternative
arrangements, such as car or taxi through the Western Harbour Crossing. The tunnel
toll will be a significant element in the overall cost of the journey from Hong Kong to the
Mainland and the forcing of these traveller to use road transport is contrary to
Government policy which is to encourage the use of the more environmentally friendly
rail transport.

Access between the West Kowloon Station and Austin Station will be by a subway
beneath the new Road D1 which will run parallel and to the west of Austin Station.
Passengers will ascend about 19 metres, equivalent to 6 building floors, and then walk
through the subway into Austin Station where they descend to the West Rail platform.
The subway distance between the centres of the two stations is about 120 metres.

The Government studies give 40% of passengers interchanging with Austin. This
relatively high number is a reflection of the use of the West Rail domestic rail network to
provide the necessary connection to and from the journey ends. A significant number of
these passengers will arrive from or depart to the Mei Foo / Tsuen Wan direction and
thus doubling back on their journeys by the terminus being so far south.

11
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Traffic

Government’s studies predict that 33% of the passengers using the West Kowloon
Station will be by car or taxi and 12 % by coach or bus. The combined percentage is
significant and will add to other traffic in the area.

The West Kowloon area is recognised for traffic congestion, particularly for southbound
traffic from the West Kowloon Expressway. This traffic has to make a right turn onto
Canton Road which is currently achieved at the Wui Cheung Road T junction. In the
future this traffic will be diverted to make a right turn at the four-way junction between
Austin Road and Canton Road immediately after merging with traffic from the station
and traffic from the western section of Austin Road. There are serious doubts on the
adequacy of the space and lengths between junctions to accommodate these traffic
movements without significant congestion.

Traffic in the area is heavily constrained by the large number of junctions with
inadequate length for vehicle queuing between adjacent signal controlled junctions. The
provision of Road D1, requiring the introduction of a further four-way junction on Jordan
Road immediately to the north of the station, will not be conducive to the free flow of
traffic along Jordan Road.

Some relief to the existing flows will be given by the Central Kowloon Route, but this will
mainly reduce flows along Gascoigne Road rather than further south. Any reduction in
traffic flows in this area, resulting from the Central Kowloon Route, will be quickly
absorbed by the traffic from the new developments at the Elements and ICC
Development and the WKCD.

The design of the road system associated with the Government’s West Kowloon Station
Option has therefore been aimed at providing reasonable free access to the station
from the north and the Western Harbour Crossing without being able to achieve similar
conditions for traffic from the station to the south. It can therefore be expected that that
traffic leaving the station for the south and east will suffer congestion and delays for
much of the day.

Operations

The twin tracks leading into the West Kowloon Station do not have any spare capacity
to enable a train to be moved away from the station for servicing and stabling before its

12
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return journey. This is particularly important for long-haul trains which need to have food
and drinks replenished as well as toilets emptied.

Servicing and stabling will have to be undertaken while the train is in the station, thus
denying that space for another train. Emptying of toilets will not be possible as there
are obvious objection to such an operation within the confines of a station, particularly
one which is deep underground.

This results in the need for more platforms than are required for the normal operation of
passenger alighting and boarding.

Impact on the WKCD

The track overruns beyond the end of the platforms, necessary in the event that a train
does not stop at the required position alongside the platform, extend south under the
site allocated for the WKDC. Any development for the WKDC must therefore take into
account the underground structure while the structure must be capable of supporting
the proposed development for the WKDC which is currently unknown.

These unknowns provide difficulties for both projects and result will result in additional
costs for both projects and the likelihood of compromises which neither project will
really want.

Part of the WKDC site will be used to assist the station construction and in particular for
the disposal of spoil. A recent Government's paper on the Express Rail Link which
stated that the Sub-committee on Harbour Plan Review of the Harbourfront
Enhancement Committee had taken note of the proposed works areas along the
seafronts and did not raise any adverse comments on the proposal.

This is at variance with the events of 13 May 2009 when the Sub-committee expressed
their great concern on the size of the proposed works area along the seafront. They
commented that without a comprehensive picture on the future development and
implementation programme of the WKCD, including its interface with the surrounding
development, the Sub-committee, instead of lending support, could only take note of
the proposed works area.

Construction

The construction of the West Kowloon Station Option will be a massive undertaking in a
constrained site. It requires the formation of a large deep excavation with an area
approximately the size of 25 to 30 standard MTR stations, such as those in Nathan
Road, and also as deep as the deepest stations. The depth is constrained by the need
for the approach tunnels to pass beneath the recently opened West Rail extension on
the Kowloon Southern Link.

Due to the nature of the site, requiring a deep excavation which must be kept dry, it is
not possible to stage the major construction works to allow for a staged construction of
the station. If such an arrangement were possible, the initial construction would be for
those facilities which are required for the initial and foreseeable rail operations. Those
facilities which might be required at a later date would be constructed at a time when
their needs have been properly identified. With the station at West Kowloon all of the
major construction must be undertaken now, thus some of the platforms and spaces
formed may never be required or may be required in a different form from which they
have been constructed.

The site is also very constrained as there are very limited areas for use as working
space, since excavation and construction is over the whole of the site. The magnitude
of the several different contracts for the construction will create many problems on
interfacing and there is very high risk that completion by 2015 will not be achieved.

13
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Construction of the tunnels leading into the station will require another diversion and
reconstruction of Jordan Road which has only just been reinstated following the
construction of the Kowloon Southern Link leading into Austin Station. Traffic in the
area will therefore again be subject to disruption for a five year period while the station
and approach tunnels are constructed.

The route from the Boundary requires the construction of 26 km of tunnels including a 6
km long tunnel 700 metres beneath the slopes of Tai Mo Shan and a 1.2 km long
Emergency Rescue Centre and Depot depressed several metres below the surrounding
ground level.

Expensive

The West Kowloon Station requires the excavation of 4.5 million cubic metres of sail
and its disposal by barge to the Mainland. This excavation is the size of 25 to 30 MTR
stations.

To put this volume in perspective this is about 6 times the volume of Two IFC and the
required volume of concrete in the station construction to be poured is approximately
1.35 times the volume of Two IFC.

These quantities give an indication of the cost of the station, which has been stated to
be half of the overall estimate, namely about $27Bn.

DETAILS OF THE ALTERNATIVE INTEGRATED OPTION
The Express Rail Link to HK Interchange

The route for the Integrated Option to HK Interchange initially follows the route as for
the West Kowloon Station Option from Futian Station to where it passes under the San
Tin Highway.

South of the San Tin highway, the tunnels for the Express Rail Link to Hong Kong
Interchange Station will diverge to the south from the route to West Kowloon. These
tunnels will be constructed as bored soft ground tunnels with separate tunnels for the
north-bound and for the south-bound tracks. Mixed ground conditions are expected on
either side of the Ngau Tam Mei Valley.

The tunnels will pass under the Kam Tin River where the construction is expected to be
by cut-and-cover construction in a coffer dam as the ground conditions in this area are
not expected to favour bored tunnelling for tunnels at a depth appropriate for the Hong
Kong Interchange Station. Within the cut-and-cover construction the two tracks would
be adjacent to minimise the extent of construction.

Having crossed under the Tin River the Express Rail Link will ascend and, some 100
metres after the river, the Express Rail Link will pass under the West Rail viaducts at
approximately mid way between piers. The Express Rail Link will continue to ascend to
pass over Kam Tin Road on structure and then over the over the exit and entry slip
roads to Route 3, the Tsing-Long Highway, with a short length of embankment between
the two roads.

An alternative arrangement would be for the tunnels to end north of the Kam Tin River
and for the Express Rail Link to pass over the river. This would still permit sufficient
clearance to pass under the West Rail viaducts.

Hong Kong Interchange station

The approach viaduct over the slip roads leads into the station fan which will be largely

on embankment, but with the eastern tracks on structure where they are above the Kam
Tin River.

14
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The Hong Kong Interchange Station, on the west side of West Rail, will be elevated with
customs and immigration below leading onto a ground level concourse.

The station will have six 500 metre long tracks for long-haul trains, arranged with three
island platforms and four tracks for short-haul trains with platforms on both sides,
arranged to segregate arriving and departing passengers. On the east a further two
tracks with an island platform will accommodate the Hong Kong Island Express.
Alignment considerations favour locating the short-haul tracks on the west of the long-
haul tracks but they could be located on the east if favoured by the detailed planning of
the station.

Unlike the station at West Kowloon where train lay over, short term stabling and
servicing of long-haul trains must be undertaken in the station, the HK Interchange
station allows for these functions to be undertaken at a more appropriate location in the
depot to the south. This enables the station to have the same capacity as the West
Kowloon station but with fewer tracks and platforms thus reducing the station’s overall
size and its costs.

The Hong Kong Island Express platform and tracks are on the east of those for the
Express Rail Link and, with a nominal platform length of 200 metres, the overrun tracks
will terminate within 500 metre long footprint for the station.

Escalators, supplemented by lifts for passengers with luggage and mobility impaired
passengers, will carry the passengers for the 8 metre change in level between the
platforms and the Immigration / Customs areas. For the underground arrangement the
rise will be about 10 metres. The centre of the Express Rail Link platforms to the centre
of the West Rail platforms is only 100 metres, thus providing for an integrated station.

If the detailed planning of the station facilities requires more floor space than can be
accommodated within the currently assumed 8 metres between ground and platform,
the level of the rail and platforms can be raised. No facilities need be placed below
ground level.

Road based transport will also be able to directly access the adjacent Route 3
Expressway and also Kam Tin Road for journeys to the north, east and west.

The southern end of the station will affect the CLP in substation which feeds West Rail
and this facility will need to be relocated; a suggested site for the relocation is on the
east of West Rail in a currently undeveloped area.

The roof of the station could be used for car parking or for other road based transport
uses.

15
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An alternative would be to construct the station underground, but this would be more
expensive, take longer to construct and would not give such good interchange as the
above ground arrangement.

Route to the Depot

A fan to the south of the station will connect all of the tracks to the line to the depot
which will be located at the south of the Shek Kong valley adjacent to the Tsing-Long
Highway, Route 3. A pair of tracks will lead from the terminus southern fan with a pair of
tracks for the Hong Kong Island Express alongside to the east.

The one and a half kilometres from the station to Pat Heung Road is relatively complex
but the cost of construction of the necessary works is small compared to the other
lengths of the project.

The fan to the south of the station will be on embankment and will enable all the
Express Rail Link tracks though the station to connect into the pair of tracks leading to
the depot with the two Hong Kong Island Express tracks to the east. Kam Ho Road will
be diverted to the west of the fan and the temple to the south of west of the station will
be preserved.

At the south of the fan the Express Rail Link and Hong Kong Island Express tracks will
ascend on a gradual gradient leading onto a structure thus allowing Kam Ho Road to be
aligned beneath the tracks for about a 100 metre length. In this way the need to
resume land is much reduced and leaves graves unaffected.

The elevated tracks continue south crossing to within the boundary of the West Rail Pat
Heung Depot. This is an area of the depot which is currently unused, other than for a
short length engineering training track. Relocation of this training track will be required.
Within this area of the depot, the Express Rail Link depot tracks and the Hong Kong
Island Express tracks separate to enable space for an additional track to provide an
engineering service connection between the Express Rail Link and West Rail.

This engineering service track is serviced from a shunt neck track, on the west of the
Pat Heung Depot, and ascends to the south having passed under the Hong Kong Island
Express tracks and joins into the eastern of the two depot access tracks at a location
where all of the tracks pass over both the road entrance to the Pat Heung Depot and
Kam Ho Road.
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To the south of the road entrance to the Pat Heung Depot, the structure carrying the rail
tracks ends and the tracks continue at-grade, or on embankment, to the Express Rail
Link depot except for a short length of structure to carry the tracks over Pat Heung
Road. Some 150 metres south of Pat Heung Road, the access road to the Express
Rail Link depot passes under the tracks.

This alignment between the station and the depot minimises land take, inhabited
structures and graves while respecting the necessary standards for the design of the
two railways. No physical rail connection is proposed between the Express Rail Link
and the Hong Kong Island Express tracks, which will be operating on different electrical
supply systems. If required, a connection could be provided for engineering trains.

The Express Rail Link Depot

The depot for the Express Rail Link is at ground level and is located at the south of the
Shek Kong Valley immediately to the east of the Route 3, Tsing Long Highway. Much of
the land is unallocated Government land although some of the area is currently
occupied by pig farms.

The depot will have 8 stabling tracks each of 520 metres in length and 4 adjacent
covered running maintenance tracks each of 480 metres in length. This will allow for
basic servicing such as internal cleaning, replenishment of the restaurant facilities and
the emptying of the toilets.

These facilities, together with the necessary buildings and plant rooms for the operation
of the depot, can be accommodated within a site of about 100 metres in width.

The depot does not accommodate facilities and engineering trains for maintaining the
railway infrastructure as the engineering service connection to the West Rail Pat Heung
Depot enables a sharing of the West Rail equipment. This allows for more efficient use
of equipment and reduces the land required for the depot for the Integrated Option as
compared to that required for the West Kowloon Station Option.

The Extension of the Airport Railway

Fundamental to providing fast access to Hong Kong Island and to the Airport is the
extension of the Airport Railway to HK Interchange to form the HK Island Express with
trains running direct between HK Interchange station and Hong Kong station with
intermediate stops at Tsing Yi and Kowloon.

A spur off the Airport Railway between Tsing Yi station and the Tsing Ma Bridge leads
across the Rambler Channel and then in tunnel to the south of the Shek Kong Valley.
From here the spur line continues above ground to the HK Interchange station.

The Airport Railway has separate tracks between Tsing Yi and Kowloon for the Airport
Line and the Tung Chung Line, but the two services share the same pair of tracks
across the Tsing Ma Bridge and on Lantau. As a result the capacity of the Airport
Railway is constrained by the Tsing Ma Bridge, which limits the number of trains in
either direction to about 27 trains an hour.

Between Tsing Yi and Kowloon, the Airport Express and the Tung Chung Line trains run
on separate tracks thus providing more capacity than on Lantau. Some of this additional
capacity is used for supplementing the basic Hong Kong / Tung Chung service with a
Hong Kong / Tsing Yi service, but this still leaves unused capacity of the Airport Line
south of Tsing Yi.
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The Hong Kong Island Express makes use of some of the spare capacity while still
allowing for a possible 27 trains an hour across the Tsing Ma Bridge, if required in the
future.

A line with no stations has a higher capacity than a line with stations, as the capacity of
a line through stations is governed by the time a train is stationary at the station
platform. Under the Harbour, between Kowloon and Hong Kong, the Airport Express
and the Tung Chung Line trains share the same pair of tracks, but trains do not stop
over this length of track. There is thus capacity over this section for the services on
both lines where the signalling allows for 40 trains an hour, 27 for the Tung Chung Line
and 13 for the Airport Line.

The current service to the airport is only 5 trains an hour, with 8 rather than 10 car trains
for which the system was designed. The current service to Tung Chung is 10 trains an
hour with 7 car trains rather than 8 car trains for which it was designed. Current
predictions of future capacity requirements for both the Airport Express and Tung
Chung lines are below the capacity for which the system was designed, thus these two
lines do not need all of the inbuilt design capacity under the harbour.

The journey time from HK Interchange to Hong Kong Station, in the commercial heart of
Hong Kong, would be 21 minutes with a train leaving every 6 minutes in the peak period
and stopping at Tsing Yi (for interchange to trains in the opposite direction to Chek Lap
Kok) and at Kowloon.

At Tsing Yi Station passengers could change trains for a train from the other platform
direct to Chek Lap Kok or to Sunny Bay and Tung Chung and the same procedure in
the reverse direction.

The direct link to HK Interchange from Hong Kong Island and from Kowloon opens up
the possibility of in-town check in for travellers and their luggage heading on long-haul
trains from HK Interchange.

Possible Macau — Zhuhai Bridge Service

45.11

4512

4.5.13

4.5.14

In addition to the Hong Kong Island Express, Government has indicated that
consideration has also to be given to a rail service to the transport interchange for the
proposed Macau — Zhuhai Bridge terminal. This rail connection would be a spur line off
the existing Airport Line thus there would be three rail services on Lantau, the Airport
Express, the Tung Chung Line and that serving the Macau — Zhuhai Bridge. This latter
service would use the Tung Chung Line tracks between Tsing Yi and Kowloon thus
serving Lai King, Nam Chung and Olympic Stations in addition to the Tung Chung Line
stations at Tsing Yi, Kowloon and Hong Kong.

With this additional service it is proposed that in every 10 minutes during the peak time
there would be one Airport Express train, one Macau — Zhuhai Bridge train and two
trains from Tung Chung. This would result in 24 trains in the hour, which is marginally
below the limit of 27 trains per hour that can be carried by the Tsing Ma Bridge.

The four tracks between Tsing Yi and Kowloon provide capacity for one Hong Kong
Island Express train (Hong Kong / Kam Sheung Road) and for one additional Tung
Chung Line train (Hong Kong / Tsing Yi) every ten minutes in addition to the service
crossing the Tsing Ma Bridge.

At Kowloon and Hong Kong Stations the Airport Express and the Hong Kong Island
Express would use the Airport Express platforms, two trains every 10 minutes,
equivalent to 12 trains per hour - one less than the design capacity of 13 trains per
hour. The Tung Chung Line trains and those serving the Macau — Zhuhai Bridge would
use the Tung Chung Line platforms, four trains in 10 minutes, equivalent to 24 trains per
hours - less than the design capacity of 27 trains per hour.
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Route Description — Tai Lam Tunnel

4.5.15

4.5.16

4.5.17

From HK Interchange, the line for the HK Island Express runs south alongside the
Express Rail Link tracks to the depot. They continue past the depot and a kilometre
and a half south of Pat Heung Road, they enter a tunnel, some 400 metres to the east
of the Route 3 tunnel portal, which continues under the Tai Lam Country Park. The
tunnel will be through rock for its full length with the possible exception of short sections
of soft ground near the portals.

This 4.5km long tunnel will have the one bore with a dividing wall and will be shorter
than the West Rail Tai Lam Tunnel. As there are already two tunnels under Tai Lam, the
West Rail tunnel and the Route 3 tunnel, the geology is well known and no difficulties
are anticipated for this new tunnel. Ventilation will be provided from the two portals and
there will be no need for any access, either temporary or permanent from within the
Country Park.

The tunnel will pass under Tuen Mun Road to portal at the head of an access road
leading up from Castle Peak Road where a ventilation building will be required. The
area is currently undeveloped and overgrown and the access road currently ends
without any turnaround facilities. It was presumably constructed with the intention that it
would be continued in the future. This area will also accommodate the abutment for a
viaduct crossing over Rambler Channel

Rambler Channel Viaduct

4.5.18

4.5.19

4.5.20

The viaduct needs to respect the Marine Department’s clearances, but the bridge height
will be lower than the adjacent Ting Kau Viaduct, which carries Route 3, as the level of
that viaduct was determined by the Tsing Ma Bridge Interchange and the need for the
northern approaches to the viaduct to pass over the Tuen Mun Highway.

The viaduct will require piers in the channel and it can be expected that a Marine
Impact Assessment as well as an Environmental Impact Assessment will be required.
The main channel is on the south side of the channel and currently there are a number
of moorings on the north of the channel which are believed to be part of the dangerous
goods anchorage. It is understood that the number of moorings, and hence the size of
the anchorage, is greater than now required for operational purposes. It is proposed to
locate the last pier on the northern approaches for the viaduct in an area of land
between the new and old Castle Peak Roads. The shore line will not be affected as the
viaduct will span across the northern shore line near an old pier in an area between
bathing sheds.

To the south of the Rambler Channel the viaduct will cross the shore line in an
unoccupied area. The viaduct structure will continue beneath the Tsing Yi North
Coastal Road with the two tracks diverging. Beyond the abutment two separate portals
will be formed, one for the tunnel for the south-bound track and one for the tunnel for
the north-bound track.

Tsing Yi Island

4521

4522

The Airport Railway runs in tunnel between Tsing Yi Station and the Tsing Ma Crossing
with the tunnels excavated in rock. Approximately midway between Tsing Yi Station
and the Tsing Ma Crossing, there is a 300 metre long third tunnel between the two
running tunnels and connected to both running tunnels at either end. This tunnel is
available for emergency operational use and is generally unused.

On Tsing Yi the northbound and the southbound Hong Kong Island Express tracks will
be in separate tunnels. From the portals the south bound tunnel will swing to the left to
merge with the Airport Railway southbound tunnel, while the northbound tunnel will
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pass under the Airport railway tunnels and then rise, swinging to the left, to merge with
the Airport Railway northbound tunnel.

The two merges with the Airport Railway running tunnels will be where there is the
adjacent third tunnel. The third tunnel will be invaluable in minimising disruption to the
Airport Railway during construction in a similar manner to that achieved when the
Airport Railway was constructed south of Lai King requiring a diversion of the MTR
Tsuen Wan Line. One direction of the Airport Railway can be diverted through this
central tunnel enabling construction work for the junction with the new tunnel. When
completed the other direction of the Airport Railway can be similarly diverted enabling
construction of the junction for the other tunnel.

Shorter Travel Times with the Integrated Option

With the Government's West Kowloon Station Option, travellers from the New
Territories and northern Kowloon will have to travel south before boarding a train to
travel north. This is both time consuming and inefficient and will result in many of these
travellers taking the alternative road transport to the Boundary.

With the Integrated Option many of these travellers will travel north to HK Interchange
and take the much shorter journey to the Boundary.

The constraints on the West Kowloon Station Option, which result in the platforms being
in excess of 25 metres below ground makes for a time consuming interchange to Austin
Station and in particular to Kowloon Station. The good interchange available at HK
Interchange, together with the fast service to Hong Kong Island, results in shorter travel
times to both Hong Kong Island and to the Airport.

An assumption for the West Kowloon Station is that half the passengers will arrive by
road as opposed to by rail. These road journeys will be predominantly to destinations in
the southern Kowloon area and, as noted earlier, are likely to be affected by
increasingly heavy traffic congestion. Faster overall journeys will be achieved from HK
Interchange by adopting the feeder services.

Over 42% of the population will have a faster route across the Boundary with the
Integrated Option than with the Government’s West Kowloon Station Option. Only 19%
will have a marginally longer journey.

With HK Interchange travellers from Tuen Mun, Tin Shui Wai and Yuen Long will find
that a journey to Futian and Longhua is quicker than the alternative by bus to Lok Ma
Chau and walking across the Boundary. The Integrated Option will this attract more
travellers than Government’'s West Kowloon Station Option.

TRAIN OPERATIONS
General

Published reports indicate that the capacity of the Express Rail Link will be 20 trains per
hour with about 80% as shuttle or short-haul trains and the remaining 20% as long-haul
trains operating to destinations beyond Guangzhou. This allows for up to four long-haul
trains an hour. Train scheduling is such that there would be a lay-over period before a
long-haul train starts its return journey.

Government’s West Kowloon Station is remote from any location where a long-haul
train can be stabled and the journey from the station to the stabling area at Shek Kong
would occupy valuable train paths on the main line thus reducing the capacity for trains
in service. Stabling of long-haul trains must therefore be done at West Kowloon station
thereby occupying space which cannot be used for another train. The West Kowloon
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station is thus larger than it need be for passenger operations as it must also provide
space for stabling trains.

The HK Interchange Station does not suffer from this problem in that trains can
continue through the station to the south to the short term stabling sidings and the
depot where trains serviced away from the station. If extended layovers are required
for short-haul trains this can be achieved in the stabling areas to the south of the station
rather than occupying platform space within the station. HK Interchange Station can
thus be smaller, and with less tracks and platforms, than the West Kowloon Station
while still having equivalent capacity.

The servicing a long-haul train outside of the station reduces the need for tracks and
platforms in the station and six tracks would be adequate within the station. This
arrangement of servicing the trains outside of the station will also enable the emptying
of toilets, an operation not favoured while the train is in a station.

With 16 short-haul or shuttle trains an hour, four platform tracks would be sufficient
given that alighting and boarding will take place on opposite sides of the trains. Even so
each track would only be used on average for four trains in an hour which represents a
low usage rate for a rail terminus. Additional capacity, if required, is available by short
tern stabling to the south of the station.

DEPOT AND EMERGENCY RESCUE CENTRE
Purpose

For the Government's West Kowloon Station Option the length of the tunnel between
Futian and West Kowloon is such that an intermediate Emergency Rescue Centre is
required and this has been located at Choi Yuen Tsuen requiring the resumption of the
entire village.

For the Integrated Option there is such is no need for an intermediate Emergency
Rescue Centre as the distance from Futian to HK Interchange is about one third of that
to West Kowloon.

The Integrated Option, like the West Kowloon Station Option, requires a depot to
service the Express Rail Link south of the Boundary and to provide inspection and basic
maintenance for trains serving HK Interchange.

The depot at Shek Kong for the West Kowloon Station Option includes facilities to
maintain the permanent way, overhead line and other fixed infrastructure as there is no
link from that line to any of the other Hong Kong rail lines. For the Integrated Option a
simple connection into the West Rail Pat Heung Depot allows for equipment sharing.
This more efficient use of equipment reduces the land required for the depot for the
Integrated Option as compared to that required for the West Kowloon Station Option.

RESUMPTION

West Kowloon Station Option

The major resumption for the Government’s West Kowloon Station Option is at Choi
Yuen Tsuen which requires the resumption of an entire village with active farming
activities. Other resumption is required for ventilation buildings at a few strategic
locations along the route.

The villagers at Choi Yuen Tsuen have likened the resumption of their properties as a
waste of their land.
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Integrated Option
With the Integrated Option, Choi Yuen Tsuen is not affected and can remain.

The site for the HK Interchange Station is already Government land and minimal
resumption is envisaged for the Express Rail Link from the north.

There will be some resumption of private land to the south for the Depot and the
connecting line and for the parallel HK Island Express but all indigenous villages will be
avoided.

A site survey indicates that less than 50 occupied buildings will be affected, thus
significantly reducing the resumption costs for the Integrated Option as compared to the
scheme for the terminus at West Kowloon.

PROGRAMME
West Kowloon Station Option

Planning, design and administrative procedures are already well advanced for the West
Kowloon Station Option.

However there is still a high risk that the magnitude of the construction work will not
enable the scheduled completion by 2015.

Integrated Option

The work to construct the Express Rail Link for the Integrated Option is substantially
less than that for the West Kowloon Station Option and the work for the HK lIsland
Express can be undertaken in parallel as they are completely separate geographically.

For the Integrated Option an Environmental Impact Assessment will have to be
undertaken and the route gazetted, thus giving a later date for the start of construction
than for the West Kowloon Station Option.

Due to the reduced extent of work for the Express Rail Link with the Integrated Option,
compared with that for the West Kowloon Station Option, completion by 2015 would be
achievable provided that there is a “Will to Succeed” by both Government and the
MTRC with a commensurate shortening of the time they normally take for their
administrative procedures.

The approximate times required are:
* Design, EIA and gazetting 1.5 Years

* Civil Construction 3 Years
* Systems / Architectural 1 Year
* Contingency 0.5 Years

This would give completion in 2015/16 with a low risk of the construction taking longer
than scheduled.

COSTS
West Kowloon Station Option
The costs for Government’s West Kowloon Station Option have been given as $53.7Bn

for Railworks and a further $11.5Bn for road improvements to provide accessibility to
the terminus and the neighbouring districts.
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This is a significant increase of the sum of $39.5Bn reported in August, some two
months ago.

Integrated Option

The estimate of the full cost for the Integrated Option is $25Bn, made up of $14Bn for
the Express Rail Link, $7Bn for the HK Island Express and with an allowance of $1.5Bn
for land resumption and a contingency of $2.5Bn.

The land at West Kowloon earmarked for the West Kowloon Station, can be sold for
development for a much higher price than with the restriction imposed by being above a
major station. The enhanced revenue from the sale of this site could be used to offset
the cost of the Integrated Option. The value of the site is already enhanced by the
proximity of Kowloon and Austin Stations and would not be further enhanced by the
Express Rail Link.

The length of tunnels and the Rambler Channel Bridge for the Alternative Integrated
Option has been measured to be 13.5km in length, just over half of the 26km of tunnel
for the West Kowloon Option. The Integrated Option station is above ground and as its
cost will be less than a quarter of that for the West Kowloon Station which it is reported
accounts for half of the cost of Government’s scheme.

The depot for the Integrated Option is much simpler than the combined rescue centre
and depot required for the West Kowloon Option thus reflecting a cost of less than half
for this element. The resumption is a fraction of that required for Choi Yuen Tsuen.

Overall the work for the Integrated Option is less half that for the West Kowloon Option
giving a comparable cost for the Integrated Option of about $20Bn. The estimated cost
obtained by measuring the major items with generous allowances for the minor items
gives the estimate of $25Bn for which a further $2Bn should be allowed for road
improvements remote from the station location.

The cost of $25Bn is therefore a reasonable estimate and is consistent with the
estimated costs for other current and for recently completed rail projects.

ADVANTAGES OF THE ALTERNATIVE INTEGRATED OPTION
Cheaper

The cost of Government’'s West Kowloon Station Option, which includes the cost of the
West Kowloon Station and the Shek Kong Emergency Rescue and Depot facilities is
currently $65.2Bn. A major portion of this cost is the West Kowloon Station attributed to
its depth and location with its deep cut-and-cover approach tunnels.

These high cost items are avoided by the Integrated Option, giving an estimated cost
for the Integrated Option as $25Bn, less than half.

The above ground station, the deletion of the Emergency Rescue Centre, the shorter
tunnels and the more efficient maintenance by virtue of the service connection into the
West Rail Pat Heung Depot will all contribute to cheaper operating costs. There are no
aspects of the Integrated Option which would lead to higher operating costs than with
the terminus at West Kowloon.

Faster

Three million people will have a faster route across the Boundary with the Integrated
Option than with the Government’s West Kowloon Station Option.
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Quicker

There is a high risk that the construction of the tunnels to West Kowloon and the station
at West Kowloon cannot be achieved by the due date.

The construction works for the Integrated Option is significantly less than that for
Government’s West Kowloon Station Option and the risk of programme overruns is
significantly less, thus giving a better assurance that the overall completion date can be
met.

Social Advantages

With the terminus for the Express Rail Link in the central New Territories new jobs
would be created in an area where they are needed. With the terminus at West
Kowloon the creation of new jobs would be associated with the need to commute from
the New Territories where the current pool of under employed labour resides.

Better

The Integrated Option is Cheaper, provides Faster travel for the majority of the Hong
Kong population and visitors, is Quicker to construct thus making it Better than
Government’s West Kowloon Station Option.

CONCLUSION

Government desires a terminus for the Express Rail Link in the Heart of Hong Kong.
West Kowloon is not the Heart of Hong Kong, nor is it the City Centre. Their own
studies confirm that only 5% of the passengers will not have to use further transport to
reach their final destinations.

Legco has responsibility for voting the funds for construction of the Express Rail Link. In
place of agreeing to fund over $65Bn, equivalent to $10,000 per head of all the
population in Hong Kong, Legco should consider the advantages of the very much
cheaper, about half the cost, of the Alternative Integrated Option presented in this short
report.

This Alternative Integrated Option gives shorter overall journey times to the majority of
travellers, has a much lower risk of construction programme overruns, will be
substantially cheaper to operate and has the potential to offer cheaper fares to all
travellers.
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West Kowloon Option

Integrated Option

Construction Cost

$ 53.7 Bn plus 11.2Bn for
Roadworks

$25 Bn plus 2Bn for
Roadworks

Journey Time

Faster for 1.35 million HK
residents

Faster for 3 million HK
residents

Construction Time

Target Completion 2015;
High risk of delay

Target Completion 2015;
Early completion possible

Service Mode

Boarding at West Kowloon
Station only

Airport-style service: check-in
at HK Station and Kowloon
Station, then boarding at
Kam Sheung Road

Train Fare Higher due to higher capitaliPotentially lower due to lower
cost and expensive runningicapital cost and lower
costs requiring remoteirunning costs with nearby
stabling stabling

Road Traffic 5-year construction disruptioniNo disruption at urban area;

at Jordan/TST area; High Risk
of road congestion at West
Kowloon during operation

No risk of road congestion
during operation

Land Resumption

Resumption of Choi Yuen
Village at Shek Kong

Resumption of Choi Yuen
Village not required; land
resumption for depot needs
not cover any major village

Tourist benefits

From airport to boundary via
West Kowloon Station: 58
minutes

From airport to boundary via
HK Interchange Station: 48
minutes

Station Interchange

12 minute walk between WK
Station and Kowloon Station

2 minute walk within
integrated HK Interchange
station between platforms

Land utilisation

Occupies 14 hectares of land
at West Kowloon, including
that within the WKCD site;
land sale delayed for at least
5 years

Land sale at West Kowloon
can proceed at any time; full
utilisation of government land
next to KSR station

Patronage

Little attraction for NT
residents and airport
passengers

Higher patronage expected
for NT and HK Island
residents, HK and airport
passengers
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Estimated Costs

The costs for the Alternative Integrated Option have been estimated by measuring the key
components and using current unit rates. Generous allowances have then been made for
the minor items which cannot be measured in detail.

This is a common approach for arriving at an overall estimate but does not necessarily
give an accurate estimate of the individual quoted items without detailed explanations of
what is included in that item.

The resulting estimates, expressed in HK$Bn, are:

Express Rail Link Hong Kong Island  Totals

Express

Tunnels 4 2.2 6.2
Bridge 0.8 0.8
At Grade 1 0.5 15
Station 4 15 55
Depot 2 2

Systems 3 2 5

Resumption and Compensation 15
Contingencies 2.5
Total 25
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This estimate does not include for road improvements remote from the terminus which

may be deemed to be necessary and a further $2Bn should be allowed for these possible
works.

These resulting estimates have then been compared with the total project costs for other
recent railway projects including the published estimates for the Express Rail Link to West
Kowloon.

These projects include:
Lok Ma Chau Spur
Kowloon Southern Link
West Island Line
South Island Line
Shatin Central Line

All of these projects differ in the number and type of stations as well as the other items of
non-railway work included in the projects. For example, the West Island Line includes a
new swimming pool complex for Kennedy Town. As a result a direct comparison of costs
based on the length of the project is not possible. However making adjustments for the
scope of the various projects confirm that the overall estimate of HK$25 for the Alternative
Integrated Option is reasonable.

The best comparison is with the published estimates for the Express Rail Link to West
Kowloon which is $53.7Bn for the “railworks” and a further $11.5Bn for “accessibility of
terminus and neighbouring districts”.

The length of tunnels and the Rambler Channel Bridge for the Alternative Integrated
Option are 13.5km in length, just over half of the 26km of tunnel for the West Kowloon
Option.  The station for the Integrated Option is above ground and its cost will be less
than a quarter of that for the West Kowloon Station which it is reported accounts for half of
the cost of Government’s scheme.

The depot for the Integrated Option is much simpler than the combined rescue centre and
depot required for the West Kowloon Option thus reflecting a cost of less than half for this
element. The resumption is a fraction of that required for Choi Yuen Tsuen and other
locations.

Overall the work for the Integrated Option is less half that for the West Kowloon Option
giving a comparable cost for the Integrated Option of about $20Bn. The estimated cost,
obtained by measuring the major items with generous allowances for the minor items,
gives the estimate of $25Bn for which a further $2Bn should be allowed for road
improvements remote from the station location. This estimate is therefore considered to
be reasonable.
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Description of the Capacity

Across the Tsing Ma Bridge, the Airport Express and the Tung Chung Line trains use the
same pair of tracks. The design of the bridge limits the frequency of trains crossing the
bridge to about one train in each direction every 135 seconds.

Between Tsing Yi and Kowloon, the Airport Express and the Tung Chung Line trains run on
separate tracks thus providing more capacity than on Lantau.

On the Tung Chung Line, some of this additional capacity is used for supplementing the
basic Hong Kong / Tung Chung service with a Hong Kong / Tsing Yi service.

Currently the additional capacity on the Airport Express line is not used and hence there is
spare capacity on that line for the proposed Hong Kong / Kam Sheung Road service.

A line with no stations has a higher capacity than a line with stations as the capacity of a
line is governed by the time a train is stationary at a station platform. Between Kowloon
and Hong Kong the Airport Express and the Tung Chung Line trains share the same pair
of tracks, but trains do not stop over this length of track. There is thus capacity over this
section for the services on both lines.

Services

The Hong Kong Island Express runs between Hong Kong and the Hong Kong Interchange
at Kam Sheung Road making use of the Airport Express tracks between Hong Kong and
Tsing Yi and a dedicated pair of tracks between Tsing Yi and Kam Sheung Road.

In addition to the Hong Kong Island Express, Government has indicated that consideration
has also to be given to a rail service to the transport interchange for the proposed Macau —
Zhuhai Bridge terminal. This rail connection would be a spur line off the existing Airport
Line thus there would be three rail services on Lantau, the Airport Express, the Tung
Chung Line and that serving the Macau — Zhuhai Bridge. This latter service would use the
Tung Chung Line tracks between Tsing Yi and Kowloon thus serving Lai King, Nam Chung
and Olympic Stations in addition to the Tung Chung Line stations at Tsing Yi, Kowloon and
Hong Kong.

It is proposed that every 10 minutes there would be one Airport Express train, one Macau
— Zhuhai Bridge train and two trains from Tung Chung. This would result in 24 trains in the
hour which is almost the limit that can be carried by the Tsing Ma Bridge.

The four tracks between Tsing Yi and Kowloon provide capacity for one Hong Kong Island
Express train (Hong Kong / Kam Sheung Road) and for one additional Tung Chung Line
train (Hong Kong / Tsing Yi) every ten minutes in addition to the service crossing the Tsing
Ma Bridge.

At Kowloon and Hong Kong Stations the Airport Express and the Hong Kong Island
Express would use the Airport Express platforms, two trains every 10 minutes, equivalent
to 12 trains per hour - one less than the design capacity of 13 trains per hour. The Tung
Chung Line trains and those serving the Macau — Zhuhai Bridge would use the Tung
Chung Line platforms, four trains in 10 minutes, equivalent to 24 trains per hours - less
than the design capacity of 27 trains per hour.
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Responses to Government’s Assessment of the Integrated Option

Government Studies

Government considered and rejected at terminus for the Express Rail Link at Kam Sheung
Road. Did they ever consider a station on the west side of West Rail or was their
investigation confined to a station on the east side of West Rail?

Did Government ever consider providing a spur from the Airport Line to Kam Sheng Road
thus enabling an express service to Hong Kong Island and to Chek Lap Kok?

The answer given informally is No to both questions, hence does Government not consider
that their studies were too limited and they did not investigate all of the viable options?

Have Government undertaken any simulation to assess the Express Rail Link terminating
at Kam Sheung Road WITH the Hong Kong Island Express Link?

Location of the Terminus

Government has stated that they wanted a City Centre location for the terminus for the
Express rail Link and they have selected West Kowloon. Do Government consider West
Kowloon to be “City Centre” and the “Heart of Hong Kong™?

If so why do their studies show that 95% of all travellers need to take a further means of
transport to reach their final destination? Does not this confirm that West Kowloon is not
at the City Centre, nor is the Heart of Hong Kong?

Is not the overall journey time to the final destination much more important that a quick
journey to the station and then a slow final journey to the final destination?

Has Government considered the overall journey time in their assessments or have they
been only concentrating on the train journey time to arrival at the station platform?

Capacity on the Airport Railway Line

Government has suggested that there is a lack of capacity on the Airport Railway to carry
the Hong Kong Island Express service.

Have they appreciated that on Lantau there are only two tracks to carry both the Airport
Express Line and the Tung Chung Lane, whereas between Tsing Yi and Kowloon the
Airport Express Line and the Tung Chung Line have their own tracks, thus providing more
capacity? While some of that spare capacity on the Tung Chung Line is used by the
service between Hong Kong and Tsing Yi, there are no such additional trains on the Airport
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Express Line and it is that spare capacity which enables the Hong Kong Island Express
service to operate within the overall capacity of the system.

Perceived Technical Problems

Government have stated that there are “several obvious technical problems” with the
alternative scheme. What are these as the only technical problem raised by Government
is a perceived lack of capacity on the Airport Railway? We have clarified that there is
adequate capacity on the Airport Railway and the Government Engineers were not aware
of how the capacity on this line was determined.

Costs

Government stated that the estimated cost for the Alternative Scheme at $25Bn was a
“Grave Under Estimate”. Meanwhile their own estimates have risen first to $39.5Bn and

now to $53.7Bn with an extra $11.5Bn for roadworks.

Given that the Alternative scheme only has half the length of tunnel, and that the above
ground terminus is significantly cheaper than the deep underground West Kowloon
Station, does not the Government concede that an estimated cost of about half that of the
Government’s scheme seems reasonable?

[Other matters to appreciate are the reduced resumption and hence costs, the deletion of
the underground rescue centre and a simpler depot — these offset the cost of the Rambler
Channel Crossing].

Programme for Construction

Government has stated that the start of construction on the project would be delayed by
three years by the implementation of the alternative scheme. While such a delay is not
agreed, has Government appreciated that the time for construction for the alternative
scheme is significantly less than for their scheme and with a far lower risk of programme
overrun? Has Government appreciated that, as a result, there would be no delay in the
opening date, and the cost would be significantly less.

Government has accused the Alternative Scheme adopting a shared corridor, a scheme
which was rejected by Government.

Has Government appreciated that the Alternative Scheme does not adopt a shared
corridor for the Express Rail Link? It runs in its own corridor to a Terminus at Kam Sheung

Road with a depot to the south.
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Has Government appreciated that the Crossing of the Rambler Channel need not be as
high as that of the Ting Kau Bridge as the level of that bridge was determined by the level
of the Tsing Ma Bridge, Tuen Mun Road and the approaches to the Tai lam Tunnel?

The level of the Rambler Channel Bridge will be governed by the height of shipping
required to pass under, which is a lesser height than for the Tsing Ma Bridge.

Has Government appreciated that no shipyards on Tsing Yi will be affected and that the
Yau Kom Tsai Water Treatment Plant will not be affected either as the crossing about one
kilometre to the west?

Does Government appreciate that, with the crossing to the west of Approach Beach, the
gradient between Tsing Yi station and the rambler Channel Crossing will be less than 2%.

Operations

Can Government clarify why the Terminus at West Kowloon has 9 tracks for Long-haul
trains and 6 for Short-haul services?

Are Long-haul trains to be stabled and serviced within the station as opposed to be being
moved to a separate depot / area as is the standard practice for operating Long-haul
trains?

How many additional platforms does this require and what is the incremental cost of their
provision in this deep underground station?

Would Government agree that these inefficient operations are a result of locating the
station at West Kowloon as oppose to another location where the trains can be serviced
away from the station?

Response to Government’s so called 6 Deadly Sins

"The group's idea is very preliminary without any supporting feasibility study. It is
based on connecting a small section of the cross-boundary express rail to the domestic rail
network. This fails to meet the fundamental concept and standard of the express rail," he
said.

The scheme gives the majority of passengers a faster overall journey time than by locating
the Terminus at West Kowloon thus it enhances the fundamental concept and standards of
express rail. The scheme has supporting data but Government seems unwilling to
consider it.

Some fundamental problems of the counter-proposal include the following:
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1) Locating the terminus at the northwestern part of the New Territories means that commuters
have to switch for the domestic rail link before they can reach the city centre. The failure to provide
the convenience of direct connection between city centres will greatly reduce the attractiveness of
the project.

Passengers arriving at West Kowloon will have to switch to other means of transport to
reach their final destinations. Government’s own estimates give 50% using the domestic
rail service to continue. Those to Hong Kong Island and the Airport will have an
inconvenient interchange. Many continuing by road will be subject to road congestion

By locating the terminus at Kam Sheung Road AND providing a direct link to Hong Kong
Island via a spur line off the Airport Railway will give many more people better access to
and from the Express Rail Link and thus enhance its attractiveness.

2) Shared use of existing rail tracks of the Tung Chung Line and Airport Express Rail to provide
transfer for cross-boundary passengers will seriously undermine the capacity of these two links to
meet future growth in passenger demand resulting from the development of the airport and the
opening of the Hong Kong-Zhuhai-Macao Bridge, to the detriment of the overall development of the
rail network.

This comment by Government continues their lack of understanding of the capacity issues
of the Tung Chung Line and the Airport Express Rail as demonstrated at the one meeting
held to discuss the proposals for the Alternative. As explained as the meeting, the proposal
still allows the full use of the capacity to serve the Airport and the Kong-Zhuhai-Macao
Bridge as that capacity is limited by the capacity restraints imposed by the two tracks
across the Tsing Ma Bridge. The proposal makes use of some of the spare capacity
between Tsing Yi and Kowloon, where there are four tracks for the Tung Chung Line and
the Airport Express Rail. The scheduling of all the services has also been addressed to
confirm the feasibility of the proposals.

3) About 500 households will be affected by resumption or clearance if the terminus and related
facilities are to be located at Kam Sheung Road, more than three times the existing number of Choi
Yuen Tsuen households affected by the Government's proposal.

It would appear that the 500 households are the estimate for the earlier Government
schemes for a station at Kam Sheung Road. As explained to Government the scheme is
very different and locates the terminus on the west side of West Rail and, as a result, the
number of households affected by the scheme is about 50.

4) Thereisa grave under-estimation of the construction cost in the absence of concrete data to
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back up the counter-proposal’s estimate and design.

Government cost for the railway related works is now $53.7Bn for a railway with 25 km of
tunnels and a large deep underground station in West Kowloon. The alternative scheme
has about half the length of tunnel and only one, very much simpler and cheaper, above
ground station and hence our costs are consistent and reasonable.

5) Thereisa lack of feasibility studies of the most basic type in the face of several obvious
technical problems.

Government has not enabled the necessary dialogue for them to appreciate that the
feasibility of the scheme has been proved. Nor have Government been able to identify any
technical problems which would affect the scheme’s feasibility.

6) The project will be delayed for at least three years, the time of resolving the technical problems
not included, since all planning procedures have to start afresh.

Construction of our scheme will be much quicker than that for Government’s scheme since
the scope of works is less and construction can commence on several work fronts at the
same time. Delay to the start of construction will be compensated by the shorter
construction time.

The spokesman said that the Government's proposal for the Hong Kong section of the
XRL project was the result of years of discussion and study by the Administration in
conjunction with the Legislative Council and professionals, adding that it had obtained the
general support of the community and was already at the final planning stage.

Government’s study only considered one location for a station at Kam Sheung Road which
is different from that now proposed. Government did not consider a spur off the Airport
Railway to provide a fast service to the “heart” of Hong Kong Island. Government’s studies
were thus deficient. As there has not been any public consultation on the project it is not
possible for Government to claim general support for their scheme. The escalating cost
has undermined support for the scheme and thus it is only appropriate that cheaper
alternatives are considered. The scheme proposed performs better that Government’s
scheme for about half the cost.
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